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| For Proceedings under «“ Bills,”’ see under “ Bills,”’ pages iii to x, 





REFERENCES TO THE VOTES AND PROCEEDINGS, VGL. I—~261TH PARLIAMENT —VroURTH SESSION, 


ADDRESSES :-- 
Ix Rerty to THe Governor's OPENING SpEECH :— 
Motion made (J/r. Doe) for adoption, and Debate adjourned, 13; amendment (Mr. Lang) to 
add new paragraph, and debate adjourned, 16; Debate resumed and adjourned, 18, 20, 21 ; 


. ~ ~ > - r 
amendment negatived, 24: address agreed to, 25 ; presented to the Governor and Reply 
reported, 27, 





APPOINTMENT OF Str Dupiey Rawson STRATFORD DE CuarR, K.C.B., M.V.0O., as Governor 
OF THE STATE OF New Soorn WALES :— 
Motion made (Mr. Ww earne) for, in acknowledgment of His Kxcellency’s Message notifying, 32. 
Mr. Speaker reported presentation of, and read reply 55. 
CENTENARY OF THE ESTABLISHMENT of PARLIAMENTARY INSTITUTIONS IN New Soorn Wass: 
MeEssaGE FRom Hts Masesty tHe King :— 
Motion made (Sir George Fuller) for adoption of Address in Reply, agreed to, 87; letter 
intimating His Majesty’s acceptance of Address, 25), 
REVOCATION oF DEDICATION or Stare FoREsts :— 


‘ - ~~ = ‘ 7 r. Be et rr c a 
Message from Governor recommending, 155, 207; Motion made (Mr. Wearne), That Honse 
| agrees to, 259, 260, 
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REFERENCES TO THE VOTES AND PROCEEDINGS, VOL, I—~26TH PARLIAMENT—FOURTH SESSION, 


ADJOURNMENT (See also ‘SPEAKER ” ; also ‘‘ NO QUORUM ”) :— 
OF DEBATE :— 


Motion made for, and passed (to take precedence), 13, 16, 18, 20, 22; 41, 60, 73, 79, 109, 111, 
146, 224, 280. 


Motion made for, and negatived, 100. 


Or THE HoUsE :— 

Motion made for, and passed, 1, 3, 16, 18, 20, 22, 25, 30, 41, 49, 66, 72, 74, 82, 92, 133, 158, 
206, 210, 222, 261, 302. 

Motion made for, and House counted out, 178. 

Motion made for special, and passed, 235, 302 ; (Centenary of the Establishment of Parliamentary 
Institutions in N.S. W.), 86. 

As a mark of respect on death of the Honorable Sir David Storey, Kt., M.L.C., a former 
Member and Minister, 55. 

Or tHe Housk, UNDER THE 497TH STANDING ORDER :— 
tuling of Speaker respecting Notices drawn from Box after 6.30 o’clock on days on which 
Government Business takes precedence at that hour, 198. : 

Negatived :— 

The action of the Broken Hill Proprietary Company in introducing a twelve-hour day into a 
portion of their works at Newcastle (Major Connell), 28. 

lhe failure of the Goverment to hold a full inquiry into the proposal of the Master Bakers to 
inerease the price of bread (Mr. Gosling), 32. 

Unemployment at present existing at the South Coast mines (Mr William Davies), 36. 

The action of the Government in depriving tunnel-workers on the City Railway and the 
North Sydney Construction Works of the forty-four hour week (Mr. Murphy), 62. 

The refusal of the Government to use the pipes ordered by the Metropolitan Board of Water 
and Sewerage from Hoskins’ Iron and Steel Company, thereby depriving one hundred and 
forty men ot employment (M7. Gosling), 77. 

The arrival in this State of labourers and others from foreign countries (Mr. Baddeley) 81. 

The unfair treatment of public servants recently retrenched in regard to compensation payments 
(Mr. Lazzarint), 86. 

The arrival of numerous foreigners in a destitute condition into the City of Broken Hill (Mr- 
Davidson}, 89. 

The immediate necessity for legislation to be introduced to prevent such scandals as witnessed 
at the recent Artists’ Ball held in the Town Hall of the City of Sydney (Mr. Arkins), 93. 

The proposed sale of ‘‘ Ormonde House,” Paddington, by the Minister for Public Instruction 
(Mr. Birt), 109. 

Action of the Railway Commissioners in refusing to take railway-sleepers and other timber 
supplies from the Wyong-Dora Creek districts (Mv. O’ Hearn), 201. 


The necessity for the Government to take action to abolish the Shipping Labour Bureau (Mr. 
McTiernan), 216. 

The action of the Government in appointing Mr, McDougal as Assistant Comptroller-General 
of Prisons (Wr. McKell), 241. 


Ruled out of order :— 

The inhumane and vindictive action of the Government in persecuting and prosecuting the 
seven representatives of the Transport Workers’ Group for their humane action in advising 
members of the Seamen’s Union to refuse to work the Port Lyttelion, such boat having been 
declared unseaworthy ; and further the action of the Government in advising Judge 
Edwards to refuse to grant bail in such cases, ruled out of order for the reason, amongst 
others, that it contained more than one subject (Wr. Davidson), 45, 

The proposed payment by the Government of £5,000 to compensate the loyalists on the water- 
front, as a result of the High Court’s decision that preference must be given to returned 
soldiers, —as the matter was capable of discussion on the financial statement (Mr. Frank 
Burke), 148. 

The financial difficulty caused through the failure of the Commonwealth Note Issue Board to 
issue sufficient Bank Notes to facilitate the financing of the Trade of the Country,— 
as the matter was capable of discussion on the Financial Statement (Mr. Scott Fell), 149. 


ADMINISTRATION OF JUSTICE :— 


PROSECUTION OF REPRESENTATIVES OF THE TRANSPORT WORKERS’ GROUP FOR ADVISING MEMBER 
OF THE SEAMEN’S UNION TO REFUSE TO WORK THE Port Lyttelton :— 


Notice given under the 49th Standing Order for adjournment of the House to discuss, and 
ruled out of order, as containing more than one subject (Mr. Davidson), 45. 


Motion made as a matter of urgency to consider a Notice of Motion on the Notice Paper relating 
to, and negatived (Mr. MeTernan), 61. 
Ministerial Statement (Mr. Bavin) made in connection with, 65. 
ANZAC PARADE (See ‘*‘PARLIAMENTARY STANDING COMMITTEE ON PUBLIC 
WORKS ”). 


APPIN MURDER (See **CAPITAL PUNISHMENT.” 
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REFERENCES TO THE VOTES AND PROCEEDINGS, VOL, I—~26TH PARLIAMENT—FOURTH SESSION, 


A 
ARTISTS’ BALL :— 


Motion made under the 49th Standing Order for adjournment of the House to discuss the 
immediate necessity for legislation to prevent such public scandals as witnessed at the,— 
recently held in the Town Hall of the City of Sydney, and negatived (Mr. Arkins), 93. 

ASSEMBLY (See also ‘‘ BUSINESS yr 

Sittings after Midnight, 25, 48, 52, 63, 72, 76, 86, 90, 92, 96, 115, 128, 127, 130, 146, 163, 166, 

170, 172, 18], 185, 191, 195, 203, 209, 221, 234, 248, 266, 274, 286, 298, 302. 
OPENING OF PARLIAMENT :— : 

Clerk reads Proclamation, 1. 

Usher of the Black Rod delivers Message from Governor, 1. 

Governor’s Opening Speech, 11; Address in Reply (Mr. Doe), Debate adjourned, 13: 
amendment (M7, Lang) to add sew paragraph, 16; Debate resumed and adjourned, 18, 
20, 21; amendment negatived, 24; Address agreed to, 25 ; presented to Governor and 
reply reported, 27. 


ASSENT TO BILLS (See “‘ BILLS =): 


B 


BANK NOTES (See “‘ FINANCE ”) 


BANKSTOWN (See “ PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS ae 
BARMEDMAN (See “ PARLIAMENTARY STANDING COMMITTER ON PUBLIC WORKS ») 


BILLS (Nee also ‘‘ DIVISIONS ” ; also “STANDING ORDERS”) :-— 
Pro forma, 11. 
Amendment to recommit on 3° negatived, 57-58, 75, 91, 212-13, 226; agreed to, 115, 245. 


edie 


Amendment to recommit, on adoption of report, negatived, 131, 204, 212, 2 /9, 287 ; agrecd to, 
221, 234. 

Considered in Committee pro forma, 63. 

Council’s amendments ordered to be taken into consideration ata later hour of the Day, 284, 286. 

Council’s Message taken into consideration forthwith, 302. 

Debate (of previous Session) on 2° resumed, 52-3, 60, 82, 199. 

Discharged and withdrawn, 78, 212. 

Interpretation of Standing Order 295—point at which proceedings on Bills should be resumed— 
ruling of Speaker, 52: 

Leave given to proceed with under 295th Standing Order, 34 (*), 38, 40, 63, 66, 69, 189. 

Message from Council requesting that Bill be proceeded with under 296th mtanding Order, 36, 

Order of Leaye amended, 194. — 

Passed through all stages by consent, 145. 

Passed through remaining stages at end of Session, 297. 

Read 3° by consent, 174, 198, 288-91. 

Standing Orders suspended, as a matter of urgency, to bring inand pass Bills through all stages 
in one day, 150, 172. 

Standing and Sessional Orders suspended, as a matter of urgency, to consider Genera} Business 

_ ata Friday Sitting, 253. 

Standing Orders suspended to pass Supply Bill through all stages in one day, [36. 

3° set down for later hour of day, 198 (after division), 246, 288, 297. 

2° set down for later hour of the day, 297. 

PROCEEDINGS ON :— 
ADMINISTRATION oF JustTick BILL :— 

Motion made (Mr. Bavin) for leave to bring in, Bill presented and read 1°, 228; read 2° and 
committed, reported with an amendment, Report adopted, 243; Motion made for 3° and 
amendment (Mr. Lee) to recommit, agreed to, reported 2° with further amendments, 
Report adopted, 245; read 3° and sent to Council, 248: returned without amendment, 275. 

AMBULANCE TRANSPORT SERVICE (AMENDMENT) BILL :— 

Message from Governor, 20; Motion made (Mr. Oakes) for leave to bring in, Bill presented 

and read, 1°, 69; Order of Day discharged, Bill withdrawn, 78. 
AMBULANCE TRANSPORT SERVICE (AMENDMENT) Brow (No. 2) :— 

Message from Goyernor, 75 ; Motion made (Mr. Bavin) for leave to bring in, Bill presented 
and read 1°, 78; read 2° and committed, reported with amendments, Report adopted, 297 ; 
read 3° and sent to Council, 300; returned without amendment, 302. 

Anzac Day BILL :— 

Message from Lieutenant-Covernor, 198; Motion made (Mr. Oakes) for leave to bring in, Bill 
presented and read 1°, 198; read 2° and committed, reported without amendment, Report 
adopted, 229-30; read 3° and sent to Council, 233. 

APPROPRIATION BILL :—- 

Message from Governor, 135; Ordered (Sir Arthur Cocks), founded on Resolutions of Ways 
and Means (Nos. 1, 4, and 5), presented and read 1°, read 2° and committed, reported 
without amendment, Report adopted, read 3° and sent to Council, 174; returned without 
amendment, 180; assent reported, 187. 


ARCHITECTS (AMENDMENT) BILL :-— 

Message from Governor, 77; Motion made (Mr. Bruntnell) for leave to bring in, Bill presented 
and read 1°, 116 ; read 2° and committed, reported without amendment, Report adopted, 
read 3° and sent to Council, 198-9; returned without amendment, 227; assent 
reported, 247. 

AUCTIONEERS LICENSING (AMENDMENT) BILL :— 

Message from Governor, 28; Motion made (Mr. Ley) for leave to bring in, Bill presented 
and read 1°, 33; read 2° and committed, reported with amendments, Report adopted, 184; 
read 3° and sent to Council, 188; returned without amendment, 203 : assent reported, 223, 
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REFERENCES TO THE VOTES AND PROCEEDINGS, VOL, I—26TH PARLIAMENT—FOURTH SESSION. 





B 


BILLS (continued ) :— 
PROCEEDINGS ON (continued) :— 


Banks AnD Bank Houipays (AMENDMENT) BILL :— 
Message from Governor, 19; Motion made (J/r. Oakes) for leave to bring in, Bill presented 
and read, 1°, 69; read 2° and committed, reported without amendment, Report adopted, 
86 ; read 3° and sent to Council, 91; returned without amendment, 195 ; assent reported, 


197. 
BaNKsTowN RESUMPTION ReEsCISSION BILL : 
Message from Governor, 17. 


BANKSTOWN TO Groran’s River Rarway Binw :— 


Motion made (M7, Ball) for leave to bring in, Bill presented and read 1°, 276 ; Message from 
Governor, 283. 





Bravuprsert (See ‘‘Grarron-Kyocie To Sovra BrisBANE RAILWAY AGREEMENT RATIFICATION 
BILL”), 


BEELBANGERA (See ‘‘ Rep Cross War Cuest Farm Cotony TRANSFER BILL a )s 


BisHop TYRRELL Trust Act AMENDMENT BILL :— 
Assent to (Session 1923), reported, 7. 


BLACKHEATH WATER SuppiLy BIL.: 
Assent to (Session 1923), raported, 4. 


Botany MerHopist CHuRCH CEMETERY BILL :— 

Received from Legislative Council, and on motion of (M7. Oakes), read 1°, 165; read 2° and 
committed, reported without amendment, Report adopted, 269; read 3° and returned to 
Council, 273. 

Broken Hitt (See ‘‘ WorkMEN’s CompEnsaTION (LEAD-PoIsonINc—BROKEN HILL) AMENDMEXT 
BIL. ”). 


Byron Bay Jerry Bri :— 
Assent to (Session 1923), reported, 4. 


CAMURRA TO BoGGABILLA Rattway BILL :— 
Assent to (Session 1923), reported, 4. 
CANOWINDRA TO GREGRA RatLway Brun :— 
Motion made (Afr. Ball) for leave to bring in, Bill presented and read 1°, 277; Message from 
Governor, 283 ; read 2° and committed, reported without amendment, Report adopted, 
read 3° and sent to Council, 291 ; returned without amendment, 300. 


CremENT Contract RATIFICATION Brut :— 

Message from Governor, 59; Motion made (Mr. Ball) for leave to bring in, Bill presented and 
read 1°, 105-6; read 2° and committed, reported without amendment, Motion made for 
adoption of report and amendment (Mr. William Davies) to recommit negatived, Report 
adopted, 130-3; read 3° and sent to Council, 145-6; returned without amendment, 171; 
assent reported, 179. 





CHILD WELFARE (AMENDMENT) Brit :— 
Motion made (Mr Bruntnell), for leave to bring in, Bill presented and read 1°, 268; read 2° 


and committed, reported without amendment, Report adopted, 277; read 3° and sent to 
Council, 279 ; returned without amendment, 286. 


CLOSER SerTLEMENT (See ‘‘Pupnic Works anp Croser Srerrtement Funps (AMENDMENT ) 
BILL”). ; 


COMMUNITY SETTLEMENT (See ‘‘Co-opERATION, COMMUNITY SETTLEMENT, AND CREDIT (AMEND- 
MENT) Bii”), 


CONVEYANCING (AMENDMENT) Bint :— 
Received from Legislative Council, and on Motion of (Mr Ley) read 1°, 130, 


Co-oPERATION, ComMUNITY SETTLEMENT, AND CREDIT BILL : 
Assent to (Session 1923), reported, 7. 


Co-OPERATION, ComMuNITY SETTLEMENT, AND CREDIT (AMENDMENT) Bint :— 
Received from Legislative Council, and on motion of (MET TMG Sik Fitzpatrick), read 1°, 246 ; 
read 2° and committed, 265 ; reported with an amendment, Report adopted, 267; read 3° 


and returned to Council, 273; Message from Council agreeing to amendment, 275 


Cottacr Creek STORMWATER CHANNEL BILL :— 
Motion made (Mr. Bail) for leave to bring in, Bill presented and read 1°, 276; Message from 


Governor, 2&2 ; read 2° and committed, reported without amendment, Report adopted, 
read 3° and sent to ouncil, 289; returned without amendment, 299. 


County Councixs (See *‘ Loca, GovERNMENT (County Councrts) AMENDMENT BILL ) 


Country Towns (See ‘‘Pusiic Works (Country Towns Water Svuppty Anp SEWERAGE 
AMENDMENT Bit ”), 


CRIMES (ABOLITION of DEATH PENALTY) AMENDMENT BILL :— 
Motion made (Dx. Stopford), for leave to bring in, 45; presented and read 1°, 51; Order ef 
the Day, read and postponed, 65; Order of the Day, postponed, 85, 140, 155. 


CRIMES (AMENDMENT) BILL :—- 


Message from Governor, 18; Motion made (Mr. Bavin), for leav 


a 0 e to proceed with under 
295th Standing Order, 40; Debate (of Session 1923) on 2° resumed, 60; read 2° and 


committed, pro forma, reported with amendments, Report adopted, 63; reconsidered in 
Committee, reported 2° with further amendments, Report adopted, 76 ; read 3° and sent 
to Council, 78; returned with amendments 109-110 ; Message to Council amending some 
and agreeing to remainder of Council’s amendments, 122 ; Message from Council agreeing 
to Assembly’s amendments upon its amendments, 130; assent reported, 145. s 





INDEX, Vv 


Ly24, 


REFERENCES TO THE VOTES AND PROCEEDINGS, VOL. [— OTH PARLIAMENT—FOURTM SESSION. 


BILLS ¢ continued ) _ 
PROCEEDINGS ON (continued) :— 


Crown LANDS AND CLOSER SETTLEMENT (AMENDING) BILL :— 

Message from Governor, 271; Motion made (Mr. Wearne), for leave to bring in; Bill pre- 
sented and read 1°, 277; read 2° and committed ; reported without amendment ; Motion 
made (Mr. Wearne) for adoption of Report and amendment (Mr Davidson) to recommit 
negatived ; Report adopted ; read 3° and sent to Council, 286-8; returned without 
amendment, 298. 

Curt Curt To FrResHwaTER TRAMWAY BILL :— 

Assent to (Sesszon 1923), reported, 5. 





Dancerotvs Drucs BILL: L 

Message from Governor, 51 ; Motion made (Mr. Oakes) for leave to proceed with under 295th 
Standing Order, 63. 

Districr Courts (JupGES PENstons) Bini :— 

Message from Governor, 31; Motion made (Mr. Bavin), for leave to proceed with under 
295th Standing Order, 189; Debate (of Second Session, 1922) resumed, read 2° and 
committed, reported without amendment, Report adopted, 199; read 3° and sent to 
Council, 202 ; returned without amendment, 227 ; assent reported, 247. 

DRUMMOYNE TO Five Dock TRamWway BILL :— 

Assent to (Session 1923), reported, 6. 

Earzy Ciosineé BILu :— 
Message from Governor, 263. 
o ’ 
ELECTRICAL ConTRACTORS LIcENSING BILL :— 

Message from Governor, 15; Motion made (Mr, J. C. L. Fitzpatrick), for leave to bring in, Bill 
presented and read 1°, 118; read 2° and committed, 224; reported with amendments, 
Report adopted, 235; read 3° and sent to Council, 238-9; returned with amendments, 
264 ; Council amendments agreed to, 278. 

EXxEcuTOR, TRUSTEE, AND AGENCY ComPANY OF SoutH AusTRALIA, Limtrep, BILL :— 

Received from Legislative Council, and on motion of (M7. Wearne), read 1°, 245 ; Order of the 
Day, postponed, 257, 264, 285. 

Farr Rents (See *‘ TENANTS’ RELIEF AND PRoTECTION BILL”) 


Ny 
Froop PREVENTION (See ‘* WATER (Costs DECLARATORY AND FLoopD PREVENTION) BiLL”), 


FORESTRY (AMENDMENT) BILL :-— 

Motion made (Mr. Ball, on behalf of Mr. Wearne), for leave to bring in, 268; Message from 
Governor ; Bill presented and read 1°, 268; read 2° and committed, reported without 
amendment; Report adopted ; read 3° and sent to Council, 285-6; returned without 
amendment, 297. 


FREEHOLD (See “ IRRIGATION HoLprnes (FREEHOLD) BILL ”) 
GAMING AND Berrina Act, AMENDMENT (MENANGLE Park Racecourse) BILL :— 
Received from Legislative Council, and on motion of (Mr, Wearne) read 1°, 266 ; Order of the 
Day, postponed, 272. 
GOVERNMENT Ratihways (AMENDMENT) BitL :— 
Assent to (Sessionw 1923), reported, 3. 


GOVERNMENT RatLways (AMENDMENT) Brinn :— 
Message from Governor, 257 ; Motion made (Mv. Baill), for leave to bring in, Bill presented 
and read 1°, 257-8; read 2° and committed, reported with amendments ; Motion made 
(Mr. Ball), for adoption of report, and amendment (Mr. Lang) to recommit negatived, 
274-5; read 3° and sent to Council, 279; returned with amendments, 286 ; Message to 
Council disagreeing to one and agreeing to other amendment, 298 ; Message from Council 
insisting upon its amendment, disagreed to, 302 ; Message to Council no longer insisting, 


302. 
Grarron-KyoGLe to Sourn BrRisBANE RAtLWAy AGREEMENT RATIFICATION Brat :— 

Message from Governor, 135; Motion made (Mr. Bail) for leave to bring in, Bill presented and 
read 1°, 141 ; read 2° and committed, reported without amendment, Report adopted, 146-7 ; 
read 3° and sent to Council, 149; returned with an amendment, 170; Council’s amendment 
agreed to, 171-2; assent reported, 179. 

GREATER NEWCASTLE REFERENDUM BILL :— 

Message from Governor, 15 ; Motion made for leave to bring in, Bill presented and read 1’, 39 ; 

read 2° and committed, 72. 
HABERFIELD TO Doproyp Point TRAMWAY Brut :- 

Assent to (Session 1923), reported, 6. 

HAWKESBURY AGRICULTURAL COLLEGE (LABORATORY) BILL :— 

Assent to (Session 1923), reported, 3. 

HoRSE-BREBDING BILL :— 

Message from Governor, 45; Motion made (Captain Chajfey) for leave to bring in, Bill presented 
and read 1°, 72, 

Hospitats (See *‘ Puptic Hospitats BIL”). 
Hovsine (AMENDMEN?) BILL :— 

Message from Governor, 17 ; Motion made (Mr. J. C. L. Fitzpatrick), for leave to bring in, 
Bill presented and read 1°, 39-40; read 2° and committed, 151 ; House in Committee, 
reported without amendment, Report adopted, 185; read 3° and sent to Council, 188 ; 
returned without amendment, 201; assent reported, 212. 

Hunter District WATER AND SEWERAGE (AMENDMENT) BILL :— 

Message from Governor, 20; Motion made (M/r. Ball), for leave to proceed with under 295th 
Standing Order, 34; House in Committee, reported with amendments, Report adopted, 48 ; 
Motion made for 3°, and amendment (Major Connell) to recommit negatived ; read 3° and 
sent to Council, 57-9; returned with amendments, 98 ; Council’s amendments amended 
and agreed to, 110; Message from Council agreeing to amendmentsupon its amend- 
ment, 114; assent reported, 122. 





































Manty Water Suprry (PANORAMA EstaTE Rey 


MARKET-STREET (STRAIGHTENING) BILL :— 
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REFERENCES TO THE VOTES AND PROCEEDINGS, VOL. I—26TH PARLIAMENT—FOURTH SESSION, 


BILLS (continued) :— 


PROCEEDINGS ON (continued ):— ‘ 
INCoME Tax Bruz :-- 


Message from Governor, 140; Ordered (Sir Arthur Cocks) founded on Resolution of Ways and 
Means (No. 8), presented and read'l °, read 2° and committed, reported without amendment, 
Report adopted, 144-5; read 3°, and sent to Council, 147 ; returned without amendment, 
157 ; assent reported, 161. 

INFANTS’ Home, ASHFIELD, Bit :— 

Received from Legislative Council, and on motion of (Mr. Bavin) read 1°, 129; read 2° and 
committed, reported without amendment, Report adopted, 151; read 3° and returned to 
Council, 153 ; assent reported, 159. 


INSURANCE (See “ UNEMPLOYED WorKERS INSURANCE BiL1”’), 


Ikx1GATION Honpinas (FREEHOLD) Brut :— 
Message from ( rovernor, 263 ; Motion made (Captain 
and read 1°, 268 ; read 2° and committed, reported without amendment, report adopted, 
read 3° and sent to Council, 292 ; returned without amendment, 297. 
JERILDERIE TOWARDS DENILIQUIN RaILway BILL.— 


Motion made (Mr, Ball) for leave to bring in, Bill presented and read 1°, 276; Message from 
Governor, 283; read 2° and committed, reported without amendment, Report adopted, 
read 3°, and sent to Council, 290; returned without amendment, 299. 
JupGES PENsIons (See “ District Courts (Jupers Penstons) Brit ad 
Jory (AMENDM ENT) BILt :—~ 


Motion made (Mr, Ley) for leave to bring in, 
committed, reported without 
Council, 105; 


Justice Bux ( 


Chaffey) for leave to bring in, Bill presented 


. 


Bill presented and read 1°, 62; read 2° and 
amendment, Report adopted, 101 ; read 3° and sent to 
returned without amendment, 121; assent reported, 139, 
See ‘ ADMINISTRATION oF Justice Brn 7). 
JUVENILE MicRants APPRENTICESHIP BILL :— 
Assent to (Session 192% ), reported, 5. 
KATOOMBA SEWERAGE BILL :— 
Assent to (Session 1923), reported, 4. 
Kyocie (See “‘Grarron-Kyocir to Sovran BrisBANE RAlLway AGREEMENT RATIFICATION 
Bin ”’). 
Law or EvipeEnce (pro formd) :— > 
Presented (Sir George Fuller), read 1°, 11. 
Lee Wuarr Extenston Brut :-— 
Assent to (Session 1923), reported, 4. 
Liquor (AMENDMENT) Brn :— 
Assent to (Session 1923), reported, 6. 
Loan Bint :— 


Message from Governor, 178 : ordered (Mr. J. OC. L. Fitzpatrick) founded on Resolution of 
Ways and Means (No. 6), presented and read 1°, read 2° and committed, reported without 
amendment, Report adopted, read 3° and sent to Council, 181 ; returned without amend. 
amendment, 184; assent reported, 187. 

LocaL GovERNMENT (AMENDMENT) BILL :— 


Motion made (Mr. Bavin) for leave to bring in, 193; amendment (Mr. Hoskins) to leave 
out certain words agreed to, 194; Leave as amended agreed to, Bill presented and read 1% 
193-5; read 2° and committed, reported without amendment, Motion made (Mr. Bavin) 
for adoption of Report, and amendment (Mr. McTiernan) to recommit negatived ; Point 
of Order :—That Bill should ‘have been preceded by a Message from the Crown—overruled 
by Mr. Deputy-Speaker, Report adopted, 203-6; read 3° and sent to Council, 209 ; 
returned without amendment, 285. 


Locat GovERNMENT (County Councrts) AMENDMENT BILL — 


Received from Legislative Council, and on motion (Mr. J. 0. L. Fi 


read 2° and.committed, reported without amendment, re 
to Council, 298. 


tzpatrick) vead 1°, 284; 
port adopted, read 3°, and returned 


Matn Roaps Brit :— 


Message from Governor, 17 ; additional Message from Governor, 113; Motion made (Mr. J. C, 
L. Fitzpatrick) for leave to bring in, Bill presented and read 1°, 72; Motion made for 2° 
and debate adjourned, 79 ; read 2° and committed, 84; House in Committee, 92 ; reported 
with amendments, 96; motion made for 3°.—Point of Order :—That a clause inserted in 
Committee was outside the Order of Leave and outside the scope of the Bill—overruled by 
Mr. Deputy-Speaker. Amendment (Mr. Wearne) to recommit agreed to, reported 2° with 
further amendments, 114-15 ; read 3° and sent to Council, 118; returned with amendments, 
162; Council’s amendments disagreed to and agreed to, 181; Message to Council, 184 ; 
Message from Council, not insisting upon its amendments disagreed to, 184; assent 

reported, 197. 


Manty Hosprran Brup :— 


Motion made (M7. Ball) for leave to bring in, Bill presented and read 1%, 277% Message from 
Governor, 284; read 2° and committed, reported without amendment, Report adopted ; 
read 3° and sent to Council, 29] ; returned without amendment, 300. 


ESTING) BILn :— 
Received from Legislative Council and on motion of (Mr. Baill 


committed, reported without amendment, Report adopted, 
Council, 252 


) read 1°, 232; read 2°, and 
248; read 3° and returned to 


Fitzpatrick) read 1°, 235 = 
amendment, Report adopted, 248; read 3° and 


Received from Legislative Council and on motion of (Mr. J. O. L. 
read 2°, and committed, reported without 
returned to Council, 252, 
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BILLS (continued) :— 
PROCEEDINGS ON (continued) :— 


MARRIAGE (AMENDMENT) Bint :-— 

Motion made (Mr. Main) for leave to proceed with under 295th Standing Order, 66; Debate 
(Session, 1923) resumed, read 2° and committed, reported without amendment, Report 
adopted, 82; read 3° and sent to Council, 94; returned without amendment, 139 ; assent 
reported, 154. 

MARRIAGE AMENDMENT Bit (No, 2) :— 

Motion made (Mr. Ley) for leave to proceed with under 295th Standing Order, 38 ; Debate 
(Session, 1923) resumed on 2° (See Speaker's ruling, p. 52), read 2°, committed, reported 
with amendments, Report adopted, 52-3; read 3° and sent to Council, 114 

MATRIMONIAL Causes (AMENDMENT) Bru :— 
Received from Legislative Council, and on motion of (Mr. Bavin) read 1°, 89. 
Mrar (See ‘‘ SypNEY MEAT-PRESERVING COMPANY (Limirep) AMENDMENT Bin.’’). 
Meat INpustry ENCOURAGEMENT Brut (See “ New Sour WaLEs MrEat INDUSTRY ENCOURAGE- 
MENT Bru’). 


MENANGLE Park Racxecoursk (See ‘*GAMING AND Berrrxg Act AMENDMENT (MENANGLE 

Park Racecourse) BILL”). 

METROPOLITAN WATER, AND SEWERAGE (AMENDMENT) BILL :— 

Assent to (Session 1923), reported, 3. 

METROPOLITAN WATER, SEWERAGE, AND DRAINAGE BrLb :— 

Message from Governor, 2); Motion made (Mr. Ball) for leave to bring in, 116; Bill 
presented and read 1°, 117; Motion made for 2° and Debate adjourned, 146; read ?° and 
committed, 184; House in Committee, 191, 195, 203; reported with amendments, motion 
made (Mr, Ball) for adoption of report, and amendment (Mr. J.C. L. Fitzpatrick) for 
recommittal agreed to, House in Committee reported 2°, with further amendments, 
Report adopted, 234 ; read 3° and sent to Council, 238 ; returned with amendments, 271 ; 
Council’s amendments agreed to, 285, 

Mines INspEecTION (AMENDMENT) BILL :— 

Message from Governor, 48. 


Minine (AMENDMENT) Bint :-— 

Message from Governor, 48 : Motion made (Wr. J. C. L. Fitzpatrick) for leave to bring in, Bill 
presented and read, 1°, 224; read 2°, and committed, reported without amendment, 
teport adopted, 246-7; read 3° and sent to Council, 252; returned with amendments, 
284 ; Council’s amendments agreed to, 293. 

Mintne LEASES (VALIDATION) BILI, :-— 
Message from Governor, 16; Motion made (Mr. Bavin) for leave to bring in, Bill presented 
{ and read 1°, 34; Motion made for 2° and Debate adjourned, 41 ; read 2° and committed, 
reported with an amendment, Report adopted, 48; read 3° and sent to Council, 59, 
returned without amendment, 85; assent reported, 93. 


Mines Rescvur BILn :— 
Message from Governor, 140 ; Motion made (Mr. J. C. L. Fitzpatrick) tor leave to bring in, Bill 
presented and read 1”, 207 ; Order of Day discharged, Bill withdrawn, 212. 
Mines Rescut Brut (No. 2) :— 
Message from Governor, 211; Motion made (Mr. J. C, L. Fitzpatrick) for leave to bring in, Bill 
presented and read 1°, 223. 
Motone Water Suppity Brow :— 
Motion made (Mr. Ball) for leave to bring in, Bill presented and read 1°, 277; Message 
from Governor, 283 ; read 2° and committed, reported without amendment, Report adopted, 
read 3°, and sent to Council, 290 ; returned without amendment, 300. 


Monopontes Brinn :— 

Assent to (Session 1923), reported, 5. 

Moss VaLe to Porr Kempna Rarwway BILL :— 

Motion made (Mr. Ball) for leave to bring in, Bill presented and read 1°, 273; Message from 
Governor, 282 ; read 2° and committed, reported without amendment, Report adopted ; 
read 3° and sent to Council, 288-9; returned without amendment, 299. 

Moror Vesicies (Taxation) Briuu :— 

Messages from Governor, 96, 198 ; Ordered (Sir Arthur Cocks) founded on Resolution of Ways 
and Means (No. 7) presented and read 1°, 209 ; read 2° and committed, 213; reported with 
amendments, Motion made (Sir Arthur Cocks) for adoption of report and amendment 
(Mr. J.C. L. Fitznatrick) to recommit agreed to, House in Committee, Bill reported 2° 
without amendment, Report adopted, 221; read 3° and sent to Council, 226: returned 
without amendments, 243. 


Motor VEHicLes (TAXATION) MANAGEMENT BiLh :— 

Message from Governor, 197; Motion made (Sir Arthur Cocks) for leave to bring in, Bill 
presented and read 1°, 202; read 2° and committed, reported without amendment, Report 
adopted, 207 ; Motion made for 3° and amendment to recommit negatived, read 3° and 
sent to Council, 226; returned without amendment, 241, 


NARRABRI Hospirat Site Brut :— 
Message from Governor, 215; Motion made (Mr. Wearn ) for leave to bring in, Bill presented 
and read 1°, 217; read 2° and committed, reported without amendment, Report adopted, 
224; read 3° and sent to Council, 225 ; returned without amendment, 238 ; assent reported, 
255. 


NationaL LIBRARY BILL: 
Message from Governor, 256 ; Motion made (Mr. Bruntnel/), for leave to bring in, Bill presented 
and read 1°, 277; read 2° and committed, reported without amendment, report adopted ; 
read 3° and sent to Council, 292 ; returned without amendment, 298, 
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BILLS (continued) :— 
PROCEEDINGS ON (continued) :— 


‘* NE TEMERE”’ (See ‘‘ MARRIAGE AMENDMENT BILt (No. 2)”’). 


NeEwcastLeE (See ‘GREATER NEWCASTLE REFERENDUM Bint” also ‘*Corracre CREEK STORM- 
WATER CHANNELL BILL’”’). 


NeEwcastL_p NATIONAL PARK ENABLING BILL :— 
Received from Legislative Council and on motion (Mr. J. C. L. Fitzpatrick) read 1°, 297; 
read 2° and committed, reported without amendment, Report adopted ; read 3° and returned 
to Council, 297-8. 


NEWCASTLE WHARFAGE (MEREWETHER-STREET) BILL :— 

Motion made (M/r. Ball) for leave to bring in, Bill presented and read 1°, 277; Message from 
Governor, 284 ; read 2° and committed, reported without amendment, Report adopted ; 
read 3° and sent to Council, 291 ; returned without amendment, 300. 

New South Wates Meat Inpustry ENCOURAGEMENT BILL :— 

Message from Governor, 225; Motion made (Mr. Oakes) for leave to bring in, Bill presented 
and read 1°, 229; read 2° and committed, 265-6; reported with amendments, report 
adopted, 288 ; read 3° and sent to Council, 292; returned without amendment, 301. 

NuRsus REGISTRATION BILL :— 

Message from Governor, 51; Motion made (Mr. Oakes) for leave to proceed with under the 
295th Standing Order, 69; read 2° and committed, 122-3; reported with amendments, 
Report adopted, 188; read 3° and sent to Council, 191; returned with amendments, 231 ; 
Council amendments disagreed to, amended and agreed to, 244 ; message to Council, 250 ; 
message from Council agreeing to Assembly’s amendment on its amendment and not 
insisting on its amendment disagreed to, 259. 

Onstow Park Binu :— 

Received from Legislative Council together with report from Select Committee, and on motion 
of (Captain Chaffey) read 1°, 232; read 2° and committed, reported without amendment, 
Report adopted, 248 ; read 3° and returned to Council, 252. 

OpticiANs BILL :— 
Message from Governor, 241 ; Motion made (Mr. Oakes) for leave to bring in, Bill presented 


5 


and read 1°, 243. 








PARLIAMENTARY SELECT CoMMITTEES ENABLING BILL :— 

Assent to (Session 1923), reported. 4. 

PuLAnt Diseases Brut (Bill of Session 1923) :— 
Message from Governor, 15. 
Puant Diseases BILL :— 

Message from Governor, 71; Motion made (Captain Chaffey) for leave to bring in, Bill 
presented and read 1°, 79; Motion made for 2° and Debate adjourned, 111; read 2° and 
committed, 115; House in Committee, 181, 185; reported with amendments, Report 
adopted, 209 ; Motion made for 3° and amendment (M7. Flannery) to recommit negatived, 
read 3° and sent to Council, 212-3; returned with amendments, 256; Council’s amend- 
ments agreed to, 268, 

PoLice REGULATION (APPEALS) BILL :— 

Assent to (Session 1923), reported, 2. 

PRICKLY-PEAR BILL :— 

Message from Governor, 95; Motion made (Mr. Wearne) for leave to bring in, Bill presented 
and read 1°, 106; Motion made for 2° and Debate adjourned, 109; read 2° and 
committed, 119; House in Committee 141; reported with amendments, Report adopted, 
146; read 3° and sent to Council, 149; returned with amendments, 180 ; Councils amend- 
ments agreed to, 228; Assent reported, 247. 

PRINCE ALFRED HospiraL (IsoLtation Brock) Brit:— 

Assent to (Sesszon 1928), reported, 3. 
PRISONERS DETENTION (AMENDMENT) Brix :— 

Message from Council requesting that Bill be proceeded with under the 296th Standing Order, 36. 
Pusiic Hospirats Brin :— 

Message from Governor, 256 ; Motion made (Mr. Oakes) for leave to bring in, Bill presented 
andfread 1°, 264-5. 

Pusiic Reserves (See “ Trosters or Pusric Reserves Enapiine Bini”). 
Pusitic WorKs AND CroseR SerrtemMent Funps (AMENDMENT) BILL :— 

Message from Governor, 96; Motion made (87 Arthur Cocks) for leave to bring in, 107 ; Bill 

presented and read, 1°, 109; read 2° and committed, reported without amendment, Report 


adopted 122 ; read 3° and sent to Council, 130; returned without amendments, 157 ; assent 
reported, 161. 
Pustic Works (Country Towns WatTER Supety AND SEWERAGE) AMENDMENT BILL :— 
Motion made (Mr. Bal/) for leave to bring in, Bill presented and read 1°, 242-3; Message frem 
Governor, 243 ; read 2° and committed, reported without amendment, Report adopted, 247, 
read 3° and sent to Council, 251 ; returned without amendment, 275. 
QUEANBEYAN WATER Suppty BIL1 :— 
Motion made (Mr. Baill) for leave to bring in, Bill presented and read 1°, 273; Message from 
Governor, 282; read 2° and committed, reported without amendment, Report adopted ; 
read 3°, and sent to Council, 288 ; returned without amendment, 299. 
Ranpd To Buti PLaIn Rattway Bi1 :— 
Motion made (M7. Ball) for leave to bring in, Bill presented and read 1°, 276; Message from 
Governor, 282; read 2° and committed, reported without amendment, Report adopted ; 
read 3° and sent to Council, 289; returned without amendment, 299. 


Reat Estate AND Stock AGENTS :— 
Message from Governor, 16. 
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REFERENCES TO THE VOTKS AND PROCEEDINGS, VOL, I—20TH PARLIAMENT—-FOURTH SESSION, 





BILLS (continued) :— 
PROCEEDINGS ON (continued) :-- 
Rep Cross War CHest Farm Cotony TRANSFER BILL ;— 

Message from Governor, 67 ; Motion made (Captain Chaffey) for leave to bring in, Bill pre- 
sented and read 1°, 76; read 2° and committed, reported without amendment, Report 
adopted, 79; read 3° and sent to Council, 84; returned without amendment, 113; assent 
reported, 117 

ReGenv’s Park to BANKsTowN Rattway BILL :— 

Assent to (Session 1923), reported, 3. 

ReGIsTRATION OF Stock BRANDS (AMENDMENT) BILL :— 

Assent to (Session 1923), reported, 6. 


Rescuk Stations (See ‘‘ Mines Rescugr Briw”’), 
Roaps (See ‘* Matn Roaps Brn”), 


LOYAL CoMMISSIONS (MuNIcIPAL CouNCIL OF SYDNEY) BILL :— 

Standing Orders suspended as a matter of Urgency; Motion made (Mr. Bavin) for leave to 
bring in, Bill presented and read 1°, read 2° and committed, reported without amend- 
ment, Report adopted, read 3° and sent to Council, 172; returned without amendment, 
174 ; assent reported, 177. 

SEAT OF GOVERNMENT SURRENDER (AMENDMEN’) BILL :— 

Assent to (Session 1923), reported, 2. 


SHAKESPEARE TERCENTENARY MeMoRIAL FuNp BILL: 
Assent to (Session 1923), reported, 6. 
SoutH BrisBane (See ‘‘Grarron-Kyoagup to Sourd BrisBpane RAILWAY AGREEMENT RATIFICA- 
TION Brit). 
Soutu-west TABLELANDS WATER Suppry Bri :— 
Motion made (M7. Ball) for leave to bring in, Bill presented and read 3°, 273; Message from 
Governor, 282; read 2° and committed, reported without amendment, Report adopted, 
read 3° and sent to Council, 288; returned without amendment, 299, 


STALLIONS (See ‘‘ HORSE-BREEDING BILL”’), 


Stamp Duties (AMENDMENT) BILL :— 

Standing Orders suspended as a matter of Urgency, 150; Motion made (Sir Arthur Cocks) for 
leave to bring in, Bill presented and read 1°, read 2° and committed, reported without 
amendment, Report adopted, read 3° and sent to Council, 150; returned without amend- 

- ment, 157 ; assent reported, 161. 


Stamp Duties (FURTHER AMENDMENT) BILL :— 

Message from Governor, 211 ; Ordered (Si Arthur Cocks) founded on Resolution of Ways and 
Means (No. 8) presented and read 1°, 221; read 2° and committed, reported with 
amendments, Report adopted, 226 ; read 3° and sent to Council, 228; returned without 
amendment, 237 ; assent reported, 255. 

Statute Law Revision BiLb :— 

Motion made (Mr. Bavin) for leave to bring in, Bill presented and read 1°, 216; read 2° and 

committed, reported without amendment, Report adopted, 229; read 3° and sent to 


€ 


Council, 233; returned without amendment, 237; assent reported, 255, 
Stock AGENTS (See ‘‘ Reat Estate AND Srock AGENTS BiLL”’). 
Stock DISEASES BILL :— 
Assent to (Session 1923), reported, 5, 
Supety Bin. :— 

Message from Governor, 136; Standing Orders suspended, 136; House in Committee, 
Xesolution agreed to, ordered (Sir Arthur Cocks), founded on Resolution of Ways and 
Means (No. 2), Bill presented and read 1°, read 2°, committed, reported without amendment, 
Xeport adopted, read 3° and sent to Council, 136-7 ; returned without amendment, 140; 
assent reported, 153. 

Sypnk&Y Couiipriss, Limitep, ENABLING BILL :— 

Messages from Governor, 96, 98; Motion made (Mr J. OC. L. Fitzpatrick) for leave to bring 
in, Bill presented and read 1°, 118; read 2° and committed, 122 ; reported with amend- 
ments, Report adopted 141, read 3° and sent to Council, 144 ; returned with an amend- 
ment, 169 ; Council’s amendment agreed to, 181 ; assent reported, 187. 

SyDNEY CoRPORATION (AMENDMENT) BILL :— 

Message from Governor, 19; Motion mule (JZ, Bavin, on behalf of Mr. Oates) for leave to 
bring in, Bill presented and read 1°, 84; reid 2° and com nitted, 86; reported with 
amendments, Report adopted, 90; Motion made for 3°, and amendment to recommit 
negatived, read 3° and sent to Council, 91-2; returnel with amendments, 104; Council’s 
amendments agreed to, 113; assent reported, 121. 

SyDNEY CORPORATION (FURTHER AMENDMENT) Brin :— 

Motion made (Mr. Bavin) for leave to bring in, 232 ; presented and read 1°, 237 ; Motion made 
for 2° Point of Order, That the Bill was the same in substance and the same in fact as a 
Bill already passed this session and therefore could not be proceeded with, overruled by 
Mr. Deputy-Speaker, read 2° and committed, reported without amendment, Report 
adopted, 248-9; read 3° and sent to Council, 258-9. 


Sypnery (Tue) Cricker Ground ENABLING Bri :— 
Message from Governor, 215; Motion made (V/7r. Wearne) for leave to bring in, Bill presented 
and read 1°, 217; Motion made for 2°, and debate adjourned, 224. 


SypnrEY MEAT-PRESERVING CoMPANY (LimitED) AMENDMENT Brut (See also under Sf Pavers”) : 
Received from Legislative Council, together with copy of Report from Select Committee, and 
on motion of (Lieut..Colonel Rutledge), read 1°, 171; read 2°, and committed, 178; 
Order of the Day postponed, 1&0, 184, 212. Standing Orders suspended as a matter of 
urgency to consider ata Friday sitting ; House in Committee, 253; Order of the Day 
postponed, 272, 285 ; House in Committee, 300. 
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REFERENCES TO THE VOTES AND PROCEEDINGS, VOL, I—26TH PARLIAMENT—FOURTH SESSION, 





BILLS( continuc d) _— 
PROCEEDINGS ON (continued) :— 


SYDNEY WATER SuPPLY AMPLUFICATION Britt — 
Assent to (Session 1923), reported 2, 
TAREE WatrER Suppiy Brit :— 
Motion made (Mr. Ball) for leave to bring in, Bill presented and read 1, 276; Message from 
Governor 283; read 2° and committed, reported without amendment, Report adopted, 
read 3° and sent to Council, 290; returned without amendment, 299. 


TEMPE TO East Hinits Ramway Bw :— ‘ 
Motion made (M7. Ball) for leave to bring in, Bill presentel and read 1°, 276; Message from 
Governor, 282; read 2° and committed, reported without amendment, Report adopted, 
read 3° and sent to Council, 239; returned without amendment, 299, 


TENANTS RELIEF AND Prorecrion BILL :— 
Motion made (Mr. Ley) for leave to bring ia, Bill presented and read 1°, 33, 


THomas Taytor Trust Estate Britt :— 
Assent to (Session 1923), reported, 6. 


TODMAN-AVENUE TRAMWAY BILL: — 

Motion made (Mr. Bal!) for leave to bring in, Bill presente] and read 1°, 276; Message from 
Governor, 283; read 2? and committed, reported without amendment, Report adopted, 
read 3° and sent to Council, 299; returned without amendment, 299. 

TRUSTEE Brit :—°* 
Received from Legislative Council, and on motion (Mr. Ley) read 1°, 170. 
TRUSTEES oF PuBLic ReseRVES ENABLING BILL :— 

Message from Governor, 35; Motion made (Mr. Wearne) for leave to bring in, Bill presented 
and read 1°, 37; read 2? and committed, 68 ; House in Committee, reported with amend- 
ments, Report adopted, 72; Motion made for 3°, and amendment (Mr. Davidson) to 
recommit negatived, read 3° and sent to Council, 75-6 ; returned without amendment, 122 ; 
assent reported, 139. 


UNEMpPLoYED Workers Insurance Bru :-— 
Motion made (Mr. Keegan) for leaye to brirg in, and Debate adjourned, 141; Order of the 
Day postponed, 158, 167, 207. 
Uncarig To NarapHAaN Rai~way BILL :— 
Assent to (Session 1923), reported, 5. 


University AMenpMen? (Vice-CHAanceLLor) BILL :— 

Received from Legislative Council, and on motion of (Mr. J. O. L. Fitzpatrick) read 1°, 232 ; 
read 2° and vommitted, reported without amendment, Report adopted, 244; read 3° 
and returned to Council, 246 ; assent reported, 28). 

University AnD CoLLeGr Lanps Anp Vicrorta Park Brinn :— 

Received from Legislative Council and on motion of (Mr Bavin) read 1°, 228. read 2° and com- 
mitted, reported without amendment, Report adopted, 244; read 3° and returned to 
Council, 245 ; assent reported, 281. 

URANQUINTY TOWARDS Moon’s Stptna Ratpway Bruxy :— 

Assent to (Session 1923), reported, 3. 

VoLunTARY WHEAT Poo, GUARANTEE BILL :— 

Message from Governor, 227; Motion made (Cuptain Chaffey) for leave to bring in, Bill 
presented and read 1°, 234; rea:l 2° and committed, 239; House in Committee, 244; 
reported with an amendment, Report adopted, 248; read 3° and sent to Council, 250 ; 
returned without amendment, 276. 


Warwick Farm Ratuway (AMENDMENT) BILL :— 
Motion made (Mr Ball) for leave to bring in, Bill presented and read 1°, 118; read 2° and 
committed, reported without amendment, Report adopted 123 ; read 3° and sent to Council, 
130; returned without amendment, 170; assent reported, 177. 
Watrr (AMENDMENT) BILL :— 
Message from Governor, 20; Motion made (Cap‘ain Chaffey) for leave to proceed with under 
295th Standing Order, 34; read 2° and committed, 39 ; reported with amendments, 
teport adopted, 48; read 3°, and sent to Counzil, 59; returned with amendments, 83 ; 
Council’s amendments agreed to, 90; assent reported, 98. 
WATER (Costs DECLARATORY AND FLoop PRreventiox) Bint :— 
Motion made (dr. Ball) for leave to bring in, Bill presented and read 1°, 243; Message from 
Governor, 243 ; read 2° and committed, reported without amendment, Report adopted, 247 ; 
read 3° and sent to Council, 251 ; returned without amendment, 275. 


WELLINGTON CarrLE SALE-YARDS Disposan Bit :— 
Motion made (Mr. Wearne) for leave to bring in, Bill presented and read 1°, 39; read 2° and 
committed, reported without amendment, Report adopted, 63; read 3°, and sent to 
Council, 67 ; returned without amendment, 85; assent reported, 97. 
Wueart (See ‘‘ VoLuNtARY WHEAT Poo~ GUARANTEE Birxu.’’) 
WoLioncone SEWERAGE BILL :— 
Assent to (Session_1923), reported, 2. 
WoRKMEN’S CoMPENSATION (LuAD PotsontnG--BRoKEN Hii.) AMENDMENT Bix : — 
Received from Legislative Council, and on motion of (Mr. Bavin) read 1°, 193; read 2° and 
committed, reported without amendment, Report adopted, 199; read 3°, and returned 
to Council, 202-3 ; assent reported, 212. 
WYALONG TOWARDS CONDOBOLIN RatLway Bint :— 
Assent to (Session 1923), reported, 5. 
BLACK ROD (See ‘‘USHER OF THE BLACK ROD”). 
BREAD (See ‘* ADJOURNMENT’), 
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BROKEN HILL (See “IMMIGRATION ”). 
BROKEN HILL PROPRIETARY COMPANY (See ‘‘ ADJOURNMENT ”), 
BULL PLAIN (See: ‘“‘ PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS ’’) 
BURKE, FRANK, ESQUIRE, M.L.A. (See “MEMBERS ”). 
BUSINESS (See also ‘STANDING ORDERS ”) :-— 
Ordered to take precedence of other Business, £6. 
Precedence of (Sessional Order), passed, 29. 
: Precedence of, on Tuesdays (Sessional Order), passed, 100. 

Sessional Orders, passed, 30 (°). 

General Business, Orders of the Day, postponed, 158, 167, 180, 184, 207, 257, 2€4, 272 (2 
(read), 65 ; 85, 140; 155 (after Division) ; 285 (?). 

Government Business and General Business postponed in a bunch, 293, 

Remaining Government Business postponed, 48, 300. 

Do do do and General Business postponed, 79, 293. 

Interrupted by Government Business taking precedence at 6.30 o’élock, 105, 118, 141, 153, 160, 
167, 178, 188 ; (adjournment under Standing Order 49), 198, 212, 225, 238, 257, 285. 

Motion made. as a matter of urgency, to consider General Business at a Friday sitting, 253, 279. 

Motion made as a matter of urgency to consider a Notice of Motion on the Notice Paper 
and negatived, 61, 165. 

Order of the Day discharged and Bill withdrawn, 78, 212. 

Busingss Days AND Hour oF MEgtING (Sessional Order) :-— 

Motion made (Mr. Oakes, on behalf of Sir George Fuller), That unless otherwise ordered, this 
House shall meet for the Despatch of Business, at Four o’clock p.m., on Tuesdays, 
Wednesdays, and Thursdays in each week, and amendment (Mr. Birt) to leave out the 
word “Four” and insert the word ‘‘ Two ” instead thereof,-—negatived ; Sessional Order 
passed, 29, 

Additional Sitting Day (Friday),—Motion made (Sir George Fuller), That during the remainder 
of the present Session, unless otherwise ordered, this House shall meet, for the despatch of 
business, at 2 o’clock, p.m., on Friday in each week, and Government Business only shall 
be dealt with, and debate adjourned, 228 ; debate resumed, amendment (Mr. Baddeley) for 
Day Sitting, negatived, motion agreed to, 234, 


C 


CANOWINDRA (See ‘PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”), 
CAPITAL PUNISHMENT :— 
DrATH SENTENCE Passep uron W. G. G. Simpson (Appin murder) :— 
Motion made (Mr. Lazzarini) as a mattee of urgency to consider a motion, without Notice, 
in reference to and negatived, 257. 


CEMENT CONTRACT (See ‘‘ VOTE OF CENSURE”), 


CENTENARY OF THE ESTABLISHMENT OF PARLIAMENTARY INSTITUTIONS (See 
** PARLIAMENT”). 


CHAIRMAN OF COMMITTEES :— 
Takes Chair as Deputy-Speaker in unavoidable absence of Speaker, 65, 67, 71, 113, 139, 155, 
167, 169. 


TEMPORARY :-— 
Speaker’s warrant appointing, 7. 
CLERK OF THE LEGISLATIVE ASSEMBLY :— 
Reads Proclamation on Opening*Session, 1. 
Announces unavoidable absence of Mr. Speaker, and Deputy-Speaker takes the Chair, 65, 67, 
71, 113, 189, 155, 167, 169. 
CLOSER SETTLEMENT :— 
GLENBROOK, WooLtway, AND ExruAm Estates :— 
Motion made (4/7. Wearne) that House approves of purchase of, agreed to, 296. 


-CLOSURE OF DEBATE :— 
Motion, ‘‘ That the Question be now put,” passed, 23, 24, 25, 28, 32, 33 (?), 36, 37, 38, 40 (ea) 
45, 49, 52, 58 (?), 62, 68, 77, 81, 100, 105, 114, 115, 127, 130, 131, 132, 133, 145, 194 (2) 
201, 202, 203 (*), 205 (7), 206, 209, 213, 216, 229, 233, 288, 242, 249, 257, 258, 261, 265 (*) 
274, 285 (no division), 286, 296. 
COMMITTEES (See also * CHAIRMAN OF COMMITTEES”; also ‘‘ FINANCE ”):— 
ELECTIONS AND QUALIFICATIONS :— 
Speaker’s Warrant appointing, 7; Maturity reported, 21; Members sworn, 21 (4), 23, 36, 47, 
57, 59. 
LIBRARY :— 
Sessional Order appointing, 30, 
PRINTING :— 
Sessional Order appointing, 30. 
Papers again referred to, 143. 
SELECT :— 
Conduct and administration of Pony Racing, 48, 85, 165, 285; (Motion for adoption of 
Report), 280. 
Case of Mr. M. Purcell, Sydney Harbour Trust, Motion made (Mr. Stuart-Robertson) for 
adoption of Report (of Session, 1923), and Debate adjourned, 73; Report adopted, 94. 
Claims of Mr. George H. Dingle against the Railway Commissioners, 79, 224; Report 
adopted, 293. , 
STANDING ORDERS :— 
Sessional Order appointing, 29. 
Matter referred to for consideration (Printing of Evidence taken before Selcct Committee), 33. 


> 


, 


b 









A 














COMMONWEALTH (See ‘‘ FEDERAL”). 


COOTAMUNDRA (See ‘“*PARLIAMENTARY STANDING COMMITTEE ON PUBLIC 
WORKS ”). 


COTTAGE CREEK (See “PARLIAMENTARY STANDING COMMITTEE ON PUBLIC 
WORKS”), 


COUNTS OUT (See ‘‘NO QUORUM ”). 
CROWN-STREET (See “* PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”). 


D 


DEATH OF THE HONORABLE SIR DAVID STOREY, KT., M.L.C.:— 
Motion made (M7. Wearne) asking Mr. Speaker to communicate to the family of the late 
Sir David Storey, Kt, M.L.C., the sympathy and sorrow of Members, 55. Keply from 
Lady Storey reported, 71. 
Motion made (JZr. Wearne) for adjournment of the House as a tribute to memory of, 55. 
DEATH OF PROFESSOR JOHN IRVINE HUNTER, M.D., Cu.M. (PRoresson or ANATOMY, 
SypDNEY UNIVERSITY) :— 
Motion made (Dr. Stopford) placing on record the loss sustained by, 295. 


DEBATE (See also ‘‘ ADJOURNMENT”; also ‘CLOSURE OF DEBATE”) :— 
Of previous Session ; resumption of on 2° of Bill, 52-3, 60, 82, 199. 


De CHAIR, SIR DUDLEY RAWSON STRATFORD, K.C.B., M.V.0., (See GOVERNOR”). 
DENILIQUIN (See “PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”). 
DINGLE, MR. GEORGE H. (See ‘‘RAILWAYS ”). 

DISORDER (See ‘‘ MEMBERS”). 


DIVISIONS :- 
Statement by Speaker respecting Disorder in, 28. 


In THE HousE :— 
Additional Sitting Day—Amendment for Day Sittings, 234. 
Address-in-Reply to Governor’s Opening Speech, 25. 
Address-in-Reply to Governor’s Opening Speech (amendment), 24. 
Adjournment of Debate, 75, 100. 
Adjournment of the House, 26, 82, 133, 217. 
Adjournment of the House under the 49th Standing order, 29, 32, 36, 78, 93, 216, 242. 
Business Days—Amendment to motion appointing, 29. 
Case of Mr. M. Purcell, 73, 94. 
Cement Contract Ratification Bill, 105, 106 (7), 180, 131, 132, 146. 
Claims of George H, Dingle against the Railway Commissioners, 293. 
Closer Settlement—Glenbrook, Woolway, and Elham Estates, 296. 
Crimes (Amendment) Bill, 40, 41, 63. 
Crimes (Abolition of Death Penalty) Amendment Bill—postponement—155, 
Crown Lands and Closer Settlement (Amending) Bill, 287. 
District Courts (Judges Pensions) Bill, 202. 
Electrical Contractors Licensing Bill, 238. 
Government Railways (Amendment) Bill, 258, 274, 275. 
Hunter District Water and Sewerage (Amendment) Bill, 58, 59, 110 
Irrigation Holdings (Freehold) Bill, 292. 
Local Government (Amendment) Bill, 194, 195(?), 204(?), 205, 206, 209. 
Marriage (Amendment) Bill. 82. 
Marriage Amendment Bill (No. 2), 38, 39, 52, 114. 
Mining (Amendment) Bill, 246, 252. 
Motor Vehicles (Taxation) Bill, 226. 
New South Wales Meat Industry Encouragement Bill, 229, 265. 
Plant Diseases Bill, 213. 
Precedence of Business on Tuesdays, 100. 
Public Works (Country Towns Water Supply and Sewerage) Amendment Bill, 242. 
Recommittal, 58, 76, 91, 132, 205-6, 213, 226, 275, 287. 
Standing Orders (Suspension of), 150. 
Sydney Corporation (Amendment) Bill, 91. 
Sydney Corporation (Further Amendment) Bill, 232, 249, 258. ° 
Trustees of Public Reserves Enabling Bill, 37(*), 68, 75. 
That leave be given to bring in a Bill, 37. 
That Bill be now read 1°, 37, 106, 195. 
hat Bill be printed and read 2° to-morrow, &c., 38, 41, 106, 195. 
That the third reading stand an Order of the Day for To-morrow, 133, 206, 249. 
Do do do later hour, 246. 
That Message be sent to Council, 110, 146, 239. 
That Speaker do now leave the Chair, and House resolve itself into Committee, 53, 68, 131, 204, 
266, 274, 287. 
That the Report be now adopted, 132, 206, 249. 
Trustees of Public Reserves Enabling Bill, 37 (*), 38. 
That the Question be now put, 24 (?), 25, 28, 32, 33 (7), 36, 37, 38, 40 (*), 45, 49, 52, 58 (*), 
62, 68, 78, $1, 100, 105, 114, 115, 128, 130, 131, 132, 133, 145, 194(?), 201, 202, 203(2), 
205(2), 206, 209, 213, 216, 229, 233, 238, 242, 249, 258 (7), 261, 265 (*), 274, 286, 296. 
That an Honorable Member be not further heard, 49, 65, 204. 
Urgeney Motion, 61, 165, 257, 285. FS 
Vote of Censyre—Cement Contract, 128, 
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DIVISIONS (continued) :— 
In CoMMITTEE OF THE WHOLE :— 


Banks and Bank Holidays (Amendment) Bill, 341, 242. 

Cement Contract Ratification Bill, 358 (7), 359. 

Crimes (Amendment) Bill, 335, 336 (2) 337 (2) 338, 339 (2), 340. 

Crown Lands and Closer Stetlement (Amending) Bill, 418 (2), 419, 420, 421 (2), 422, 423, 424. 
Electrical Contractors Licensing Bill, 396 (2), 397 (2), 398 (2), 399. 

Forestry (Amendment) Bill, 417 (2). 

Government Railways (Amendment) Bill, 407, 408, 409 (*), 410, 411, 412 (?). 


Yo do (Legislative Council’s Message), 425. 
Hunter District Water and Sewerage (Amendment) Bill, 325, 326 (*), 327 (?), 328. 
Do do do (Legislative Council’s Amendments) 354 (*). 


Local Government (Amendment) Bill, 372, 380. 
Main Roads Bill, 348 (7), 349, 350 (2), 351, 352, 355, 356. 
Do do (Legislative Council’s Amendments), 372 (?). 
Marriage (Amendment) Bill (No. 2), 329, 331, 332 (2), 333. - 
Metropolitan Water, Sewerage, and Drainage Bill, 373, 374 (2), 375 (2), 376 (°), 377 (*), 391 (?), 
393 (?), 394 (2), 395. 
oy) ao do (Legislative Council’s Amendments) 416. 
Mining (Amendment) Bill, 403 (2), 404 (?). 
Motor Vehicles (Taxation) Bill, 384 (#), 385 (3), 386 (2). 
New South Wales Meat Industry Encouragement Bill, 424. 
Nurses’ Registration Bill, (Legislative Council’s Amendments) 402 (°). 
Plant Diseases Bill, 382. 
Prickly Pear Bill, 361, 364. 
Stamp Duties (Further Amendment) Bill, 388 (?). 
Sydney Meat Preserving Company (limited) Amendment Bill, 406. 
Sydney Corporation (Amendment) Bill, 343, 344 (2), 345, 346 (), 347. 
Sydney Corporation (Further Amendment) Bill, 405 (2). 
Water (Amendment) Bill, 328. 


That the Question be now put, 329 (7), 330, 33) (2), 354, 357, 358, 359, 379, 380 (2), 381, 389 (2)5 
391 (2), 392, 393, 395, 405, 406, 408, 409, 410 (2), 411, 412, 418, 420 (2), 421, 422 (2), 423, 
425. 


That the Chairman leave the Chair, 360, 381, 406, 424. 
That the Chairman leave the Chair to report a Point of Order, 390, 419. 
That the Honorable Member be not further heard, 390. 
Names of Minority recorded, 380, 382. 

In ComMItrEE oF Supply :— 
Estimates of Expenditure, 1924-25— 
Public Instruction, 366. 
Secretary for Mines, 368. 
Secretary for Lands and Minister for Forests, 368. 
Department of Labour and Industry, 369. 
That the Question be now put, 365, 367, 368, 369. 


In CoMMITrEE OF WAyYs AND MEANS :— 


Income Tax (Resolution), 363. 
That the Question be now put, 363, 364. 


E 


EAST HILLS (See “‘ PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”). 
ELECTORAL :— 
ELECTIONS AND QUALIFICATIONS COMMITTEE :— 
Speaker’s warrant appointing, 7; Maturity reported, 21 ; Members sworn, 21(4), 23, 36, 47, 
57, 59. 


EKLHAM ESTATE (See “CLOSER SETTLEMENT ”). 


F 


FEDERAL :— 
VACANCY IN THE SENATE :— 


Message from Governor notifying, motion made (Mr. J. OC. L. Fitzpatrick),in favour of meeting 
Legislative Council for the purpose of choosing a person to fill, in the place of Senator 
Allan McDougall, deceased, Message to Council asking it to‘name place and hour of meeting, 
183; Message from Council naming time and place, 184; House proceeded to Legislative 
Council Chamber, and being returned, election of the Hon. John Maurice Power, a member 
of the Legislative Council, reported, 223. 

fINANCE:-- 
Bank Notes—Issvk oF :— 


Motion made (Mr. Scott Fell) under the 49th Standing Order for adjournment of the House to 
discuss ‘‘ The financial difficulty caused through the failure of the Commonwealth Note 
Issue Board to issue sufficient bank notes to facilitate the financing of the trade of the 

| country,” and ruled out of order, 149. 


Suppiy :— 


Motion made for House to resolve itself into Committee, 30, 136. 

House in Committee, (Supply Bill), 136; (Financial Statement), 136 ; (Zstimates), 160, 163, 
166, 167, 170, 172 (?) ; (Loan Estimates), 178, 180, 

Resolutions reported, 136 (?), 173 (2), 180. 

Resolutions agreed to, 136 (*), 173 (%), 180. 
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FINANCE (continued) :— 
Ways AND MEANS :— ; 
Motion made for House to resolve itself into Committee, 30, 136, 144, 156, 208. 
House in Committee, (Supply Bill), 136; (/inancial Statement), 136, 164, 156, 158. A 
(Estimates), 174; (Loan Bill), 180; (Income Tax Bill), 144-5 ; (Motor Vehicles Taxation) + 
Bill), 208; (Stamp Duties (Further Amendment) Biil), 217-221. ; 
Resolutions reported, 136, 144, 158, 174 (*), 180, 208, 221. 
Resolutions agreed to, 136, 145, 158, 174 (?), 181, 208, 221, 
FINANCIAL STATEMENT :-— 
Made by Sir Arthur Cocks, 136. 
FOREIGNERS (See ‘‘IMMIGRATION ”), 
FORESTRY :— 
REVOCATION OF THE DEDICATION oF STATE FoORESTS:— 
Messages from Governor, 155, 207 ; Motion made (Mr. Wearne) that House agrees to, 259, 260. 


G 


GEORGE’S RIVER (See ‘PARLIAMENTARY STANDING COMMITTEE ON PUBLIC 


on 
a 


~ << Raeamter ree pn <corere 


as 


WORKS ”). & 
GLENBROOK ESTATE (See ‘CLOSER SETTLEMENT”). 4] 
GOULBURN CATILE SALEYARDS (See ‘TRUSTEES OF PUBLIC RESERVES ENABLING 4 

ACT, 1924”). 
GOVERNOR :— | i 


APPOINTMENT OF Sir DupLEyY RAwson STRATFORD DE CuHatr, K,C.B., M.V.O., As GovERNOR 
oF THE STATE OF New SournH WALES :— 
Message notifying appointment of, 2; Motion made (Mr. Wearne) for Address in acknow- ' 
ledgment of Message, 32; Mr. Speaker reported presentation of and read reply, 55. 
Proclamation by, on opening Session of Parliament, read by Clerk, 1. 
Message from, delivered by Usher of the Black Rod, 1. 
Message transmitting despatch notifying vacancy in the Senate of the Commonwealth, 183. 
Opening Speech, read by Mr. Speaker, 11; Address in Reply (Mr. Doe), Debate adjourned, 
13; amendment (M7. Lang), to add new paragraph, 16; Debate resumed and adjourned, 
18, 20, 21; amendment negatived, 24 ; Address agreed to, 25; Presented to Governor, 
and reply reported, 27. 
GREGRA (See ‘* PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”). 
GRENFELL (See ‘* PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”). 


H 


HOSKINS IRON AND STEEL COMPANY. (See ‘* METROPOLITAN BOARD OF WATER 
SUPPLY AND SEWERAGE”). 
HOSPITAL (See “* PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”) 


HUNTER, PROFESSOR JOHN IRVINE, M.D., Cu.M.:— 
Proresson oF ANATOMY, SYDNEY UNIVERSITY :— 
Motion made (Dr. Stopford) placing on record the loss sustained by the death of, 295, 
IMMIGRATION :— 


LABOURERS FROM FoREIGN COUNTRIES :— 
Motion made (Mr. Baddeley) under the 49th Standing Order for adjournment of the House to 
discuss the arrival in this State of, and negatived, 81. 
Motion made (Mr. Davidson) under the 49th Standing Order for adjournment of the House to 
discuss the arrival of in a destitute condition at Broken Hill, and negatived, 89. 


. 


J 


JERILDERIE (sce ‘ PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS ”), 


LABOUR AND INDUSTRY (See ‘‘ IMMIGRATION’ ; also ‘‘ ADJOURNMENT”). 
LA PEROUSE (See “* PARLIAMENTARY STANDING COMMITTEE ON PUBLIC:WORKS ’). 
LEAVE OF ABSENCE :— 

Granted to James Chaplain Wilson, Esquire, on account of illness (for three months), 11; (for 

the remainder of the Session) 135. ° 
LEVY, THE HON. DANIEL (Sce ‘‘ UNIVERSITY OF SYDNEY”). 
LIBRARY (See “ COMMITTEES”; also ‘SPARLIAMENTARY LIBRARIAN ”). 
LOAN ESTIMATES (See ‘‘ FINANCE”). 
LOYALISTS :— 
COMPENSATION TO LOYALISTS ON THE WATERFRONT :— 
Motion made (Mr. Frank Burke) under the 49th Standing Order for adjournment of the House 


to discuss the proposed payment of, as a result of a decision of the High Court—that 
preference must be given to returned soldiers, Ruled out of order, 143. 
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MANLY (See ‘*PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS’). 
MASTER BAKERS (See “ ADJOURNMENT ey 
McDOUGAL, MR. (See ‘* PRISONS”). 
McDOUGALL, SENATOR ALLAN (See “ FEDERAL ys 
MEMBERS :— 
Motion of sympathy and adjournment of House on death of a former, and Minister (The Hon. 
Sir David Storey, Kt., M.L.C.), 55. 
Disorder in Divisions—Statement by Speaker, 28. 
Of Elections and Qualifications Committee, sworn, 21 (4), 23, 36, 47, 57, 59. 
That Member be not further heard, 49, 65, 204, 241. . 
Leave of absence granted to James Chaplain Wilson, Esquire, on account of illness (for hree 
months), 11; (for the remainder of the Session) 135. 
REMOVED FROM CHAMBER BY SERJEANT-AT-ARMS :— } 
Mr. Minahan, one of the Honorable Members for Sydney, refusing to withdraw certain words 
(under Standing Order 392), 18. ’ f 
Mr. Frank Burke, one of the Honorable Members for Botany (under Standing Order 392), 23. 
MESSAGES :— ; ; 
From His Majesty the King in reference to the Centenary of the establishment of Parliamentary 
Institutions in New South Wales, 87. 
Irom THE GoveRNOR :— 
Delivered by the Usher of the Black Rod, 1. 
1, Appointment of Sir Dudley Rawson Stratford de Chair, K.C.B., M.V.O., as Governor of 
New South Wales, 2. 
2. Assent to (Session, 1923), Seat of Government Surrender (Amendment) Bill, 2. 
3 


Do do Police Regulation (Appeals) Bill, 2. 
4 Do do Sydney Water Supply (Amplification) Bill, 2. 
5. Do do Wollongong Sewerage Bill, 2. 
6. Do do Metropolitan Water and Sewerage (Amendment) Bill, 3. 
7. Do do Regent’s Park to Bankstown Railway Bill, 3. 
8. Do do Hawkesbury Agricultural College (Laboratory) Bill, 3. 
9. Do do Government Railways (Amendment) Bill, 3. 
10. Do do Uranquinty towards Moon’s Siding Railway Bill, 3. 
ll. Do do Prince Alfred Hospital (Isolation Block) Bill, 3. 
12, Do do Byron Bay Jetty Bill, 4, 
13, Do do Camurra to Boggabilla Railway Bill, 4. 
14, Do do Katoomba Sewerage Bill, 4. 
15, Do do Lee Wharf Extension Bill, 4. 
16, Do do Blackheath Water Supply Bill, 4. 
Ty: Do do Parliamentary Select Committees Kuabling Bill, 4, 
18. Do do Wyalong towards Condobolin Railway Bill, 5. 
19. Do do Ungarie to Naradhan Railway Bill, 5. 
20. Do do Stock Diseases Bill, 5. 
21. Do do Juvenile Migrants Apprenticeship Bill, 5. 
22: Do do Curl Curl to Freshwater Tramway Bill, 5. 
23. Do do Monopolies Bill, 5. 
24, Do do Haberfield to Dobroyd Point Tramway Bill, 6. 
25. Do cdo Registration of Stock Brands (Amendment) Bill, 6. 
26. Do do Liquor (Amendment) Bill, 6. 
2h Do do Drummoyne to Five Dock Tramway Bill, 6. 
28. Do do Shakespeare Tercentenary Memorial Fund Bill, 6. 
20: Do do Thomas Taylor Trust Kstate Bill, 6. 
30, Do do Bishop Tyrrell Trust Act Amendment Bill, 7. 
ole Do do Co-operation, Community Settlement and Credit Brule 
32. Recommending Plant Diseases Bill, 15. 
aoe Do Greater Newcastle Referendum Bill, 15. 
34. Do Klectrical Contractors Licensing Bill, 15, 
35, Do Real Estate and Stock Agents Bill, 16. 
36. Do Mining Leases (Validation) Bill, 16. 
37. Do Housing (Amendment) Bill, 18. 
38. Do Bankstown Resumption Rescission Bill, 17. 
39. Do Main Roads Bill, 17. 
40. Do Crimes (Amendment) Bill, 18, 
41. Do Banks and Bank Holidays (Amendment) Bill, 19. 
42. Do Sydney Corporation (Amendment) Bill, 19, 
43. Do Ambulance Transport Service (Amendment) Bill, 20. 
41. Do Water (Amendment) Bill, 20. 
45. Do Hunter District Water and Sewerage (Amendment) Bill, 20. 
46. Do Metropolitan Water, Sewerage and Drainage Bill, 21, 
47. Do Auctioneers Licensing (Amendment) Bill, 28. 
48. Do District Courts (JJudges’ Pensions) Billede 
49, Do Trustees of Public Reserves Knabling Bill, 35 
From P. W. Street py Depuration rrom His EXxcenLENncy THE GOVERNOR :— 


50. Recommending Horse-breeding Bill, 45. 
FROM THE GOVERNOR :-— 

51. Recommending Mines Inspeztion (Amendment) Bill, 48. 

52. Do Mining (Amendment) Bill, 48 

From P. W. Street sy Depcvratron rrom His ExcenLeNcy THE GOVERNOR :— 
53. Recommending Nurses’ Rezistration Bill, 51, 

54, Do Dangerous Drugs Bill, 51, 
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MESSAGES (continued) :-— 


From THE GOVERNOR : 
Recommending Geniont Contract Ratification Bill, 59. 


do. 
56. 


From W. 


Sais 
58. 
59. 


From THE 


60. 

61. 
62. 
63. 
64. 
65. 
66. 
67. 


From W. I 


Do 


Red Cross War Chest Farm Colony Transfer Bill, 67, 


P. CULLEN BY DeRUTATION FROM His EXCELLENCY THE Gov ERNOR :— 


Recommending Plant Diseases Bill, 71. 


Do 
Do 


Ambulance Transport Service (Amendment) Bill (No. 2), 75. 
Architects (Amendment) Bill, 77. 


GOVERNOR: — 


Assenting to Mining Leases (Validation) Bill, 93. 
Recommending Prickly-pear Bill, 95. 


Do 
Do 
Do 


pa Vehicles (1 ‘axation) Bill, 96. 
Public Works and Closer Settlement Funds (Amendment) Bill, 96. 
Sad use Collieries, Limited, Enabling Bull, 96. 


Assenting to Wellington Cattle Sale-yards Disposal Bill, 97. 


Do 


Water (Amendment) Bill, 98. 


Recomennne Sydney Collieries (Limited) Enabling Bill, 98. 


CULLEN BY DEPUTATION FROM HI5s ee ELLENCY THE GOVERNOR :— 


68. additional, Recommending Main Roads Bill, 113. 
69. Assenting to Red Cross War Chest Farm Colony Transfer Bill, 117. 


70, 
71. 


Do 
Do 


Sydney Corporation (Amendment) Bill, 121. a 
Hunter District Water and Sewerage (Amendment) Bill, 122 


From THE GOVERNOR :— 
72, Recommending Grafton-Kyogle to South Brisbane Railway Agreement Ratification Bill, 


= 
i 
= 
4 
Sr 
40. 


we 


10. 


ee 


dds 
78, 
79. 
80. 
81. 
82. 


83. 


84. 
85. 
86. 
87. 


88. 
89. 
90. 
91. 
92. 
93. 


94, 
95. 
96. 


97. 


From 


98. 


99. 
100, 
101. 


135. 
3. Recommending Estimates of Expenditure for 1924-1925, 135. 


Supply Bill, 136. 


" Assenting to Trustees of Public Ress ASS Knabling Bill, 139. 


39 


Jury (Amendment) Bill, 139. 


Recommending Income Tax Bill, 140. 


9 


Mines Rescue Bill, 140. 


Assenting to Crimes (Amendment) Bill, 145. 


93 


Supply Bill, 153. 
Marriage (Amendment) Bill, 154. 


a3 : : 7 2 ‘ a ~~ 
Recommending Revocation of Dedication of State Forests, 155. 
Assenting to Infants Home, Ashfield, Bill, 159. 


be) 


be) 


>I) 


99 


Public Works and Closer Settlement Funds (2 Amendment) Bill, 161. 
Stamp Duties (Amendment) Bill, 161. 

Income Tax Bill, 161. 

Warwick Farm Railw ay (Amendment) Bill, 177. 

Royal Commissions (Municipal Council of Sydney) Bill, 177. 


” 
Recommending Loan Estimates for 1924-25, 178. 
Assenting to Grafton- Ky ogle to South Brisbane Railw ay Agreement Ratification Bill, 179. 


Cement C ontract Ratification Bill, 179. 


Transmitting despatch notifying vacancy in the Senate of the Commonwealth, 183. 
Assenting to Appropriation E ill, 187. 


9) 
” 
39 


3) 


Loan Bill, 187. 

Sydney Collieries, Limited, Enabling Bill, 187. 
Main Roads Bill, 197. 

Banks and Bank Holidays (Amendment) Bill, 197. 


W. P. CuLuen BY DEPUTATION FROM His EXCELLENCY THE GOVERNOR :— 


Recommending Motor Vehicles (Taxation) Management Bill, 197. 


9 


29 
be) 


Motor Vehicles (Taxation) Bill, 198. 
Anzac Day Bill, 193. 
Revocation of Dedication of State Forests, 207. 


From THE GOVERNOR :— 
Xecommending Mines Rescue Bill (No. 2), 211. 


102. 


103. 
104. 


105. 
106. 
107. 


108. 


109. 
110. 
aes 
11: 


113. 


114. 
115. 


116, 
ALi. 
118. 
119. 


1: 29 


99 


Stamp Duties (Further Amendment) Pill, 211. 


Assenting to Workmen’s Compensation (Lead Poisoning —Broken Hill) Amendment 


Bill, 


212. 


Assenting to Housing (Amendment) Bill, 212. 
Recommending Narrabri Hospital Site Bill, 215. 


9° 


The Sydney Cricket Ground Enabling Bill, 215. 


Assent reported Auctioneers Licensing ( Amendment) Bill, 223. 
Recommending New South Wales Meat Industry Encouragement Bill, 225 


” 
2) 
> 


”» 


Voluntary Wheat Pool Guarantee Bill, 227. 
Opticians Bill, 241. 
Water (Costs Declaratory and Flood Prevention) Bill, 243. 


Public Works (Country Towns Water Supply and Sewerage) A1nendment 
Bill, 245, 


Awonees to Architects (Ame no e ent) 3ill, 247. 


Prickly-pear Bill, 

District Courts Jiudees Pensions) Bill, 

Stamp Duties (Further Amendment) B sl 255. 
Statute Law Revision Bill, 255. 

Narrabri Bene Bill, 255. 


" Recommending } National Library eae 256. 


99 
3? 
”? 
2? 
9? 
” 


Public Hospitals Bill, 

Government Railways Tee Bill, 25 

Trrigation Holdings (Freehold) Bill, 263. 

Early Closing Bill, 263. 

Forestry (Amendment) Bill, 268. 

Crown Lands and Closer Settlement (Amending) Bill, 271 
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MESSAGES (continued) :— 


FRomM THE GOVERNOR (continued) :— 


127. Assenting to University Amendment (Vice-Chancellor) Bill, 281. 


128, a 
129, 

130, * 
131. ¥ 
132. i 
133. a 
134. os 
135. ‘2 
136. 3 
137. ¥ 
138. e 
139, “4 
140, i 
141, 4: 
142. < 


University and College Lands and Victoria Park Bill, 281, 


Recommending Queanbeyan Water Supply Bill, 282. 


South-west Tablelands Water Supply Bill, 282. 
Moss Vale to Port Kembla Railway Bill, 282. 
Tempe to East Hills Railway Bill, 282. 

Cottage Creek Stormwater Channel Bill, 282. 
Rand to Bull Plain Railway Bill, 282. 

Taree Water Supply Bill, 283. 

Todman-avenue Railway Bill, 283. 

Jerilderie towards Deniliquin Kailway Bill, 283. 
Bankstown to George’s River Railway Rill, 283. 
Molong Water Supply Bill, 283. 

Canowindra to Gregra Railway Bill, 283. 
Newcastle Wharfage (Merewether-street) Bill, 284, 
Manly Hospital Bill, 284. 


FROM ASSEMBLY To CouNCIL:— 
Transmitting Hunter District Water and Sewerage (Amendment) Bill, 59, 


Do 
Do 
Do 


t 43781—C 


Water (Amendment) Bill, 59. 

Mining Leases (Validation) Bill, 59. 

Wellington Cattle Sale-yards Disposal Bill, 67. 

Trustees of Public Reserves Enabling Bill, 75. 

Crimes (Amendment) Bill, 78. 

Red Cross War Chest Farm Colony Transfer Bill, 84. 

Banks and Bank Holidays (Amendment) Bill, 91. 

Sydney Corporation (Amendment) Bill, 92. 

Marriage (Amendment) Bill, 94. 

Jury (Amendment) Bill, 105. 

Marriage Amendment Bill (No. 2), 114. 

Main Roads Bill, 118. 

Public Works and Closer Settlement Funds (Amendment) Bill, 130. 
Warwick Farm Railway (Amendment) Bill, 130. 

Supply Bill, 137. : 
Sydney Collieries Limited, Enabling Bill, 144. 

Cement Contract Ratification Bill, 146. 

Income Tax Bill, 147. 

Grafton-Kyogle to South Brisbane Railway Agreement Ratification Bill, 149. 
Prickly-pear Bill, 149. 

Stamp Duties (Amendment) Bill, 150. 

Royal Commissions (Municipal Uouncil of Sydney) Billi, 172. 
Appropriation Bill, 174. 

Loan Bill, 181. 

Housing (Amendment) Bill, 188. 

Auctioneers Licensing (Amendment) Bill, 188, 

Nurses Registration Bill, 191. 

Architects (Amendment) Bill, 199. 

District Courts (Judges Pensions) Bill, 202. 

Local Government (Amendment) Bill, 209. 

Plant Diseases Bill, 213. 

Resolution under the Saturday Half Holiday Act, 1910 (Orange District), 216, 
Narrabri Hospital Site Bill, 225. 

Motor Vehicles (Taxation) Management Bill, 226. 

Motor Vehicles (Taxation) Bill, 226. 

Stamp Duties (Further Amendment) Bill, 228. 

Anzac Day Bill, 233. 

Statute Law Revision Bill, 233. 

Metropolitan Water, Sewerage, and Drainage Bill, 238. 
Electrical Contractors Licensing Bill, 238. 

Administration of Justice Bill, 248. 

Voluntary Wheat Pool Guarantee Bill, 250. 

Public Works (Country Towns Water Supply and Sewerage) Amendment Bill, 25]. 
Water (Costs Declaratory and Flood Prevention) Bill, 251. 
Manly Water Supply (Panorama Estate Revesving) Bill, 252. 
Mining (Amendment) Bill, 252. 

Sydney Corporation (Further Amendment) Bill, 258. 
Government Railways (Amendment) Bill, 279. 

Child Welfare (Amendment) Bill, 279. 

Crown Lands and Closer Settlement (Amending) Bill, 286. 
Forestry (Amsndment) Bill, 286. 

National Library Bill, 292. 

Irrigation Holdings (Freehold) Bill, 292. 
New South Wales Meat Industry Encouragement Bill, 292. 
Queanbeyan Water Supply Bill, 288. 
South-west Tablelands Water Supply Bill, 288, 

Moss Vale to Port Kembla Railway Bill, 288-9. 

Tempe to East Hills Railway Bill, 289. 
Cottage Creek Stormwater Channel Bill, 289. 

Rand to Bull Plain Railway Bill, 289. 

Taree Water Supply Bill, 290. 
Todman-avenue Tramway Bill, 290. 
Jerilderie towards Deniliquin Railway Bill, 290. 

Molong Water Supply Bill, 290. 
Canowindra to Gregra Railway Bill, 291. 
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Do 


Disagreeing to one and agreeing 
Railways (Amendment) Bill, 298. 


(Amendment) Bil), 302. 
| Amending one and agreeing to the remainder of 
Water and Sewerage (Amendment) Bill, 110. 
Amending some and agreeing to remainder of Council's 
Bill, 122. 


From CounciL To ASSEMBLY :— 
Requesting Assembly to proceed wit 
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MESSAGES (continued) :— 
From AssemBiy to Councit (continued) :— 


Transmitting Newcastle Wharfage (Merewether-strect) Bill, 291. 


Manly Hospital Bill, 291. 
National Relief Fund Act, 1914-—Addition to Schedule, 296, 
Ambulance Transport Service (Amendment) (No. 2) Bill, 300. 


Agreeing to amendments in the Water (Amendment) Bill, 90. 


Do do do Sydney Corporation (Amendment) Bill, 113. 

Do amendment in the Grafton—K yogle to South brisbane Railway Agreement Ratifica - 
tion Bill, 172. 

Do amendment in the Sydney Collieries, Limited, Enabling Bill, 181. 

Do do do  Prickly-pear Bill, 228. 

Do amendments in the Plant Diseases Bill, 268. 

Do do do Electrical Contractors Licensing Bill, 278. 

Do do do Metropolitan Water, Sewerage, and Drainage Bill, 285. 

Do do do Mining (Amendment) Bill, 293. 


Disagreeing to some and agreeing to remainder of Council’s amendments in the Main Roads 


184. 
’ 
ing to the other of the Council’s amendments in the Government 


sting upon its disagreement to the Council’s amendment in the Government Railways 
Council’s amendments in the Hunter District 


amendments in the Crimes (Amendment) 


ng, disagreeing, and agreeing to Council’s amendments in the Nurses’ Registration Bill, 


Returning Infants’ Home, Ashfield, Bill, without amendment, 153. 


Do Workmen’s Compensation (Lead-Poisoning—Broken Hill) Amendment Bill, without 
) amendment, 203. 
Do University and College Lands and Victoria Park Bill, without amendment, 245. 
Do do Amendment (Vice-Chancellor) Bill, without amendment, 246. 
Do Market-street (Straightening) Bill, without amendment, 252. 
Do Onslow Park Bill, without amendment, 252. 
Do Co-operation, Community Settlement and Credit (Amendment) Bill, with an 
amendment, 273. 
Do Botany Methodist Church Cemetery Bill, without amendment, 273. 
Do Newcastle National Park Enabling Bill, without amendment, 298. 
Do Local Government (County Councils) Amendment Biil, without amendment, 298, 
Requesting Council to name place and hour for the purpose of sitting together to choose a 


Senator in the place of Senator Allan McDougall, deceased, 183. 


h the Prisoners Detention (Amendment) Bill, under the 


296th Standing Order, 36, 
itting Matrimonial Causes (Amendment) Bill, 89. 
Infants’ Home, Ashfield, Bill, 129. 
Conveyancing (Amendment) Bill, 150. 
Botany Methodist Church Cemetery Bill, 165. 
Trustee Bill, 170. 
Sydney Meat-preserving Company, Limited ( 
copy of Report from Select Committee NAL 
Workmen’s Compensation (Lead-Poisoning—Broken Hill) Amendment Bill, 193 
University and College Lands and Victoria Park Bill, 228. 
University Amendment (Vice-Chancellor) Bill, 232. 
Manly Water Supply (Panorama Estate Revesting) Bill, 232. 
Market-street (Straightening) Bill, 234. 
Newcastle National Park Enabling Bill, 297. 
Onslow Park Bill, together with the Report from the Select Committee, 232. 
Executor, Trustee, and Agency Company of South Australia, Limited, Bill, together 
with Report from Select Committee, 245. 
Co-operation, Community Settlement, and Credit (Amendment) Bill, 246. 
Gaming and Betting Act Amendment (Menangle Park Racecourse) Bill, 266. 
Local Governmert (County Councils) Amendment Bill, 284. 
Crown Lands and Closer Settlement (Amendment) Bill, 256. 
ing Water (Amendinent) Bill, with amendments, 83. 
Mining Leases (Validation) Bill, without amendment, 85. 
Wellington Cattle Sale-yards Disposal Bill, without amendment, 85. 
Hunter District Water and Sewerage (Amendment) Bill, with amendments, 98. 
Sydney Corporation (Amendment) Bill, with amendments, 104. 
Crimes (Amendment) Bill, with amendments, 109-110 
2ed Cross War Chest Farm Colony Transfer Bill, without amendment, 113, 
Jury (Amendment) Bill, without amendment, 121. 
Trustees of Public Reserves Enabling Bill, without amendment, 122. 
Marriage (Amendment) Bill, without amendment, 139. 
Supply Bill, without amendment, 140. 
Income Tax Bill, without amendment, 157. 
Stamp Duties (Amendment) Bill, without amendment, 157. 
Public Works and Closer Settlement Funds (Amendment) Bill, 157. 
Main Roads Bill, with amendments, 162. 

Sydney Collieries, Limited, Enabling Bill, with an amendment, 169. 
Grafton-Kyogle to South Brisbane Railway Agreement Ratification Bill, with an 
amendment, 170. 
Warwick Farin Railway ( 


Amendment), Bill, together with 


Amendment) Bill, without amendment, 170. 
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MESSAGES (continued ) 
From Councit To ASSEMBLY (continued) :— 


Returning Cement Contract Ratification Bill, without amendment, 171. 


Do Royal Commissions (Municipal Council of Sydney) Bill, without amendment, 174. 
Do Prickly Pear Bill, with amendments, 180. 

Do Appropriation Bill, without amendment, 180. 

Do Loan Bill, without amendment, 184. 

Do Banks and Bank Holidays (Amendment) Bill, without amendment, 195. 
Do Housing (Amendment) Bill, without amendment, 201. 

Do Auctionevrs’ Licensing (Amendment) Bill, without amendment, 203. 

Do Architects (Amendment) Bill, without amendment, 227. 

Do District Courts (Judges Pensions) Bill, without amendment, 227. 

Do Nurses Registration Bill, with amendments, 231. 

Do Stamp Duties (Further Amendment) Bill, without amendment, 237. 

Do Statute Law Revision Bill, without amendment, 237. 

Do Narrabri Hospital Site Bill, without amendment, 228. 

Do Motor Vehicles (Taxation) Management Bill, without amendment, 241. 
Do Motor Vehicles (Taxation) Bill, without amendment, 243. 

Do Plant Diseases Bill, with amendments,- 256. 

Do Electrical Contractors Licensing Bill, with amendments, 264. 

Do Metropolitan Water, Sewerage, and Drainage Bill, with amendments, 27). 
Do Adminstration of Justice Bill, without amendment, 275. 


Do Public Works (Country Towns Water Supply and Sewerage) Amendment Bill, 
without amendment, 275. 


Do Water (Costs Declaratory and Flood Prevention) Bill, 275. 
Do Voluntary Wheat Pool Guarantee Bill, without amendment, 276. 
Do Mining (Amendment) Bill, with amendments, 284. 
Do Local Government (Amendment) Bill, without amendment, 285. 
Do Government Railways (Amendment) Bill, with amendments, 286. 
Do Child Welfare Bill, without amendment, 286. 
Do Irrigation Holdings (Freehold) Bill, without amendment, 297. 
Do Forestry (Amendment) Bill, without amendment, 297. 
Do National Library Bill, without amendment, 298, 
Do Crown Lands and Closer Settlement (Amending) Bill, without amendment, 298. 
Do Queanbeyan Water Supply Bill, without amendment, 299. 
Do South-west Tablelands Water Supply Bill, without amendment, 299. 
Do Moss Vale to Port Kembla Railway Bill, without amendment, 299, 
Do Tempe to East Hills Railway Bill, without amendment, 299. 
Do Cottage Creek Stormwater Channel Bill, without amendment, 299. 
Do Rand to Bull Plain Railway Bili, without amendment, 299. 
Do Taree Water Supply Bill, without amendment, 299. 
Do Todman-avenue Tramway Bill, without amendment, 299. 
Do Jerilderie towards Deniliquin Railway Bill, without amendment, 299. 
: Do Molong Water Supply Bill, without amendment, 300. 
Do Canowindra to Gregra Railway Bill, without amendment, 300. 
Do Newcastle Wharfage (Merewether-street) Bill, without amendment, 300, 
Do Manly Hospital Bill, without amendment, 300. 
Do New South Wales Meat Industry Encouragement Bill, without amendment, 301. 
Do Ambulance Transport Service (Amendment) Bill, without amendment, 302. 
Do National Relief Fund Act, 1914—addition to Schedule, without amendment, 301, 


Agreeing to Assembly’s amendments upon its amendment in the Hunter District Water and 
Sewerage (Amendment) Bill, 114. 
Agreeing to Assembly’s amendments upon its amendments in the Crimes (Amendment) Bill, 130. 


Do meet Assembly to elect a Senator, and appointing time and place, 184. 
Do vesolution under the Saturday Half Holiday Act, 1910 (Orange District), 229. 
Do Assembly’s amendment in the Co-operation, Community Settlement, and Credit 


(Amendment) Bill, 275 

Insisting upon its amendment, disagreed to, in the Government Railways (Amendment) Bill, 
302. 

Not insisting upon its amendments, disagreed to, in the Main Roads Bill, 184. 

Agreeing to Assembly’s amendment upon its amendment, and not insisting upon its amendment 
disagreed tv in the Nurses Registration Bill, 259. 

METROPOLITAN BOARD OF WATER SUPPLY AND SEWERAGE :— 
PIPES ORDERED BY, FROM Hosxkrns’ Iron AND STEEL Company :— 

Motion made (Mr. Gosling) under the 49th Standing Order for adjournment of the House to 
discuss the refusal of the Government to use, thereby depriving one hundred and forty 
men of employment, and negatived, 77-8. 

MIDNIGHT :— 
Sittings after, 25, 48, 52, 63, 72, 76, 86, 90, 92, 96, 115, 123, 127, 130, 146, 163, 166, 170, 172, 
181, 185, 191, 195, 203, 209, 221, 234, 248, 266, 274, 286, 298, 202. 
MINAHAN, P, J., ESQUIRE, M.L.A, (See ‘‘ MEMBERS ”’). 
MINING :— 
UNEMPLOYMENT AT THE Sourn CoAst Minxes :— 

Motion made (Mr. William Davies), for Adjournment of the House under the 49th Standing 

Order, to discuss, and negatived, 36. 
MINISTERIAL STATEMENT :— 
**Port LyrTELTON” CASE :— 

Mr. Bavin proceeding to make, Point of Order that statement would anticipate discussion on a 
Notice of Motion on the Notice Paper; overruled by Mr. Deputy-Speaker ; statement 
completed by Mr. Bavin, 65, 

MOLONG (See *‘ PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”). 

MOSS VALE (See ‘‘ PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”), 
MURRUMBURRAH (See “PARLIAMENTARY STANDING COMMITTEF ON PUBLIC 
WORKS”), 
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NATIONAL RELIEF FUND ACT, 1914—ADDITION TO SCHEDULE :— 
Motion made (Mr. Oakes) that House agrees to the addition of the South African War Casualties 
Relief Fund, 296; transmitted to Council, 297 ; returned without amendment, 301. 
NEWCASTLE (See ‘‘ ADJOURNMENT ”; also “PARLIAMENTARY STANDING COM- 
MITTEE ON PUBLIC WORKS”). 
NO QUORUM :-—- 
In House after commencement of Business, 88 (during Question Time); 178. 
NORTH SYDNEY CONSTRUCTION WORKS :— 
Forty-rourk Hour WEEK ¥Kor TUNNEL-WORKERS. 
Motion made (Mr Murphy) under the 49th Standing Order for adjournment of the House to 
discuss the action of the Government in depriving tunnel-workers of the City Railway and 
the North Sydney Construction Works of the forty-four hour week, and negatived, 62. 


NOTE ISSUE BOARD (See ‘‘ FINANCE,”) 


NOTICE OF MOTION (See also ‘* BUSINESS ”). 
Taken as formal, 216(*), 233. 


0 


OPENING OF THE SESSION (See ‘‘ ASSEMBLY ”; also « PARLIAMENT i | 
ORANGE (See ‘‘SATURDAY HALF HOLIDAY ACT, 1910”). 
ORDERS OF THE DAY (See also ‘‘ BUSINKSS ”) :— 


Government Business and General Business postponed in a bunch, 293. 
Of General Business, postponed, 65 (read), 79, 85, 155 (after Division), 158, 167, 180, 184, 207, 
212, 257, 264, 272 (7), 285 (*). 


Remaining Government Business postponed, 48. 


ORMONDE HOUSE, PADDINGTON :— 
Motion made (Mr. Birt) under the 49th Standing Order for the adjournment of the House to 
discuss the proposed sale ot, by the Minister of Public Instruction, and negatived, 109, 


r 


PAPERS LAID ON TABLE (See under ‘* PAPERS ”). 


PARLIAMENT :— 
OPENING OF THE SESSION :— 

Proclamation read by Clerk, 1. 

Usher of the Black Rod delivers Message from Governor, 1. 

Governor’s Opening Speech, 11; Address in Reply (M7. Doe), Debate adjourned, 15; 
amendmen‘ (M7. Lang) to add new paragraph, and Debate adjourned, 16; debate resumed 
and adjourned, 18, 20, 21 ; amendment negatived, 24; Address agreed to, 25; presented 
to Governor and reply reported, 27. 

CENTENARY OF THE ESTABLISHMENT OF PARLIAMENTARY INSTITUTIONS IN NEW. Sourm WALEs :— 

Motion made (Sir Gvorge Fuller) for consideration of a Message from His Majesty the King in 
reference to, 86 ; Order of the Day read, copy of a cablegram conveying a Message from His 
Majesty the King read, and Speech delivered, by Mr. Speaker, Motion made (Siv George 
Fuller) for adoption of Address in Reply to His Majesty’s Message, agreed to, 87 ; Letter 
indicating His Majesty’s acceptance of Address, 251. 

PARLIAMENTARY LIBRARIAN :— 
APPOINTMENT OF MR. J. J. QUINN :— 
Announced by Mr. Speaker, 8. 
RETIREMENT Mr. F, WALSH :— 

Announced, ordered that Mr. Speaker’s remarks in reference to be entered in the Votes and 
Proceedings, 7-8. 

PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS :— 
Erection oF A Pusiic Hosprran at MANLY :— 

Motion made (Mr, Ball) that work be carried out, 267. 

EXTENDING AND WIDENING THE CoTTaGr CrEEK STORMWATER CHANNEL, NEWCASTLE : — 

Motion made (Mr. Ball) that work be carried out, 267. 

Improved WHARFAGE ACCOMMODATION AT MBREWETHER-STREET, NEWCASTLE :— 

Motion made (Mr. Ball) that work be carried out, 267. 

RAILWAY FROM BANKSTOWN TO GEORGE’S RIVER :=— 
Motion made (Mr. Ball) that work be carried out, 267. 
RAILWAY FROM CANOWINDRA TO GREGRA :— 
Motion made ( #r. Bal/) that work be carried out, 267. 
RAILWAY FROM JERILDERIE TOWARDS DENILIQUIN :—= 
Motion made (Mv. Ball) that work be carried out, 267. 
Rartway FROM Moss VALE TO PorT KEMBLA :-— 

Motion made (Mr. Ball) that work be carried out, 267. 

RAiWAY FROM RAnp TO A Point oN BULL PLAIN, BETWEEN RINGWOOD AND SAVERNAKE :— 

Motion made (Mr. Bal/) that work be carried out, 267. 

Rariway FROM TEMPE TO Kast HILLs :-— 

Motion made (M7. Ball) thas work be carried out, 267. 

TRAMWAY FROM CROWN-STREET TERMINUS, VIA TODMAN-AVENUER, TO THE La PeRROUSE LINE AT 
ANZAC-PARADE :—= 
Motion made (M7. Rall) that work be carried out, 267. 
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PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS (continued) :— 
WATER SUPPLY FOR THE MuNIcrIeALITY OF Monona :— 
Motion made (Mr, Ball; that work be carried out, 267. 
WateR SupPLY FOR THE MUNICIPALITY oF TARRE :— 
Motion made (Mr. Bal/) that work be carried out, 267. 
Water Surety ror THe Towns or CooramMuNpRA, MURRUMBURRAH, STOCKINBINGAL, T'EMORA, 
BARMEDMAN, WYALONG, YouNG, AND GRENFELL :— 
Motion made (V7. Ball) that work be carried out, 266. 
POINTS OF ORDER (See also ‘‘ SPEAKER”’) :— 
Taken on third reading of a Bill, 114. 
Taken on adoption of Report, 205. 
PONY RACING (See ‘‘ RACING’’). 
PORT KEMBLA (See ‘* PARLIAMENTARY STANDING COMMITTEE ON PUBLIC 
WORKS ”). 
PORT LYTTELTON (See ‘*‘ ADMINISTRATION OF JUSTICE”). 
POSTPONEMENTS (See ‘‘ BUSINESS”; also “ORDERS OF THE DAY”). 
POWER, HON. J. M., M.L.C. (See ‘‘ FEDERAL”). 
PREMIER :— 
House informed of absence of, on account of ill-health, 28. 
PRINTING COMMITTEE (See ** COMMITTEES ”). 
PRISONS :— 
APPOINTMENT OF ASSISTANT COMPTROLLER-GENERAL :— 
Motion made (Mr, Mc Kell) under the 49th Standing Order for adjournment of the House to 
discuss the appointment of Mr. McDougal, negatived, 241. 
PROCLAMATIONS :— 
On opening Session of Parliament, read by the Clerk, 1; 
RO FORMA BILL—LAW OF EVIDENCE BILL (See ‘‘ BILLS”). 
PUBLIC SERVICE:— 
COMPENSATION PAYMENTS To RETRENCHED PUBLIC SERVANTS :— 
Motion made (Mr. Lazzarini) under the 49th Standing Order for adjournment of the House to 
discuss the unfair treatment in regard to, negatived, 86. 


PURCELL, MR. M. (See ‘‘SYDNEY HARBOUR TRUST”). 


QUESTION :— 
‘That the Question be now put,” passed, 23, 24, 25, 28, 32, 33 (*), 36, 37, 38, 40 (7), 45, 49, 
52, 58 (7), 62, 68 ,77, 81, 100, 105, 114, 115, 127, 130, 131, 182, 133, 145, 194(2), 201, 202, 
& 203(7), 205(?), 206, 209, 213, 216, 229, 233, 238, 242, 249, 257, 258, 261, 265 (*), 274, 285, 
286, 296. 
QUINN, MR. J. J. (See ‘PARLIAMENTARY LIBRARIAN ”). 
QUORUM (See ‘‘NO QUORUM”), 


RACING :— 
ConpucTt AND ADMINISTRATION OF Pony :— 
Motion made (M7. O’ Halloran) for Select Committee, 48 ; Report, 85. 
Motion made (Mr. O’ Halloran) without Notice, as a matter of urgency, to consider Notice of 
Motion on Notice Paper, for adoption of report, negatived, 165, 285. 
Standing Orders suspended as a matter of urgency to consider motion for adoption of report 
(Friday Sitting)—motion made (Mr. O'Halloran) for adoption of Report, and Debate 
adjourned, 280, 
RAILWAYS (See also “PARLIAMENTARY STANDING COMMITTEE ON PUBLIC 
WORKS”) :— 
City Ramway—Forty-rourR Hour Wrek For TUNNEL-WoRKERS :— 
Motion made (Mr, Murphy) under the 49th Standing Order for adjournment of the House to 
discuss the action of the Government in depriving tunnel-workers of the, and the North 
Sydney Construction Works, of the forty-four hour week, and negatived, 62. 
Ciaims oF Mr. Grorcr H, DInGie :— 
Motion made (Mr. Walker) for Select Committee, agreed to, 79 ; Report, 224 ; Motion made 
(Mr. Walker) for adoption of Report and agreed to, 293. 
SLEEPERS AND OTHER TIMBER SUPPLIES FROM THE WyonG—Dora CREEK DISTRICTS :— 
Motion made (Mr, O’ Hearn) under the 49th Standing Order for the adjournment of the House 
to discuss the action of the Railway Commissioners in refusing to take, and negatived, 201. 


RAND (See ‘PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”), 
RINGWOOD (See ‘* PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”). 


S 


SATURDAY HALF-HOLIDAY ACT, 1910 :— 
EXTENSION OF PROVISIONS OF, Te ORANGE DistTRICT :— 
Motion made (Mr, Bruntnel/) that House agrees to Resolutions, and agreed to, message trans- 
mitting to council, 216; message from Council, agreeing to Resolutions 229, 


AVERNAKE (See ‘ PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”), 
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SEAMEN’S UNION (See “ADMINISTRATION OF JUSTICE”), 
SELECT COMMITTEES (See ‘*‘COMMITTEES ”), 

SENATE (See ‘*‘ FEDERAL”). 

SERJEANT-AT-ARMS (See ‘‘ MEMBERS ”). 

SESSIONAL ORDERS (see also ‘STANDING ORDERS ”) :— 

Passed, 29 (%), 30 (?). 

Precedence of Business. 29. 

Do do on Tuesdays, 100. 
Bostxvess Days AND Hour oF MEETING (Sessional Order) :— 

Motion made (Mr. Ouwkes, on behalf of Six George Fuller), That unless otherwise ordered, this 
House shall meet for despatch of business at Four o’clock p.m. on Tuesdays, Wednesdays, 
and Thursdays in each week, and amendment (Mr. Birt) to leave out the word 
‘‘ Four” and insert the word ‘‘ Two” instead thereof—negatived, Sessional Order passed, 
29. 

AppITionaL Sirrina Day (Friday) :— 

Motion mate (Sir George Fuller), That during the remainder of the Session, unless otherwise 
ordered, this House shall meet, for the despatch of business, at 2 o’clock. p.m., on Friday 
in each week, and Government Business only shall be dealt with, and debate adjourned, 
228; Debate resumed, amendment (1/7, Baddeley) for Day Sittings negatived, motion 
agreed to, 234. 

SHIPPING (See also ‘‘ ADMINISTRATION OF JUSTICE”) :— 
Lasour Bureau :— 

Motion made (Mr, McTiernan), under the 49th Standing Order, for the adjournment of the 
House to discuss the necessity for the Government to take action to abolish and negatived, 
216. 

SIMPSON, W. G. G. (See ‘CAPITAL PUNISHMENT”). 
SLEEPERS (See ‘* RAILWAYS”). 
SOLDIERS (See ‘‘ LOYALISTS”). 


SOUTH AFRICAN WAR CASUALTIES RELIEF FUND (See ‘““NATIONAL RELIEF FUND 
ACT, 1914—ADDITION TO SCHEDULE”). 
SOUTH COAST (See “* ADJOURNMENT”). 
SPEAKER :— 
Announced receipt during recess, and read to the House a letter from the Lieutenant-Governor, 
intimating the Resolution adopted by the House last session in reference to the ‘ Granting 
of Titles,” had been laid before the King, 8. 
Announces retirement of Mr, F. Walsh as Parliamentary Librarian, and makes remarks in 
reference to, 7-8. 
Announces appointment of Mr. J. J. Quinn as Parliamentary Librarian, 8. 
Clerk informs the House of unavoidable absence of, and Deputy-Speaker takes the Chair, 65, 
67, 71, 113, 189, 155, 167, 169. 
Disorder in Divisions—Statement in reference to, 28. 
Enters the House and takes Chair, 115, 140, 156 (to receive report from Committee, being the 
first opportunity after commencement of Business), 167. 


Lays on Table Warrant appointing Temporary Chairmen of Committees, 7. 
Do do do do Committee of Elections and Qualifications, 7; reports 


maturity of warrant, 21. 

Lays papers on Table, 8 (2), 77, 193, 295. 

Orders removal of Member by Serjeant-at-Arms, 18, 23. 

Reads Governor’s Opening Speech, 11. 

Reports reply from Lady Storey to resolution of sympathy, passed by House, on the death 
of the Hon. Sir David Storey, Kt., M,L.C., 71. 

Reports presentation of Address in acknowledgment of Message notifying appointment of Sir 
Dudiey Rawson Stratford De Chair, K,C.B., M.V.O., as Governor of New South Wales, 
and reads reply, 55. 

RULINGS OF :— ‘ 
INTERPRETATION OF STANDING ORDER 295—PornrT AT WUICH PROCEEDINGS ON-A BILL SHOULD 
BE RESUMED :— 

That the Member upon whose motion the Debate on the 2° of a Bill of a previous Session was 

adjourned should, on resumption of proceedings, proceed with his Speech forthwith, 52. 


On Motions ror ADJOURNMENT OF THE House UNDER THE 497TH STANDING ORDER -— 


That the motion in reference to ‘Prosecution of Representatives of the Transport Workers’ 
Group for advising members of the Seamen’s Union to refuse to work the Port Lyttelton 
was out of order for the reason, amongst others, that it contained more than one subject, 45. 

That the motion in reference to payment of Compensation to Loyalists on the waterfront as a 
result of a decision of the High Court, was capable of discussion on the Financial Statement 
and was out of order, 143. 

That the motion in reference to the ‘ Issue of Bank Notes,” was capable of discussion on the 
Financial Statement, and was out of order, 149. 


Drawn FRoM Box srrer 6.30 p.m. on Turespays :— 
That owing to the operation of the Sessional Order, directing that Government Business shall 
take precedence of General Business after 6.30 p m. on Tuesdays, construed with Standing 


Order 123a, it was not competent to move a motion for adjournment drawn from the Box 
after 6.30 p.m, on Tuesdays, 198. 


RvuuinGs or Deputy :— 


That the Local Government (Amendment) Bill did not impose any burden on the Consolidated 


Revenue Fund—it related to local rates; a message from the Crown was therefore not 
required, 205, 
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SPEAK ER—contin:ed :— 
Ruuines oF Deruty—continucdé :— 
Own A MINISTERIAL STATEMENT :—- 

That a Minister was entitled to make a Ministerial Statement, that such a statement would 
not anticipate discussion on a Notice of Motion on the Notice Paper in the general 
acceptance of the term, 65, 

Point of Order taken on 3° of a Bill, 

That he could not uphold the Point of Order ‘‘ That clause 52 inserted in Committee in the Main 

Roads Bill was outside the Order of Leave and outside the scope of the Bill,” 115. 
AMENDMENT OF ACT, IN SAME SESSION, AS THAT IN WHICH IT WAS PASSED :— 

That the Sydney Corporation (Further Amendment) Bill was in order, notwithstanding it was 
an amendment of the Sydney Corporation Act passed this Session—such an amendment 
being authorised by the Interpretation Act, 249. 


SPECIAL ADJOURNMENT (Soe ‘‘ ADJOURNMENT ”), 
STANDING ORDERS :— 
Interpretation of Standing Order 295,—Point at which proceedings on Bills should be resumed, 
—Ruling of Speaker, 52. 
Sessienal Order appointing Committee, 30. 
Motion to suspend to bring in and pass Bills through all stages in one day, Urgency, 150, 172. 
Motion to suspend to bring in and pass Supply Bill through all stages in one day, 136. 
Motion to suspend Sessional and (Urgency), to consider Notice of Motion on Notice Paper and 
the continuation of Debate after 6.30 p.m. agreed to, 127. 
Motion to suspend to consider General Business at a Friday Sitting, Urgency, agreed to, 253, 
“id. 
Motion referring the question of Printing of Evidence taken before Select Committees to the 
Committee for consideration, 33. 


STOCKINGBINGAL (See ‘PARLIAMENTARY STANDING COMMITTEE ON. PUBLIC 
WORKS ”). 


STOREY, THE HON. SIR DAVID, KT., M.L,C, (See “‘ DEATH OF THE HONORABLE SIR 
DAVID STOREY, KT., M.L,C.”). 


SUPPLY (See ‘« FINANCE”). 


SYDNEY HARBOUR TRUST :— 


Case of Mr, M. Purcety :— 
Motion made (Mr. Stuart-Robertson) for adoption of Report from Select Committee of Session 
1923, and Debate adjourned, 73 ; Report adopted, 94, 


T 


TAREE (See ** PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”). 
TEMORA (See ‘* PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”), 
TEMPE (See ‘‘ PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”), 


TITLES :— 
GRANTING OF :— 
Receipt of letter during Recess from the Lieutenant-Governor intimating that the Resolution 
adopted by the House last session had been laid before the King, announced and read by 
Mr. Speaker, 8. 
TODMAN AVENUE (See ‘‘PARLIAMENTARY STANDING COMMITTEE ON PUBLIC 
WORKS”), 


TOWN HALL (Sce ADJOURNMENT’). 


TRAMWAYS (See “* PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”), 
TRANSPORT WORKERS (See ‘*‘ ADMINISTRATION OF JUSTICE”). 


TRUSTEES OF PUBLIC RESERVES ENABLING ACT, 1924. 
Motion made (Mr. Wearne) to apply provisions of, to Goulburn Cattle Sale-yards, agreed to, 302. 


U 


UNEMPLOYMENT (See ** MINING”). 


UNIVERSITY CF SYDNEY :— 


! REPRESENTATIVE OF THE LEGISLATIVE ASSEMBLY ON THE SENATE :— 
Motion made (Mr Bruntnell), That the Honorable Daniel Levy, one of the Honorable Members 
for Sydney, and Speaker of the Legislative Assembly, be re-clected, agreed to, 153. 


ORGENCY :— 
Motion made as a matter of, to suspend Standing Orders to bring in and pass Bills through all 
stages in one day, 160, 172. 
Motion made, as a matter of, to consider a Notice of Motion, without notice, and negatived, 257. 
Motion made, as a matter of, to consider Notice of Motion or Order of the Day on Notice 
Paper, agreed to, 127 ; negatived, 61,165, 285. (No Division). 
Motion made, as a matter of, to consider General Business, at a Friday Sitting, 253, 279, 


OSHER OF THE BLACK ROD :— 
Delivers Message from Governor, 1. 
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VOTE OF CENSURE :— 
CEMENT CONTRACT:—  _ 

Standing and Sessional Orders suspended (Urgency), to consider Notice of Motion on Notice 
Paper and to continue Debate after 6.30 p.m., Motion made (Mr. Lang) That His 
Excellency the Governor be informed that, owing to its dishonest administration in 
respect to, the Government no longer retains the confidence of this House, and negatived, 
127-8. 

VOTES AND PROCEEDINGS :— 


PARLIAMENTARY LIBRARIAN :— 
Speaker’s remarks relating to retirement of, ordered to be entered in, 8. 


W 


WALSH, MR. F. (See ‘‘ PARLIAMENTARY LIBRARIAN”), 
WATERFRONT (See ‘‘ LOYALISTS ”). 
WATER PIPES (See ‘* ADJOURNMENT ”). 
WATER SUPPLY (See ‘‘PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”). 
WAYS AND MEANS (See * FINANCE”), 
WHARVES (See ‘‘ PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”), 
WILSON, JAMES CHAPLAIN, ESQUIRE, M.L.A. (See ‘‘ MEMBERS ”). 

iI WOOLWAY ESTATE (See ‘‘ CLOSER SETTLEMENT ”). 

| W YALONG (See ‘* PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS ”). 
WYONG (See ‘‘RAILWAYS”). 


| Y 
| We 
' : 
q 


YOUNG (See ‘* PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS ”). 
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REFERENCES TO THE VOTES AND PROCEEDINGS, VOL. I~26rH PARLIAMENT=——FOURTEL SESSION, 








PAPERS. 


A 
ABORIGINES PROTECTION ACT, 1909 :— 
Regulation under, 10. 
ABORIGINES PROTECTION BOARD :— 
Report for the year ended 30th June, 1924, 245, ........ Me een ee 
Report by, as to the hiring out of aboriginal girls and hoys, 81. 
PRopvuce AND Save Srorr Account: 
Statement of Receipts and Expenditure for year ended 30th June, 1924, 149 ...... ...00.00...0..... 
ADDRESSES :— 
ALPHABETICAL REGISTER OF ADDRESSES AND ORDERS :— 
Sessional Paper 





Deatu or Kerry E. Evurorr, Boy MigRANT to New Socra Watsgs :— 
Copy of proceedings at Magisterial Inquiry, 31. 
ADVANCE TO TREASURER (See “ FINANCE”), ; 
AGRICULTURE (See also ‘“‘ FRUIT-CANNING” ; also “ WHEAT” ):- 
Report of Department for year ended 30th June, 1924, 271 
YANCo AGRICULTURAL HicuH ScHoon Account :— 
Statement of Receipts and Expenditure for year ended 30th June, 1924, 188 .............. isaecel 
AGRICULTURAL COLLEGES AND EXPERIMENT FARMS:_ | 
Farm Account: 
Statement of Receipts and Expenditure for year ended 30th June, 1924, 97 
AMBULANCE TRANSPORT SERVICE :— 
Report of Board for year ended 30th June, 1924, 83 
ANIMAL INDUSTRY ACCOUNT :— 
Statement of Receipts and Expenditure for year ended 30th June, 1924, 97 
ANTHRAX (See ‘“‘ STOCK”). 
ANZAC MEMORIAL (BUILDING) ACT, 1923 :— 
By-laws under, 23. 
ANZAC-PARADE (See “PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS” 
ARCHITECTS ACT :— 
Regulations under, 207. 
ART GALLERY (See “NATIONAL ART GALLERY ye 
ARTISTS’ BALL :— 
Report by Police Inspector T. Mankey regarding the, held at Sydney Town Hall, 94. 
ASSEMBLY :— 
SESSIONAL Papers :— 
Alphabetical List of Members (Facing pag? 1) 
Alphabetical Register of Bills.............66..c:cssessseseeseeseesee..... 
Do do NSS Salto Bg aia a ea el ie dai 
Attendances of Members in Divisions and Counts-out 
Business of the Session PR caah te Mener oh Sa salie ccianece neteias)itieic avin. 
Business undisposed of at the close of the Session 
Proclamation proroguing Parliament 
Reports from Printing Committee, Nos. 1 to22 ............ 
Standing and Select Committees appointed during the Session 
ee eR NO 1077 it orice cen 
Weekly Reports of Divisions in Committee of the Whole, Nos. 1 to 18 
ASSHETON, MR. C. F., B.E. (See ‘“‘ PUBLIC SERVICE ”) 
ASYLUMS (See ‘“* LUNACY ”). 
AUCTIONEERS LICENSING ACT :— 
Regulations under, 263. 
AUDIT ACT 1902 :— 
Regulation under 9. 
AUDITOR-GENERAL (See ‘* FINANCE” 3; also ‘STATE ENTERPRISES ” ; also ‘“‘ WHEAT ”). 
AUSTRALIAN MUSEUM :— 
Report of Trustees for year ended 30th June, 1924, 188 
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B 


BAKER, MR. A. J. S. (See “PUBLIC SERVICE ”). 
BANK LIABILITIES AND ASSETS :— 
Statement of, for quarters ended 31st December, 1923, and 31st March, 1924, 19. 








Do do 30th June, 1924, 129. 
BANKRUPTCY ACT, 1898 :-— 
Substituted Rule under, 67. 
BANKSTOWN (See ‘“‘ PETITIONS ” ; also ** RAILWAYS ”), 
BANK VALE (See ‘‘ CLOSER SETTLEMENT”). 
BARMEDMAN (See “* PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”). 





BASIC WAGE (See ‘‘ PUBLIC SERVICE ays | 
BAY VIEW HOUSE (See «*‘ LUNACY cae 
BILLS :-- | 

Alphabetical Register of ( Sessional Paper)...., eae sea a tiaeeite eee secatins cen ont < 
BIRDS AND ANIMALS PROTECTION Oh 9 Sree 

Regulations under, 10. 

BLACK, MISS T. F. (See “ PUBLIC SERVICE “Ay 
BOARD OF TRADE :— 
RoorinG Tres Inpustry :— 

Report of, on, under the Monopolies Act, 1923, 188 
BORER, SHIRE OF (See “LOCAL GOVERNMENT ”). 
BOTANIC GARDENS, GARDEN PALACE GROUNDS, GOVERNMENT DOMAINS. CENTEN- 

NIAL PARK, AND STATE NURSERY, CAMPBELLTOWN :— 
Report for 1923, 73 
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BRIXEN H(LL PROPRIETARY COMPANY (See ‘HARBOUR AND TONNAGE RATES | 


' BUTLER, MISS G. M. (See ‘* PUBLIC SERVICE”). 
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PAPERS ORDERED TO BE PRINTED. 








RLiSRENCES TO 1112 VOTES AND PROCEEDINGS, VOL, :—26TIH PARLIAMENT— FOURTH SESSION, ASSEMBLY JOINT 
VOLUME. VOLUMES. 





VOL. PAGE. VOL. PAGE, 


Papers—conlinued. 
B 
3RANN, MR. V. H. M. (See “ PUBLIC SERVICE”). 
RIDGES (See “* PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS ”) 
SRISBANE (Sec ** RALLWAYS’). 
3ROKEN HILL (See * WORK MEN’S COMPENSATION (BROKEN HILL) ACT, 1920”; also 
‘“ MINING”). 





Soleatl les! 





ACT.-192077; | 


BRUCE, DR. J. W. K. (See PUBLIC SERVICE”). 
BUILDING SOCIETIES (See ‘‘ CO-OPERATIVE SOCIETIES ”). 
BULL, MR. R. A. (See PUBLIC SERVICE ”). 
BUL L PLAIN (See ‘* PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS ”). 
BURSARY ENDOWMENT BOARD :— 
Report for year ended S0thidune; 1924, 159 o.c.. co .c.cccursncemscserscsnsshecoteswsedssinsesbohicaairamsislesenss co, <i eRe it: 205 
BUSINESS :— 
Undisposed of at close of Session (Sessional Paper) .....c.00 crssesesssorencness anevesee svsateee ear tate 1 305 i aa : 
Of the Session (Se3s107 2b Papen) av. tccsms scvnectonceeee een eaenvasaleartens satenwaseren eieicuemca te fe te og eae 1 313 ag IMLan tae 


BUXTON, MRS, M, KR. (See ‘‘ HOUSING ”’). 
BY-LAWS :— 
Anzac Memorial (Building) Act, 1923, 23. | 
Hunter District Water Supply and Sew erage Acts, 1892-1906, 177(*). 
University of Sydney, 10, 159. 





C 
CAMPBELLTOWN STATE NURSERY :— 
Report for 1923, 78 dus-. Meant ee sales y orca: ie ee ee « sat tboake 0g es oe ot nl gee 4 111 
JANCER (See ‘‘ PUBLIC HEALTH ”). 
CANOWINDRBRA (See ‘‘ RAILWAYS ”). 
CEMENT :— 
ComMMoNWEALTH PorRTLAND CEMENT COMPANY 
Papers relating to the existing contract for the supply of cement, 12], 
Coxtract Mapg BeTWweEN CEment Propvcts, LIMITED, AND THE MINISTER FOR PvbBLic 
WoRKS :— | 
Papers in connection with, 106. 
SUPPLY OF :— 
Papers relating to offers received by the Government from time to time, but not in response to 
the invitation of tenders, 121. 
CENTENNIAL PARK :— 
REPOTh LOPPLOZS | U] Biren sree dae howe k nbs vos ch sia cme ements ere tienes treater podeonicoenasrcc eects SRoorconcoatoen te Sco lise 4 111 
CHILD WELFARE ACT :— 
Supreme Court Rule under, 129. | 
CITY AND SUBURBAN RAILWAYS (RESUMPTION RESCISSION) ACT, 1917 :— | 
Notification of rescission of resumption of land under, 44. 
CITY COUNCIL (See “COMMISSIONS ”’). 
OLOSER SETTLEMENT: 
Xegulations and form under Acts, 10, 166, (Gazette Notices showing) 159. 
Zeturn showing the surrender and allotment of land under Acts, 31. 
PURCHASE OF THE HitisIDE, NEWGROVEA, AND BANK VALE F[sTATES :-— 
Interim and Final Reports of the Royal Commission (W. M. Macfarlane, Esquire) appointed to 








inquire into certain matters connected with the purchase Of, 67 ..... ..c.cscescecceecesseeeeeees ; Be fag: condce 1 121 

GLENBROOK EsTATE :-- 

Particulars respecting proposed acquisition by the Government for, 257 ........... APE Se INDOC ALE Oe stout a peewee nf 175 
Wootway Estate :— 

Particulars eters proposed acquisition by the Government for, 257 ...........4. csceecseeeeewenee Opi. Ease it 179 
ELHAM ESTATE : 

Particulars respe cting proposed acquisition by fone Government for, PAY Boroma tic crs or heoope ooncononaode SO lie soba 1 173 

ry | | 


CLOSER SETTLEMENT FUND (See “ FINANCE’). 
COBLEY, MR. W ILLIAM (See ‘‘ LOCAL GOVER}D NMENT”). 
COMMISSIONS 
if) re ‘TRIC Lae HT AND POWER SUPPLY CorpPoRATION, LIMITED :— 
Copy of Commission appointing the Honorable J. L. Campbell, as a Royal Commissioner, to 
eke: in relation to the reduction in the cost to the Electric Light and Power Supply, 
Corporation, Limited, of the generation and supply of ele *tricity, 171. 
Copy of further Commission, extending the time within which the Commissioner is required to 
ee his certificate, 212, 
Manty Gas Company, LIMITED :— | 
Copy of Commission appointing the Honorable J. L. Campbell, as a Royal Commissioner, to 
inquire in relation tu the cost of production and distribution of gas sold by the Manly Gas 
Company, Limited, 17]. 
NAMES AND BounDARIES OF WARDS—MonNICcIPAL CoUNCIL OF SYDNEY :— 
Gazette notices showing, as determined by the Redistribution Commissioners, under the 
jx dney Corporation (Amendment) Act, 1924, 155. 








ROYAL : 
Hiniste, NEWGROVE, AND Bank VALE Esratxs :— 
Purchase by the Government of the—Interim and Final Reports (W. M. Macfarlane, 
Haquire), 67 icacdeec.cs Mecaten dennsueatee desman Meas eerie: She victor Soneeas enm ek anaheim rea ne 5.3): ak dedi cate if 121 
MUNICIPAL CoUNCIL OF SYDNEY—RESPECTING CONDUCT OF ALDERMEN IN CERTAIN Marrers : os 
Copy of, appointing Mr. S. E. Lamb, K.C., to inquire into all matters connected with lease o1 
agreement for lease made with Cropley’s, Limited, 169. 
Report of, in connection w ith—(a) Application for a petrol pump, Flinders-street; (>) Surrender 
of lease granted to Cropley’s, Limited (Laid on Table of Assembly only), 301 Sree ch Baste we Se ct 1 461 








ease 
— 


ne 


> - 


) 
| 











INDEX. 





| PAPERS ORDERED 





TO BE PRINTED, 





\ REFERENCRS TO THE VOPES AND PROCEEDINGS, VOL, I- 26TH PARLIAMENT-—FOURTH SESSION, } 


| 





ASSEMBLY 
VOLUME, 


VOLUMES. 
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Papers — continued. 


Cc 
COMMISSIONS (continued) :— 
Roya (continued) :— 
NEW STATES :-—~ 
Copy of Instrument, granting to the Royal Commission on the New States Movement an exten 
sion of time, until the 7th November, 1924, within which the Commission is to furnish its | 
report, 159. 
Statement concerning the evidence given by Dr. Harvey Sutton before the New States Royal 
Commission, together with a copy of such evidence, and a report thereon by Dr. Harvey | 
Sutton, 198. | 
RaiLWAY anp Tramway SERVICEs : 
Report of Inquiry (Sir Sam Fay and Sir Vincent Raven) into, together with copy of Commission, 
(ETS SSIES MEY RTOs oes ii Ps es te 10 Lee Oa a a 
Inquiry (Sir Sam Fay and Sir Vincent Raven) into, Evidence {Printed with LUC OVE VO werapageaean ats 
Copy of letter addressed to the Premier from Sir Sam Fay and Sir Vincent Raven, concerning 
Mr. Fraser, Chief Commissioner for Railways and Tramways (Laid on Table of Assembly | 
MM RN Me tk a ck ey hice ge AS os as bis os ta os La ceo ce hos sevchiesasditn beac, So aa 
COMMITTEES :— 
Standing and Select Committees appointed during the Session (Sessional Paper) 
JOINT SELECT—CouNCcIL—ASSEMBLY :— 
Report of, on Meat Industry Encouragement Bill, 23.2... ..c.cccccccccse s sevseessecececuvecsssseoee oneet 
PRINTING :— 
Reports Nos. 1 to 22, 36, 53, 62, 72, 79, 86, 92, 109, 116, 136, 151, 158, 166, 175, ‘SJ, 
223, 234, 248, 273, 301. 
PusLic ACCOUNTS : 
Second Report (26th Parliament), 11 
SELECT :— 

Assembly :— 
Administration of the Housing Board. (Second Progress and Final PEPOTE) GS. We tases cgecs seo ease 
Claims of Mr, George H. Dingle against the Railway Commissioners, 224 
Conduct and Administration of Pony Racing, 85 

Council :-— 

Sydney Meat-preserving Company (Limited) 
OR CLNDS sg SESE 2G Se) i 8 eel apa a Re eo ot ee ee eR ce 
Executor, Trustee and Agency Company of South Australia Limited Bill, 245 
COMMONWEALTH (See ‘‘ ROADS”). 
COMMONWEALTH PORTLAND CEMENT COMPANY (See “CEMENT ”). 
COMMONS REGULATION ACT, 1898 :— 
Regulations under, 9. 
COMPOSITORS (See ‘‘ LABOUR AND INDUSTRY ”): 
CONFERENCES :— 
Rattway GauGe Unirication—K YoGLE-BRISBANE :— 

Explanatory memorandum relating to report of Commonwealth and State Ministers, 166 
CONSOLIDATED REVENUE FUND (See ‘‘ FINANCE”) 
CONVENANCING ACT, 1919 :— 

Regulation under, 295, 

CO-OPERATION, COMMUNITY SETTLEMENT, AND CREDIT ACT, 1923 :— 


Regulations under, 31, 225, 295. 
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CO-OPERATIVE SOCIETIES :— 
Report of Registrar for period ended 30th June, 1924, 295 «00... .ceccccecceccccceecce cecce. eee Fees 
COOTAMUNDRA (See ** PARLIAMENTARY STANDING COMMITTEEON PUBLIC WOR KS”).| 
CO-PARTNERSHIP (See ‘‘LEVER BROS”; also ““VACUUM OIL COMPANY 1) 
CORRIMAL-BALGOWNIE COLLIERIES, LTD. (See “LOCAL GOVERNMENT”). 
CRAVEN (See *‘STATE SAWMILLS ”). 
CRIMES (See ‘‘ POLICE”). 
CROPLEY’S, LIMITED (See ‘*‘ COMMISSIONS ”). 
CROWN LANDS (See also ‘“ CLOSER SETTLEMENT”) :— 
Report of Department, and Western Lands Board for year ended 30th June, 1924, 191 
RETURNED SOLDIERS’ SeTTLEMENT ;~- 





Produce and Trading Account—Statement of Receipts and Expenditure for year ended 
SAU LR UIE py, ENE AN RM eet ley 
PUBLIC PURPOSES :— 
Abstract of, intended to be dedicated to, 10, 57, 140, 159, 166, 193, 215. 
DEDICATION OF CERTAIN LANDS :— 
Gazette Notices dealing with the, 10, 31, 57, 75, 95, 113, 121, 140, 161, 193, 215. | 
WESTERN LANpDs Acts :-— | 
Particulars of leases issued under, 10, 73, 97, 212. 
Notice oF INTENTION TO DECLARE THAT CONDITIONAL PURCHASES, &C., SHALL UEASE TO BE! 


VOIDABLE :— 
Additional Conditional Purchase No. 1922/29, Land District of Hillston, being portion 3, Parish| 
of Goolgowrie West, County of Nicholson, 10. | 
Additional Conditional Purchase Wo. 1918/115, Land District of Taree, being portion 48, Parish| 
of Wallingat, County of Gloucester, 10. 
Additional Conditional Purchase No. 1921/70, Land District of Parkes, being portion 104, 
Parish of Goonumbla, County of Ashburnham, of 197 acres, 10. 
Additional Conditional Purchase No. 1920/14, Land District of Grafton, 
Parish of Chambigne, County of Fitzroy, 10. 
Additional Conditional Purchase No. 1920/49, Land District of Casino, being portion 139, Parish | 
of Dyraaba, County of Rous, 31. 
Four after-auction Parchases in the village of Legume, being lots 3 and 4, section 1, and lots 
2 and 10, section 1, 67. 
Original Residential Lease No. 1917/3, Gundagai, being portion 427, Parish of South Gundagai,| 
County of Wynyard, 198, : 
CROWN LANDS CONSOLIDATION ACT, 1913 :~— 
Regulations under, 10, 95. 


CURLWAA (See “IRRIGATION ”), | 
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DALYELL, DR. ELSIE J. ‘See ‘‘ PUBLIC SERVICE”). 
DENILIQUIN (See ‘‘ RAILWAYS”). 
DENTISTS’ ACT, 1912 :— 
Regulations under, 10. 
DICKSON, MR. E. A. (See ‘‘ PUBLIC SERVICE”). 
DINGLE, MR. GEORGE H. (See ‘* RAILWAYS”). 
DIVISIONS :— 
Attendances of Members in Divisions and Counts-out (Sessional Paper) 
In COMMITTEE OF THE WHOLE :— 
Weekly Reports, Nos. 1 to 18 
DRAINAGE ;:— 
WIDENING THE CoTraGe Creek STORMWATER CHANNEL, NEWCASTLE: 
Report from Parliamentary Standing Committee on Public Work, 89 0.00... co cecccececcece veces 
DUNGOG ELECTRIC SUPPLY COMPANY LIMITED (See “ LOCAL GOVERNMENT ”) 


KE 


KAST HILLS (See ‘* PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKYS’”’), 
KASTWOOD, MR. H. W., (See ‘‘ PUBLIC SERVICE ”). 
EDUCATION (See also ‘‘ PUBLIC WORKS ACT, 1912”) :— 
Report of Minister for 1923, 227 
Bursary ENpowMEnt’ Boarp : 
Report for year ended 30 June, 1924, 159 
’ SYDNEY GRAMMAR SCHOOL :— 
Report of Trustees for 1923, 67 
UNIVERSITY OF SYDNEY :— 
Report of Senate for 1923, 10 
By-laws, 10. 
EDWARDS, DR. A. T. (See “‘ PUBLIC SERVICE ”). : 
ELECTRIC LIGHT AND POWER SUPPLY CORPORATION :-— 
Cost TO OF THE GENERATION AND Suppiy or Enecrriciry ;— 

Copy of Commission appointing the Honorable J. L. Campbell, as a Royal Commissioner, to 
inquire in relation to the reduction in the cost to the Electric Light and Power Supply 
Corporation, Limited, of the generation and supply of electricity, 171. 

Copy of further Commission, extending the time within which the Commissioner is required to 
present his Certificate, 212. 

ELECTRIC LIGHT POLES (See ‘‘ METROPOLITAN AREA”). 
ELHAM (See ‘‘ CLOSER SETTLEMENT ”). 
WLLIOTT, KEITH E (See ‘* ADMINISTRATION OF JUSTICE”), 
EMERY, MR. GEORGE (See ‘‘PUBLIC SERVICE”. 
{"uMU PLAINS (See ‘*‘ PRISONS”’). 
ESTIMATES (See ‘“‘ FINANCE”), 
EUGOWRA (See ‘* RAILWAYS ”). 
EVANS, MR. HENRY GEORGE (See ** PUBLIC SERVICE”). 
EXECUTOR, TRUSTEE, AND AGENCY COMPANY OF SOUTH AUSTRALIA, LIMITED, 
BILL j= 
Report from Select Committee (Laid on Table of Council only), 245 
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F 
FACTORIES AND SHOPS ACT :— 
Report of Department of Labour and Industry on the working of for 1928, 129 
FAY, SIR SAM (See ‘* RAILWAYS”). 
FEDERAL :— 
VACANCY IN THE SENATE :— 


Minutes of Proceedings of the Joint Sitting held to choose.a person to fill vacancy created by| 
the death of Senator Allan McDougall, together with details of voting (Laid on Table of 


Cound) only )cccchixscaveteatune Wen eR ee ee 
FENCES (See ‘‘ PARKS”), 
FINANCE :— 
Bank LIABILITIES AND ASSETS : — ; 
Statement of, for quarters ended 31st December, 1923, and 31st March, 1924, 19. 
Do do 30th June, 1924, 129, 
EstTIMATES OF EXPENDITURE, 1924-1995 : 
Message from Governor, together with— 


(1) Estimates of Expenditure, 1924-25 (Consolidated Revenue Fund), (Laid on Table of| 
} 


Assembly only), 135. 
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(2) Statement of Payments from the Vote ‘* Advance to Treasurer,” 1923-1924, in adjustment | 


of the Advance Vote (Consolidated Revenue Fund), (Laid on Table of Assembly only), 135 


(3) Statements of Payments, ‘t Unauthorised in Suspense,” to 30th June, 1924, (Laid on Table! 


of Aasembly only), Vk serghiOAE envriece:Gxeitule dana bid OAL OAR Aeon ee 


OFA) LB 500s « hoid hk Aloe elie RORRRL ude’, Puta ie air CMe erie Pra hes ie 
Schedule to Estimates, 1924-1925 (Laid on Table of Axsembly only), 159 


(4) Public Works Fund—Kstimate of the Expenditure, 1924-1925 (Laid cn Table of Assembly} 


Schedules A to G, Estimates, Department of Public Works (Consolidated Revenue Fund), 


1924-1925 (Laid on Table of Assenthly only), 163 


Schedules 1 to 4, Estimates, Public Works Fund (Construction), 1924-1925 (Laid on Table oj 


Ase mbly only), 177 vee teeee EN OE RC Ee AOU ee ECCI OMI Ne ae RAC RTA PO) oe ae 
Loan Estimates for 1924-1925 (Laid on Table of Assembly only), 178 


PERM OO ere m meee trees enter eeeee ore 


CON Pee eee G COO OME eraser eed ber seer se bereeeoorios 








ASSEMBLY 
VOLUME. 
VOL. PAGE, 
| 
| 
| 
] 31] 
t | 32 
| 
Dip iear dKe 
| 
| 
| 
| 
' 
eee | 











CORT Ce rere eee eres resiedeescovosese . nore teens 











JOINT 
VOLUMES. 





| VOL. PAGE. 


233 
205 
271 
279 


bok ek eet 


“ 


835 


1 295 


2 231 
2 249 
2 327 








337 











acne rere Wat cnr ee Sa A 
aa 





INDEX. 


1924, 


REFERENCES TO THE VOTES AND PROCEEDINGS, VOL. I—26TH PARLIAMENT— FOURTH SESSION, 
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F 
FINANCE (continued) :— 
EXPLANATORY ABSTRACTS :— 
Of sums estimated and Voted for the year 1924-1925 and previous years (Assembly Sessional 
BRT ashe ta ho ete A ees hc out, sal Whip tc cg igh. dh act t hn dice? £, eat des KE... 
GOVERNMENT Savines BANK or New Sourn WALES :— 
Report for year ended 30th CES a0 DD Ane RR 7 ni ORR NR i RNS, Sell ol 
INSCRIBED Stock :— 
Forty-tirst Annual Report, 57 
PuBLic AcoUNTS :— 

Colonial Treasurer’s Statement of the Receipts and Expenditure of the Consolidated Revenue 
and other Accounts for the Financial Year ended 30th June, 1924; together with the 
Auditor-General’s Report thereon (Laid on Table of Assembly only), 127 

PUBLIC Accounts ComMITTEE :— 

Second Report (26th Parliament) (Laid on Table of Assembly only), 11 
Pusiic Companies LIABILITIES AND AsspErTs :— 

Statement of, for quarters ended 31st December, 1923, and 31st March, 192 £29; 

Do do 30th June, 1924, 129. 

STATE Desr CoMMISSIONERS :— 

Report (statement of transactions) for year ended 30th June, 1924 (Laid on Table of Asse mbly 

Se AS Gas ies A ae RR lg UI rea ee RL Od 

TRANSFER OF AMOUNTS FROM ONE HEAD or SERVICE TO ANOTHER :— 

Minutes of His Excellency the Governor and Executive Council authorising, 8, 77. 

TreasuRY INSURANCE BoaRD :— , 

Report for year ended 30th June, 1924, 104 

Ways AND MEAns :— 

Estimates for 1924-1925 (Laid on Table of Assembly only), 136 
FINLEY (See ‘‘RAILWAYS”), 
FIRE COMMISSIONERS OF NEW SOUTH WALKS :— 

Report for 1923, 10 
FISHERIES :— 

Rem be Darr mie matsl0Ny 1 G 246167 0 ces 0 odo ' dps vhach'vccuvh alley ds: csadtectcesoocboicccstencceeci, Athos 
FLINDERS STREET (See ‘COMMISSIONS ”). 
FOGGITT, MR. W. H. (See ** PUBLIC SERVICE ar 
FORAN, HERBERT (See ‘*LOCAL GOVERNMENT si) 
FORBES (See ‘‘ RAILWAYS ”) 
FORESTRY :— 
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Report of Commission for year ended 30th June, 1924 (Laid on Table of Assembly only), 143 . | 


Regulations under Act of 1916, 35. 
AFFORESTATION :— 
Returns showing amount expended on, under Act, for year ended 30th June, 1924 (Laid on 
Ge A ROSY TL a Br ee S ioet sgincenlsavtyh a4th3 chide cs na thew ap Savile doves ih adedeve. rm EE. toa 
Revocation of dedication of State Forests (Message No. 82) (Presented to Assembly only), 155... 
Do do do (Message No. 101) do do VO Tse | 
FORMS (See ‘‘REGULATIONS, RULES, AND FORMS as 
FRIENDLY SOCIETIES :— 
Report of Registrar of, regarding Trade Unions, and transactions under the Workmen’s 
Compensation Acts for year ended 30th June, 1923, 88 .oececccccceccccccseseeccceccetsen., RUG 
FRUIT CANNING :— 
Report by the Hon. Sir Joseph Carruthers, K.C.M.G., on the Principal Fruit Canning Factory 
CGE EES SR iy ripe). SRMORE RES nae ee eg eg Te Sa ee PL AG tht Re Pe ee Pee 
FRUIT CASES ACT, 1912 :— 
Regulations under, 65, 279. 


GAOLS (See ‘‘ PRISONS”) 
JARDEN PALACE GROUNDS :— 
Report for 1923, 73 
GAS :— 
Man ty Gas Company, LimtrEp :— 
Copy of Commission appointing the Honorable J. L. Campbell, as a Royal Commissioner, to 
inquire in relation to the cost of production and distribution of gas sold by, 171. 
GEORGE’S RIVER (See ‘‘ RAILWAYS ”’). 
GIBBINGS, MRS. F. M. C. (See ‘* PUBLIC SERVICE”). 
GILGANDRA, SHIRE OF (See ‘* LOCAL GOVERNMENT ”). 
GLENBROOK (See ‘* CLOSER SETTLEMENT”) 
GLEN INNES (See ‘‘ RAILWAYS ”). 
GLOUCESTER (See “STATE SAWMILLS’”’). 
GODWIN, MR. H. J. (See ‘‘ PUBLIC SERVICE”). 
GOOLAGONG (See ‘“‘RAILWAYS”). 
GOSFORD FARM HOME FOR BOYS :— 
Farm Account :— 
Statement of Receipts and Expenditure for year ended 30th June, 1924, 97 
GOVERNMENT :— 
TRAVELLING EXPENSES :— 
Statement showing total amount cf, incurred by each Member of the late Labour and the 
present Government, including Cost of Motor Hire (Laid on Table of Assembly only), 301... 
GOVERNMENT DOMAINS ;— 

Report for 1923, 73, 
GOVERNMENT SAVINGS BANK OF NEW SOUTH WALES :— 
Regulations under Acts, 9, 85. 

Report for year ended 39th June, 1924, 212 
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Pavers—continued. 


G 


JOVERNMENT TOURIST BUREAU AND TOURIST RESORTS :-- 
WorkKiInG AccouNT :— 

Balance-sheet and Statement of Receipts and Expenditure for year ended 30th June, 1921, 188. 
GOWER, MR. W. M. S. (See ‘* PUBLIC SERVICE ”). 
GRAIN ELEVATORS (See ‘‘ WHEAT”) 
GREGRA (See ‘‘ RAILWAYS”). 
GRENFELL (See “PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”). 
GUYRA (See ‘‘ RAILWAYS”). 


H 


HARBOUR AND TONNAGE RAT&S ACT, 1920 :— | 
Minute by the Colonial Treasurer reporting the variation of Harbour and Tonn vge Rates Act, | 
1920, in connection with an Agreement entered into with the Broken Hill Proprietary | 
Company, Limited, 9. 
HARBOURS AND RIVERS :— 
IMPROVED WHARFAGE ACCOMMODATION AT MEREWETHER-STREEL, NEWCASTLE :—~ 
Report from Parliamentary Standing Committee on Public Works, together with Minutes of| 
Evidence and Plan (Laid on Table of Assembly only), 179 | 
HARRISON, MR. T. H. (See “‘ PUBLIC SERVICE”). 
HASTINGS, SHIRE OF (See ‘LOCAL GOVERNMENT”). | 
HAY IRRIGATION AREA :— 
Statement of Receipts and Expenditure for 1923, 9. ...... 
HAYWARD, CONDUCTOR A. C. (See ‘* TRAMWAYS”). 
HILLSIDE (See “‘CLOSER SETTLEMENT”) 
HONOLULU (See ‘“‘ FRUIT CANNING”) 
HOSPITALS (See also “LUNACY ”), 
MANLY Peace MeEmortan :— 
Report from Parliamentary Standing Committee on Public Works, together with Minutes of 
Evidence and ‘Plan, 264 0:5, ...qusesnescoten cee a cin clleiadsle Uetiou meiosis ovisutetsare datas tae cee eaten eter TE 
NewcastLe Hospitant, ConvaLescent Home, INFEcTIoUS DISEASES HOSPITAL, — 
Paper respecting accommodation at, 227, 
HOUSING :— 
ADMINISTRATION OF THE Housinc Boarp :— 
Second Progress and Final Report from Select Committee (Latl on Table of Assembly only), 11 
Cuarcrs acatnst Mk. H. G Ruruvey ano Mr. W. H. Focurrr or tame Houstne BoaRD :— 
Copy of transcript of Shorthand Writer’s notes of evidence taken at the inquiries held by the 
Chairman of the Public Service Board (Mr. J. 8. Marks) into charges of neglect on the part 
of Mr. H. G. Ruthven, formerly Chief Clerk, and Mr. W. H. Foggitt, Architect, of the 
Housing Board, 129, 
Copies of statements showing the nature of the charges of neglect made against Mr. H. G. 
Ruthven and Mr. W. H. Foggitt (formerly Chief Clerk and Architect respectively of the 
Housing Board), inquired into by the Chairman of the Public Service Board, together with 
copies of plans, specifications, reports, and certificates in the case of Mrs. M R. Buxton, of 
Lee’s Avenue, Enfield, which formed the basis of the charge made against Mr. Foggitt, 140. 
HUNTER DISTRICT WATER SUPPLY AND SEWERAGE :— 
Report of Board for year ended 30 June, 1923, together with plan (Laid on Table of Assembly 
QTY )y BT . vas tony iusbuoe snl. totden ooaeipeas oad ve dee at tee ee cee ene ee 
Do do do (Laid on Table of Assembly 
ondy)s BOL Coach eck cuc tas ence n ene ee eee dieses nen states Aor Coo we anstdas atursatetce talents aenatieyamaa eee 
Bylaws under Acts, 177 (°). 
Regulations under Acts, 9, 284, 


Peed eer were reser seeee eeeseueee 


I 
IMMIGRATION :— 
DeraTtu oF Keira EF. Eviaorr, Boy Migrant :-— 

Copy of proceedings at Magisterial inquiry, 31. 
INDUSTRIAL ARBITRATION ;— 

vazette Notice—Variation of Award of compositors under, 257, 

Regulations under Acts, 19 (?), 21, 47, 140. 

Regulations governing the conditions of apprenticeship in the Coachmaking (Rail) Trades, 51.. 
INDUSTRIAL DISEASES (See ‘‘ MINING”). 
INDUSTRIAL UNDERTAKINGS (See “* STATE ENTERPRISES y's 
INFLAMMABLE LIQUID ACT, 1915 :— 

Regulations under, 8, 35. 
INSANE (See ‘‘ LUNACY ”). 
INSCRIBED STOCK ACTS, 1902-1914 ;:— 

Forty-first ‘Annual Report, @7 ca:cente suse e eee Meares (ronan Oe eeavecienmices 
INVERELL (See ‘‘ RAILWAYS ”). 
[IRRIGATION :— 

Regulations under Acts, 9 (4), 17, 35. 57, 67, 75, 143, 155, 263(5), 

Curtwaa (WENTWORTH) IRRIGATION AREA :— 
Statement of Receipts and Expenditure for }923, 9. 





Hay IRRIGATION AREA :— 

Statement of Receipts and Expenditure for 1923, 9 v.ececcecce cesee seeee mie eases Sn evuescsedaeMmandies rse% 
River Murray :— mn 

Commission— Report for year ended 30th June, 1924, 287 ....00..... .. voit e Race eckee eine eemioarsceneces 
WATER CONSERVATION AND IRRIGATION :—- 

teport of Commission for year ended 30th June, 1924, 295, ....00000...... shissoueneavnaeta paebeenseaetes 
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PAPERS ORDERED TO BE PRINTED. 

















P :pers — con/inued. 


J 
JACK, MR. J. (See ‘‘ PUBLIC SERVICE”). 
JERILDERIE (See ‘‘RAILWAYS”), 
JUSTICES’ ACT, 1902 :— 
Amended Rules under, 9. 
JUVENILE MIGRANTS APPRENTICESHIP ACT, 1923 :— 
Regulations under, 19, 215, 


KEMPSEY ELECPRIC LIGHT AND POWER COMPANY, 
GOVERNMENT”). 

KING, MR. G. H. 8. (See “SYDNEY MEAT PRESERVING COMPANY, LIMITED”), 

KINNA, DR. A. L. (See ‘“‘ PUBLIC SERVICE”). 

KYOGLE (See ‘* RAILWAYS”), 


L 


LABOUR AND INDUSTRY (See also ‘‘VACUUM OIL COMPANY”; 


BROTHERS ”) :— 


Report of Department on the working of the Factories and Shops Act for 1923, 129....c...ceesces| 


CoMPOSITORS :-- 
Gazette Notice containing variation of award of, 257. 
Lazsourn Farms Account :— 


Statement of Receipts and Expenditure for year ended 30th June, 1924, 97....... seaseteehensdadate ts 


LAMB, MR. S. E., K.C. (See ‘‘ COMMISSIONS ”). 
LAND AND VALUATION COURT ACT, 1921 :— 
Regulations under, 9. 


LA PEROUSE (See ‘*‘ PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”). 


LAWS, MR. K. W. (See ‘‘ PUBLIC SERVICE”). 
LEVER BROS, :— 

ScHEME OF Co-PARTNERSHIP :— 

Document descriptive of, with a copy of the firm’s publication ‘‘ Progress,” 89, 
LIBRARY (See ‘‘ PUBLIC LIBRARY ”’). 
LIQUOR ACTS :— 

Regulations under, 9(?), 

Convictions UNDER :— 

‘ Return in part to an order (1892) (Laid on Table of Assembly only), Q...ccccccccccceceeseccccccecusencees 
LISMORE (See ‘‘PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”), 
LOAN ESTIMATES (See ‘‘ FINANCE’’). 

LOCAL GOVERNMENT (See also ‘* VALUER-GENERAL) :— 
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Report of Department for year ended 30th June, 1924, 295 ........... SsbB Bar tans udtbrctaneueoqpitere | 
Ordinances under Act (new and amended), 8, 71, 95, 121, 167, 193, 295, | 


AGREEMENT FOR A FRANCHISE :— 

Agreements (2) between the Council of the Shire of Hastings and the Upper Hastings Co- 
operative Dairy Company, Limited, relating to a franchise under the Local Government 
Act, 1919, granted by the Council to the Company for the supply of electric current for 
street and private lighting and for power within the town of Wauchope, and such! 
additional localities within the shire as the Council may require, 47. 

Between Herbert Foran and the Council of the Shire of Gilgandra, relating to a franchise granted 
by the Council to Herbert Foran, for the supply of lasts current for street and private 
lighting and power in the Gilgandra Urban Area, 85. 

Copies of correspondence relating to Agreement under Section 420 of the Local Government Act, 
1919, between Herbert Foran and Gilgandra Shire Council (a certified copy of which) 
was laid upon the Table on 2lst August, 1924), also copy of Minute containing brief 
particulars of the Agreement, and of the action taken by the Department of Local) 
Government in connection therewith, 89, 

Between the Council of the Shire of Boree and Mr. William Cobley (trading as ‘‘ The Canowindra 
Electric Light and Power Supply”'), relating to a Franchise under the Local Government 
Act, 1919, granted by the Council to the said William Cobley, for supply by him of electric 
current for street and private lighting, and for power within an area in the said Shire, 
comprising the town of Canowindra and the adjoining district, situated within a radius of! 
5 miles of the Canowindra Post Office, 88. 

Between the Kempsey Electric Light and Power Company, Limited, and the Council of the 
Municipality of Kempsey relating to a franchise under the Local Government Act, 1919, 
granted by the Council to the Company for the supply of electric current for street and 
private lighting and for power within the Municipality, 104. 

Between the Dungog Electric Supply Company, Limited, and the Council of the Munizipality 
of Dungog, relating to a Franchise under the Local Government Act, 1919, granted by the 
Council to the Company for the supply of electric current for street and private lighting, 
and for power within the Municipality, 140, 

Certified copies of Agreement and Supplementary Agreement between the Corrimal—Balgownie 
Collieries, Limited, and the Council of the Municipality of North Illawarra, relating to a 
franchise under the Local Government Act, 1919, granted by the Council to the Company 





for the supply of electric current for street and private lighting and for power within the 
Municipality, 188, 
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L 
LOCAL GOVERNMENT (continued) :— 
MAIN AND DEVELOPMENTAL Roaps :— 


) 

Return showing manner in which the Commonwealth Grant of £138,000 under the Common- | 

wealth Main Roads Development Act, 1923, for main and developmental roads in New | 

South Wales, has been allocated to Councils, together with supplementary amounts from | | 

State and Councils’ Funds(Laid on Table of Assembiy wnly), ‘Bl cscossceeee eee tet es fete Wh comets me! 871 
Statement showing expenditure on during the years 1921, 1922, and 1923 (Laid on Table of 

Agsembly only), Bh oa, scobidencsactvand sensi, bh a eee sf a | sane ines 1 879 

MAIN Roaps Bin :— ede 

Petition from the Municipality of North Sydney praying to be exempted from the provisions of 

the Bill, 143 ......... sacdagiea tds wrpehndootraSabsienres iigeacsunaant yd KipbeUeaniouan ants actin etaegea tar ince cal ae a cea 1 881 


Return showing estimates under the proposed Bill of the finances for the first five years 
(Laid on Table of Assembly ONY) 299 ts ae te cea iat) etn eaten aes eee SOOM | fee cone 1 875 
NOTIFICATION OF RESUMPTION OF LAND UNDER ACT oF 1919, AND THE PusLic Works Act, 1912, 
FOR THE FOLLOWING PURPOSES :— | 
Lane Cove Municipal Council (2), 44. 
Kogarah Municipal Council (2), 44, 
Cockburn Shire Council, 44. 
Manly Municipal Council, 44, 
Woollahra Municipal Council (3), 44. 
Waratah Municipal Council, 44. 
Willoughby Municipal Council, 44. 
Mosman Municipal Council, 44. 
Canterbury Municipal Council, 44. 
Mittagong Municipal Council, 44, 
Erina Shire Council (2), 44. | 
Katoomba Municipal Council, 44. 
Yass Municipal Council, 44. 
Hornsby Shire Council, 44. 
New Lambton Municipal Council, 44. 
Hurstville Municipal Conncil, 44. 
Ryde Municipal Conncil, 44. 
tockdale Municipal Council, 44, 
Manly Municipal Council—Park purposes, 103. 
Woollahra Municipal Council (2)—Town Planning purposes, 103. 
Rockdale Municipal Council—Drainage purposes, 103. | 
Krina Shire Council—Sanitary Depot, 103. | 
Lane Cove Municipal Council— Roadway purposes, 103. 
Blackheath Municipal Council—Street widening, 103. | 
Kogarah Municipal Council—Drainage purposes, 103. 
Canterbury Municipal Council (2)-——Street widening and drainage purposes, 103. * 
Granville Muuicipal Council—Drainage purposes, 103. 
Kogarah Municipal Council, for drainage purposes, 231. | 
Lismore Municipal Council, for public recreation purposes, 231. 
Mosman Municipal Council, for drainage purposes, 23). 
Newcastle City Council, for road extension purposes, 231. 
Ryde Municipal Council, for road-widening purposes, 231. 
Yallaroi Shire Council, for the provision of council offices, 231. 
VALUER-GENERAL’S DEPARTMENT :— 
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ode ns hoa venti sanae doen banvh! bive'salivi ampudis lager taut ae eek Seapine a gee Pee tes Uneaten ee ee a ne voroee 1 555 
Comment by Mr. President Alison, Wallarobba Shire Council, on assessment of his property, 
Dungog—Report of, on (Laid on Table of Assembly only); Bk oxt 2.07. Sabduls?. padi ay Seek! ee) CT. 1 557 
Statement showing,—(i) Cost of Valuer-General’s Department to 30th June, 1924. (ii) Receipts) 
under the Valuation of Land Act, 1916—(a) from shires ; (b) from municipalities ; (¢) fre m| 
other sources ; (2) summary of receipts. (ili) The number of Shires and Municipalities— | 
(a) In the State of New South Wales; (b) in which valuations by Valuer-General’s | 
Department have been completed up to 30th June, 1924; (c) in which valuations by Valuer- 
General’s Department have not been completed. (iv) The estimated cost of completing | 
valuations of all Shires and Municipalities in the State (Laid on Table of Assembly only) §95\ ++ 1 551 
LUNACY :— 
MentaL Hospitats :— , 
Report of Inspector-General for year ended 30th Janel O24) 1OGiAs: wcceue, ach. ha Pace bade Se Rw 1 371 
FaRM AND GARDEN Account :— 
Statement of Receipts and Expenditure for year ended 30th June, 1924, 149. .....0..c..cccccceuee eee a a 1 389 
Bay Virw Hovusre—Licensep Houser ror THE INSANE :— | 
Report respecting allegations made in Smith’s Weekly as to conditions, 237. 
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MacKEK, MR. JAMES RONALD IVOR (See ‘“* PUBLIC SERVICE Che 

MADDEN, DR. J. P. C. (See “* PUBLIC SERVICE”). 

MAIN ROADS (See ‘‘ROADS”), 

MANLY (See ‘‘ HOSPITALS”), 

MANLY GAS COMPANY, LIMITED (See “GAS ”). 

MATRIMONIAL CAUSES ACT, 1899 :— 

SUPREME Court RvLE :— 

Respecting notice of motion for an appeal or new trial, 10. 

MATTHEWS, MR. F. (See ‘“ PUBLIC SERVICE”). 

McCAHON, MR. J. W. B. (See ‘“‘ PUBLIC SERVICE”). 

McDOUGALL, SENATOR ALLAN (See “‘ FEDERAL”). 

MEAT (See ‘SYDNEY MEAT-PRESERVING COMPANY, LIMITED”; also’ “MEAT | | 
INDUSTRY ENCOURAGEMENT BILL”). 
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MEAT INDUSTRY ENCOURAGEMENT BILL :— 

Report from Joint Select EOUNMITTOOS Paro ass nee 
MEDLEY, MR. R. N. (See ‘“ PUBLIC SERVICE ay 
MEMBERS :— 

Alphabetical List of (Sessiona! Paper)—( Facing Page 1) 

Attendances of, in Divisions and Counts-out (Sessional Paper) 
MENTAL HOSPITALS (See ‘LUNACY af) 
MEREWETHER-STREET, NEWCASTLE (See “PARLIAMENTARY STANDING COMM IT-| 

TEE ON PUBLIC WORKS”). 
METROPOLITAN AREA :— 
Removat or Fences, Evecrric Licur AND TELEGRAPH POLES :— 

Statement concerning the suggested removal of fences around University and Victoria Parks, | 

and the proposed removal of electric light and telegraph poles from, together with copies 

of explanatory letters from the General Manager of the Electricity Department, Town Hall, | 

Sydney, and the Deputy Postmaster-General, 117. 

METROPOLITAN BOARD OF WATER SUPPLY AND SEWERAGE (See also **PETITIONS”):— 

Report for year ended 30th June, 1924 (Laid on Table of Assembly only), 103. 
RATES LEVIED AND REVENUE RECEIVED BY, IN MUNICIPAL AND SHIRE AREAS :— 

Tabulated return respecting, for the year 1923-24 (Laid on Table of Council only) 
METROPOLITAN TRAFFIC ACTS, 1900-1913 :— 

Regulations under, 10, 28, 93. 

MIDDLEHURST MR. H. G. (See ‘PUBLIC SERVICE ”), 
MINES INSPECTION ACT, 1901 :— 
Rules under, 8, 167(2). 
MINING :— 
Be se fot Te tae cea tacecscrsise cee soci hes choelsss oeksclecl vs 
Proclamation under Act declaring certain lands to be private lands, 8, 47, 6), 167, 212, 251. 
Do declaring certain works to be a ‘“ Mining Purpose,” 9. 
INpustTRIAL DiseAsEs—METALLIFEROUS MINES AT Broken Hin1 :— 


Return as to cost of Technical Commission of Tnquiry into, also fees paid to individual members| 
thereof, 188. 


CoaL—SrEaMING QUALITY AND Cost :-— | 
Statement, prepared by the Railway Commissioners, respecting the steaming qualities and cost 
per ton of various coals used by the New South Wales Government Railways, 295. | 
MINISTERIAL EXPENSES (See ‘“GOVERNMENT ”). | 
MINOGUE, DR. S. J. (See “* PUBLIC SERVICE “a | 
MINT, SYDNEY BRANCH OF ROYAL :— 
Amendment of Regulations for Receipts and Coinage of Gold, 118. 
MITTAGONG FARM HOME :;— 
Statement of Receipts and Expenditure, Farm Account, for year ended 30th June, 1924, 188 ...| 
MOLONG (See ‘‘ PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS”). | 
MONA VALE (See “ TRAMWAYS”), | 
MONOPOLIES ACT, 1923 (Sec also “BOARD OF TRADE”) :— 
Regulations under, 10. 
MORRIS, DR. E. S., M.B., Ch.M., D.P.H. (See ‘‘ PUBLIC SERVICE”). 
MOTOR CARS (See “ GOVERNMENT”), 
MOTOR TRAFFIC ACT :— 
Regulation under, 10, 28, 93. 
MOYES, MR. W. A. (See “ PUBLIC SERVICE”). 
MUNICIPAL (See also ‘“‘ LOCAL GOVERNMENT ”) :— | 
City or SypNry—Names AND BounDARIES OF WARDS :— 
Gazette Notices showing, as determined by the redistribution commissioners under the Sydney 
Corporation (Amendment) Act, 1924, 155 
Conpuct or ALDERMEN (City Counci/) in certain matters :— . 
Copy of Commission appointing (Mr. S. #. Lamb, K.C.) to inquire into surrender of lease 
granted to Cropley’s Limited, 169. | 
Report of Royal Commission in connection with (a) application for a Petrol Pump, Flinders: 
street ; (b) surrender of lease granted to Cropley’s Limited (Laid on Table of Assembly| 
TET LT ESTOS Gen Soe ne ee ae ano = ear [ 
MURRAY RIVER (See “IRRIGATION 2): 
MURRUMBURRAH (See “PARLIAMENTARY STANDING 
WORKS ”). 
MUSEUM :— 
AUSTRALIAN :— 
Report of Trustees, for year ended 30th June, 1924, 188 
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NARRABEEN (See **TRAMWAYS’”’), 


NATIONAL ART GALLERY :— 
Report of Trustees for year ended-30th Pune 6123, WO ss. 
NATIONAL RELIEF FUND OF NEW SOU-H WALES :— 
Statement of Receipts and Disbursements, tegether with Balance-sheet for 1923,9 ............... 
NEWCASTLE (See ‘‘ PARLIAMENTARY STANDING COMMITLPEE ON PUBLIC WORKS” 
also “‘ HOSPITALS ”), 
NEWELL, PORTER V. W. (See ‘“‘RAILWAYS #7 
NEWGROVE (See ‘CLOSER SETTLEMENT sg © 
NEW STATES :—- 
Copy of Instrument, granting to the Royal Commission on the New Staite Movement an ex‘en- 
sion of time, until the 7th November, 1924, within which the Commission is to furnish its| 
report, 159, 
Statement concerning the evidence given by Dr. Harvey Sutton before Royal Commission, | 
together with a copy of such evidence, and a report thereon by Dr. Harvey Sutton, 198. 
NORTH ILLAWARRA (See ‘* LOCAL GOVERNMENT ”), ; 
NOWLAN, MR. F. H. (See “PUBLIC SERVICE’”’), 
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NSLOW PARK BILL :— 
Report from Select Committee (Laid on Table of Council only), Seg ae a ese act ct 
O'REILLY, MR. J. A. (See ‘‘ PUBLIC SERVICE ”). 





hi ~ 


PALMER, DR. H. W. iSee ‘‘ PUBLIC HEALTH ”). 
PARKES (See ‘‘ RAILWAYS”). 
PARKS :— 

} UNIVERSITY AND VICTORIA: 

Statement concerning the angeested removal of fences around, and the proposed removal of 
electric light and telegraph poles from the Metropolitan Area, together with copies of 
explanatory letters from the General Manager of the Electricity ‘De partment, Town Hall, 
Sydney, and the Deputy Postmaster-Gener ral, Dis 

PARLIAMENT :— 
Proclamation prorepaing, CD INGIN RAW 4 bis Palen SaaS He oinalt caren hMser co nah ete MACs Mes are nT Tats Se 
PARLIAMENTARY ELECTORATES AND ELECTIONS ACT, 1912-1921 :— 
Xeculations under, 10. 
PARLIAMENTARY SETANDING COMMITTEE ON PUBLIC WORKS :— 


a Forty-fourth General Report, 23..... Dea viesastep ohtas cencstade Ae omenaeiate wplcestten weathcasenswleesaeitaseaaneeeenant 

mt 3RIDGE OVER THE RicHMOND RivER At BALLINA-STREET, LISMORE :— 
a Report, together with Minutes of Ky saad relating to the proposed Bridge over Richmond Riven 
at Ballina-street, Lismore, 264 . eee eee ees a MGs So ee rene eee 


INTENDING AND WIDENING THE COTTAGE CREEK SrorMWATER CHAN TEL, NEWCASDLE :— 
. Xeport, together with Minutes of Evidence and Plan, relating to the proposed werk of extend- 
ing and widening the Cottage Creek Stormwater Chonnel, Neweastles 89) cutie cnmceosnentesss 
fl IMPROVED WHARFAGE ACCOMMODATION AT MEREWETHER-STREET, NEWCASTLE : 
ig Report, together with Minutes of. Evidence. and .Plan relating to the peoponed improved 
Ww harfage accommodation at Merewether- street, Newcastle (Laid on Table of Assembly 
Drala Ses 79 ei cckescs ss PERRO eRe aeacen sed pads Feeder a Gna ewes See Delele evens Uoraema vee: ial TR ete Soot nee 
MANty Prace Memoria Hospitan :— 
Report, together with ea of Evidence and Plan, relating to the proposed Manly Peace 
Memorial Flos pine li 204 meecitcicescnmsanectinciat dalvie ter steer see sists hal Svairage paleeeciace! Cpee teense eens ease 
RAILWAY FROM fee eee TO GEORGE’S RIVER :— 
Report, together with Minutes of Evidence and Plan relating to the proposed Railway from 
Bankstown to George’s Riyer (Laid on Table of Asse mbly only), 179:..:.. RBs Peter ont ac 
RAILWAY FROM CANOWINDRA TO GREGRA :— 
Report, together with Minutes of Evidence, and Plan, relating to the proposed railway from 
Canowrindra togG reg rag, 225 fois. no sdsuctirtklso soo)-Oblnnuoeiis do: saap Wiener So eREmer ae eee cae ecra a eiememEE gies 
RAILWAY FROM EUGOWRA TO A POINT ON THE MOLonGc- Pankus -FoRBEs: LIND :-~ 
teport, together with Minutes of Evidence relating to the proposed Railway on Eugovwra t« 
a point on the Molong-Parkes—Forbes Line ( Laid on Table of Asse mobly only), 179.. 
RAILWAY FROM FINLEY TO DENILIQUIN :— 
Report, together with Minutes of Evidence and Plan, relating to the proposed Railway from 
Kinley to Dsniliquanye lle ccna seams BR Onr GA CO ICOU eMC Ine saan eoodetsatrcartunc pookatuncde uodaguacbathed: 
RAILWAY FROM GOOLAGONG TO WIRRINYA :— 

Report, together ae Minutes of Evidence, relating to the proposed railway from Goolagong 
il | £0 Wairrinya; 220) oh-afectnners sindgeaanreeelnde sShed (nates bean elccspiemetits xt hoa Meera Memes siesta tee 
RAILWAY FROM GUYRA TO INVERELL :— 

Second Report, eee with Minutes of Evidence relating to the proposed Railway from 

Guyra to Inverell, oaeuen’ 5 yabichnts auladin alae Meuree eee alan ee ake CeaROrES Jide vos tea cartes eatin eee Meas se 
LAILWAY FROM GLEN er To INVERELL:— 
Fifth Report, together with Minutes of everee relating to the proposed Railway from G len! 
Taneauto Inverell, Ll ig. dcaanace. Wepachcueerem teece acct crease eattetie eee meee Sea aaen te sit 
RAILWAY FROM JERILDERIE TOWARDS DENILIQUIN :— 
Report, together with Minutes of Evidence and Plan, relating to the proposed railway from) 
Jerilderie towards De LGN, LI ares ess Aigwauld aeaeerde Maps madmen te meme eine Sicccn Mane hace den ees 
RAILWAY FROM RAND TO A PotntT oN BULL PLAIN, BETWEEN RINGWOOD AND SAVERNAKE:— | 
Report, together with Minutes of Evidence, Appendix, and Plan, relating to the proposed) 
Railway from Rand to a point on Bull Plain, between Ringwood and Savernake, 204...... 
RAILWAY FROM TEMPE To East HILLS :— 
ag Report, together with Minntes of Evidence and Plan, relating to the proposed Railway from) 
1@ (em Peltor Hast mel il la se8 eee ie rte set sses aieeiapte ent ntunate Cetera eluelcam bites i cam bine des SOME atest eee te | 
System or WatTeER Supply FoR THE TowNs OF CooTAMUNDRA, MURRUMBURRAH, STOCKIN-| 
Lt | BINGAL, TEMORA, BARMEDMAN, WYALONG, YOUNG, AND GRENFELL : 
Report, together with Minutes of Evidence and Plan relating to the proposed system of Water 
Supply for the Towns of Cootamundra, Murrumburral, Stockinbingal, Temora, Barmed- 
man, Wyalong, Young, and Grenfell, 179..... fade daibids Sieaad ajelt « % ng Rate ato Sani carnal aac te ea 
Tramway rrom NARRABEEN TO Mona VALE :— 

Report, together with Minutes of Evidence, relating to the proposed Tramway from Narrabeen 
n| to! Mona Vale. bie cena neces descaaie darts tole cibre sin Basle Sam aiSe ata waaolittaie colette eee Rig atten ean a ae ears ; 
la TRAMWAY FROM CROWN-STREET TERMINUS, VIA TODMAN-AVENUE, TO THE LA PEROUSE LINE AT 
ag ANZAC-PARADE :— 
i Report, together with Minutes of Evidence and Plan, relating to the proposed Tramway from 
} Crown. street Terminus, via Todman-avenue, to the La Perouse Line at Anzac- parade, 89. 
WATER SUPPLY FOR THE MuNICIPALITY OF MoLoNG :— 

; Report, together with Minutes of Evidence and Plan, relating to the proposed system of Water 
AB Supply for the Municipality of Molony, 89................... ireeendiae Snag che RANA eR ee RR s ia cestenca 








ia WaTER StPPLY FOR THE MUNICIPALITY OF TAREE :— 
) Report, together with Minutes of Evidence and Plan, relating to the proposed system of Wate 
Supply for the Municipality of Taree, 89 .........cccceceesseceneeeeecee ones rate aN Setenanedy ao aae 
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RUCKHRENCES TO TNE VOTES AMD PROCEEDINGS, VOL. 1—261TH PARLIAMBNT—FOURTH SESSION. , ae | JOINT ) 
VOLUME. VOLUME. 
Boa : -y 7 iVor, | PAGE: vou. | PAGE. ; 
. : ee > | ee ; 
Papers—continued. | | | 
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| } | ‘ 
PASTURES PROTECTION ACT, 1912-1920 :— 
Regulations under, 9(7), 104, 129, 225. | 
PEARSON, MR. H. F. (See ‘* PUBLIC SERVICE”). | ) 
PETITIONS :— 
Asse mbly ; Ss 
BANKSTOWN TO REGENT’S PARK RAILWAY :— 


Praying for the allocation of necessary money for the construction of this line, 171. ............... Wie aay 3 | 455 
Main Roavs Brin :— ; 
From the Municipality of North Sydney, praying for the exemption of the Municipality from| 
the provisions of the Bill (presented to Council also), 143. .....c.ccccecceecescccevaneccteliecueccenens Tbe dearmets Sait 881 
SEWERAGE System FOR CERTAIN WESTERN SUBURBAN MUNICIPALITIES : 
From certain Residents of Granville, Auburn, Lidcombe, Prospect, and Sherwood, praying! | | 
that its construction for Sewerage System, with Septic Tanks, be completed as a work _ | 
HEBBEN MSCGSELGY, LOU. sobre ora tccceh seo ucsee Savant “inaepadiae BOE Gomi Wed oRoECe pon Aone abrinceSc Apne ces 5 its 537 
WATER AND SEWERAGE RatInG :— } 
From the Bondi Vigilance Association, 27 ...........cccsccce00 eesceaveuseeess mpracinte weit srlstirar ypePcGnrgtaseae: es. ee 
From the Hairdressers and Wigmakers’ Industrial Union, 27 ...............s00cceeeeeee ee Jrevtssamvecetieh mee- pe | 
Prom the Marrickville Chamber of Commerce, 27° ..i.6iliccescecccsecovece scsveusivceectsncygesecssctaes 
From the Carlton and West Kogarah Progress and Ratepayers’ Associations, 27 ...........s60c6860.| 
From the Daceyville Ratepayers’ Progress Association, 27) .......ccceescsseeseeceeceeees SSBC ODEE cs: Pe See he Pal Tay 
From the Bexley Citizens League, 31 .........csc.c006 veeee Bisfttlsra Nes cesta te ey Jatievicees se aRAN Ae ABA oe Rect ane: 
° From the Kogarah Middle Ward Progress Association. 31................. SRO ecb ochoucaroGnt Ue hss Scare 
Brows the Haperfield Districh Association, B0.c.00.i..s04 sn scacesecevesesccunendhivessseell eaedenededldvesadtdediri | 
From the Woonona Citizens Association, 35 .......00.ccc.. sccsececeeeecuseeneees SOLACE De stress! 
From the Kingsgrove and West Bexley Progress Association, 35 ......0..ccccceecee veceese sencceuueee 
From the North Belmore and South Enfield Progress and Welfare Association, 35 .........c00ccc00 
From the North Campsie Progress Association, 85 ..........00s005 sagcnet Janos GRosanieonerttreboc nOehsiste 
From the Hunter’s Hill West Ward Progress Association, 43 
From St. ives Progress Association, 43 ian Sore PR cae BFS ea Me SeOEC HOPE SE REEEE: TERE coda bed: 
From Lane Cove Associated Council of Progress, 43 
From the Sirius Cove (Mosman) Progress Association, 43 
From the Painters and Dockers’ Union, 43 a be. 
Prom the Balnoral Progress AssociatiOnt 4 7.) tictitedssieticdite deacteiddacbid devecesccaceacdddbidsoebdavecsces ye ee ee 541 
From the Scarborough Ratepayers’ Association, 47 ........0.ccccecccseueeeesseces ty Sha 9 Oe 
From the Belmore Progress Association, 47 pene AAG 
From the Dumbleton Progress Association, 47.......ceccceccssccesccuceeeces Raich ta Sacaade NAntr ofr Gone aera 
From the Collaroy Beach Progress Association, 47 ... : 3 ae 
From the Condamine and District Progress Association, 47 ..........66 cesses : HL NBN Re eet: | | 
From certain electors in the Municipality of Ashfield, 51 .........scccsccssce sesceccseccecevcecsecccccece | 
From the Municipal Council of Liverpool, 57 
From the A.W.U. Railway Workers’ Industry Branch, N.S.W., 57 vette mee dave: 
From Greystanes Progress Association, Wentworthville, 61.............ccceecccsseeeecceceeeceseeceu cee ces | 
PEgUd Er onsice Wasa lab SOgTORs ASSOCIACIONS Ole 924 fiuss.6i access sanneessecis'ssecaeeasecenad-apscnceecorsacaee | 
From the Municipality of Leichhardt, 73...0).........cccecceeceeeccen cesueees ANTI AS Aes clealaichee Sadan ana Re | 
From the Arnclitte Progress Association, 82 EAU REE CT MOR CRETE Coors CEREAL a Caos | Eee 
From the Merrylands Chamber of Commerce, 95 Wang | 








From the Gouncil of the Municipality of Waterloo, 103......... © cece acceeaeceeecee seuuecceseeuduceeces 
From the Ashfield Branch (Men’s) National Association, 139 .....c.c..c0.ceeececucecse cee eee BI Ane 
From the Wetherill Park Progress Association, 143 | 
From the Granville District Chamber of Commerce, 165 | 
Wine Bars anp WINE LICENSES :— | 
From certain residents of Bexley and West Kogarah, 27 EPO Nees 
From certain residents of Bexley, West Kogarah, Rockdale, Arncliffe, and Leichhardt, 27 ...... | eee 
From certain residents of the Electoral District of Cumberland, 27. | 
From certain residents of the Electoral District of Cumberland, 35..........ccccccccceeeecceececcccee cee ier ee ae Pe 
From certain residents of the Electoral District of St. CSSON SE HNL RTE TH RRR sa Ae i ae a, 
From Methodist Branch of Christian Endeavour, Katoomba, 157 
From certain residents of the Northern and Western Suburbs, 159 ......... RCT Wn iced BA bn Fh) 0 
From certain residents of the Electoral District of Western Suburbs, LOD sredarcdvtedvastitsciitesatnt 
From certain residents of Bexley, Rockdale, and surrounding Districts, 279 (5): 
PETROL PUMP (Sce ‘‘ COMMISSIONS ”’). 
PHARMACY ACT, 1897 :— | 
Regulations under, 10. | 
POISONS ACT, 1902.:— | 
Regulations under, 2 | 
POLICE :— | 
Report of Department for 1923, 10............ Rai e Maca eto altel AGP on aes esienian'y OURO verte Mer cece eeme wre why . bao 
pean BALL :4+— peal t 4 127 
teport by Inspector T. Mankey regarding the, held at Sydney Town Hall, 94. | 
INCREASE OF CRIME—SHoRTAGE IN Ponich STRENGTH :— | 
Xeport by the Inspector-General in regard to, 93. 
STRENGTH AND Cost or Forcr :— 
Statement respecting under the present Government. as compared with tle cost, &e., under the | | 
former Labour Government, together with particulars of ‘concessions conceded by the 
respective Governments mentioned, 295. | 
SUPERANNUATION AND REwaARD Fund :— 
Statement of Receipts and Payments for year ended 30th June, 1924, 97. ......ccc-ccceseeecencee wanee | 
TRAFFIC AT STREET CROSSINGS :— 
Report by Superintendent of Traflic on, 166. : 
WINE Bars :— 
Reports respecting, 103. 
POLICE REGULATION ACT, 1899, AND POLICE REGULATION (SUPERANNUATION 
ACT, 1906 :— | 
Rules and Regulations under, 10, 19, 88, 
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POLICE REGULATION (APPEALS) ACT, 1923 :— 
Regulations under, 10. 
PONY RACING (See ‘* RACING”), / / 
PRATT, MR. W. M. (See “* PUBLIC SERVICE 2): / 
PRINTING COMMITTEE (See **COMMITTEES ”), 
PRISONS :— 
Report of Comptroller-General for 1923, 43 3..4, aabiet oe eevee cl ee | 4 147 i. 
Bread Account :— | 
Statement of Receipts and Expenditure for yearfended s0th June, 19247 O7cee nee ee Lb ghts |: Rees 4 153 
Emu Pratns Prison Farm—Farm Account :— 
Statement of Receipts and Expenditure for year ended 30th June, 1924, 97........0.05 veces eee rt 4 157 
Live Stock Account :— / ! 
Statement of Receipts and Expenditure for year ended 30th June, W924 5 OTs orcceesehenkivck eee hake a meen 4 1°5 
PRISONS ACT, 1899 :— 
tegulation under, 9, | 
PROCLAMATIONS (See also ‘ MINING ”) ;-— / 
Proroguing Parliament ............ Re islojne weinlarelalnn o/c dee esas atusinoal ketosis fe ie totems BR eactctattenticoioe ueameeedee S| mae 303 
PUBLIC ACCOUNTS COMMITTEE :— 
Second Report (26th Parliament) (Zaid on Fable of Assembly onby) 0 on eee ee tao te Eee Se 2 | 739 
PUBLIC COMPANIES LIABILITIES AND ASSETS :— 
Statement of, for quarters ended 31st December, 1923, and 3lst March, 1924, 19. 
Do do 30ih June, 1924, 129, . 
PUBLIC HEALTH (See also ‘‘ LUNACY ”) :— 
Report of Director-General for 1923, 212 coccecccececcccccecee eee nd teatime kant cbaeaned ounce thet neem Rr fe Bar hee’. $09 
Diy Report by Dr. H. W. Palmer, Medical Superintendent, Waterfall Sanatorium, on the Sana-| 
EI toria of New Zealand, South Australia, and Victoria (Laid on Table of Assembly only), 88} ... | serves 2 1075 
4 CaNncER ResEarcH Work :— 
Statement relating to, 61. 
Memorandum in regard to the work of the Research Committee, 140. 
Farm Account :— : 
i! Statement of Receipts and Expenditure for year ended 30th June, 1924, 149 ......csessreserverseecs. Sota) |e Cocrcc 2 1073 
i InpustriaL Diseasks—MeraLuirerous MINES AT BrokeN Hint :— m { 
ane | Return as to cost of Technical Commission of inquiry into, also fees paid to individual] 
Gil members, 188. 
PUBLIC INSTRUCTION :— 
Report of Minister for'1923,927 \wentess-c..ccsnsaseives sie avon ca ee ee ce 1 233 
PUBLIC LIBRARY OF N.S.W. : — 
Report of Trustees for year ended 30th June, 1924,°212..0.. Siescarands SRLS eee sf ee 1 229 
PUBLIC SERVICE :— 
List for 1925,°31 orcowe-aevackcucds aise id los Musenetelien eet tee saat re a eesuasetestese na Bite, 1) Sane 
Regulations under Acts, 10, 44, 51, 73, 169, 212, 297. 
j Report of Board for year ended 30th June, 1924, '9700....5 eke nee ee Oi ohek meshes Ba. A eee ee at 559 
Basic WaGE IncREASES :— 
Return showing particulars relating to the granting of, to certain clerical officers of the 
(Laid on Table of Assembly only), 104.0101... ssssorsevecassvessssevsesseeecceccc.., Me ANE Cee ene La 845 
Statement respecting payment of increases to officers of, who have not qualified for promotion 
under Regulation No. 119 (Laid on Table of Assembly onty), 135 2 ee eee Coebe degre. 1 847 
CHarcrs against Mr. H. G. Ruruven anp Mr, W. H. Foceirr or tHE Housing Boarp :— 
Copy of transcript of Shorthand Writer’s notes of evidence taken at the inquiries held by the 
Chairman of the Public Service Board (Mr. J. S. Marks) into charges of neglect on the part 
of Mr: H. G. Ruthven, formerly Chief Clerk, and Mr. W. H. Foggitt, Architect, of the | 
Housing Board, 129, 
Hi Copies of Statements showing the nature of the charges of neglect made against Mr. H. G. 
efit | Ruthven and Mr. W. H. Foggitt (formerly Chief Clerk and Architect respectively, of the 
t Housing Board), inquired into by the Chairman of the Public Service Board, together with 
Copies of Plans, Specifications, Reports, and Certificates in the case of Mrs. M. R. Bixton,| 
of Lee’s Avenue, Enfield, which formed the basis of the charge made against Mr, Foe gitt, 140.| 
COMPENSATION To EMPLOYEES ON REORGANISATION :— 
Statement showing compensation to be paid to professional and clerical officers employed under | | 
the Public Service Act, whose employment may be terminated in connection’ with the | 
reorganisation of departments (Laid on Table of Assembly only), 472 40h oe a ee eae it 837 
SALARIES AND OFFICERS EMPLOYED IN :— 
Statement of as at 30th June, 1924. under the Publie Service (Amendment) Act, 1922 | 
(Laid on Table of Assembly Only), AUS dou. cas cack tan ea ae eee a ae ch Sees : 1 839 | 
MINUTE OF BOARD RELATING TO APPOINTMENT OF :— 
a Mr. P. H. Warren, as Inspector of Mines, Department of Mines, 9. 
ae f Mr. J. K. Taylor, as Lecturer, Hawkesbury Agricultural College, Department of Agriculture, 9. | 
il Mr. W. A. Moyes, as Housemaster, Wagga Experimental Farm, Department of Agriculture. 9. 
1 Mr. W. R. Watkins, as Agricultural Instructor, Department of Agriculture, 9. 
it Mr. T. H. Harrison, as Lecturer, Hawkesbury Agricultural College, Department of Agriculture, 9 
i Mr. H. W. Eastwood, as Fruit Instructor and Orchardist, Department of Agriculture, 9, | . 
Mr. J. A. O'Reilly, as Assistant Experimentalist, Department of Agriculture, 9. 
Messrs. K. C. Wallace, F. Matthews, and R. Thomsen, as Assistant Experimentalists, . 
Department of Agriculture, 9. . 
Mr. W, M. S. Gower, as Head Teacher, Mechanical Drawing and Machine Design ; Mr. E. A. 
Dickson, as Teacher, Architecture Department; Mr. H. J. Godwin, as Teacher, Sheep 
and Wool; Misses T, F. Black and J. Jack, as Teachers, Dressmaking; Mrs. F. M. C. | 
Bah Gibbings, as Teacher, Dressmaking and Millinery ; Mr. H. G. Middlehurst, as Teacher, | 
PH) F Electrical Trades, Neweastle, Education Branch, Department of Public Instruction, 10. \ 
I | Dr. J. W. K. Bruce, as Medical Officer: Dr. J. P. C. Madden, as Medical Officer: Messrs. . 
K. W. Laws and R A. Ball, a3 Deatal Officers, Medical Branch, Department of Public | 
Instruction, 10. . 
Dr, Elsie J. Dalyell, as Assistant Microbiologist, Department of Public Health, 10. | | 
HY | Dr. Wallace, as Medical Officer of Health, Department of Public Health, 10. 
Wf Messrs. Henry George Evans, George Lampriere Sheaffe, and Francis Henry Nowlan, as! 
\ | Surveyors, Department of Lands, 10. 





PUBLIC WORKS ACT, 1912 :— 
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PUBLIC SERVICE (continued) :-- 
MINUTE OF BOARD RELATING To APPOINTMENT OF (continued ) :— 
Mr. H. F. Pearson, Inspector of Mines, Department of Mines, 23. ; 
Dr. A. T. Edwards, Dr. A. L. Kinna, Dr. 8. J, Minogue, as Medical Officers, Department of 
Mental Hospitals, 44. 
Miss G. M. Butler, as Teacher of Dressmaking, Technical Education Branch, Department of 
Public Instruction, 75. M 
Mr. R. N. Medley, as Junior Assistant Experimentalist, Department of Agriculture, 117, ; 
Mr. W. M. Pratt, as Teacher of Electrical Trades, Sydney Technical Education Branch, 129, 
Mr. P. E. St. A. Sharpham, as Teacher of Physical Culture, Department of Education, 159. 
Miss F. I. Wilson, as Teacher of Dressmaking, Technical Education Branch, Department of | 
Public Instruction, 169. 
Mr. James Ronald Ivor MacKee, as Assistant Sheep and Wool Instructor, Department of 
Agriculture, 177. ; ; 
Mr. C. F. Assheton, B.E., as Assistant to the Medical Officer of Industrial Hygiene, Department | 
of Public Health, 198. 
Mr. J. W. B. McCahon, as Clerk, in the Public Trust Office, 231. iia 
Mr, A. J. S. Baker, as Dispenser, Liverpool State Hospital and Asylum, Department of Public 
Health, 241. 3 
Dr. E. S. Morris, M.B., Ch.M., D.P.H., as Senior Medical Officer of Health, Office of the 
Director-General of Public Health, 241. 
Mr. George Emery, as Inspector of Collieries, Department of Mines, 257, : ‘ 
Mr. V. H. M. Brann, as Assistant Poultry Instructor, Department of Agriculture, 284, 
PUBLIC TRUSTEE :— es 1 
Report, together with Balance-sheet, etc., for ese Gndedsay thnlunenl924, SGrtr.c.chvcdecceceiNl tee fo veowek 
PUBLIC TRUSTS ACT, 1897 :— & u 
Abstract of Crown Lands, intended to be dedicated to public purposes under, 10, 57, 140, 159, 


193. 


NOtvIFICATION OF ReEsumMerion OR APPROPRIATION 
PURPOSES :-— 


For public school purposes at—Ashfield South, Belmore North, Botany, Bowral, eed 
Bay, Cabramatta, Cessnock West, Douglas Park, Kelvin Grove, Kurrara, Kogarah, Lane 


Cove, Leichhardt, Mortlake, Mosman, Newtown North, Parramatta, Strathtield North, | 
and Willoughby, 10 


Caretaker’s Cottage at Tooleybuc, Murray River, 231, 

Chidgey’s Drain, Iron Cove Creek Extension, Ashfield; 231. - 

City Railways, Eastern Suburbs and Western Suburbs Railways, 231. 

Cook’s River Improvements, 231, 

Government Savings Bank Offices at Enfield and Balmain, 231. 

Hunter District Water Supply, 231. 

Maitland to South Grafton Railway, 231. 

Northern Suburbs Ocean Outfall Sewer, 231. : 

Railway traffic between Sydney and Albury by provision of overhead bridge at Best-street, 
Wagga Wagga, 23]. 

vailway traffic between Syd 
(2), 231. 

Railway traftic between S$ 
Bellevue), 231. 

Sydney Harbour Bridge, 231, 

Sydney Water Supply (3), 231, 


oF Lanp UNDER, FOR THE FOLLOWING] 


ney and Nowra by Electrification of INawarra line, near Sydenham 


ydney and Nowra by provision of new station at Allawah (formerly 





Burrinjuck—storage purposes, 91]. 
Public Recreation Ground.at St, Peters, 10, 





Public Recreation Ground at Edwards Beach, Mosman, 10. 

Bogamildi Bore Water Trust—-sinking of an artesian bore, 19. 

Quilbone Bore Water Trust—sinking of an artesian bore, 19. 

The construction of a silting basin at Narrandera for the Murrumbidgee Main Canal, 28. 

The constructioa of a dam for the Ce v5 Ana Beanzh of Darling River Water Trust, 28. 

Waratah Stormwater Channel, 43. 

Sydney Harbour Bridge, 43. 

Palmer’s Channel Bridge, 43. 

Johnstone’s Bay Stormwater Channel, 43. 

Blackheath Water Su pply, 43. 

Northern Suburbs Ocean Outfall Sewer (7), 43. 

Southern and Western Suburbs Ocean Outfall Sewer (2), 43. 

Hunter District Water Supply (3), 43. 

Murrumbidgee Irrigation Schame- -enlar 

Narrandera Fire Station, 43, 

Hamilton Fire Station, 43, | 

Hornsby Fire Station, 43. 

Richmond Water Supply, 43 

Iron Cove Creek Stormwater Channel, 43 

Sydney Water Supply (3), 43. 

Marrickville Hospital, 43, 

Murrumbidgee Irrigation Areas, 237. 

Port Kembla Harbour improvements, 43. 

Public Recreation Ground, Parish of Menangle, 121. 

Public Recreation Ground at Uhr’s Point, Concord, 140. 

Public Recreation Grounds at Clyde and Bronte, 215, 

Railway traffic between Sydney and Aibury by improvement 
Wagga, 43. 

Railway traffic between West Maitland 
Nambucca Heads, 43. 

City and Suburban Railways — rescissio 


gement of the Main Canal, 91 





to trucking yards at Wageal 
and South Grafton by the »wovision of water supply at! 


n of resumption of lan, 44. 
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Railway traffic between Sydne yand Parramatta by the provision of siding facilities at Lidcombe} 
and diversion of Church-street, Lidcombe, 44. | 


Railway traffic between Sydney and W allangarra by the provisicn of trucking yards at) 
Muswellbrook, 44. | 


ti Railway quarry extension between Molong and Dubbo, 44. 


Railay traffic between Urunga and South Grafton by the provision of a road cliversion at| 
South Grafton, 44, 
Railway traffic between Temora and Lake Cargelligo by the provision of water supply at 


Ungarie 83 
i Tramway construction between Kogarah and Sandringham, 44. 
Tramway construction between Military -road and Edwards’ Bay, 44. 
Liverpool State Hospital and Asylum, 103. 
Parramatta Office for Board of Water ‘Supply and Sewerage, 103, | 
Sydney Harbour Bridge, 103. 
Belanglo State Forest Plantation, 103. 
Government Savings Bank Offices, Molone, 103, 
Caretaker’s Cottage in connection with Fe:ry over River Murray at Tooleybue, 103. | 
Moama to Balranald Railway, 103. | 
Albury Water Supply, 103. 
Waratah Stormwater Channel, 103: 
Railway traffic between West Maitland sand South Grafton by provision of a public level 
crossing near Nana Glen, 103. | 
Railway traftic between W agea Wagga and Tumbarumba by the improvement of road of) 
access to Tumbarumba Station, 105. 
Extending Quarry No. 2 on railway between Molong and Dubbo, 103. 
Railway tratlic hetween West Mait'and and South Grafton by provision of a road diversion| 
near South Grafton, 103. | 
Railway traflic between n Sydney and | arramatta by the extension of horse dock at Granville, 103. 
Railway traffic between Orange and Forbes by the improvement of station yard at Parkes, 103. 
} OTIFICATIONS oF RESUMPTIONS OF LAND, UNDER THE Pusiic Works Act, 1912, ann TITE 
Ht Locan GOVERNMENT AcT, 1919, ror :— 
Lane Cove Municipal Council (2), 44. 
/ Kogarah Municipal Council (2), 44. 
i Cockburn Shire Council, 44. 
Manly Municipal Council, 44. 
Woollahra Municipal Council (3), 44 
Waratah Municipal Council, 44. 
Willoughby Municipal Council, 44, 
Mosman Municipal Council, 44, 
Canterbury Municipal Council, 44. 
Mittagong Municipal Council, 44. 
nett Erina Shire Council (2), 44. 
ay | | Katoomba Municipal Council, 44. 
at | : Yass Municipal Council, 44. 

















Hornsby Shire Council, 44. 

iz New Lambton Municipal Council, 44. 
HI Hurstville Municipal Council, 44, 
a) i | Ryde Municipal Council, 44. 

1 Rockdale Municipal Council, 44, 
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- 
PUBLIC WORKS ACT, 1912 (continued ):— 
NOTIFICATION OF ReESUMPTION OR APPROPRIATION OF LAND UNDER, FOR THE FOLLOWING) 
PURPOSES (continued) :— 
Railway traffic between Sydney and Bourke by the re-arrangement of Dubbo Station Yard, ; 
Railway traffic between Cootamundra and Tumut by the provision of improved st: bes 
approach at Gilmore, 44. 
Railway tratlic between Binnaway and Werris Creek by the provision of water supply at! 
Caroona, 44. 
Railway traffic between Coonabari b ‘an and Gwabegar by the provision of road diversion near 
Tallama, 44. 
Railway traffic between Cootamundra and Temora by the provision of water supply at 
Temora, 44. 
Railway tratfic between Binnaway and Werris Creek by the provision of level crossing 
near Bremer Station, 44. 
Railway tratlic between Sydney and Nowra by the construction of a subway at Woid’s-| 
avenue, near Hurstville, 44. 
Railway traffic between Lidcombe and Regent’s Park by the provision of a new underbridge at| 
Kerr’s-road, Lidcombe, 44. | 
Railway from Regent's Park to Cabramatta, 44. } | | , 
Railway traffic between Sydney and Wallangarra by the provision of additional siding 
accommodation at West Tamworth, 44 
Railway traftic between Sydney and Gwabegar by the provision of anew station at Kenebri, 44.| 
Railway traffic between Macksville and Coff’s Harbour by the provision of road ‘diversion and| 
earthworks, 44, 
Railway traffic between Wollongong and Port Kembla by the provision of goods siding and| 
ai goods shed at Port Kembla, 44. 
Y Railw ay traffic between Sydney and Parramatta by widening main suburban line near 
Flemington, 44. 
Railway trattic between Westmead and Castle Hill by the extension of goods siding at Castle 
? Hill, 44. 4 
fl Railway traffic between Sydney anl Nowra by the improvemeat of access to Thirroul 
i Station, 44. / 
Railway traffic between Sydney and Nowra by the erection of a new station at Bellevue, 44, q 
a7 Railw ay road deviation between Sydenham and B otany, 44. | | 
f Railway siding accommodation between Dubbo and Werris Creek, 44. 
.: Electric Car sheds at Chullora, 44. | 
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PUBLIC WORKS ACT, 1912 (continued) :— 
Notifications or Resumprions or LAND, UNDER THE PUBLIC Works Act, 1912, AND THE 
Local GOVERNMENT Acr, 1919, ror (continued) :— 
Manly Municipal Council—Park purposes, 103. 
Woollahra Municipal Council (2)—Town planning purposes, 103. 
Rockdale Municipal Council—Drainage purposes, 103. 
Erina Shire Council —Sanitary dept, 103. 
Lane Cove Municipal Council—Road way purposes, 1038, 
Blackheath Municipal Council—Street widening, 103. 
Ko_arah Municipal Council—Drainage purposes, 103. 
Canterbury Municipal Council (2)—Street widening and drainage purposes, 103. 
Granville Municipal Council—Drainage purposes, 103. 
Kogarah Municipal Council, for drainage purposes, 231. 
Lismore Municipal Council, for public recreation purposes, 23). 
Mosman Municipal Council, for drainage purposes, 231. 
Newcastle City Council, for road extension purposes, 231. 
Ryde Municipal Council, for road-widening purposes, 231. 
Yallaroi Shire Council, for the provision of council offices, 231. 
PUBLIC WORKS COMMITTEE (See “ PARLIAMENTARY STANDING COMMITTEE ON| 
PUBLIC WORKS”), 
PUBLIC WORKS FUND (See ‘‘ FINANCE”), 


R 
RACING :— 
Conpuct AND ADMINISTRATION or Pony :— 
Report from Select Committee (Laid on Table of Assembly only), 85 
RAILWAYS (See also ‘“‘ PUBLIC WORKS ACT, 1912,” also ‘* PETITIONS ”) :— 


Report of the Commissioners for quarter ended 3lst December, 1923, 9........... Mane Rete one oda se Axe Aegis peel 
Do do do PA eh Tc) PA 20 a Re er ee |e aS 
Do do do 0th Jamel OB4 VOB UR. d,s .cocetsseeneveee A Aeiarer ‘ 
Do do do SUL Seppemibern tas, IRS, ete scetets esse ct 
Do do for year ended 30th June, 1924, 103.......-......... Pabedan ache ow bcneen if B= peer 


CLaims or Mr. Greorcr H. Diners :— 
Report from Select Committee, 224 
Porters V. D. Ropger Anp V. W. NewELt :— 
Papers regarding the arrest, dismissal, and subsequent reinstatement of in Department, 77. 
CoaL—STEAMING QUALITY AND Cost :— 
Statement, prepared by the Railway Commissioners, respecting the steaming qualities and cost 
per ton of various coals used by the New South Wales Government Railways, 295. 
GaAuGE Unirication KyoGLe-BRISBANE !— 
Explanatory Memorandum relative to the report of Conference of Commonwealth and State} 
Ministers upon (Laid on. Table of Assembly only), 166 .........- Res cee cat 0 
RAILway AND TRAMWAY SERVICES :-— 
Keport of the Royal Commission of Inquiry (Sir Sam Fay and Sir Vincent Raven) into, 
together with copy of Commission, and Appendices, 153 .....ccsccecsseeeee Bae Coe Ne Rasheet 
Royal Commission of Inquiry (Sir Sam Fay and Sir Vincent Raven) into, Evidence (Printed 
RUUATe ELGIOTL)y ALD Tomes wees <A Seeepalngisne cer es ARO one Wate sieieleislalsatsrareiatsie siete oles ees aelkces Ree cats» Semtondas yest 
Copy of letter addressed to the Premier from Sir Sam Fay and Sir Vincent Raven, concerning 
Mr. Fraser, Chief Commissioner for Railways and Tramways(Laid on Table of Assembly 
OLE LO oeetmcre ate e. ee ce 
BANKSTOWN TO GEORGE’s River :—- 
Report from Parliamentary Standing Committee on Public Works, together with Minutes of 
Evidence and Plan relating to the proposed railway from Bankstown to George’s River, 
(Laid on Table of Assembly only), 179 
CANOWINDRA TO GREGRA :-— 
Report from Parliamentary Standing Committee on Public Works, together with Minutes of| 
Evidence and Plan, relating to the proposed Railway from Canowindra to Gregra, 225 
GOOLAGONG TO WIRRINYA : — 
Report from Parliamentary Standing Committee on Public Works, together with Minutes of 
Evidence, relating to the proposed Railway from Goolagong to Wirrinya, 225 ...........0... 
EvuGowka To A Porn’ oN THE Motone-ParKEs-ForbeES LINE 
Report from Parliamentary Standing Committee on Public Works, together with Minutes of| 
Evidence relating to the proposed railway from Eugowra to a point on the Molong-Parkes- 
Forbes line(Laid on Table of Assembly only), 179 
FINLEY TO DENILIQUIN :— 
Report from Parliamentary Standing Committee on Public Works, together with Minutes of 
Kvidence and Plan, relating to the proposed Railway from Finley to Deniliquin, 11 ......... 
GUYRA TO INVERELL :— 
Second Report from Parliamentary Standing Committee on Public Works, together with 
Minutes of Evidence, relating to the proposed Railway from Guyra to Inverell, 11 
GLEN Innes To INVERELL :— 
Fifth Report from Parliamentary Standing Committee on Public Works, together with Minutes} 
of Evidence, relating to the proposed Railway from Glen Innes to Inverell, 11 
JERILDERIE TOWARDS DENTLIQUIN :— 
Report from Parliamentary Standing Committee on Public Works, together with Minutes of 
Evidence and Plan, rela‘ing to the proposed Railway from Jerilderie towards Deniliquin, 11. 
{AND TO A POINT ON BULL PLAIN, BETWEEN RINGWOOD AND SAVERNAKE :— 
Report from Parliamentary Standing Committee on Public Works, together with Minute: 
of Evidence, Appendix, and Plan, relating to the proposed Railway from Rand to a point 
on Bull Plain, between Ringwood and Savernake, 264 
TEMPE to Hast HILis :— 
Report from Parliamentary Standing Committee on Publie Works, together with Minutes of 
Evidence and Plan, relating to the proposed Railway from Tempe to East Hills, 89 
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) (See ‘* PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS ”), 
IN, SIR VINCENT (See ‘*RAILWAYS ”), 
EGENT’S PARK (See “ PETITIONS ati 
L<EGISTRATION OF STOCK BRANDS ACI 9217 
Regulations under, 9, 159. 
REGISTRAR-GENERAL ;— 
Return of Transactions under Statutes, administered by for 1923, with comparative statements, 
for the FETT a oe NORD, Bs ous Mesh tasra sa Count whines Poe aie git Ale ae e 
REGULATIONS, RULES. AND FORMS :-.- 
Aborigines Protection Act, 1909, 10. 
Architects Act, 1921, 207. 
Auctioneers Licensing Acts, 263. 
Audit Act, 1902, 9. 
Bankruptey Act, 1898, 67, 
Birds and Animals’ Protection Act, 1918, 10. 
Child Welfare Act, Supreme Court Rule, 129, 
Closer Settlement Acts, 10, 159. 
Commons Regulation Act, 1898, 9. 
Conveyancing Act, 1919, 295. 
Co-operation Community Settlement and Credit Act, 1923, 31, 225, 295. 
Crown Lands Consolidation Act, 1913, 10, 95. 
Dentists’ Act, 1912, 10. 
Forestry Act, 1916€, 35. 
Fruit Cases Act, EOI? 860.4279) 
Government Savings Bank Acts, 1906-1923, 9, 85. 
Hunter District Water Supply and Sewerage Acts, 1892-1924, 9, 284, 
Industrial Arbitration Acts, 1912, as amended, 19 (?) 21, 47, 140. 
Industrial Arbitration Acts, 1912, as amended, governing the conditions of apprenticeship in| 
the Coachbuilding (Rail) Trades (Presented by Assembly only), 51 
Inflammable Liquid Act, 1915, 8, 35. 
Irrigation Acts, 1912-1918, 9 (4), 17, 35, 57, 67, 75, 143, 155, 263 (2)3 
Justices’ Act, 1902, 9. 
Juvenile Migrants Apprenticeship Act, 1923, 19, 215. 
Land and Valuation Court Act, 1921, 9. | 
Liquor Acts, 1912-1923, 9 (2). | 
Matrimonial Causes Act, 1899, 10. 
Metropolitan Traffic Acts, 10, 28, 92. { 
Mines Inspection Act, 1901, 8, 167 (7), | 
Monopolies Act, 1922. 10, 
Motor Traffic Act, 1909, 10, 28, 93. 
Parliamentary Klectorates and Elections Act, 1902-21, 10, 
Pastures Protection Act, 1912-1920, 9 (2), 104, 129, 225, 
Pharmacy Act, 1897, 10. 
Police Regulation (Appeals) Act, 1923, 10, 
Police Regulation Act, 1899, and the Police Regulation (Superannuation) Act, 1906, 10, 19, 88. 
Prisons Act, 1899, 9. 
Public Service Act, 1902-1922, 10, 44 51, 73, 169, 212, 2927, 
Registration of Stock Brands Act, 1921, 9, 159, 
Small Debts Recovery Act, 1912, 9, 
Stamp Duties Acts, 1920-1922, 88. | 
Stock Act, 1901, 9, 35. 
Stock Diseases Act, 1923, 9, 301. 
Stock Diseases (Tick) Act, 1901, 9. 
Supreme Court Rules, 88, (under the Child Welfare Act) 129, 227, | 
Supreme Court and Circuit Courts Acts, 1900-1912, 10, 
Sydney Branch, Royal Mint—Receipt and Coinage of Gold, 118, 
Sydney Harbour Trust Act, 1900, 9, 31. 
Trusteas of Show-grounds Enabling Act, 1999, 19. 
Veterinary Surgeons Act, 1923, 9 (?), 
Wentworth Irrigation Act, 189), as amended by the Irrigation Acts 1912-1918, 9, 
Workmen’s Compensation Act, 1916, 10. 
RETURNED SOLDIERS’ SETTLEMENT BRANCH, DEPARTMENT OF LANDS :— | 
PRODUCE AND TRADING ACCOUNT :-— | 
Statement of Receipts and Expenditure for year ended 30th June, 1924607) tees von nek Seer 
RICHMOND RIVER (See ** PARLIAMENTARY STANDING COM MITTEE ON PEE 
WORKS ”), 
RINGWOOD (See “ PARLIA MENTARY STANDING COMMITTEE ON PUBLIC WORKS ”), 
RIVER MURRAY (See “IRRIGATION 2) 
ROADS ;— 
DistriBurion or CoMMONWEALIM GRANT AND SUPPLEMENTAL AmouNTS FOR DEVELOPMENTAL, 


OSG: sie! DiOls iD 4 Siejeip ue ieiais’esla isan a ep sib ale 








Roaps :— 


Return showing manner in which the Commonwealth Grant of £138,000 under the Common-) 
wealth Main Roads Development Act, 1923, for main and developmental roads in New| 
South Wales, has been allocated to Councils, together with supplementary amounts from 
State and Councils’ Funds( {aid on Table of Assembly only), 61 
Marin Roaps :— 
Return showing estimates under the proposed Bill of the finances for the first five years, 79 .., 
Petition from the M unicipality of North Sydney, praying for the exemption of the M unicipality 
from the provisions of the BED 38 celine d 0h, scons shay BE SOL a oat, 
Statement showing expenditure on during the years 1921, 1922, and 1923(7 
Assembly Only 81 oe eee Yc Roe crc etn ee 2 ee 
RODGER, PORTER V. J). (See RAILWAYS”), 
ROOFING TILES INDUSTRY (See ‘BOARD OF TRADE 2) 
RUTHVEN, MR. H. G. (See ‘*PUBLIC SERVICE”) 
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SANATORIA (See ‘‘ PUBLIC HEA PE), : Splhd 
SAVERNAKE (See ‘* PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS ). 
SAWMILLS (See ‘* STATE SAWMILLS ”), 
SENATE (See “‘ FEDERAL ”). ce a 
SEWERAGE (See “ PELITIONS”; also ** PUBLIC WORKS ACT, .1912”; also ‘“*METROPO- 
LITAN BOARD OF WATER SUPPLY AND SEWERAGE”). 
SHARPHAM, MR. P. E. Sr. A. (See «PUBLIC SERVICE”), 
SHEAFFE, MR. G L. (See “« PUBLIC SERVICE”). 
SHIRES (See ‘“‘ LOCAL GOVERNMENT”), 
SMALL DEBTS RECOVERY ACT, 1912:— 
Rules under, 9. 
SMITHS WEEKLY (See ‘‘LUNACY is 
SOLDIERS (See ‘‘CROWN LANDS”). 
STAMP DUTIES :— = 
Minute by the Colonial Treasurer notifying the suspension of the provisions of Section 122 of 
the Stamp Duties Act, 1920, in connection with certain estates administered by the Public 
Trustee, 9. 
Regulations under Acts, 88. 
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Office of the Railway Commissioners for New South Wales, 


To THE HonorasLe THE MINISTER FoR RAILWAYS. 


Srr, 


In accordance with the provisions of section 40 of the Governm 
amended by the Government Railways (Amendment) Act of 1916, and ass 


Sydney, 2nd September, 1924. 


ent Railways Act of 1912, as 
ubsequently amended, we have 


the honor to submit, for the information of Parliament, our report upon the working of the Railways 


and Tramways for the year ended 30th June, 1924, 





The financial results, compared with the previous year, are as follow :— 


Year ended 30th June, 















































1924, | 1923, 
| Railways. Tramways. Total. Railways. | Tramways. Total. 
orev. £ £ £ £ £ 
EARNINGS me 15,616,577 | 3,633,916 | 19,250,493 | 15,221,333 | 3,598,114 | 18,819,447 
WORKING EXPENSES .. | 10,917,491 | 3,091,531 | 14,009,022 10,649,974 | 3,092,306 | 13,742,280 
Balance—Net Earnings | | . 
paid to credit of | | hs 
Consolidated Revenue 4,699,086 | 542,385 5,241,471 14,571,359 505,808 | 5,077,167 
The Net Earnings sho-v a return on the total Capital invested of — \ 
<2 Se C. i 
Railways er ye +, a 5 2 7 per cent. 
Tramways ere ere eee eee 5 4 8 99 99 


RD 


-- £5 2 [0 per cent. 


This result it is felt will be generally appreciated, more especially when it is stated that during the 
year the equipment and permanent way have been fully and efficiently maintained, railway rates and fares 
reduced, tramway revenue curtailed by reason of the withdrawal on the 11th February, 1923, of the 
additional .1d. fare on Sundays, Christmas Day, and Good Friday, and wages increased by the Board of 
Trade’s determination in September last. These latter factors adversely affected the net revenue, in 
comparison with the previous year, to the extent of—Railways, £272,000, and Tramways, £107,000. 

It should be pointed out also that in conseyuence of the unceasing attention given to 
the question of transportation charges, railway and tramway users have been granted substantia: 
concessions during several past years. There have been no increases in the general incidence of 
freights and fares since November, 1920; on the contrary, a considerable number of freight 
reductions, mainly designed to assist both primary and secondary industries, have been allowe?. 
Passenger fares have also been reduced in favour of a large number of the travelling public. 

These successive reductions have meant an accumulated relief at the rate of no less a sum 
than £700,000 per annum, and caused a loss of revenue in the year under review of £571,C0A 
In other words, had freights and fares not been reduced this sum would have been taken from 
the railway and tramway users during that period for the same amount of service, 

+ 45361—A 


Combined oA 


Aft Tr 



























NEW SOUTH WALES GOVERNMENT RAILWAYS AND TRAMWAYS. 








After deducting from the net earnings interest charges on the interest bearing capital invested, 
calculated at the average rate of interest paid on the whole of the State debt, which amounts to :— 


Railways ... ae my vy th Se ve aa £4,693,417 
Tramways we bee ‘at is eat 4 . 532,187 
£5,225,604 


the net results of the working for the year were :— 


Railways... Gs or aes bee th ... Surplus £5,669 
Tramways ... ne a # oF is. ... Surplus 10,198 


Total surplus we #3 ce DOO! 


As compared with the preceding year the total increases in the interest bill were :—Railways, 
£206,114; Tramways, £31,913. 


The appended diagram illustrates, on a £1 unit basis (the circle being drawn to represent a sovereign), 
how the railway earnings are disposed of. It will be seen that out of every twenty shillings earned six 
have to be utilised to meet interest charges. The smaller circle indicates the proportions of railway revenue 
exhausted in paying salaries and wages (labour), interest, and all other costs (materials and miscellaneous). 


: Surplus -094 
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RAILWAYS. 


During the year the following extensions were opened for traffic, viz. :-— 
Date Opened, Miles. Chains. ; 
1923. 
Coonabarabran to Gwabegar $5 ies x ... 0th Sept. 59 6 . 
Tarana to Oberon ... a + ied is ... ord Oct. 15 7 
Binnaway to Werris Creek Pe “, + »..29th Oct. 91 522 : 
Macksville to Urunga es ‘ee pa ie ... 3rd Dee. 17 20 
Gilmore to Kunama “ee pss Aes ete ...17th Dec. 21 443 


The number of miles of line open for traffic on the 30th June, 1924, was 5,5222. (See Appendix XIV.) 
The expenditure charged to Capital Account during the year was £4,078,296. (See Appendix XIII.) 


The total capital expenditure on lines open for traffic on the 30th June, 1924, was £93,355,167. 
(See Appendix VIII.) 


The gross earnings have increased from £15,221,333 to £15,616,577, a gain of £395,244, or 2-60 per 
cent. over last year. 


The increases and decreases from the various sources of earnings as compared with the previous 
year are as follow :— 





EARNINGS, TONNAGE, 





























Increase, Decrease, Increase, Decrease. 
Pe irae = : ee ee ale = eS 
1924, 1923. £ PF Tons, | Tons, 
Passengers, No. .., 128,101,184 123,714,639 TPA A Ansec = hel ee eeares 
PON OC IC oteas srenied vecaauavhss nany cdowdavave cess ven A cs, ae meer ’ erie 
EROPeomh MO ELGOIMNEY cyy, vissescress thas cal saaskane reraee AD JOD |) © ypstine leer orcs il. leh. « seente 
Sgeiit ak: MOP ONATIGIS EL, osin:, cag cane voW ed cicssuste yeah | asecst 33,566 65506) “ae 
WOME Mian cocce mene chi tthy it, sarancccniecsent cal Mice cct BOSSE Ole seeds 12,436 
IVG:SCOCKe. een ere eaten CL ar eet, wt ak al 215,978 Ba, 1G irae, 
PES vee Stra wean cd Ohatiee t. stnety cs ssneeerce ees ssa DO; GL Ge te irene. JsAOSt Le ce 
Crain WlopiesticOe meets. Modes Cotiecey see cai ci vcs 245,115 | rece BATSTSS | ossess 
ROM ORE OM roby 5 elo caer nc techs ii ice .aseoucel ES451 Sp fee econ 1,364,244 oso 
Minerals (other than Coal and Coke)............... APs tes at Lea Ae ee ices 
Miscellan cousiar:.: caress ee eer oo bet csohicn ve'es 18,439 | ihe ll acaleacccee Wes 
Earnings and Tonnage ........ irises wa £ 395, 244 | ae se: Be SOle Sr ten Pore es 





The increase in the earnings was due to additional business, while, on the other hand, direct losses 
of revenue to the extent of £181,865 were incurred principally by the transport at reduced rates of 
store stock and starving stock travelling for feed; carriage of fodder at reduced rates to drought-stricken 
areas, and the free return to their original pastures of a very large number of stock which had been 
carried on the forward journey under starving stock conditions. 


TRAIN MILEAGE. 
The mileage results are:—Of passenger trains, 11,822,364 miles: of mixed tiains, 1,686,997 


miles ; of goods trains, 10,197,627 miles ; the aggregate being 23,706,988 miles, or a increase of 2,013,127 
miles as compared with the previous year, 


PASSENGERS CARRIED, 


During the year 128,101,184 passengers were carried, as compared with 123,714,639 in the previous 
year, or an increase of 4,386,545. No passengers were fatally injured by accidents to trains during the 
year, 

WORKING 
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WORKING EXPENDITURE. 


The working expenses amounted to £10,917,491, as compared with £10,649,974 last year, an increase 
of £267,517, and absorbed 69-91 per cent. of the earnings. 


The operating ratio is ‘06 per cent. lower than in the previous year, notwithstanding the following 
addition to the working cost beyond the control of the administration and adverse conditions due to the 
very large business done during the year in the transport of starving stock, which wore carried at reduced 

rates on the forward journey ‘and free ¢ arriage, at full working cost to the Department, on returning to 
their original pastures. 


Increased payments in wages and salaries consequent on the determination of the 3 , 

. New South Wales Board of Trade, dated 7th Sept>mber, 1923, given effect to 7 
from 30th September, 1923, to certain staff, and from 12th October. 1923, to the 
remainder of staff, in respect of the basic wage, and pro rata increases to members { 
of the staff already paid at higher rates than the basic wage ts ae 198,509 


Increased payments in wages and salaries under awards of the Commonwealth Court 
of Conciliation and Arbitration and of the State Court of Industrial Arbitration 
issued during the year, and awards of the previous year not operative during the 
whole of that year 32,280 
Automatic increases due to awards of the ¢ ‘ommonwealth Court of Conciliation and 
Arbitration and of the State Court of Industrial Arbitration, and advances ia 
pay approved by the Commissioners to equalise conditions created by awards ... 66,184 


296,964 
Less : 
Saving due to the restoration of the working week to 48 hours... 


ie w+ 204,067 


92,897 


RATES AND FARES. 


Reductions in passenger fares and further reductions in goods rates to the extent of £399,000 per 
annum were made during the year, the estimated loss in revenue in the current year being £179,900. ‘I'he 
cumulative annual loss of revenue due to successive reductions in rates and fares since the year 192], 
amounts to approximately £700,000. 


TRAFFIC. | 
The year’s work has involved the operation (gross) of :— 
Passenger ton miles ... ve: eee 2,169,862,830 


Goods ton miles ay aon sae 3,904,006,661 


Hh) | Total pee ae Werth pe ge oyoL 


an increasé in the aggregate of 579,988,649 ton miles as compared with last year’s working. 





a decrease of 3s, 10d. as compared with the previous year. 


| | 
The earnings per 1,000 ton miles were :— 
| 2 Pia. 
Passenger oe ie op gi 5 49 
Goods... ~ pes pee te 2) 40 
. Combined eee as 20 
\ 
| 


i | REFRESHMENT ROOMS. 


| 

mh tit The expenditure in connection with Refreshment Rooms amounted to £456,565 and the receipts 
to £517,322, showing a surplus of receipts over expenditure of £60,757 for the year. Dealing with the 
business as a separate undertaking, and allowing for interest on capital invested and other charges, the 
net profit is £23,069, a decrease of £1,076 as compared with the previous year. 











The following statement shows the eart 


eens: 


Line. 





Clyde to Carlingford... : 
Lidcombe to Regent’s Park 
Kiama to Nowra 

Goulburn to Crookwell te 
Joppa Junction to Bombala 
Galorg to Boorowa 
Demondrille to Blayney 
Koorawatha to Grenfell 

Cowra to Canowindra 
Cootamundra to Tumut 
Stockinbingal to Forbes 
Wyalong to Cargelligo 

Temora to Griffith... 

Wagga to Tumbarumba _,., 
The Rock to Oaklands es 
Henty to Rand aa 
Culcairn to Corowa. .., 
Culcairn to Holbrook 
Narrandera to Hay ... 
Narrandera to Tocumwal 
Blacktown to Richmond _.., 
Wallerawang to Coonabarabran 
Craboon to Coolah .. 
Condobolin to near Trida_ .., 
Matakana to Mount Hope ... 
Bogan Gate to Tottenham .., 
Tottenham to the Mines 
Troy Junction to Merrygoen 
Nevertire to Warren 
Cobar to C.S.A. Mines 
Nyngan to Bourke .., ve 
Byrock to Brewarrina ee 
Tamworth to Wallangarra ... 
Fassifern to Toronto... oak 
Muswellbrook to Merriwa ... 
West Tamworth to Barraba 
Burren Junction to Walgett 
Burren Junction to Pokataroo 
Moree to Inverell 

Moree to Muugindi ..,, a 
West Maitland to Macksville 
Raleigh to Coft’s Harbour ,., 
Glenreagh to South Grafton 
Murwillumbah to Grafton .., 
Casino to Kyogle .., she 
Menindee to Broken Hill .., 
Tarrawingee Line  ,., Bie 


New Lines, 


Yanco to Griffith 
(Opened 6th March, 1922. 
Coffs Harbour to Glenreagh 
(Opened 17th July, 1922.) 
Canowindra to Eugowra 
(Opened 11th December, 1922.) 
Barmedman to Rankin’s Springs 
(Opened 8th January, 1923.) 
Westmead to Castle Hill ... 
(Opened 28th January, 1923.) 
Macksville to Raleigh 


(Urunga to Raleigh opened 19th March, 


1923 ; Macksville to Urunga, opened 


3rd December, 1923.) 

Griffith to Hillston ... nae 
(Opened 18th June, 1923.) 
Coonabarabran to Gwabegar 
(Opened 10th September, 1923.) 

Tarana to Oberon 
(Opened 3rd October, 1923.) 
Bionaway to Werris Creek... 
(Opened 29th October, 1923.) 
Gilmore to Kunama... rel 
“@pened 17th December, 1923.) 


Total ae ne 





The statement shows that on these lines 





I 


3,103 553/25,296,002 


32 
23 
64 
88 


70 





| - . 
Length. eR 
mls. ch. sf 
4 394 51,853 
1 752 157,770 
22 593 417,323 
35 43 183, 002 
189 153 2,140,948 
17 68} 141,297 
110 47 ele oo2- O36 


23 147,704 
547) 162,919 
76 | 591,094 
583} 506,309 
364) 317,299 


79 | 298,807 
42 | 766,128 


293] 338 996 


653] 211,557 
66 283,827 
61 89,639 


324] 669,508 


33) 623,755 
193} 251,230 
28 | 1,966,130 


594] 148,523 
40| 614,166 
32 43,308 
47 | 304,374 
323] 19,067 


36 | 335,300 
49 54,352 


113] 32,945 
433! 719,195 
15%) 176,915 
74| 3,091,727 
5 49 44] 
2/ 343,040 
83| 304,074 
13} 204,984 
43 | 138,448 
632] 411,819 
133) 437,208 
55 | 3,331,789 
933] 967,145 
18 | 346,071 





9 | 1,577,454 | 


714} 107,786 
52 | 462,323 
41 | 34,217 


Interest 
on 
Capital, 


| £ 


se 
2,676 


21,805 
9,444 
110,486 
7,292 
68,751 


Sahat 
7,022 





26,128 
16,875 


39,537 
17,494 
10,918 
14,647 


4,626 | 


34,086 
32,189 
12,965 
101,464 
7,665 
31,695 
2,235 
15,708 
984 
17,303 
2,805 


1,700 | 


37,115 


9,130 


159,552 | 


2.501 


13,786 
7,859 
| 81,406 
| 5,562 
23,859 
1,766 





8,142 | 


8,408 
30,504 | 


20,581 


1,305,427 
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Year ended 31st December. 


Working 


1923, 


£ 
13,215 
8,426 
28,522 
14,195 
125,210 
4,841 
176,546 
11,673 
10,057 


38,352 


14,625 
49,183 


40,38) | 
7,487 | 
26,094 
4,602 
48,198 | 
42.907 
40,712 | 
158,601 
5,423 
16,795 | 
1,014 | 
16,047 | 
208 | 





200,965 
7,796 

| 15,701 
137,498 
5,890 
13,878 
5,849 











34,006 | 


YVrwiryWwouw 
Wem o U 


Expenses, 


20,714 | 19,377 





| 


| Total Earnings. 


1922, 1928. 
| 
| 
on £ 
13,181} 5,050 | 
6,646 | 3,669 
27,015 | 22-714 
21,917 14,182 
132,944 | 146,154 | 
5,504} 4,389 
191,096 | 143,101 
12,974 13.438 
8,404 13.068 
36,332 | 38,948 
25,689 | 54,274 
15,004 | 17,602 
47,038 | 62,609 
23.679 
28,309) 28.115 | 
6,923 | 5,769 
26,761 | 17,522 | 
4,211] 3 622 


57,709 
42,253 
ie 

vo « 


d,8 


> 
, 


14,303 
332,983 
sO 
»fO% 


10,523 
18,078 
16,399 

9,314 


52,252 


19,954 
177,107 


5,441 


8,694 
145,223 


7,471 | 


14,846 
4,456 





1,938,133 | 1,837,271 | 2,221,798 


50,305 
68,797 
40,122 
218,303 


3,648 


21,428 


£ 
6,659 
3,846 


22-704 


14,964 | 


123,017 


4,857 
135,318 | 


14,32 
12,469 


36, 166 | 


49,280 
22,492 
68,154 


20,258 


On meme 


) 
2/,01% | 


5,239 
18,025 
4,621 





62,861 | 


75,318 
45,667 
201,021 
3,768 





$27 | 


16,319 


174 | 


14,138 


3,799 | 


6 | 


48,909 


12,143 | 


468,686 
2,308 


| 383,482 | 


13,082 | 
29, 846 


16,422 


11,604 
49,151 
32,362 
| 288,043 
8,401 
14,589 
150,908 
9,121 
13,648 
| 3,804 


22.52] 


ae Jn 


837 


17,209 
58 


14,289 

3,638 
49,336 
12,203 


2,260 


12,432 | 
21,718 | 
17,379 | 


10,132 


49,006 | 


26,734 


251,532 | 


6,100 
9,860 
153, 674 
9,817 
14,287 
3,036 


2,071,135 








































1ings and expenses in connection with a number of lines — 


Loss after providing 
for Working Expenses 
and Interest. 


1923. 


£ 
10,84] 


12,899 


27,344 
9,457 
$9,542 


7,744 | 
102,196 | 


B Oee 
0,897 


5,605 


31,979 | 
6,299 


13,555 | 


41,762 
9,440 


27,062 | 


2,422 
15,436 
1,018 
17,260 
5,135 
2,552 


25,951 


9,392 | 


82,394 | 


6,565 


16,935 | 
14,299 | 


7,612 
5,273 
17,000 
11,790 
84,862 
13,18] 
18,971 
67,996 
2,331 


24,089 


3,811 


1,021,762 | 





; | 


| 1922. : 


a 
9,979 
6,300 
| 25,264 

16,168 
118,307 
7,784 
123,004 
6,078 
4,129 
30,482 
1,046 
8,808 
#739 
37,881 
17,902 
11,863 
23,040 
3,971 
28,345 
oO TOS 
8,052 
29 92) 
10,029 
22,885 
2,456 
13,191 
1,153 
14,427 
6,548 
ito 
22,569 
11,057 
104,710 
(i asyly: 
15,620 
12,266 
9,750 
6,605 
25,678 
14,591 
92,489 
11,475 
14,971 
yLleesy Wy: 
2,940 
24,003 
3,177 





| 





1,033,248 
} 





Year ended 30th June. 











capital expended is £29,514,156. 


The net earnings ainounted to 


year’s working of £1,207,824., 


33 


to f 
a -=« 


-~I 


oO -— 


20 


91 


21 


| mls, ch, £ 


534| 207,201 | 


64] 801,372 
17 | 221,555 
554] 414,698 
58 | 114,937 
54 | 469,881 


563 308,984 
63} 527,187 
7| 175,884 

523] 659,517 


442) 316,938 





410 


69 | 4,218,154 








£280,313: against an interes 





| oi 


41,356 
11,433 
21,401 

5,931 
15,678 


15,945 
21,916 
6,808 
22,690 
8,859 


| 182,710 








10,693 | 


1924. 





10,927 
14,893 


or 


6,55 
11,522 
13,863 
12,049 


13,743 
9,447 
3,631 

23,636 
3,348 





123,614 








1923. | 1924. | 1923 
10,419 | 12,217| 11,643 
9,189] 16,341) 10,577 
4,053} 5,480] 3,610 
4,447| 9,825] 4,977 
6,102} 5,181] 2976 
576 | 8,059 267 
507 | 14,489! 639 
Not open. 8,149 | Not open. 
4 2,159 | x 
, 37,003 ¥ 
et eed Ae 











35,293 | 120,262 











2,061,747 


—— 


ra 


1,872,564 


- 


of an aggregate length of ; 


33,989 | 186,062 70,063 











1924. 


| 9,403 


39,908 


12,508 | 
23,098 | 


14,613 
19,668 


15,199 
23,214 


8,280 


9,323 | 


10,848 






















1923. 
8.985 
7,084 
6,371 
11,029 
5,433 
1,378 





483 
| Not open 
9 
”” 


+B) 








2,342,060 | 2,105,124 | 1,207,824 


? 





5 D44 xnil 


“UST A 2S 
es 44} chains the 


charge of £1,488,137, or a loss on tke 
SIGNALLING 









1,103,811 








at 









NEW SOUTH WALES GOVERNMENT RAILWAYS AND TRAMWAYS. 








SIGNALLING, SAFETY APPLIANCES, &c 


The outstanding feature of the signalling work carried out during the year has been the installation 
of the new West Signal-box in Sydney Yard. In connection with this new signal-box, complete track 
circuit’equipment for the protection of point and signal movements has been installed. This} form of 
protection is now in use from Sydney throughout the interlockings in the suburban areas as far as Lidcombe, 
Rockdale, and Canterbury, thus affording safeguards for the intensive traffic movements within these 


areas. ‘ 
; 















































Upon the suburban lines generally the automatic signalling system has been extended to Kogarah 
and Bankstown, and has been installed upon the new line between Enfield and Cabramatta. Automatic 
signalling has also been installed in connection with the quadruplication of the lines between Cook’s River 
and Rockdale, and between Flemington and Lidcombe. 


In the country automatic signalling has been extended from Bowenfels to Wallerawang in connection 
with the duplication and deviation on this section. 
Signalling work has also been carried out during the year on the new extensions from Coonabarabran 
ee : . . . . 
to Gwabegar, Tarana to Oberon, Macksville to Urunga, Werris Creek to Binnaway, and Gilmore to 
Kunama. 


The interlocking of points not previously interlocked has only made slow progress due to the 
pressure of other work, The proportion of non-interlocked connections in passenger lines has been reduced 
during the year from 8-44 per cent, to 7:72 per cent. 


Work on the line wires, chiefly in connection with the improvement of the telephone services, has 
been in hand throughout the system, and telephone instruments of obsolete type have also been replaced 
by more modern instruments, thus greatly facilitating this means of communication, The work of improving 
the block working apparatus and its co-ordination with the outdoor signals has also been continued, 


Meruop oF WoRKING. 


7 et . re 
The following are the comparative particulars of the various systems of working in 1924 and 





























1923 :-— 
b| 1 i 1924. 1923. Increase. Decrease. 
ae Double Line— Mls. chns, Mls, chns. Mls. chns. Mls. chns. 
Y By automatic or track block system 300 8 274 30 25 58 ay eae 
7 By absolute manual block system ... 388 50 Boi -Y7 —- = 8 27 
2 | By permissive manual block system... 4 60 3 44 1 46 —_ — 
By telephone ie “na 4 0 33 0 33 ert lined ait Jian 
Totals ... vv 693 71 670 24 26 74 3- 27 
Single Lite 
By electrie train tablet ay ma 309 67 309 68 —_ — Daf 
By electric train staff A oH: 2,039 7 2,186 66 202 1 ae Vise 
By train staff and ticket, with line | 
clear reports ... a tt . 3,405..28 +1421 80 —_- — 16 35 
By train staff and ticket, without line 
clear reports... es : 735 66 720 63 15.0.3 —. — 
. By train staff and ene engine only ... 76 15 76 15 —_ — oe 
Totals... . 4,866 20 4,665 32 217 24 16 36 


The safe working equipment now in use throughout the lines includes 483 signal-boxes, 23,679 
lever units, 475 block instruments, 496 electric staff and tablet instruments, 16,372 miles of line wire, 
1,132 power-worked points and signals, and 423 automatic signal arms. 


Bilt . CONDITION OF WAY, WORKS, AND BUILDINGS. 


and wharves have been efficiently maintained 


- ee 


ite The permanent way, bridges, buildings, fences, 
. during the year. 
mah Although hampered by a shortage of rails, the full year’s programme of renewal of the permanent 
1h way was almost carried out. 
The length of line wholly or partially renewed by relaying, rerailing, or resleepering, was 301 miles 
63 chains; a further length of 541 miles 37 chains has been reballasted, of which 276 miles consisted of 
metal, sand, and gravel, and 265 miles ashes, making a total of 843 miles 20 chains of line either partially 
or completely renewed during the year. In carrying out these renewals, 17,209 tons of rails, 723,042 sleepers, 
\ aa and 196,610 cubic yards of ballast were used. With the object of preventing rail creeping and effecting 
wa economy in maintenance, a length of 38 miles 53 chains of line has been equipped with rail anchors, 36,840 
wo anchors having been used for this purpose. 


ae 
a a 


ed in good order, and a large number 
5,300, have been effected and 


NEW 


The buildings throughout the system have been maintain 
repainted at a cost of £12,100. Additions and improvements, costing £4 


Hy tt charged in the working expenses of the year, 
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NEW WORKS, 


Additional accommodation to provide adequate facilities for dealing with the increase of business 
has been provided as follows :— 


New station buildings and additions and improvements to existing buildings at Sydney, Croydon, 
Flemington, Arncliffe, Banksia, Wombarra, Mount Drummond, Port Kembla, abramatta, Liverpool, 
Leumoah, Bundanoon, Pendle Hill, Warrimoo, Goulburn, Harden, Junee, Wagga Wagga, The Rock, 
Gerogery, Temora, Beckom, Yenda, Orange, Trangie, Armatree, Muswellbrook, 104 m. 22 ¢. North Coast 
line, Booshang, Billinudgel and Kyogle. 


The refreshment-room accommodation has been added to and improved at Sydney, Wollongong, 
Cooma, Parkes and South Grafton. 


Additions and improvements to the rest-house accommodation for the staff have been carried out at 
Gwabegar, Batlow, Parkes, Werris Creek, and Grafton; new buildings for departmental residences and 
additions and improvements to existing buildings have been provided at Yerrinbool, Coolah, Henty and 


Spring Hill. 


New buildings for the Railway Institute have been erccted at Harden, Temora, Singleton and 
Murrvrundi, and additions made to th» existing building at Orange. 


New trucking yards and additions to existing trucking yards have been erected at Bowral, Pymble, 
Henty, Bethungra, Tallimba, Condobolin, Farley, Ravensworth, Werris Creek, Wallangarra, Breeza and 
Walgett. 


Additional] locomotive accommodation has been provided at Eveleigh, Enfield, Tarana, Eskbank, 
Mudgee, Hornsby, Goulburn, Temora, Culeairn, Tallimba, Bathurst, Cowra, Canowindra, Parkes, Wirrinya, 
Broadmeadow and Murwillumbah. 


Additions to water supplies have been made at Sydney, Riverstone, Penrith, Binnaway, Temora, 
Barellan, Mandagery, Kootingal, Armidale and Dingo Creek. 


Footbridges and subways have been provided at Hazelbrook and Armidale, overbridges at Menangle 
viaduct and Hamilton, and underbridges at Tempe (over Cook’s River), Minnamurra River, 186 miles 
45 chains Coonabarabran line and 62 miles 48 chains Northern line, 


Additional siding accommodation has been provided at thirty-seven stations, the more important 
of the works being at Clyde, Kogarah, Hurstville, Sutherland, Mount Drummond, Punchbowl, Tabmoor, 
Yerrinbool, Eskbank, Castle Hill, Charbon, Mudgee, Ryde, Hornsby, Hawkesbury River, Temora, Leeton, 
Trangie, Broadmeadow and Billinudgel. 


Weighbridges have been installed at Marulan, Wollongong, Bombo, Buralyang, Langtree, Merriwagga, 
Corobimilla, Pamandi, Young, Ootha and Kaniber, and cranes at Leeton, Garema, Newcastle and Coramba. 


A new wharf has been erected at Hawkesbury River. 


A level crossing has been provided at 66 miles 30 chains Southern line, and cattle stops at 201 miles 
33 chains Molong line and 347 miles 494 chains Coonamble line. 


Electric lighting has been installed in sixteen additional suburban stations and sixteen country 
stations, and, in addition, a large number of miscellaneous lighting works have been carried out. Improved. 
lighting facilities have also been provided at Eveleigh workshops, and a scheme for a more adequate lighting 
of the whole of the shops is in hand. A new electric light depot has been built at Sydney Station, and is 
almost ready for use. The work in connection with the 50-cycle lighting supply at Darling Harbour and 
Sydney is practically complete. Additional electric lighting equipments have been fitted to railway and 
steam tramway rolling stock. 


The construction of a tunnel for electric transmission cables under Sydney Harbour, from Longnose 
Point to Greenwich, is practically complete; two special junction houses have still to be provided at each 
end of the tunnel, as well as some shelving at the curve of the tunnel. 


The works at Chullora, comprising the erection of locomotive workshops, signal engineer’s depot 
and electric car shops are making progress. The foundations for the whole of the machines to be 
erected in the new locomotive shops have been completed with the exception of the pit rivetters. 
The roof of the northern and southern: bays of the boiler shop is practically finished, and that of the middle 
bay is about five-eighths done, Travelling gantries have been erected in the northern and southern bays. 
The earthworks in connection with the signal engineer’s depot are so advanced that a commencement 
will, it is expected, shortly be made with the erection of the buildings. Platelaying from Chullora Junction 
to the site of the depot is practically complete. The excavation for the foundations for the electric car 
shops is well advanced, and temporary rails have been laid from Chullora Junction to the site for the shops 
to facilitate the handling of material for concreting. 


A new carriage shed is now under construction at the eastern side of Sydney Yard; the renewal of 
the underbridge at Minnamurra River, remodelling work at Cowra, a new locomotive depot at Eskbank, 
additional locomotive and traffic accommodation at Broadmeadow, and the construction of a third road 
between Broadmeadow and Woodville Junction have been completed. The erection of a new island plat- 
form and station buildings between Eskbank atid Lithgow is well advanced, the brickwork and roofing 
of the main station building and the overbridge at Banks-street having been completed, i 

8 



































































NEW SOUTH WALES GOVERNMENT RAILWAYS AND TRAMWAYS. 








The work in connection with the proposed train ferry across the Clarence River has kept pace with 
the delivery of material. The retaining walls for the approach to South Grafton and the foundation for 
towers are well in hand. At the Grafton end the earthworks have been completed and the trestling for 
the approach is nearly finished. Platelaying of sidings is well advanced. The alterations to the 
s.s. Swallow, which will be used as a ferry, will be completed i in a few weeks, 


To provide for the requirements in connection with the erection of a bridge over Sydney Harbour, 
extensive re-arrangements w.re made at the new Milson’s Point station, waich was brought into use on 
the 28th of July last. 


4 DUPLICATION OF THE LINE. 


The duplication ard deviation of the section from Middle River to Cox’s River has been completed q 
and opened to traffic. 


In connection with the duplication between Thirroul ard Wollorgong, the construction of a goods 
siding at Bellambi and a footbridge at Wollongong referred to in our last report, have been completed. 
W aks is still proceedirg with the cone eon of an over rbridge in licu cf Mount: Pleasant crossing. 


The quadruplication of the lines from Flemington to Lidcombe mad» such progress during th» ycar 
2s to permit of the first stage of this work being opened to traffic between Flemington and the double 
junction, rear Lidcombe, on the 16th June last, thus brirging into use the new island platform at 

Bilt | Flemington. The ercction of rew station buildirgs, overbridge, &c., at Lidcombe and Flemirgton is 
making good progress, 

Between Lidcombe and Regent’s Park the duplication and regrading work is proceeding. The 
existing track has been lifted to the new grading, the steel underbridges at Bridge- -road and Kerr’s-road 
have been completed, ard the Vaughan-street underbridge is approaching completion, 


The following table gives particulars of duplication and deviation work completed during the year :— 











ii) Date opened. Mls. chs, 
APs} | , j 
Suburban Line— 
| | Auburn to Clyde North (third road) oe 500 aie ...| 10th March, 1924 Pe Bc 1 02 
; Flemington to Lidcombe (quadruplication) + cre ...| 16th June, 1924 ... one i 1 234 


Illawarra Line— 





if Tempe to Rockdale (quadruplication) «.. bee eee ...| 28th October, 1923 ore ° 2 39 

d { Western Line— : 
: Middle River to Cox’s River ioe bea eae Be ...| 28th October, 1923 Pe 4 23} | 
i f Northern Line— 

Mi. Broadmeadow to Woodville Junction (third road) ...| 20th September, 1923... “& 1 463 

“nh, Woodville Junction to Islington Junction (third road) ... ...| 2nd March, 1924... bee bee 0 214 

Adamstown to Broadmeadow (fourth road) iat er ...| 10th March, 1924 we sen 0 654 

| Total "sinc. ee Oo Ane Po esemla Aco Cats mC ene ener ae 


Following are particulars of duplications and deviations in hand at the close of the year :— 





Suburban Line— Mls. __ chs. 
' Lidcombe to Regent’s Park ... a ave ar ta vee 2 352 

: Illawarr 
HH Rockdale to Hurstville ere fr Ace nee ore fy 2 404 


Total AA oe Aor ae: Soe ae 4 


=~] 
1 | 
ee 


aii} ELECTRIFICATION OF THE RAILWAYS. 


wit The work in connection with the quadruplication and elcctrification of the railway line between 
pial hi Sydney and National Park has made further progress during the year. A commercement has been made 


with the construction cf a new eastern platform at Redfern; the erection of a bridge over Cook’s River at 
f Tempe has Gen completed; new carriage sheds under construction at Mortdale and Punchbowl are pro- 
i! ceeding. The duplication work from Rockdale to Hurstville is progressing ; the earthworks and retaining 
walls are well in hand and the piers and abutments for an overbridge at Hurstville are about three- parts 


completed. 
1a The extension cf the White Bay power-house is in hand; the foundation for the walls of the 
h switch house are about two-thirds completed, and the western wall of the generator house is partly 


constructed. 


nn Thirteen miles of 11,000-volt cable has been laid between White Bay and Meck’s-road; poles and 
mitt cress-arms for the 33,000-volt transmission lire, Meek’s-road to Hurstville, have been erected, and the mains 
Brit are In course of erection. Rotary converters are on order for the Prince Alfred Park, Meek’s-road and 
1h Hurstville sub-statiors, and orders will shortly be placed for those required for the Sutherland and Waterfall 


s ib-stations. 


Practically the whole of the masts have been erected for the trial section from Sydenham to Rockdale, 
and the overhead wiring is proceeding 


DEPARTMENTAL 
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DEPARTMENTAL COAL MINE, LITHGOW. 

Further progress has heen made with developmental work during the year, 

The headframe and the concreting of the downcust shaft have been completed ; the permanent 
pumping plant for drainage purposes and the winding and haulage machinery have been installed; the 
power-house has been erected and equipped with the necessary machinery, and the auxiliary fan in the 
upceast shaft placed in operation. 

Of the surface equipment the additional temporary screen installed to ensure more efticient cleaning 
of the coal, is now working; good progress is being made with the installation of the downcast winding 
engine, gantries for full and empty skips, screening plant, «ce. 

The output of coal, which has proved satisfactory for locomotive and other purposes, totalled 
253,975 tons for the year, 


SLEEPERS. 
SLZEPERS AND Ba.nast. 

The total number of sleepers used for duplications, deviations, and additional sidings, was 81,323, and 
for renewals and maintenance purposes 723,042, making a total of 804,365 sleepers for the year. Fifty-seven 
thousand three hundred and forty-nine cubic yards of ballast were also used for duplications, deviations, 
&e., and 196,610 cubic yards for renewals and maintenance purposes, or a total of 253,959 cubic yards 
used during the year, 

RAILWAY CONSTRUCTION, 
g City AND SuBURBAN Evectric RaIbway. 

The construction work on that short section of the City and Suburban electric railway which 
has been authorized has proceeded satisfactorily during the year. 

The work of diverting the water pipes forming the main water supply for Sydney and the Eastern 
Suburbs to allow of the extension of the Cleveland street bridge having been completed, the construction 
of the three additional arches to carry the five new railway tracks on the eastern side of the existing 


lines has been taken in hand and is making good progress. 


The open cut excavations for the northern concourse of the Central station, together with the 
approach ramps on the eastern and western sides are approaching completion, and the concrete footings fer 
the side wall and column bases are well forward. ‘The eastern retaining wall from Central station to Eddy 
avenue has been completed and the western retaining wall nearly so. 


The footpath arches of the Eddy-avenue bridge on both sides of Kiddy-avenue have been finished, 
and will be open to pedestrian traffic when the work of asphalting and kerbing now being carried out by 
the City Council is completed. ‘The excavation for the street piers will then be proceeded with. The 
masonry-faced retaining wall from Eddy-avenue to Hay-street, facing Klizabeth-street, has been completed, 
and those from Hay-street to Campbell-street are approaching completion. ‘The masonry-faced reinforced 
concrete arched bridge over Hay-street has been finished. The construction of a bridge at Campbell. 
street was in abeyance for a time pending negotiations with the City Council for a wider roadway, but 
the original design having been decided upon, work proceeded and has made good progress. Work in 
connection with the foundations for the new building for offices at Campbell and Goulburn streets is in 
hand. 

The Darling Harbour reclamation scheme has been pushed forward, and the driving of the tunnel 
for a new and enlarged circulating water intake for Ultimo power-house has made satisfactory progress. 
The reclamation scheme necessitated the provision of a new water intake for the Fresh Food and Ice 
Company’s property, leased by the Company, and this work has been completed. 


The driving of the twin tunnels under Liverpool street, towards Goulburn-street, has been pushed 
forward, and a length of 350 feet completely lined with concrete. Beyond the finished tunnels the brick 
side and centre walls have proceeded to within about one chain of the starting-point of the special steel 
flat top construction to be carried forward towards Goulburn-street. 


Satisfactory progress has been made with the construction of the Liverpool-street station. ‘The 
whole of the side walls and the main arch haye been completed, and the entrance and exit subways on the 
eastern side concreted as far as the concourse platform at each end. The exit subways on the north- 
western side are also nearing completion. Work is in hand of waterproofing the main arch, the laying 
in of the brick-in-cement protective coating, and the waterproofing of the walls and arches of the 
subways. 

The driving and lining of the tunnels for the Up and Down City east roads, extending from 
Liverpool-street to St. James’ station is now practically finished ; the portion of “ Cut and Cover” 
construction between Bathurst and Park-streets has been completed. 


With the exception of the excavation for the subways the whole of the excavation for the 
St. James’ station has been finished, a total quantity of 116,000 cubic yards of material having been 
removed. The concreting of the main side walls with the necessary waterproofing is approaching 
completion. 

The driving of the three tunnels from St. James’ station under Macquarie-street has been pushed 
forward, and the two main tunnels have now reached a point opposite the Sydney Hospital. The special 
construction at the junction of the Up City east and Kastern Suburbs roads has been completed, and 
the concrete arch constructed. Excavation work is now proceeding at the crossover from the Up to the 
Down City east roads. The concreting of the tunnels is proceeding concurrently with the driving. 

The twin tunnel under Park-street, for the Eastern Suburbs railway, has been completed on the 
‘southern side, and work is proceeding rapidly on the northern side, 
The 
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NEW SOUTH WALES GOVERNMENT RAILWAYS AND TRAMWAYS. 





The need for improved passenger transport within the metropolitan area has been stressed for a 
great number of years. The saturation point on existing tracks, both rail and tram, has already been 
reached, and the transport problems of the city and suburbs must become a matter of very grave concern, 
even if large sums of money are made available without delay. Failing that, the problems will ke 
impossible of efficient and safe solution. 


There is to-day world-wide admission that well-designed electric services are more satisfactory 
for the swift and safe handling of great numbers of passengers than any other yet evolved. The per- 
fecting of those electric tramway services which exist, together with the early completion of the greater 
railway services designed and commenced, are now matters of the greatest urgency. Suburban areas 
have been built upon and peopled as a direct result of the construction of railways and tramways, and 
people when making homes in these areas naturally anticipated that the transport services would te 
adequately maintained. These services are to-day the best that can be given under existing conditions, 
but neither from the public nor the Departmental point of view can they be deemed adequate. 


RAILWAY CONSTRUCTION GENERALLY. 


The construction of the following new lines has been proceeded with during the year :— 
mls. chns. 
Macksville to Urunga (opened to public traffic on 3rd December, 1923) ot a oe Med ee 
Glenreagh to Dorrigo rae + ag os se ae ue a As co ooo 
Regent’s Park to Cabramatta 3. at; om Lt a me ae te crt CO ee 
Regent’s Park to Enfield Marshalling Yards... se +5 ie oe a 18 
Gilmore to Kunama (opened to public traffic on 17th December, 1923) axe at Be 443 
Tarana to Oberon (dpened to public traffic on 3rd October, 1923)... 3. os a6 | 
Molong to Dubbo __... 33) ee: am as an oF 4 oy, bee ee Sah! ud 
Coonabarabran to Burren Junction (opened to public traffic from Coonabarabran to 
Gwabegar, 59 mls. 6? chs., on 10th September, 1923) fe ee 
Binnaway to Werris Creek (opened to public traffic on 29th October, 1923) 
Sydenham to Botany a a ne Ss as 7 
The Rock to Pulletop 
Roslyn to Taralga_... a 
Castle Hill to Rogan’s Hill ... 
Trida to Menindee 
Richmond to Kurrajong ay, 

The section from Macksville to Urunga was completed and opened to public traffic on the 3rd 
December last. With the exception of the bridge over the Clarence River, this completes the North Coast 
railway, the construction of which commenced at West Maitland in 1908. The extensions from Gilmore to 
Kunaina, Coonabarabran to Gwabegar (part of the extension from Coonabarabran to Burren Junction), 
Binnaway to Werris Creek, and Tarana to Oberon have also been completed and opened to public traffic 
during the year. 

The work on the line from Glenreagh to Dorrigo is progressing; the rails are laid to within 4 
miles of Dorrigo. 

Work is approaching completion on the line from Regent’s Park to Cabramatta, and also on the 
fork connecting the Regent’s Park to Enfield marshalling sidings with the Regent’s Park to Cabramatta 
lines. 


The large steel bridge over the Macquarie river, near Dubbo, and the steel bridge over the Little 
river, near Arthurville, have been completed on the extension from Molong to Dubbo. Plate laying has 
been finished from Molong to within 5 miles of Dubbo, and the erection of the station buildings is now in 
hand. 

Between Sydenham and Botany work is proceeding slowly owing to delay in delivery of steel material. 
Bridges have been erected over the old Botany-road, Shea’s creek, Unwin’s Bridge road and the stormwater 
channel at Marrickville, and the work of erection of a bridge over Botany-road is being proceeded with. 
The earthworks are now in hand, and have proceeded to near the crossing of the main Mlawarra railway 
line, where preparations are being made for the erection of a 120 feet steel bridge. 

On the section from The Rock to Pulletop, plate-laying is about one-half done, and work has 
proceeded slowly on the earthworks and waterways. Between Roslyn and Taralga the earthworks and 
waterways are in hand, but no plate-laying has yet been done. 


Owing to delays in obtaining possession of the necessary land and final determination of the route 
40 be traversed, the work on the Richmond to Kurrajong extension has not advanced as far as expected ; 
zced progress has, however, been made with the earthworks, and the rails have been laid through the town 
af Richmond. Work between Castle Hill and Rogan’s Hill has recently been commenced; the earthworks 
are practically completed and plate-laying will shortly be taken in hand. 


Construction work on the line from Trida to Menindee, which was suspended on the 21st December, 
1918, was resumed in March of this year. Plate-laying has been completed for a length of 15 miles. 

The permanent staking of the proposed railway lines from Booyong to Ballina, and Castle Hill to 

Rogan’s Hill has been completed; similar work is now in hand from Kyogle to Richmond Gap and 
Uranquinty towards Moon’s siding.’ 
: Preliminary trial surveys are in progress from Grafton to Killarney, Cooma to Adaminaby and 
Cooma to Dalgety. Trial surveys have also been completed from Morpeth to Port Stephens, Stroud 
Road to Port Stephens, Casino to Bonalbo, Cassilis to Leadville, Tempe to Salt Pan Creek. Salt Pan 
€réek to East Hills, North Sydney to Manly, and Fairfield to Prospect. 


_ Explorations were made during the year of routes from Maryvase co Guigung, Casino to Bonalto, 
a1 d Grafton to Killarney. ROLLING-STOCK 
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New rolling-stock has been provided as under :— 











| Asasions to Renewals — Remarks, 
} 
Locomotives.—- 
** NN ” class passenger tender engines ..... ......,., 4 do | Built in Railway workshops, 
“K” do goods [1S So RE ery ae aes F 30 ic Built by local contractors. 
caching Stock— a a 
TORU. CRIES ore. oe 5 reaasenaca eu agsene dieve' ‘ ef | “14s . 
beni tubo venicles We oe 4 wee \ Buitt in Railway workshops. 
Goods and Departmental Stock.— ‘ Le i 
Four-wheeled open ‘*U ” waggons ...............c00.5. 372 Vp: 
siege OUviod PANE eet. 2i hs ei pec a | 2 & Built by local contractors. 
OBST ee sae lee Sone ILcarcte caagence nactoeer Aor 2 2 Built in Railway workshops. 
395 2 
| 








The cost of additional rolling-stock charged to capital was £557,703. as com ared with £605,074 
. . 5 . S . 2 ; ? 
in the previous year, and the amount debited to working expenses on account of replacements, rene vals, 
and repairs of rolling-stock was £2,669,207, as compared with £2,662,209 for the previous year. 


“y= 


Repairs oF RouinG-srock. 
The rolling-stock generally has been maintained in vood working order during the vear. 
§ g y £ g g 


Locomotives. 
The following engines were rebuilt in the workshops (74 at Eveleigh and 10 at Honeysnckle) and 
fitted with new boilers :— 
34 Passenger tender engines. 
9 Passenger tank engines. 
34 Goods tender engines (including 1 engine on the duplicate stock), 
7 Goods tank engines. 


84 
One hundred and one new locomotiye boilers were constructed in the Kveleigh shops. Three 


Hawthorne and Leslie cranes of 7-ton capacity were imported and assembled in the same shops. One 
tramway motor was rebuilt at Honeysuckle workshops. 


One thousand and sixty-six engines, including 20 tramway motors, haye had general repairs during 
the year, 505 at Eveleigh workshops, 68 engines and 20 motors at Honeysuckle shops and the remaining 
473 at smaller depéts. Three hundred and eighty engines and 20 tramway motors were heavily repaired, 
15 of the engines having been reconstructed and converted to the superheated system; 290 engines 
underwent medium repairs, and the balance of 376 engines, general repairs of a lighter character. 


Five hundred and six locomotive boilers were overhauled at Eveleigh workshops, 63 
locomotive boilers and 20 boilers for tramway motors at Honeysuckle shops, and 454 locomotive boilers at 
smaller depéts, making a total of 1,043 boilers passed through the workshops during the year. Three 
hundred of the boilers, including 19 for tramway motors, were internaliy examined, heavily repaired, 
refilled with tubes, and returned to locomotives, 248 of them being dealt with at Eveleigh, 47 at 
Honeysuckle, and 5 at smaller depéts. 


Thirty goods engines of the “K” class were delivered by the Clyde Engineering Company Limited 
. 5 . . b * 5 5 
on account of their contract for 75. Hight ‘“T” class boilers were also delivered by the same com pany, 
as part of their contract for 10 boilers. 


Four passenger tender engines of the “NN” class were built in the Eveleigh workshops. 


Coacuine Stock. 
Four thousand five hundred and eighty-one carriages weie generally repaired during the year, 
3,639 at Eveleigh, 8 at Clyde, 2 at Enfield, and 932 at the Honeysuckle workshops; 234 of the vehicles 
were heavily repaired, 


Four rail motors and 3 “TAM” type sleeping cars were constructed in the Eveleigh worksbops. 


Goops Srock. 


Forty-four thousand and ninety-four wagons and vans passed through the workshops, of which one 
was rebuilt, and 2,295 were heavily repaired. Fourteen thousand five hundred and seventy-six received 
attention at Clyde repair siding, 6,829 at Enfield, 2,112 ‘at Flemington, 13,738 at White Bay, 1,070 
at Eveleigh workshops, and 5,769 at Honeysuckle. Twenty-seven “U ” wagons were fitted with tanks 
to carry water, 

Fifty-eight goods stock vehicles were heaytly repaired by contractors, Messrs. Ritchie Bros. Limited, 
and Tulloch’s Limited. Ty 

iree 
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Three hundred and seventy-two ‘‘U” wagons and 21 bogie iouvred vans were delivered by 
contractors, and 2 gas vehicles were constructed in the Eveleigh workshops as additional capital stock ; 
2 gas trucks as replacements of condemned vehicles were also constructed in the Eveleigh workshops. 


Repairs oF PLANT AND EQUIPMENT GENERALLY. 

Sixty-three stationary boilers were overhauled and 46 of them received heavy repairs. One new 
boiler and 2 repaired locomotive boilers were fitted to the existing plant as replacements, one at 
Waterfall, one at blacksmith’s shop, Eveleigh, and one at the roiling mill furnace, Clyde repair 
siding ; four new boilers were fitted to additional plant, one to Ruston Hornsby steam navvy, 2 to washout 
plant, Broadmeadow, and 1 in round house, Lithgow. 


Oil engines were fitted to pumping plants at Gwabegar and Nambucca Heads, 


OTHER ADDITIONS AND IMPROVEMENTS. 


Additional machinery and plant have been installed as follow :-—- 


Evertian Worksnoprs. 

Locomotive Shops :—'I'wo trolleys for transporting boilers, 2 portable facing machines for boiler 
seatings, 4 1-ton jib cranes in foundry, 2 35-ton four-motor overhead travelling cranes, 1 electrically driven 
planing machine 8 ft. x 4 ft. x 4 ft., 1 ‘‘ Landis” 4-in. bolt threading machine, file-cutting equipment, 
1 guillotine plate-shearing machine, 1 “ Buda” electric truck and battery beard, 1 portable cylinder boring 
machine with air-motor drive, 2 steam chest boring machines with air-motor drive, dust removing plant in 
tool-room, 1 portable cylinder valve seat facing machine with air-motor drive, 1 portable firebox seating 
facing machine with air-motor drive, 1 No. 3 Wadsworth core box-making machine, and 2 Wadsworth 
jar jam roll-over lifting core machines, small jib crane over Pridmore moulding machine, stairs and crane 
in pattern shop, sand blast equipment, 2 Hawthorne Leslie tank engines and cranes combined, improved 
tool posts to 42 lathes, 1 portable crank axle turning machine with air-notor drive, 1 hydraulic press 
machine with pump, 1 ‘‘ Tabor” 30-inch power roll-over draft moulding machine, | drop testing machine 
with hydraulic hoist for testing axles, ground traverser for large erecting shop, 1 5-ton_ electrically 
driven overhead travelling crane, 1 66-inch heavy duty wheel lathe and 40 h.p. and 73 h.p. motors, 
2 motor generator equipments for electrical welding, 2 machines for cutting burrs from articles made at 
Ajax forging machine. 

Carriage and Wagon Shops.—One elcctric hoist and runway, dust removing plant, 1 4-foot vertical 
boring and turning mill, and 1 motor generator equipment for electrical welding. 


Eve.rian LABORATORY, 


One 20-inch Vanguard drilling machine, one double-ended heavy-type emery grinder with extended 


spindle, one No. 1 “Sterling” hack saw, one No. 0 back-geared power-feed “ Steptoe” horizontal milling 
machine, shafting, belting, pulleys, &c., for driving machinery, one “ Denham” gap bed lathe, one 
“ Elverson” type Oscilloscope for testing high speed engines, 


Ciypr REPAIR Siprna. 
Furnaces and tanks for the 1}-inch Ajax forging machine, l-inch water service to eight smiths 
fires, and two furnaces, one “ Pheenix” electric lifting magnet and turbine generator fitted to Harmon 
> ) ‘. fe) f=) 3 
steam crans, one automatic cross-cut saw-bench, type MMM No. 1 size, one 4-foot vertical boring and 
turning mill, one electric welding machine, one 5-cwt, steam hammer, and one punching and shearing 
machine, 
HonrEYsucKLE WoRrKSHOPS. 
Fourteen ‘ Diko” locomotive wheel-weighing machines, one ‘ Pearn Richards” No. 2 horizontal 
. ” ts) 5 ) 
combined surfacing, boring, milling, drilling and tapping machine, two 64-inch centre screw-cutting self- 
acting, sliding and surfacing lathes, one quartering machine for dealing with wheels up to 7 feet 6 inches 
. o) 5 . 5 2 ] . 5 . o ~ . . 
diameter, one tyre boring and turning machine, one 10-inch centre 9-foot gap bed high-speed, self acting 
a i 4 = . 5 - . ee . 5 5 . : 5 
sliding, surfacing and screw-cutting lathe, one 121-inch sliding, surfacing and secrew-cutting lathe, one 
> ro) ’ 4 5 >) a) Fs) ’ 
4-ton petrol lorry, and one Hawthorne Leslie tank engine and crane combined. 


GENERAL. 

Gassing facilities at new horse dock, Alexandria ; oxy-welding plants at Thirroul, Picton, Cowra 
Cootamundra, Valley Heights, Lithgow, Parkes, Wellington and Hornsby; one portable boiler seating 
facing machine with air motor drive, one 1}-ton Morris truck (electric battery) and Lamson pneumatic 
tube system at running shed, Enfield ; Lamson pneumatic tube system and one air compressor at running 
shed, Eveleigh ; one portable boiler seating facing machine with air motor drive at Goulburn, Bathurst and 
Lismore; one air-compressor at South Goulbwn; one ‘‘Gardner” air-compressor, one 15 horse-power 
motor and one 7} horse-power motor, one ‘‘ Headstrom ” shaping machine at Temora ; one 8}-inch centre 
gap bed lathe at Lithgow ; one 8$-ewt. steam hammer at Bathurst ; and one punch and shearing machine at 
Broadmeadow. 

Additions and improvements to the locomotive water supplies have been made at Sydney, Enfield, 
Goulburn, Fish River, Temora, Batlow, Penrith, Mt. Victoria, Lithgow, Wallerawang, Gwabegar, Newnes 
Junction, Euabalong, Molong, Taree, Glenreagh, Caroona, Binnaway, Kootingal, Armidale and Burringbar. 


STORES BRANCH. 
The value of the stock of stores at the 30th June, 1924, as per certificate of Comptroller of Stores 
(sce page 23), was £1,614,186 15s. 3d., inclusive of £139,977 5s. 5d. for tramways, being a decrease of 
£81,389 19s, 10d., as compared with the value of the stock on the 30th June, 1923. 
RESULTS. 
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OF THE GOMMISSION ERS. 


RESULTS OF THE WORKING. 
RAILWAYS. 


YEAR ended 80th June, 1921, compared with 1923, 





PARTICULARS, 





Amount expended on construction and equipment... 


Cost per mile open for traffic (including Workshops, 


1907, and 1888. 





Year ended 30th June. 


1923. 


a _ - _ ——— _—— a 


*£93,3 5,167 | £89,276,871 














Karnings 














1907. 


£44,700,230 























Rolling Stock, &c.) a a ie £16,90 £16,788 £12,946 | £13,114 
Total miles open for traffic 022% | 5,3173 3,4523 | 2,114 
Average miles open for the year | 5,460 | 51963 B,4273 2,044 

£15,616,577 | £15,221,333 | £4,709,406 £2,295,124 
Working Expenses | £10,917,491 £10,649,974 | £2,499,741 £1,530,551 
BALANCE .. _ ... ms £4,699,086 £4,571,359 |£2,209,665 £764,573 
ese paying W pene g Bxpenses. ) | | 
| \ 
Ee term di: On 8Ue Gira oa wee) Sess td 
PERCENTAGE OF BROT AAS: eta | 
INVESTED | CG seer} | 5 4 4 | 419 2 217 0 
PERCENTAGE OF Rede rela ‘ 
TO EARNINGS .. 69°9| 69°97 53°08 66°69 
Earnings per average mile open £2,860 £2,929 £1,374 £1,120 
Working expenses per average mile open £1,999 £2,049 £729 £749 
RETURN PER AVERAGE MILE OPEN £861 £880 £645 £374 
(After paying Working Expenses.) 

TS 5 a ae Y ae Oy ae eral ee “Saat a: pare. ike ad 
Earnings per train mile 1 14 Of 7 3} 6 10} 
Working expenses per train mile 9 22 | 9 93 3 10} 4 63 
RETURN PER TRAIN MILE ... 3 14 4 2: sre a 

(After paying Working Expenses.) | 

Number of passenger journeys .| 128,101,184 1 14,639 41,413,084 1b,174,115 
s | 
Goods tonnage i 6,448,572 5,916,715 2,872,388 1,226,525 
Coal and Coke tonnage 8,501,944 147,100" | 5,670,463 2,105,146 
Live-stock tonnage 742,611 | 736,395 250,981 68,101 
Passenger train miles —Suburban 4,842,023 4,574,790 1,858,683 

Do do Country 6,980,341 6,631,273 3,266,481 Particulars 

; not 
Mixed train miles .| 1,686,997 | 1,699,275 1,589,218 available. 
Goods do 10,197,627 | ~ 8,738,523 | 6,234,686 
raid | ; cacat “7 
Total Train miles... 23,706,988 | 21,693,861 | 12,949,068 6.689313 


| 


Ee a En a 
* Of this sum €659,930 was pail from the Consolidated Revenue and no interes‘ is payable therevn. 


KETUR™ 
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14 NEW SOUTH WALES GOVERNMENT RAILWAYS AND TRAMWAYS. 
Return showing Mileage per Ton and Earnings per Ton per Mile of Goods Traftic carried during the following 





years :-— 
ee 






















































































COAL, COKE, AND SHALE. FIREWOOD. 
December. June. December. June. 
1883. 1891, | 1907, 1923. 1924. 1883, | 1891, 1907, 1923, | 1824, 
| | | 
Tons carried ,.,...... | 1,596,408 | 2,673,378 | 5,348,643 | 6,920,536 | 8,324,479 | 160,662 | 176,790 | 238,963 | 185,815.) 190,316 
Miles carried......... 25,863,800 46,882,655 |115,260,967/215,736,932)255,252,830) 4,349,344 | 4,734,019 | 6,273,598 | 5,693,250 | 5,838,678 
Average miles per} 15°88 | 1783 | 21-55 31:17 30:66 27°07 26°77 26-25 80-64 30°67 
ton. 
Gross Earnings... £125,730 215,133 | 409,730 | 1,182,307 | 1,367,229 £2,617 26,129 26,210 | 39,885 40,859 
| } | | 
ae Al. d. d. d. d. d. d. d. den adhiue 
Barnings per ton per| | 
mile: 1"19 | 110 "83 1°32 1°29 251 Vv (a2 "oO | 1°68 1°68 
GRAIN AND FLOUR. | HAY, STRAW, AND CHAFF. 
December. | June. December. June. 
[ as is 2 any : tiny 2: = > 
1883. | 1891, 1907, | 1923. | 1924, 1883. | 1891. 1907, 1923, 1924. 
} 
' ‘ : | i | | | { 74 x 
Tons carried ........ 65,736 | 198,491 | 569,302 | 827,775 | 1,175,588 35,119 64,967 174,142 484,980 522,478 
Lt Miles carried......... 7,756,369 22,130,334 |137,776,777 181,211,831 230,217,134] 2,712,396 10,024,149 35,205,182 |134,198,818 164,347,817 
| 
Average miles per 11799 | 11149 | 924201 218-91 238-37 77°23 | 154-29 202°16 276°71 | 31455 
ton. | 
Gross Earnings... £; 3!,971 78,062 267,111 591,996 747,111 14,666 25,211 | 69,885 397,922 454,522 
d. d. d. d. d. a. d. d. d. d. 
Earnings per ton per| | | | 
mile. | "99 | *85 "47 °66 "64 "29 | "60 "48 | via "66 
J | | 





























LIVE STOCK. 





December. June. December. June. 
| 1883, | 1891, 1907, 198, | 1924, | 1883, 1891. | 1907. 1923, | 1924. 
Tons carried ...,..... 63,887 111,797 131,292 | 121,033 | 111,597 68,059 | 128,211 | 250,981 736,895 | 742,611 
Miles carried......... (15,184,040 (30,282,222 37,483,103 |37,879,539 34,126,495 [13,224,154 34,650,831 66,060,315 |180,139,882/191,718,888 
| Average miles per| 237°67  _270°86 285°49 305°40 305-80 194:30 | 270:26 263°21 24446 258-16 
Hi, Ra £156,763 | 342,100] 348,454 | 541,997 _491,"83 154,960 274,071 473,355 1,462,727 | 1,246,749 
t| at d. Nae De Se Men E d. d. d. 
Karnings per ton per | | 
ie mile. 2°48 2°7I 2°23 3°43 3°46 2°81 "90 1'72 "95 1°56 























Tons cartied 
Miles carried 


Average miles per ton 


if Gross Earnings....ccsccsse0e 


at Earnings per ton per mils... 


SOTHO OOR POO Hee eee eee Eee scene 


SOOE SHOT OL FED TEM eeeeereseses 


General Merchandise, including all other goods. 





June, 





1907, 






1923, 








tustenctstsssetssseee 682,067 | 1,008,599 | 1,758,689 
ete io, SER eee €7,991,804 |92,087,454 | 

sssceves nage dale aeaces sates é+4vvq «cv <p nM om Tr 

Ee o> oe o£ 734,328 | 866,394 1,703,894 


SOE OAH E TDs Seed eee rede ee eee ree rae Hen GO ETe rev eesrereeeseneet oon, 
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Summary of Ton Mileaie for the’ Year ended 30th June, 1924. ' 
| | | A eed ro 
| | | Percent 

eat Total Ton Average | | Earnings | stp i { 

Description, caaien Miles Miles | Earnings. | per Ton of each Class HW 
Br Carried, per Ton. | Mile. to Total 
Weight. 

me, oes ae ee ee ee ee 4 ae = =4 Jean | Ded 2 f 

tons. miles, miles. £ d, per cent. i 
Coal, Coke, and Shale ... | 8,324,479 |255,252,839 | 30°66 | 1,367,329 1:29 53°65 
Minerals (other than Coal, Coke, 1,305,490 | 88,570,132 | 67-84 | 284,362 | TT 8-41 

and Shale, and Orde ° Ores). | 
Crude Ores rs 202,841 | 23,868,133 117-67 | TIL 20: | 74 Ios) 
Miscellaneous... 3% | 1,604,499 169,270, 728 | 105°50 | 818,808 1-16 | 10-34 
Firewood... es oe: hs} 190,346 5,833,678 | 30°67 | 40,839 1.68 1:33 
Fruit tke ay 141,115 7, 292 94: , 264°27 | 213;4389 | He Wi “OI 
Grain, Flour, &e. (Up Journey)... | 1;175,583 980917. 13+ | 238°37 | 747,111 ‘O4 7°58 
Hay, Straw and Chaff ... ast 522,478 164,347,817 | 31455 | 454,532 | ‘66 3°37 
Froveti and Fresh Meat... ae} 98:589 | 4;220,616 | 42°81 | 43,262 | 2-46 63 
A Class ... 8: st +e 409,170 42,568,679 | 104-04 | 386,193 | 2:18 2-64 
ee oe ae Te +. gahy 310,792 | 39,080,697 | 125-75 | 480,197 | 2°95 2-00 
Re id.! a; ost <P fet 54,322 | 5,893,099 | 108-48 | 107,570 4°38 BD 
BBG Bi 922; ea oa aha 146,865 | 21,854,021 | 148-70 461,208 5:06 ‘95 
417 i a + ts i} 174,835 | 28,273,809 | 161-72 | 759,172 | 6:44 bs 
Wool xe se “Ae: a 111,597 | 34,126,495 | 305-80 | 491,583 | 3:46 | ‘72 
Live Stock ay a7 fa] 742,611 |191,713,888 | 258°16 | 1,246,749 | 1-56 4.78 
PGND Hr seg dys: 5 15,515,662 /1,392,389,708 | 89-74 | 7,976,077 | 1:37, 100-00 
| | | 
| | | | 


X\eMARKS.—This statement does not include 177,465 tons of coal, &c., on which only shunting and haulage charges 
are collected, nor does it include £150,030 for haulage, tonnage dues, &c. 


Summary of the Mileage of Suburban Passengers on All Lines during the Year ended 30th June, 1924 
a 9 nn a a 




















Description, First Class, | Second Class, Total. 

Number of Ordinary Passengers ..............ssesesseesseseeeseneeees No. 4,800,665 | 40,562,251 45,362,916 

Number of Season Ticket Holders’ Journeys ..........ceeseeres 99 | 8,233,860 | 25,260,300 | 33,494,160 

Number of Workmen’s Journeys POST HSHSHHOS SSH TSOOSOSCOH ET HSTOSEODS Set PM iieveaeen 38,499,240 | 38,499,240 

Total Number of Passenger JOUrMCYS ...cccccssesscecemosss seve 59 13,034,525 104,321,791 | 117,356,316 

Number of Miles Travelled ....... pedaclenissecratsters cnececaaces cleats LOS 0 105,126,164 | 775,781,020 | 878,907,181 : 
Average Mileage per Passenger ......-..scccssssces cesses ee nneee 99 791 | 744 | 7:49 

Amount Received from Passengers...............sssesesessseeeeseeees £ 355,806 1,946,271 | 2,302,077 

Average Receipts per Passenger per Mile.............se..eeeceee 83 ‘60. 63 


Suburban Lines include distances within 34 miles of Sydney and Newcastle, including Richmond Line. 


Summary of the Mileage of Country Passengers on All Lines during the Year ended 30th June, 1924. 
a a 





























Average receipt per Passenger per Milo ............ssesseesersees d. 1°14 1°€3 1°08 


mie 


Description. | First Class, | Second Class, Total, 
= a a Ve ag [ - is a ae ara ar a Cee | a ee a 
Number of Ordinary Passengers .........-.sssesssssersersrerersrere — NOw, 1,105,147 5,598,980 6,704,127 
Number of Season Ticket Holders’ Journeys ...........6:.:.:00+ z 1,858,580 1,796,129 | 3,154,709 
Number of Workmen's JOurneyS ..........:.sseceesrersessseneeesees a eters 886,032 886,032 
Total Number of Passenger Journeys ...........000+.ceseeees 8. 2,463,727 8,281,144 10,744,868 
Number of Miles Travelled ..........cs.sccscsssssorsssscseseeereseseees Milles | 339,825,485 502,428,202 | 849,253,687 
| 
Average Mileage per Passenger ................cceseeeeesseeeeenere eee 5 137-93 60°67 | 73:39 
Amount Received from Passengers ......ccsscocssrcssssssescessoens  & 1,612,183 2,1€2,728 | 3,774,911 ; 
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TRAMWAYS. 
During the year the following extensions were opened to traflic, viz. : 
Date opened. Mls. Ch: Track, 

20th November, 1923—-Connection between Chatswood and Mosman 

Lines at Falcon and Mil'er streets ... Ht ) Double. 
3rd Dece nber, —Tudor-stiect to Ivy-strect, Newcastle, via 

Maitland-rcad ms ve an 
lth —coit-street to Crown-street, Newcastle, via 

Telford and Hunter streets .., ix ae 49 


-—Military road to Bradley’s Head road via King 
Max street... a aa ae = — 10} 


lod 


22nd January, 1924—Lilyfield (Piper-street to Brennan seen ay — 
18th February, ., —Undercliffo to Earlwood ... tg ve ia 1 194 Single. 
The number of miles of line open for traffic on the 30th June, 1924, was 227 
XX VITT.) 
The expenditure charged to Capital Account during the year was £783,927. (See Appendix XXX.) 
The total capital expenditure on lines open to traffic on 30th June, 1924, was £10,758,958. (See 
Appendix X XLX.) 


‘he total earnings amounted to £3,633,916 as compared with £3,598,114 last year, being an 
increase of £35,802 or 1 per cent. 


3. (See Appendix 


2 


The working expenses amounted to £3,091,531 as compared with £3,092,306 in the previous year, 
or a decrease of £775, and are equal to 85.07 per cent. of the earnings. 

Although the operating ratio in the current year is ‘87 per cent. less than the previous: year the 
following charges beyond the control of the Administration, were added to the working costs :— 


Increased payments in wages and salaries consequent on the determination of the 
New South Wales Board of Trade, dated 7th September 1923, given effect to 
from 30th September, 1923, to certain staff and from 12th October 1923 to the 
remainder of Staff, in respect of the basic wage, and a rata increases to 
members of the staff already paid at higher rates than the basic wage ... = 


Increased payments in wages and salaries under awards of the Commonwealth 
Court of Conciliation and Arbitration and of the State Court of Industrial 
Arbitration issued during the year, and awards of the previous year not 
operative during the whole of that HORT Sc Aid : a a eee 


Automatic increases due to awards of the Commonwealth Court of Conciliation and 
Arbitration and of the State Court of Industrial Arbitration and advances in 
pay approved by t1e Commissioners to equalise conditions created by awards... 15,682 
€88 : 151,725 
Saving due to the restoration of the working weck to 48 hours 100,304 
£51,421 
TRAMWAY FARES. 
The withdrawal of the additional fare of 1d. from the 11th February, 1923, on each ticket issued 


on Sundays, Xmas day and Good Friday caused a further loss of revenue, as compared with the previous 
year, of £56,000. ; 


ACCOMMODATION FOR TRAFFIC AND CONDITION OF THE LINES AND 
ROLLING-STOCK, 
The permanent way, buildings, rojling-stock, machinery and plant have been maintained in good 
working condition, 
A length of 13 miles 27 chains of track has been relaid, 1 mile 43 chains duplicated, and a number 


of curves renewed. ‘To facilitate traffic a connection has been put in between Long siding, Moore Park, 
and the main Coogee line and several cross-overs constructed at various places. 


The work of reconstruction of Botany-road has been undertaken in conjunction with the 
Botany-road Trust and good progress made with the work so far as it affects alterations to levels within 
the tramway area between Boundary-street and Wilson-street, a length of 4 miles 40 chains. The work 
of concreting and woodpaving the Council’s area in Botany-road, between Cleveland-street and Boundary- 
street, w hich is being carried out by the Department, is now proceeding. Alterations have also been a 
to the level of the track to accord with new road construction carried out by the local Councils a 
North Sydney, Willoughby, Longueville and Watson’s Bay. 


During the year 75,618 tons of metal were used in the maintenance of tramway tracks, and 

id A2ONK ° 
114,947 square yards of wood paved track and 271,385 square yards of macadamised track were top- 
dressed with tar, making a total area of 386,532 square yards so dealt with. 

Twenty-six miles of corrugated rails were treated by the Woods-Gilbert rail grinding machine, 
and a mile and a half of corrugate -d rails were treated by tke Celerity and Reciprocating g grinding machines. 


The work of electricaliy building up crossings and rails in situ has been successfully carried on, 

579 crossings having been built up at an average cost of 16s. 10d. each, and 53,275 feet of falta 

built up at an average cost of 2s. 1d. per foot. As the value of a standard crossing is £40, it will be seen 
that a large saving in maintenance has been effected by the building-up process. 


The 
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The Sandberg in sifu process of rail hardening has been brought into operation with a view to 
lengthening the life of the rails; the tracks in George, Pitt, and Castlereagh streets have already been 
treated, while the tracks in Newtown-road are now being done. It is anticipated that the life of the rails 
will be considerably extended by this process. 

Further extensions haye been made with the use of power appliances in permanent way construction 
work by the addition of four electrical hoists, one electrically driven jib crane, and fiye electrically driven 
batch concrete mixers. The plant has also been increased by the addition of three steam lorries, the 
provision of which has permitt:d of more expeditious handling of materials. 

At the Tar distillery, Woolli Creek depdt, 128,902 gallons of tar were treated, producing 81,594 
gallons of distilled tar and 22,494 gallons of pitch ; in addition 23,665 gallons of tar oils have been 
extracted and the following by-products manufactured ;— 


Fluid disinfectant ey ; 17,874 gallons. 
Rail paint ‘it Ja 92738 «CG; 
Wood preserving oil ae wes ry, ree or S.9b3. ° 3: 
Enamel paints ,,, oe ad , , ; 5,378 SC, 


Owing to the restricted supply of crude tar, the Tar Still worked much below its full capacity, and 
as a consequence the output was considerably decreased. The estimated saving in the year by the 
manufacture of the by-products as compared with current market rates amounted to £1,600. 

The overbridge at Randwick racecourse has been extended and additional barriers and facilities 
provided for the speedy handling of the racecourse traffic. The structural work of the Ultimo switch- 
house is nearly complete. Two waiting sheds, a meal room, and a room to be used for Institute purposes 
at Fort Macquarie have been erected ; improvements haye been made to several buildings used for 
Institute purposes, and a number of other buildings, including car sheds, waiting sheds, meal rocms, 
Starters’ boxes, sub-stations, &c,, have been painted or renovated. 


NEWCASTLE ELECTRIFICATION. 

In connection with the electrification of the Newcasile tramways, the deviation cf and other 
necessary work on the Mayfield line has been completed and the line opened for electric traction on 
17th December. A new sub-station has been provided at Hunter street and the two 1,000 k.w. rotary 
converters remote controlled from the Zarra-street power-house will be in operation shortly. One 1,000 
k.w. rotary converter has been installed at Hamilton sub-station, a similar one at Zarra-street power- 
house, and a large storage battery at Carrington sub-station. [he first extension of the car shed 
covering three tracks and jaint shop has been practically finished, and the second extension 
covering six tracks and repair shop is well in hand. Good progress has been made on the extension 
of the workshops and trayerser track, as well as with the erection of offices for the Electrical branch ; a 
drivers’ instruction room has also heen provided. Wood-blocking of the track in Scott-street, from Watt- 
street to Brown-street, was also undertaken and completed during the year. 


ROLLING-STOCK, 

One hundred and fifty-three new P type cars have been constructed and put into service ; 25 were 
completely built in the Randwick workshops, ard 128 built by contract. The latter were electrically 
equipped at the Randwick workshops. 

Eighteen L type cars have been converted at Randwick to LP type for service at Newcastle, and 
1 new steam motor, charged to Working Expenses, manufactured at Randwick and put into service. 

Five hundred and seven electric cars and 303 electric ear trucks were overhauled and generally 
repaired, of which 337 of the cars were repainted. One thousand five hundred and thirty-one armatures 
were rewound, and 3,788 received minor repairs. 

Sixty-one steam motors received a general overhaul in the Randwick workshops, 136 have received 
repairs of a less extensive character, and 40 were either repainted or vanished, Sixty-two steam cars 
have been overhauled and repainted or varnished, and 17 road motor vehicles have been: overhauled, of 
which 8 were repainted or varnished. 


RANDWICK WORKSHOPS. 

Further additions have been made in the number of dies for drop forgings and pressed steel -work 
as well as fixtures, jigs, gauges, and tools. Several of the existing machines have been improved and 
modernised. 

Additional machinery and equipment have been installed, as follow :—Lumsden No. 1 oscillating 
‘tool grinder, Gray’s sheet-metal cutter, exhaust fan, double spindle drilling machine, cable stripping 
machine, and two portable spray lacquering machines. 


POW ER-HOUSES, 

The building for the new switch-house at Ultimo to accommodate the whole of the high-tension 
switchgear for this power-house, is nearing completion ; a large amount of switchgear has been delivered, 
and will be erected in the course of next year. Owing to the filling up of Darling Harbour by the spoil 
from the City railway, new circulating water conduits—the work on which is about one-half finished—are 
being provided. |The construction of an 18,750 k.w. 6,600-volt 25-cycle turbo alternator for White Bay 
by local contract has made satisfactory progress, and a commencement has been made with the assembling 
of the plant at the power-house. The construction of a second similar unit, also by lcecal contract, is 


now in hand. LKight water-tube boilers supplied by contract for the-e units are being erected at the 
power-house, together with coal and ash-conveying plant. The extension of the White Bay power-house 
is well in hand, and the main buildings have been erected to the roof principals level. Two 22,000 k.w. 


11,000-volt 50-eyele turbo alternators for White Bay are in course of manufacture, and a commencement 
has heen made to assemble the first machine in the power-house, 
The 
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The extension of the turbine room at the Zarra-street power-house has been completed and an 
additional 7,500 k.w. 11,000-volt 50-cycle turbo alternator has been erected and will be shortly put into 
service. Work on the extension of the power-house building is proceeding satisfactorily. 

The electric output from White Bay and Ultimo power-houses for the year was 154,447,350 
kilowatt-hours, comprising 75,546,390 kilowatt-hours at Ultimo and 78,900,960 kilowatt-hours at White 
Bay. Of the current generated at Ultimo, 63,828,839 kilowatt-hours was the output of the 6,600-volt 
95-cycle plant, 11,641,770 of the 50-eycle plant, and 75,781 kilowatt-hours of the direct current plant. 

‘The energy supplied to the City Council was 20,108,233 kilowatt-hours, including 3,172,983 
kilowatt-hours from the 50-eycle plant at Ultimo. This shows an increase on last year’s supply of 
7,378,304 kilowatt-hours. 

Energy from the 11,000-volt 50-cycle supply has again considerably increased, being 8,564,939 
kilowatt-hours as compared with 3,022,877 kilowatt-hours for the previous year. Supply of current to 
the Bankstown Municipality commenced during the year. 

The output of the Zarra-strect power-house aggregated 28,969,176 kilowatt-hours, as compared 
with 23,694,149 kilowatt-hours in the previous year, Of the total power generated for the year 
22,985,696 kilowatt-hours were supplied to outside bodies as follows :-—Neweastle City Council 19,353,908 
kilowatt-hours, Government Dockyard, Walsh Island, 1,562,350 kilowatt-hours, West Maitland Municipal 
Council 552,691 kilowatt-hours, Tarro Shire Council 53,769 kilowatt-hours, Singleton Municipal Council 
229.970 kilowatt-hours, Broken Hill Proprietary Company, Limited, 912,045 kilowatt-hours, and 
Newcastle Coal Company, Greta, 328,663 kilowatt-hours, the balance 5,983,480 kilowatt-hours being 
used for the requirements of the Department. 


SUB-STATIONS. . 

The new sub-station at Rose Bay, referred to in our last report, has been completed and brought 
into service. A new sub-station at Forest Lodge is in course of erection and wil] shortly be brought into 
operation ; a sub-station at Chullora and switch-house at Rozelle were constructed during the year ; a small 
temporary sub-station has been installed at Meek’s road, a large storage battery put into service at 
Mosman, and additional transformer plant installed at Central sub-station and White Bay steel works, 

Narrabeen sub-station has been converted to the remote control system, and Ryde sub-station will 
be automatically controlled at an early date ; including these the number of smaller sub-stations under 
remote control will be eight. 


OVERHEAD CONSTRUCTION AND FEEDER SYSTEM. 

In the Metropolitan and Newcastle areas the overhead systems generally have been efficiently 
maintained during the year. One mile 28 chains of trolley wire has been erected on new lines, and 
61 chains on duplication, of existing lines; 13 miles 16 chains of trolley wiring have been altered on 
account of tram tracks having been relaid; 7 miles 60 chains cf high tension transmission lines 
(2,200 volt) have been erected in connection with lighting and signalling at Lidcombe to Regent’s Park, 


Enfield South to Punchbowl, sub-station to boiler shop, Chullora, and from Port Waratah to 
Hamilton; 6 miles of high tension transmission lines (11,000 volt) have been laid underground at 
Newcastle; 16 miles 20 chains of high tension cables (2,200 volt) have been laid in wooden boxing on 
pegs for signalling, Flemington to Granville, Meek’s road to Rockdale, Enfield South to Bankstown, 
Canterbury to Belmore Junction, Newtown to Petersham; 40 chains of high tension cables (6.600 volt) 
have been laid underground between the transformer house and the Eveleigh foundry ; 18 miles 12 chains 
of low tension overhead cables have been erected, of which a length of 7 miles 52 chains was at Newcastle ; 
42 chains of low tension cables and 4 miles 10 chains of low tension control cables have been laid 
underground at Newcastle ; 27 miles 27 chains of trolley wire have been renewed. 

On the telegraph and telephone system 21 miles of copper wire have been erected, and 10 miles of 
lead-covered cable have been laid in the Metropolitan district, and 6 miles of lead-covered cable have heen laid 
in the Newcastle district; 84 miles of aerial wire were dismantled and circuits placed in lead-covered cables 
in the Sydney district ; 109 defective poles have been replaced and 200 poles-removed from railway lines. 

A commencement has been made with the construction of the 33,000-volt transmission line from 
Hamilton to Cockle Creek for supply of electricity in bulk to consumers in the adjacent districts. 


TESTING LABORATORY. 


The volume and diversity of work performed in the Laboratory has steadily increased during the 
year. 
The new apparatus which has been installed includes sub-standards for the measurement of current, 
voltage and power. Standard instruments are coming forward for the measurement of resistance, 
capacity, and inductance, and also a three-element oscillograph. 

Insulator testing has become very important, in view of the great development of the Department 
as a power supplier, and therefore provision is being made for the installation of high-tension testing 
transformers, with pressures ranging to 300,000 volts. 

An extensive series of tests has been made to determine the characteristics of various traction 
motors supplied to the department, and valuable information has been obtained. 

Comprehensive investigations regarding the properties and filtration of transformer oils and of 
condenser tube corrosion were made and reports prepared. 

During the year many important electrical, physical and metallographic investigations have been 
made for the department and other bodies. 


TRAMWAY CONSTRUCTION, 
The permanent staking of the deviation of the proposed line from Zetland to Rosebery has been 


completed. 
Trial surveys have also been completed for proposed tramway lines from Manly to Castle Rock, 


and Rockdale to Bexley. 
RESULTS 
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THE 


RESULTS OF THE WORKING. 
TRAMWAYS—ALL LINES, 
Year ended 30th June, 1924, compared with 1923, 1907, and 1888. 


PARTICULARS, 





Amount expended on construction and equipment ., 





Cost per mile open Ree nee Wor eee and Rolling- 
stock) .., ' 


ee 


Total miles open for traffic 


Average miles open for the year 


ee ee ee 


Earnings 
Working expenses 


BALANCE (after paying Working Expenses) 








COMMISSIONERS. 


Year ended 30 June— 














“PERCENTAGE OF Bia ae Fanta 
INVESTED ... 











PERCENTAGE OF See NG: EXPENSES 
TO EARNINGS _.... 











Earnings per average mile open 
Working expenses per average mile open 


RETURN PER AVERAGE MILE OPEN 
(after paying Working Expenses) ore 























Earnings per tram mile 
Working expenses per tram mile 


RETURN PER TRAM MILE 
(after paying Working Expenses) 




















1924, 1923. 1907. 1888 
| *£10,758,958 £9,975,031 | £3,669,524 | £877,244 
£47,275 £44,352 £28,518 £22,786 
Epes 5 ee eras Pe eerie REL ARNT) Pie SW at net [Pe 
2274 225 1283 384 
2264 pie 127} 38 
| 
fe £3,633,916 £3,598, 114 £908,701 | £236,519 
£3,091,531 3,092,306 £727,947 | £219,196 
£542,385 | £505,808 | £180,754 | £17,323 
See a. Lo Sed. ta a d. fe Te GL 
5 4 8 | Sees. 1 Om 4 (8 8 119 7 
x] 
; a. =e ee es. 
85'07 85°94 80°ll 92°67 
: | nh ae 
£16,070 £15,815 LT AALS £6,994 
a £13,671 £13,592 | £5,721 £5,768 
£2,399 £2,223 £1,420 £456 
s. d. | Sa Us | oe th, en ehh 
Be) Sos | 2s Eee Ie k 3 AF 
1 il Zia OF 0 10! ce 
4 | 4 24 3 
| 
340,957,725 | 331,001,822 | 155,017,982 | Not obtainable. 


Number of passengers carried 


Tram mileage... 





A NN fe 6 A A 


32,110,054 


30,071,022 





16,620,431 


SS 
*£17,455 of this sum was paid from the Consolidated Revenue, and no interest is payable thereon, 


Further information regarding the working of the various sections will be found as 
pages 54 to 57, 


an Appendix, 
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RAILWAYS AND TRAMWAYS. 


The total number of staff employed on 30th June, 1924, not including those engaged in the 
construction of new lines of railway and tramway, was 49,461, and the average number actually at work 
throughout the year, 47,786— Railways, 37,753; ‘Tramways, 10,033—as compared with 36,282 and 9,788 
respectively for the previous year, or a total increase of 1,716 for the year ended on 30th June last. Th? 
staff employed on railway and tramway construction works number 2,747. 


Tn consequence of the determination by the New South Wales Board of Trade, dated 7th September, 
1923, by which the mthimum male adult wage was raised from 13s, 2d. to 13s, 8d. per day, variations cf 
the awards of the State Industrial Arbitration Court were made providing for an increase in the pay of adu't 
male workers of 6d. per day, and pro rata increases in the rates of junior employees, The increase in the 
‘xpenditure on this account is at the r f£ £343,250 for all employees ged on both Capital 
expenditure on this account 1s at the rate o ,490 per annum tor all employees engaged on both Caplta 
and Working Expenses accounts, the amount on Working Expenses cccount beirg £279,090, 


It has to be recorded that for the first time a Federal Award has been made fixing the rates of pay 
and conditions of a section of the employees, Many years ago an interpretation of the Federal Constitution 
by the High Court of Australia precluded employees of a State Government from the Commonwealth 
Court of Conciliation and Arbitration, but some two years ago this decision was reversed by the High Court, 
and the way was then made open for the Unions to approach the Commonwealth Court of Arbitration. 
Advantage has been taken of this decision by the Unions, and during the year awards were made by the 
Federal Court to cover the rates of pay and conditions of employment of the wages staff in the Tramway 
Traffic branch and in the electrical trades of both services. The net result of these two awards is to increase 
the expenditure at the rate of £86,970 per annum, Claims are now before the Federal Court on behalf 
of many other sections of the employees. 


The following table shows the successive alterations in the male adult living wage as determined 
by the State Industrial Arbitration Court, or by the New South Wales Board of Trade :-— 


ere aa 
Ist January, 1911 ate Ty 73 as “af 7 0 per day. 
Ist January, 1912... ‘ 2% % 
18th April, 1912 : Ras Ost) » 
Ist December, 1915 ze a f8 %) set 8 9 % 
Ist September, 1916 ... <9 vt he = Hee HES 4 
lst October, AIR 0” i oO 
Sth October, 1919 SPM ypotty ae 
Sth October, 1920 oe Ji 2 . 
Sth October, 1921... ae sas ey sas me 1s 8 42 


(The reduction to 13s. 8d. per day tcok effect 
as from 2nd December, 1921, for certain 
sections of the Service, and at later dates for 
othcr sections of the Service. ) 


Sh ot: 
12th May, 1922 ak Bi Fis a a .. 183 0 perday, 


(The first reduction to 18s. per day took effect as 
from 28th July, 1922, and other reductions were 
made from various later dates. ) 


ick 
10th April, 1923 dina «. I13d- Zeperday, 


(Tcok effect from 18th May, 1923.) 


fie ie 
7th September, 1923... er se at + > Jo: .Seper day, 
(Took effect from 30:h September, 1923, for 
certain sections of the Service, and from ]2th 
October, 1923, for the remaining sections of 
the Service. ) 


Seah 


7th March, 1924 ee ae i it by sis 13° 8 per day. 
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RAILWAY AND TRAMWAY INSTITUTE. 


The membership of the Institute ircreased to 23,733 during the year; of whom 8,246 are 
attached to the metropolitan institution, 7,851 to branches at country centres, 3,206 to branches at 
tramway depots, and 4,430 to sectional libraries established at centres of employment at a distance from 
headquarters or any of the branch institutes. The expenditure for the year was £48,763, and the revenue 
from members’ subscriptions and other sources amounted to £16,863. 


New buildings for institute purposes were erected at Harden, Temora, Singleton, and Murrurundi, 
and further sectional libraries were opened at South Grafton, Binna way, Gosford, Trida—Menindee extension, 
and Zarra-street power-house. There are now forty-four branches and thirty-four sectional libraries. 


The number of apprentices being trained at the trades classes and supplementary workshops has 
continued to increase necessitating additional machinery and equipment being provided, A greater quantity 
and variety of work has been turned out. The results of the annual examinations show a marked 
advancement in comparison with the previous year. An electric arc-welding class has been added to 
that of the oxy-acetylene class, and suitable equipment for practical demonstration has been installed in 
the supplementary workshops. 


Classes in technical and general subjects, conducted by correspondence, have proved of great 
advantage to employees in isolated country centres; the number of students receiving instruction by 
this method being 2,348. A matriculation class for students aspiring to a University course has been 
introduced and is making satisfactory progress. The further facilities for instruction to the staff by means 
of the locomotive instruction car, and the railway safe-working car, and by a series of moving pictures 
have been continued with good results. 


The library now contains 76,871 volumes, and its usefulness has been extended by the establishment 
of sectional libraries at a number of offices, stations. construction camps, &e. 


SUGGESTIONS AND INVENTIONS, 


The number of suggestions received by the Suggestions, Inventions, and Economies Board during 
the year was 6,208, as compared with 6,446 of the previous year, a decrease of 238, 


Actually an increased number of technical suggestions has been received, the reduced grand total 
beirg due to the decreased scope for suggestions relative to the various forms and books used on account 
of the numerous improvements and economies that have already been introduced. 


Of the suggestions received, 853 were adopted, representing an annual saving of approximately £31,700. 
The total cumulative savings since the inception of the scheme amounts to over £500,000, Of the devices 
adopted during the year the more important are: A method of welding copper plates; special tools for 
the manufacture of rail anchors; a cutter for lead-covered cable; an improved types of spiral spring for 
Morse instruments, &c.; a new type of glazing bar for roofs; the copper-plating of wall and crown stays 
of locomotives; a device for narrowing the ‘“‘ W” guards of trucks; a device for the manufacture of meat 
pies for the refreshment room branch; an improved water boiler for refreshment room purposes; a device 
for bending bus bars, and a method of reconditioning worn triple valves by broachiag. Other suggestions 
adopted have reference to the lay-outs of station yards, additional safe-working appliances, the introduction 
of safety-guards on machinery, and improvements generally in railway and tramway operation, A 
satisfactory feature of the suggestions and inventions submitted is the excellence of the sketches and models 
accompanying same. 


RAILWAY AND TRAMWAY AMBULANCE CORPS. 


Sustained interest in ambulance work has been displayed by the staff generally, — Tastructional classes 
held at various centres in the metropolitan and country districts were well attended, and a high standard 
of efficiency in first-aid work well maintained. 


Ambulance appliances, which are widely distributed throughout the lines and in the brake vans 
of through passenger and mixed trains, consist of 652 ambulance boxes, 327 first-aid chests, 20 surgeons’ 
boxes, 2 surgeons’ chests, and 720 stretchers. 


“SAFETY FIRST.” 


The work of educating the staff, the travelling public, and school children in the principle of 
“ Safety First” has continued without abatement. Every effort is made by literary and other means 
to keep before the employees of the Railway and Tramway services the importance of this movement. 
Representatives of “ Safety First’ are to be found in a very large number of centres through the system. 


An advisory committee, consisting of representatives from various branches, meets at frequent 
intervals during the year. 


GOVERNMENT 








NEW SOUTH WALES GOVERNMENT RAILWAYS AND TRAMWAYS. 





GOVERNMENT RAILWAYS SUPERANNUATION ACCOUNT. 


The contributors to the above Account at 30th June, 1924, numbered a8 42,412 
Number of employees retired from active service and placed on pension during 
the year : i — a's 335 
Total number of pensioners on Fund at 30th Sune, 1924 <a hh ae a 
£ d. 
Paid in pensions during the year., tes .» 188,530 18 0 
Paid in pensions since ‘inception of Fund ¢ on Ist October, 1910 ey Bestel Pes ta) 1951 13 0 
Subsidy from Consolidated Revenue to 30th June, 1924 es er hes "185,850 0 0 
Cash Balance at 30th June, 1924 ree af omy t rea rs 1,843 11 6 


We desire to place on record our appreciation of the good work done by the staff as a whole, 
especiully by those who kave by care, thought and suggestion helped to minimise expenditure and improve 
the working generally. 


We have the honor to be, 


Sir, 


Your most obedient servants, 


lias 


Chief Railway Commissioner. 


aunty 


Assistant Railway Commissioner, 


Assistant Railway Commissioner. 








RATLWAYS. 


Chief Mechanical Engineer’s Office, Eveleigh, 
Sir, Sydney, 14th July, 1924. 
I wAve to report for the information of the Commissioners, that the rolling-stock, pumping plant, 
wnachinery and water supplies of the railways have been maintained in good working oider during the 
year ended 30th June, 1924, 
BR. HK. Lucy, 


Chief Mechanical Engineer. 
The Secretary to the Railway Commissioners. 


Office of Engineer-in-Chief for Existing Lines, 
Sir, Sydney, 23rd July, 1924. 
I nereBy CERTIFY that the permanent way, bridges, buildings, fences, wharves, and other works have 
been maintained in good order during the past twelye months. 
L. RANKEN, 


Engineer-in-Chief for Existing Lines. 
The Secretary to the Railway Commissioners, 


Comptroller of Stores Office, 
Newtown, 25th July, 1924. 
CERTIFICATE RESPECTING STORES. 


[ HEREBY CERTIFY that the stock of Stores has been carefully and systematically inspected during the year, 
and that its value, as shown by the Stores Ledgers at 30th June, 1924, was £1,614, 186 15s. 3d. 
(Railways, £1,474,° 209 9s, 10d. ; Tramways, £139,977 5s. 5d.) 


F, C. GaARsIpE, 


Comptroller of Stores, 
The Secretary to the Railway Commissioners. 


TRAMWAYS. 


Office of the Chief Electrical Engineer, 
Sir, Sydney, 14th July, 1924. 
I certiry that the power-houses, electric plant, tramway rolling-stock, and workshops of the electrical 


branch of the railways and tramways have been maintained in good working order and repair during the 
past twelve months. 


: 


O. W. Brain, 


Chief Electrical Engineer. 


Office of the Engineer for Tramways, 
Sir, Sydney, 14th July, 1924. 


I wave to report for the information of the Commissioners, that the permanent way, buildings and other 
works under my charge, have been maintained in good wor king condition during the past twelve months, 


G. R. Cowpery, 


Engineer for Tramways 
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APPENDIX III. 





Asstract of WORKING EXPENSES for the years ended 30 June, 1924, and 1923, 
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Year ended 30th June— | Year ended 30th June— 
1924. 1928, 1924, 1923. 
A.—MAINTENANCE OF WAY f.—EXAMINATION AND £ £ 
AND WORKS. £ £ LUBRICATION OF COACH. 
ING AND GOODS VEHICLES 66,416 64,669 

Superintendence ............cccseeseeees 151,200 145, 167 = = 
Stationery, printing and advertising 4,525 4,857 
DUOLERIEXPONAOS,. ccccceesccatee esas: cues 15,438 12,146 
Maintenance and renewals of the 

permanent WAY.............scece: 1,130,985 | 1,183,914 
Fences, gates, cattle guards, road- ; 

ways, crossings, signs, ete....... 32,023 33,965 F.—TRANSPORTATION 
Slips and flood repairs.............666.. 10,106 9,399 AND TRAFFIC, 

Bridges, culverts and drains ......... 52,848 58,626 
Signals and interlocking............. 111,522 124,786 
Telegraph and telephone lines and General superintendence ............ 192,273 181,614 

EIRP OMIONED 55. cHicssidersecrdersss 30,360 41,832 || Stationery, printing and advertising 64,639 68,140 
Miere BnGy WHALVOS 6.2 8s sseies.cncce see 17,155 2,725 || Stores expenses, ....5......cccsevereccases 9,217 11,257 
Weighbrid ges, scales, lifting cranes, Station yard and signal service— 

UCM eben i cties «ves baeeata uoeeeoae. 51,270 57,850 Salaries, wages, etc., of staff...... 1,735,443 | 1,643,994 
Buildings, platforms and fixtures... 101,266 105,658 Hel and tight ocraes nyse cert < he ae 55,458 56,702 
LETS ETE aialae Mel aes aera rae 5,863 6,721 Uniforms for staff>......c.cccrcesseses 30,318 31,090 
WW REO SENDS occteatcs. tccsts. cas onness 16,503 12,830 CENCE SUPPHOM seve...2seapeneies cvews 49,274 49,620 
Machinery, tools, and supplies...... 40,179 36,786 Other’ @xpensed ...:.c.cscscveccersssoy> 17,409 18,256 
Injuries to employees or others...... 10,995 eee ih CSALOR CODED corse taxed coat once ne inne: 47,078 45,437 
Special maintenance and_better- Guards and conductors— 

ments expenditure ............... 81,372 45,280 Wages and expenses ...........4... 347,229 312,345 
BEDOR GXPCNSES «.... 5.0.0 coco isec sc 1,486 1,262 UMtlormsrcctec. mates ee eee 8,776 8,515 
Average iniles of single track open, Cleaning, icing, etc., of carriages... 107,580 100,011 

including sidings ................., Supplies, etc., for carriages ......... 29,161 28,803 

1924 1923 —_-—_. -——|| Light for carriages ..............0..0605 21,858 22,033 
7, 2834 6,9772 1,865,096 | 1,891,233 || Repairs and renewals of tarpaulins 
—_-——_|—__- UI ASIN GA. Vien ee rtace des veeis. 47,625 64,034 
| Operation of grain elevators and 
STAIN CONVEYOPS. §.).......ceeecevss 5,062 3,211 
ROLLING STOCK. Operation of coal shipping plants... 92,088 93,683 
Injuries to persons ..........ceseeseeees 11,954 10,945 
Loss and damage to property and 
B.—GENERAL SUPERINTEN.- BOOGSE coe edtes s hoasctaccanckert noe 12,558 11,339 
DENCE, etc. Compensation, personal ............... 9,646 3,478 
OtHGF Gxpenses ys 6... car drcss+cnecr oscars’ 44,590 42,463 
General superintendence............... 81,561 77,498 2,939,236 | 2,806,970 
Stationery, printing and advertising 6,680 7,407 || —- -|————--——— 
Stores CXPeNses... cos... cossssoees ee 55,827 48,277 
144,068 133,182 ; 
-—-|_-_|| G.—MISCELLANEOUS 
OPERATIONS. | 
C.—MAINTENANCE OF 
ROLLING STOCK, Refreshment-rooms service ..,...... 456,565 411,245 
MOCOTMOLIVES teh hearer. ene 1,669,301 1,671,400 || 
WOACHINIO"SCOGKS ak tei tec e tite. 368,515 419,789 
MEMMEMLUGION Veo lerosacctvicstcdecse 62 478,282 429,186 
= -_—- H.—GENERAL CHARGES, 
2,516,098 | 2,520,375 || 
| Commissioners’ and _ Secretary’s| 
OMIGESI svat meets otea seen ses sasies oe 24,191 22,199 
D. —LOCOMOTIVE POWER, | Chief Accountant’s and Traffic} 
Adi ts PBT CM ges ab, the eucsver' | 76,406 78,004 
|| Legal and medical expenses ......... | 11,706 10,885 
PUIPELINLENGONCE .orsvecccesnreessieeecrs 117,075 113,281 || Stationery, printing and advertising 6,531 6,209 
Running sheds, labour and supplies! 429,598 423,008 || Sundry other general charges ...... | 174,697 172,808 
DPIVversranid. ACEMON coc cscatecets cs 944,013 | 863,264 pees pe 
Coal, wood, and kindlers for loco-| | | 293,531 290,105 
motives, including handling, Se Fereg ——— 
IIA TIECHION ML GUCHes ay. incesesneesen 950,859 919,793 1 
NVRLOI cry tere clas Boe te etaaiacn eles Vase 131,435 149,364 | Pensions and gratuities to the staff 400 44] 
Oil, tallow, waste, and _ other | Five insurarice fund 5 nitavcvsees-vaan 2,000 2,000 
running supplies ........0....2.00 37,202 40,265 | A ee 
SIE MEO OS DONGOR c.f hidimrenaidsnecsscvees 13,848 12,888 | 2,400 2,44] 
Injuries to employees or others...... 10,051 7,891 || ° aS] (ROR 
2,684,081 | 2,529,754 | Granditotalgecs..cct: 10,917,491 | 10,649,974 
| 
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Comparative Analysis of Earnings and Working Expenses for the years ended 30th June, 1924 and 1923, 


TE I ES A SE 


Particulars. 


COUNTRY. 


First-Closs Passengers ..,... 
Second-Class Passengers 
Season Tiekets— 
First-Class 
Second-Class 
Workmen’s Weekly Ticket 


Total Country 


SUBURBA 

First-Class Passengers ...... 

Second-Class Passenger: Boe 
Season Tickets— 

Pirst-Oiaae: foc scssstevecanyes 

Second-Class ..,.. ......... 


Workmen’s Weekly Tickets—Second-Class... 


Total Suburban 


Total Passenger 


Parcels ciicevvarries..scoosisivteevs 
Horses, Carriages, &e. ...... 
Waals. ccccvesyssivevecsvedss 10 xs Shs 

Total Coaching 
General Merchandise ....... 
WOOL, wcssepeetesexinesnsesvbe. pote: 
Live Stock ........ SoseceuDeeagNeDt 
Minerals— 


Coal and Coke and Shale ..........ssssssevesvees 
NEG aiesce ond a ysaay bun rach 


Other than Coal and C 


Total Goods... ,,, 


Rents ssonvense ere te 


Miscellaneous. 5... <cccate Avettastodescressctesesouecocneyd 


Total Rents and Miscellaneous ... 


WORKING EXPENSES. = 
Maintenance of Way and Works. .......... Senate 


Rolling Stock— 


General Superintendence, &c, 


Maintenance of Rolling 


LOCOMOtIVE POWER .....0.56 + corsrsrpererseeee eee] 
Examination and Lubrication of Coaching 


and Goods Vehicles. 
Transportation and Traflic 
Refreshment Rooms .,.... 
General Charges ......... 
Gratuities 








1924. 


Average Miles Open for Trafiic 


s—See 


N, 


| 
| 
pee beeressecbanees Peesvare | 


{ 
| 


SOCK Seti cccsoseetees | 


Wetec OF eee en eebertereeer 











Year tn 30th June. 


5,460} Average Miles Open for Traffic ... 
































































































































































































































Train Mileage — Train Mileage—, 
Passe 1ger— Passenger— 
/ Country 7,552,5£0 Country 7,241,007 
Suburban 4,852,116 Suburban ... 4,581,481 
Goods __ 11,822,292 Goods 9,871,373 
23,706,088 | 21,693,861 
Journeys fed er | Per Journeys Per Per 
or Earnings. = fa fle : train or Earnings. Die train 
Tonnage. open. mile, Tonnage, ro mile. 
E A RNINGS. 
| Journeys. £ | £ Journeys. £ | 6, d. 
1,105,147 1,302,920 | 24204 a 51 1 035, 761 1,263,716 | 247°81L 42°05 
5,598,980 1,947,514 | 361°78 62°05 5,638,578 1,975,208 | 385°80 65°47 
309,263 | 57°45 | 9°85 1,298,880 £07,775 | 60°12 10°20 
205,079 | 38°10 | 65k 1,915,533 194,499 07°9) 6°45 
10,135 168 | 32 758,640 8,806 1°72 “29 
oe PSS cccbinhapaiiicsits seein [Es 
10,744,868 3,774,911 | 70125 120°27 10,697,392 | 3,754,999 733°44 124-46 
ee a a a eee Seeane, eee NN nl ke 5 aun eee 
| { . 
+,800,665 | 204,507 | 786 57 | 10°12 4,924,441 211,955 | 827-95 11°10 
40,562,251 | 1,170,258 | 4, 5¢6"99 | 57 89 39,520,094 1,139,¢ 84 4453-03 59°72 
8,233,°60 151,299 | 581 92 7°48 8,339,720 189.5 19 622 34. 8.5 
25,260,300 | 289,511, —1,113°50 14°32 24,763,008 97,791 1,163°25 15°60 
58,499,240 | 486, 502 | -1,871'16 24°06 35,468,984 rts 654 | 1, 72130. | 23-08 
as ee | | eee Ser > RES ae bran ng } 
117,356,316 2,302 077 | 8354-14 113°87 113,017,247 2,249,703 ou 8,787°90 | 117°85 
128,101,184 6,076,988 | 1,116°24 117:76 123,714,639 6,004,702 | 11,1595 | —-121°99 
519,549 | 95°15 10-07 495,729 e538 10-07 
85,514 | 15°66 1°66 77,520 14-£2 1°57 
115,837 | 21°22 2°24 116,392 22°40 2°36 
rm a | as J eae ene eey See | nn ee 
720,§ £00 | 132°03 13°97 es 689,651 32°71 | 14°00 
6,797,888 | _1,24500 13173 6,094,353 | y88-21 | 13590 
Tons. | | Tons, | 
4,828,644 | 4,629,348 | $47°84 98°13 4,496,822 4,361,189 | 839-23 10603 
111,597 | ob 583 | 90°03 10°42 124,033 541,998 | 104°30 | 13°18 
742,611 | 246,749 | 228°34 26°43 736,895 1,462,727 | 281°48 35°56 
8.551,944 1,370,509 251°00 29°05 7,147,700 1,186,322 | 228°29 | 28°84 
1,508,331 358,085 65°58 7°59 1,385,860 316,533 60°91 | 7°70 
eer sas _— eS poe ee) eee pede Sek SE 
15,693,127 8,096,274 | — 1,482°79 171°62 13,801,310 7,863,769 1,51421 | 191°81 
125,009 22°89 2°65 11,041! «81-37 270 
80,084 14°67 170 75,613 | 14°55 184 
205,093 37°55 43 186,654 | 35°92 | 454 
517,322 9475 10-03 471,557 | 60°74 | 9°57 
15,616,577 | 2,860°10 158°10 15,221,833 | —-2,929°08 | —-168°39 
eee 2 ee a ws s rt Rae peer, Soe ak 
a ie cent 3 Per ieee wrae Per cent ; Per Per 
Expenditure. to pits re train Expenditure. | to eats dd train 
Earnings. open. mile. Earnings. open. | mile. 
£ Po fe ae [ Ee aes -geae % £ d, 
1,265,096 1194 | 341-58 | 18-88 1,891,233 12:42 363'93 20°92 
| 
144,068 92 26°39. 1°46 133,182 *88 25°63 1°47 
2,516,093 16°11 460°81 25°47 2,520,375 °o 16°56 485°00 27°88 
2,634,081 16°87 482°42 26°67 2,529,754 16°62 486°80 27-99 
66,416 “43 12°16 “67 64,669 | “43 12-44 72 
2,939,236 | 18°82 538°31 29°76 2,806 970 18°44 54015 3L‘05 
456,565 | 2°93 | 83-62 | 4°62 411, 24.5 2°70 79°14 4'55 
293,531 | 1'88 53°71 2°97 290, 105 1°91 5583 3°21 
400 00 | 07 00 441 “00 08 “OL 
2,000 Ol ‘7 “02 2,090 ‘01 Me *02 
a | ce re | |e eres ee ee ea BE Se, 
10,917,491 | 69°91 =| ~—-1,999°49 110°52 10,649,974. 69°57 201938 | 117°82 
{ | 








EXPENDITURE PERCENTAGE 
TO GROSS EARNINGS. 
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Percentage of Working Expenses in each Division. 





Divisions of Expenditure. 
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EXPENDITURE PERCENTAGE 
TO GROSS EARNINGS. 


———_———s 





| Year ended 30th June. 













1928, =| 1998. 
od i 3 Riad : i 1748 whe 
Maintenance of Way and Works ........cccecccscssercsssecaneecceansonanecesaanesenenssssereaurasessanssannesaeereueenesscnincuunegesnen tetas Sumwewee heaps Renenv reese 138 fie 
Rolling-stock—General Superintendence, KC. ......cecesceccerececeeeeeceeeseececeneeserenaentescces aeeeesccteh geeueaneneessseaasaasuersenseesessaanmsseees 23°05 93°67 
Maintenance Of Rolling-stock ........:scccecccscssecsseeceetenccneeteesentcenscnressesserseneeseas ab cvcesrebeuswvs ses enveviveOniieee Guvsassusts 24°13 33-75 
LOCOMOIVE POWER ...:..cccsccceessccunsevcec-e+cscocces se-sevacssoeocsecscotecnscevecnccsonssnacneeserscetgeneasecesecessscepanesevateness abet enue veahsexswniend 61 61 
Examination and Lubrication of Coaching and Goods VOhiGlOa pcstiivccicfssvcpovevacsvencovacses css dleatispe courenesestmepenbenenedanstereveses Be; OeeA 

Transportation and Traffic : id 


Refreshment Rooms . 
General Charges ..... 
Gratuities .. 

Fire Insurance Fund. 
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APPENDIX V. 


STATEMENT showing the number of Passengers, Tonnage of Goods, Earnings, Working Expenses, Train 














Percent- 






































Mileage, 
Percentage of Working Expenses to Gross Earnings, Net Earnings, Capital spent on Lines open, and Interest 


on Capital Invested each year, from 1855 to 1924 ine lusive, 
ee een peer apes eet eames eer eeesasemmemmnesmmmsamuneminsnmmmmmmene 

















































































































evs rning: Ke carnings hs el | Earnings, | = motay Percentag ¢ 
4 | Miles Number of Tonnage 4 a . ‘ge pe Total Working ings per| penses cline ex- | pall Capital ex- pe Se 
Year. of Line.| Passengers. | _ and Coaching, Live Stock Earnings. | Expenses. penses | Working pended on | Capital 
Es Stock. Rents, &c. Traffic. all gt ecteag Expenses. | Lines open. | yny ested. 
ay | | ings, Pras 
' Miles. No. Tons. £ £ = £ - ; Wits of i £ /r 
SOD ieee ss: 14, 98,846 140 9,093 156 9,249 5,959; 14,107) 157°34 64°43 3,290, 515,347 63 
1856 . 23 350,724 2,469| 29,526 2,757| 32,283) 21,788 68,371/ 113-32 67:49 10,495) 683,217 1:53 
1857 ... 40 329,019 20,847 34,970 8,417| 43,387) 31,337) 72°23} 12,050, 1,023,838; 1:17 
LBOS sve 55 376,492, 33,385) 45,858 16,451] 62, 309) 43,928) 70°50| 18,381; 1,231,867 1:49 
BOO So eaves 55 425,877, 43,020; 46,502 15,258) 61, 760 47,598 77-07 | 14,162' 1,278,416; 1:10 
ROU wee ses 70 551,044, 55,394; 45,428) 16,841) 62,269) 50,427) 52) 80°98) 11,842) 1,422,672 *83 
OO LT vai 73 595,591) 101, 130 49,637) 25,367) 75,004 61,187 | 81°58; 13,817] " 536,032) *89 
DOG) os. 97 642,431 205, 4139) 62,096; 41,775) 103,871) 68,725 | 6616 35,146) 1,907 807, 1°84 
1863 ... 124 627,164 218, 535, 71,297 52,644, 123,941) 96,867) 76, 7816, 27,074) 2,466, 950) 1:09 
TSO4 50.0.0 143 693,174 379,661 81,487) 66,167, 147, 654) 103,715) 70°24, 43,939) 2,631 790) 1°66 
A SO0....50. | 143 751,587. 416,707; 92,984 73,048 166, 032! 108, 926 D 65°60, 57,106 2, 746, 373; 2°07 
1866 ......| 143 668,330) 500,937) 85,636) 82,899) 168, 535| 106 ,230 490,475) 82°49) 51°99 63°64 62,395 2,786,094 2°23 
TEOT secre: | 204 | 616,375) 517,022) 87,564) 101,508 189,072, 117,324 46°87, 62°08 71,748 3,282,320 2°18 
EBOS ec ccscs 247 714,563) 596,514) 99,408 | 124,951} 224,359, 144,201 45°03 6429 80,158 4,060,950 1:97 
LSG9%. 5.5, 318 | 759 255) 714,118! 109 427 155,548 264,975 176,362 66°57 88,613 4,681,324 1:89 
1870 339 776, 707 766, 523) 117, 854 189, 288) 307,142 206, 003 | 54°86] 67:08 101 139 5,566,092! 1°81 
ERT cscs 358 | 759,062 ia 986) 129,496) 225,826 355,322) 197,065 50°79| 55°46} 158,257) 5,887,258) 2°68 
EST one ces 398 | 753.5 910 825,360. 164,862 260,127) 424,989} 207,918/1,036,255 48°92) 217,071) 6,388,727| 3°39 
ib, Poe 403 875,602) ae ,788 178,216 306,020) 484,236) 238,035/1,109,879 51°47} 49°16) 246,201) 6,739,918; 3°65 
1S 7A cr 403 1,085,501 1 ,070,9% 938 188 595, 347, 280) 536,575 201108 1,249,233 49°51! 48°03) 278;872| 6,844: bod 4°07 
LS Be eciess 437 | 1,288, 225)1, 171, 354 205,941 408 ,707| 614, 648) 296,174 1,472,204! 48° 28) 48° -18| 318,474) 7,245,379) 4°39 
SS( Gece 509 | 1,727,730/1,244,131| 233,870) 459,355) 693,225| 339,406/1,688,964 48°22) 48: 96) 353,819) 7,990,601, 4°42 
UY YE Bere’. 598 2,957 pod be "430, 041 271,588 544,332) 815,920) 418,985)2,106,802 47°73) 51°35) 396,935) 8,883,177; 4°46 
ESZSiccece 688 | 3,705, 733, 1,625,886) 306,308) 596,681) 902,989) 536,988/2,655,176 48° 54 59°47, 366,001) 9,784,645) 3:74 
1879 734 | 4,317 ,8641, 720, 815| 319,950) 632,416, 952,366) 604,721/2,932,463 | 49°49) 63°49 347,645) 10,406,495, 3°34 
NSSOM reas 849 5,440,138/1,712,971| 390,149) 770,868)1,161,017| 647,719|3,239,462 47°99 55°79 513,298/11,778,819| 4°35 
1881 ......| 995 | 6,907,812/2 033,850) 488,675) 955,551 1,444,226) 738,334/3,923,929 45°16; 51°12) 705,892/13,301,597| 5°30 
1882 ......| 1,268 8,984,313/2,619,427) 587,825)1,111,038)1,698,863) 934, 635/4,851,157) 55°02) 764,228/15,843,616| 5°13 
1883 .,....| 1,820 | 10,272,037/2 864,566) 661,751)1, "269 »713)1, 931,464/1,177 1788/5, 937,261 47°61, 60°97, 753 676) 16, 905 014 448 
1884 ......| 1,618 | | 11,258,109/8,124,425, 745,665) L, 340, 572)2, 086,237/1,301,25916 403,041, Bohl 784,978) 20,080 lei 4°20 
SSD oes. 1,732 13,506,346/3,273,004| 830, 9041, 343, 464 2 ‘174, 368 1,458,153/6,638,399 67°06) 7 16,215 21,831 5276 3:37 
1886 ..... (1,889 | 14,881,604/3,218,582| 849, 253 1,310,817|2,160,070| 1,492 ,992|6,479,265 50° - 69°12) 667,078/24,071,454| 2°90 
LSS 7. ak 2,036  14,451,303/3,339,253| 850,499 1 357, 796 2'208,295 1,457,760|6,472,107 oe 05 66°01, 750,535)/26,532,122) 2:96 
1887-88 .., 2,114 | 15,174,115 3,399,772) 918,975'1,376,149|2,295,124/1,530,551|6,689,313 | 66°69 764,573/27,722,748, 2°85 
1888-89 | 2,171 | 16,086,223/3,485,839/1,025, 601 1,512,876 Bpenyaly 1,634,602|7,641,769 72| 51°34 64°39) 903,875 sida Os 3°14 
1889-90 ..| 2,182 | 17,071,945 3,788,950) 1,059, 79111, 573,295 2. ,633,08611, 665,835/8,008,826 78°90) 63°26) 967, 251 30,5 555 123| 3°17 
1890-91 ..| 2,182 | 19,037,760 3,802,849 1, 177, (0371, 797 ,384|2,974,421/|1,881,371/8,410,421) 84°88) 61°57|1,143,050) 31,768, GL7| 3°59 
1891-92 ..| 2,185 | 19,918,916/4,296,713/1,189, 231! 1 918 ,065)3 107,296 1,989,252 8,356,096) 89°25) 6£021,118 044, 33,312,608) 3°36 
1892-98 ..| 2,351 19,932,703|3,773,843)1,115 042) 1, 812,014)2,927,056,1,813,516 7, 505,310 93° 60 61:96)1,113,540|34,657,571| 3°26 
1893-94 ..| 2,5014 19,265,732 3, 493 919) i! 5047, 029, 1 766, 512/2,813, 541 1,666,842/7 169, 785 94°18) 59 24/1 146, 699) 35,855, 271 3°25 
1894-95 ..|2,5314) 19,725,418. 4,075, o93| 1 022, 901)1,855, 3082 878,204 L 642, 589|7 594, 281 90: 96 57° 07 if 1235,6 615 36, 611 366). 331 
1895-96 ..| 2,5314) 21,005,048)/3,953,575) 1 043, "922 L 776, 495) 2,820,417 1, "626, 888)7, 719, 618] 87°68 | 57°68/1,193,529 36,852 OSI 3°24 
1896-97 .. |2, 6394 22,672,924 | 4,567,041/1 098, 696}1,915, 046) 3, ,014,742)1 676, 218/8,130,405| 88°99 | 55°60)1 338, 524/37, 369, 205) 3°59 
1897-98 .. 2, 6913 23,233,206 4, 630,564)1,126,257|1,900,491) 3 026,748 1,689,605|8, 340, 338} 87°10 | 55° 82/1,337,143 37,7 719, 402; 3°54, 
1898-99 .. | 2, 706}, 24,726,067) 5, 248, 320}1 "158, 198}1,987 0758, 145 273 1,765,442 8, '806, ,647| 85°72 56°13 1 '379, 831\37,992, 276 3°63 
1899-1900/2,8114)| 26,486,873)5 531, 511 1 227, 355 1,936, 217/3,163 57211, 844, 520, \8,894, 352) 49°77} 58°30)1 319, 052 2 '38 477, 269 3°43 
1900-1901} 2,8453, 29,261,324/6,398, 227, 1,370, 5302 »203,249/3,573, 779) 2,118,201) 10, 763, 697 47°23) 59°27/1,455,578/38,932,781 3°78 
1901-1902] 3,025% 30, ,885,21416,467, 552, 1,403, 744'2, 264,942/3,668, 686 2, "342 369, 5} 63°85}1,326 ;317| 40.565 he 3°29 
1902-1903) 3,1383) 32,384,138)6, 596, 241) 1,405,888)1,909,005|3,314,893 2 12 y341 296 | 11, "548, '338 70°63 973, 594 41 sA54, 97 2°35 
1903-1904] 3 ,2805) 33,792,689)6,656, 759)1 442,733 1 993, "680 3. 436, 413 2, ,833,940) 10,400,5¢ 3) | BS 67°92/1,102 473142, 288, 517 2°62 
1904-1905} 3,2802) 35, 158, 150) 6, 724,215 r 469, 018 2,3 214 998 3,684, 016.2, 216, 42 10, af ces 84°46) 5 60° 161, 467 574 43 062, 5501 3°40 
1905-1906 3, 390 | 37 500, 531/7,629,492 1 "604, 349 2.630, 442 4, 234, 791) 2. 308,384) 11,863,68: §4°51/1,926,4.07/43,626,068) 4°42 
1906-1907 3, 4523| 41 ‘413, ,084|8,798, sill L 782, 907 2,926,499 4.709, 106)2,499, 741)| 12,949,06| 53°08)/2,20£ 665 Lt, 700,230 4°96 
1907-1908} 3 A724 47,487,030) 10,175,389 L 896, 7203, 047, 414.4,944,134/2,714,839) 14,251,052! 54°91)2,229,295|45,683,484, 488 
1908-190} 3,623; 52,051,556)9, 298, $292 2 059, 050 2,969,400 5,028, 450.2 2,952,824) 15,074, 144) 80°0€| 58°72)2 ‘075, 62 nid 47 oe 4°45 
1909-1910 |3,643 53,644,271/8 393 ,038) 2 189,767 3, 295 5,948 5 5,485,715 3,276, 409| 15,468,026| 85°12) 59°73/2 ,209, 306 48, 925, 348) 4°58 
1910-1911 |3,760%) 60,919,628) 10,355,565 2451. 976 3, 590, 22916 (042,205 3 "691 5061 17,006,697] 85°27 61:09\2 "351, 144/50,971,894| 4°67 
1911-1912 |3,831$ 70,706,728) 10,910,553/2,772, 676/3,718, 5797 '6,491,473 4, 169,591 18,521,320] 84°12 64° 23/2/321 "882 153,514,903] 4°41 
1912-1913 |3,930 | 79,490,012) 11,666,250|/3,038,7 77113, 710,214 6,748,985 4,644,881) 19,194,247} 84°43 68'82/2, 104, 104)/57,653 778 3°76 
1913-1914 | 3 ‘9674 86, 328 ‘421 13,245,842 3,338,48114, 403,760)7,742,2 4115,409,820 20,549,695} 90°42 69°87|2 332, 421 61, 264, 869) 3°87 
1914-1915 4,134), 88,774,451 11,920,881,3,401,944)4,214,567 7,616,511 5,311,162 20,420,023 89 52 2} 69°73) 2,305,34¢ 65,583,274) 3°60 
1215-1916 4,188 92,850,838 11,915,500 3 666 ,972/4,339,106 8,006,078 5,661,168 21,556,034, 89°14 70°71) 2, 344,910 68,825,592} 3°45 
1916-1917 4,437 96,709,846 11,732,864|3,329, 127 4,550,955 3,380,085/5,915,360 20,300,717 70°59) |2, 464, 726 72,906,621 3 50 
1917-1918 4,679} 94,304,516 11,293,060 4,29 1146 4, 660, »734'8,954,830'5 9 60,447) 18,143,267) 18: 46 | 66° 34) 3 014, 433 75, 050, 450| 410 
LOLS8-1919 £,824¢ 98,563,768 12,714,012) 4,355,539) 5,602,634 9,958,173/6.904,4°0 19,935,202) 119°88 69°33 3,053,723 76,601,591 4°03 
1919-1920 5,0154 (14,654,6F0 13,293,528), 2 £4,381/6,839,466 13 ,083,847/9, 570, 984 92,834,889 187°51} 100° 59) 73° 153, 512,863 79,318,917 4°48 
1920-1921 5,042 120,735,140) 15,563,131/6,958,278|7,303,927 14,237,205} 11,08 rey 7 ¥2,792,053/ 150°23] 11617) 77°33) 3, 234, 525 82,304, 194] 40] 
1921-1622 5,116 121,298,861 14,532,811) 7,281,553)7 "981,466 15,213,019, 11,116,302 21,887,06:;; 166°82) 121. 89| 73:07\4 096, 717.85 952,87 1 4°88 
1922-1923 5,317{ 123,714,639] 13,861,310|7,325,846|7,895,487 15,221,333 10,619" 974 21,693,86)' L63°39| 117°8i| 69°97/4,571 »800/89,276,871| 5:22 
1923-1924 5,522$ 128,101,184 15,693,127|7,490, 4.70 3,126,107, 15,616,577) 10,917,491, 23,706,98¢' 153-10! 110°5z} 69°91) 4, 699, 086'93,355, 167 5°13 














The accounts were made up to the 31st December in each year up to 1887, since that time up to the 30th June in each year, 


Irom the 1st July, 1900, assisting miles have been calculated train miles, 
The Sans Souci and Ashfield-Enfield Tramways—7 miles—prev ‘jously incorporated with Railways, were transferred to Tramway mileage, Ist July, 1901. 
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APPENDIX VI. 










HH Return of the Total Amount paid for Salaries and Wages of Staff employed in the various branches on 


existing lines of Railways and Tramways during the years ended 3Uth June, 1924 and 1923. 
































Year ended 30th June— 
1924. 19:3. 
Railways— £ £ : 
Maintenance Branolt.., .ocosvsssss+snissacd Moves ee @psenes vet sy, ticenus st temane teu cs) reee eee ean ?,£01,721 2,492,751 
Rolling Stock Branch ......... shi iwhbauene ines i inpaaaenstenaaetghe traeee pene reaeaeee 3,714,645 3,539,590 
i T:ansportation and Traffic Branch Gia checeecs sriuseuctsces ona semesceceuitine asgerest 2,462,584 2,319,839 
! Other Branches.. ea (acecameesbaes heme are sesecseess 418,624 888,050 
br | 1 tal soe rediewels saree 9,397,574 8,740,280 
Wal Tramways— 
Maintenance Branchs...:sscrersssses cov eaneeeed eet dveueuion he sa ahe ev at ees tecuetieeeicee;eraeet 425,634 360,461 
Electrical Bratch .-o. fet iarectas ceadeeves toes pavacece Z 682,171 640,193 
Traffic Branch pidleassceeercnt cocrececcienicticerenianrsascttadiecscostascencantas tes Tormiemaemrnentch 1,119,220 1,357,050 
Total. ooh). wee eeees ees eee 2,527,025 2,357,704 
GRAND “TOTAL, (RATLWAYS Ate pT RAMWAYVE R, -roetisseccs eaeee acs cake 11,924,599 11,097,934 





APPENDIX VII. 
STATEMENT of all Staff employed on the Railways and Tramways of New South Wales in June, 1924, as 


compared with June, 1923. 





























CONSTRUCTION BrANCH. 


Years ended 30th June, 1924 and 1923. 








A 
} Year ended 30th June— : L. ' 
1924. 1923. 
Branch, No. of No. of 
" No. of : No. of 
| Saleid Wag As Staff, Total Staff. ere | Wages Staff. Total Staff. 
‘i RAILWAYS. 
A} Commissieners’ and Secretary’s Office ..........ce0s0se0 005 61 3 64 60 3 €3 
es Chief Accountant .............8. “aA : 106 . 1 107 105 1 106 
TraffictA udit'r..cccsen ne 127 9 136 138 5 143 
Stores Sonor Seeses seit tedcs venesietis + corereeseemeiette 141 | 211 352 137 190 €27 
. Permanent-way Maint AF 408 9,768 10,176 405 8,477 8,882 
ty Signalling Pee Beets 14. | 1,216 1,357 127 980 1,107 
i Rolling’ Stock’ Aa. Seek, ye eae ern 897 | 13,578 14,470 864 13,298 14,162 
nike Transportation and Trafiowiek, (hee Penornccnanioa: 2,940 |. 7,328 10, 268 2,918 6,837 9,755 
el Klectrical: Scr eee eee Segiae sonnets £0 494 574 70 "332 422 
tit General io.icccceletetea see SECHCOC AD UDA NASA oan atin: 389 960 1,349 352 897 1,249 
i TRAMWAYS. 5,290 | 33,508 | 38,853 5,176 | 31,040 | 36,216 
abt Permanent-wayyrak ois) oh aes atest See ee 59 | = 1,970 2,029 52 1,640 1,692 
ta} Traflio. Jser.tctstat etc ted es pric it ae 445 5,139 5,588 432 4 lll 5,543 
li | Electrical, ...2i.ccceeas- anskrhayioaegatehns oes Padpscoaace cartes ee 323 | 2,618 2,041 295 tke 2,617 
ls Stores i whe 19 | 31 50 19 45 
850 |  ¥,758 10,608 798 | 9,099 9,897 
it TorTaL, RaAILWAYsS AND TRAMWAYS ... 6,140 | 43,321 | 49.461 49,461 | 5,974 5,974 | 4 4,139 465,113 
it ) 
\ SS A SA 


a - a 
































i 1924. 19:3. 
Hi a i | aS ea ea ae : 
Har No. of Salaried Staff. No. of Wages Staff. | Total Staff. No, of Salaried Staff. | No, of Wages Staff, Total Staff. 
VF 183 2,56 4 | 2,747 180 3,23 t 3,414 
Hh 
ie 
Hy | AVERAGE number of Staff employed on the Railways and Tramways (exclusive of Construction Branch) 
ea | during the years ended 30th June, 1924 and 1923 respectively. 
iy ay SSS SS” ss thr Sth SSS SSS 
VW th 4 
at Year ended 30th June— 
4) Hew Employed, a a 
t ' 1924. 1923. 
Heh | RAILWAYS. 
i On Working dig re HON eee cece vennerset reece senses ceseoe reeset coerrs sO sen eeetes Hesse eeeeeeees £0,998 30,808 
KEES On Capital... tuceugenths sa dosi'ge yuh vibstset depbueca ras aevenenseae cot nwee tes i dashanagl 6,755 5,474 
4 GL | 37,753 36,282 
itt Oa Working Expenses .;.?.¢.5..i5.2.105 tere een ee ee ovfaeupecenurbs «leaped (eseeteua nes 9,062 9,248 
4 4 On Odpitaloatirccs ones toitse fe ati i Cover eed cee reeoes CO ced cecvecrersece oe eee Te eee eee 971 540 
10,033 
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APPENDIX VIII. 


STATEMENT showing the Capital Cost of the various sections of the Railways on the 30th June, 1924. 











Average 




















Lines opened for Traffic. Length. Total Cost. Cost per Mile, 
iy CN a £ £ 

EPOPUMEISOUOTE BALCH , (440 cc.scusciss vsndessnctasedetescece Serene traer 1 38% | 969,776 65,3852 
Sydney to Granville .. ..........c0.ccceeeee Bye Dana tion dinceomniaguanhrcckr bere 15 38} 3,995,156 258,064 
Flemington to Homebush Bay, Abattoirs Branch Line ..............+ +. 2 138 101,387 46,584 
Fiemington to Belmore, and Dulwich Hill to Glebeand Darling Island-| 13 323 3,985,090 | 297,180 
sadeomiba to Regent's Park sc... <soccs.00 bcouveesspeseadssees sdoccoodadve« 1 75} 146,914 | 75,790 
Mivde te Carlingford. .1..8 oats. cccessesiss conse Pore tak a etiwets 4 394 35,162 7,820 
Pramas. UG oul bier 20. Bie tid & (sayinv cede caver Jeed ces docgse dak etzncl 50 764 4,730,379 31,337 
EQ DU SECS EYE SG Ione 2 Be ae ae i On a | 184 65% 3,976,594 21,€03 
Wagga to River MARKS Vor ares pene each eee ioe eek encvandgheces cece (Om 1b 997,730 | 12,599 
Renato teen to Cutie etter fee Pi ee 7 66} 47,659 6,086 
PN ETB era) rae | Beep Soy at ann ae a a (“86°43 160,279 | 4,510 
Joppa Junction to Bombala ...... setennctes Rel ean his aeiieaiieMterne ae vent aloes 189 153 2,023,620 10,855 
Yass Tramway .............. BEN AFaPhneageag vees Phat akiasieiaa tanveks oP erdsteccs | 2 674 29,230 | 10,290 
Beem eid, BOOT WAM ire ccc ee hatin c sracteesi oaddbs Moines Ss | 17 68% | 125,524 7,031 
Murrumburrah to Blayney'si.sse. vac Seatclocen caeeee SHopaonnicotroctour nanan evel LOE 47iaanal 1,206,867 10,913 
LCN TOS GUE Fs) | Re a a 32 23 118,516 3,671 
Cowra to Canowindra ..........2. Apes 23 543 138,191 5,835 
CO OUSICTISIIN aL RUT SD 9 Up pei 26 17 209,365 7,987 
Lo CGT tie VEC P ad hr ne eee eA a 64 76 545,182 | 8,393 
Gilmore to Kunama .., .....eeseeee see es CET ts. reer ore ee 21 44} 301,220 13,972 
Cootamundra to Temora ............. bay Bo Bias Mariah eee 38 46} 214,859 6,347 
Temora to Barellan .......... a re ; 61 41} 220,955 3,591 
Barellan to Griffith ... : : . Seto) acre ye | 127,580 3,930 
Beam ealeton pe arr) atl etd i RN en ots 66 564 292,858 4,390 
Temora to Wyalong.......... me iekieunciuads wanueecaanal canecunnas Cues . 41 26 129,885 | 3,143 
Wyalong to Lake Cargelligo ......... ss... ee f 70 364 228,257 4,233 
Stockinbingal to Caragabal..........cccccccecceceesseceecee Severe dupe sadsateas 50 774 272,628 | 5,3 19 
Caragabal to Forbes ..........00..08 A ate ene Pevacacseees 37 61 186,725 | 4,944 
Barmedman to Rankin’s Springs ....... Gls Neamtweat Sesh isas es Fes aecastee rasaee 71 554 398,326 | 5,966 
BUDER VO) TRY 0, AN, Sees eis tsb coos os cose Be aleisias ctw eusuelae feirstees setitateniaase 168 39} 1,038,259 6,161 
Yanco to Griffith ...... ...... shsomees a; prea teaeiecind 33 6334 163,822 | 4,866 
i PemCmCIRE RE Ma IOY MRE hacer e st een. ra Mil gle ese eas 190 70} 505,678 &,013 
Finley to Tocumwal............ .. SC Hick ccodtiiainoscorndaaen coe Seem anarenG RECON els 42,757 3,839 
Wagga to Tumbarumba .............. AS bGgSGGMANECE A Oe Weavettnarterceors 80 42 720,337 | 8,943 
The Rock to Oaklands............ soceseaseseceriecss Atechbsochrios aioe 77 «293 288,889 3,734 
Henty to Rand.............. SCDOOE iuieren tes toe 32 €54 182,654 5,566 
Culcairn to Corowa ..........ceccceee eee Besickecsatae sunlenes conetoencet: inti ae 47 66 237,381 4,964 
onl Cnesday Hl ODEO KIN cee ect es Loe one Mee obccle thnk, seneaes 16 61 60,914 3,634 
SRE Pen Were ee enn tee csr A nr x Nore £8 3844 5,856,403 £9.47 
Wollongong to Port Kembla .......00....eecceces sce sesceees : 4 8} 51,614 12,70 
pyarnuart to Bankstown :i.ci+.cocacecssisve coe fescue 8 333 374,897 44,531 
Granville to Penrith me : ; 20 724 658,175 31,487 
TED LOND IG Asa ec ye 114 664 5,422,302 47,221 
LEP ATE TE OESD BCT AS 7c SG O° 0 Ag a a 137 673 1,622,119 | 11,768 
LLANE BYLRTIT. 9 ghar alt We RNS Ya vate ee camer 2200 oO) 1,391,837 6,168 
Westmead to Castle Hill ......... ss 6 58 104,120 15,483 
Blacktown to Richmond ........... naastodndnece Mesccnrescenecamesereneae: APoObee 16 193 18,242 11,589 
Wallerawang to Dunedoo ..........eeceeceesee ees pn ic Me heii | 184 53 1,234,883 9,170 
Dunedoo to Coonabarabran Sep OREE Geidesseernaecsecs| 74 55 364,203 4,943 
Coonabarabran to Gwabegar .........60... ceca ; 59 63 510,595 8,642 
Craboon to Coolah ............ . Ae 23 598 134,210 5,652 
Tarana to Oberon : ae i? 15 7 164,273 10,688 
Orange to Forbes ........... Wee avans cs Sarena hscrene aa meta reerer ehiees | 96 403 699,243 7,245 
Parkes to Condobolin .., bases z $54 62 524 142,469 2,274 
Romano lin ts Diudaly etn 9110. hice ook. mertaasits se eienss ones aoe 129 40 596,782 4,€08 
Menindee to Broken Hill ...... - Gale 73 52 442,425 6,007 
Parkes:to. Peak. Hill, 22.-<)..<..4.2. Reneay ets ; 31 254 132,408 4,223 
Matakana to Mount Hope...... dekamaseonns 1fisnararaiiitercscareseesmreresr LO. 32 31,203 3,000 
Bogan Gate to Tullamore ..............4... Saaenrnncyat eter attrsse Fieri irce | 87 65 127,390 3,369 
Tullamore to Tottenham ...........00.006 e000 Leeseubieeede Men cn ticeeaitheas 33 62 159,994 4,737 
ePeeren ati GLU 6: Mine ny occured <ot.cse voc doce san ovvavatcb ols cce prttiessoee | OF O24 15,623 2,438 
Dubbo to Coonamble ...... Raaceertecrenee seed ac : been 95 77 274,018 2,855 
RPO Yiu UUCuIONLO: MOREY GOON hi'sss se yas'see sis o<- occas vee cvedechedcaweasong os 59 36 314,662 5,293 
Linnaway to Werris Creek ar SCH man oree 91 52? 625,680 6,826 
Narromine to Peak Hill ...... Scie Ad ls ae departs ee “ 36 624 120,813 3,285 
Nevertire to Warrefi <......ccccssessss cece abitvisdatteewapaeeoess CEES OE 4S 12 49 41,318 3,276 
Nyngan to Cobar and The Peak...... annua stbinbos ad satanss eataveasgarecceys: 85 34 322,345 3,790 
Sober. to 0.6 AM ing so. an cecrciesas forces cick eeareiine ie i SLs 27,886 3,902 
Byrock to Brewarrina ............08. Geek - ; ‘ : 58 16% 162,477 2,792 
Homebush to Waratah  ............cecceeees sgatacdis oxaistes tues moore hee hw 95 53 3,791 ,033 £9,629 
West Maitland to Taree ......... .....c060. Meee oater acme scone vaniccton cn on), ably BiG: 1,658,761 14,367 
Taree to Wauchope .............secsesesees Ceo tseassedeannniPsathatne Sas nccas7 = 47 373 545,162 11,485 
Wauchope to Kempsey .....c..ssescsssessce eee seinaakyeaehnd saoumeras 4 cewane 380 52 448,117 14,620 
Kempsey to Macksville ......cscccc.cesecceees ate ri 30 9 445,120 14,782 
Macksville 5 Raleigh.) ic. s..c0ces sctvevecesiesecces .| 20° 54 430,517 20,823 
Raleigh to Coff’s Harbour ..............0.. re 13 234 230,786 17,356 
Riipieg seriou. to CeUPCa pI 1. 4,.secccs iiee'eecssdavcbiswstecofssecccelsstacs. | 27 64 762,582 27,431 
Svie renmtn ar NOUN CAPALLONL cwinics Aiiitrlocdiavikscioeiceiessiwsv rect) 27 218 305,703 11,229 
SLOCEUS, UP WISTS: PORTO Bau, cshccs sie fecas vesddececoee ca siséstenedanccacasll 13 36} $76,315 65,108 
PR ePOEC Sat COUR EB tnt eh ee ok ada ck oc udl cekds ou osscn cys acce: aa 1 18% 15,708 12,725 
MMAAICOFD tO! LOTODED ec ss sek sertee lease eek eetirsdeuseaacnestenteneie trys: 2 55 20,992 7,811 
Newcastle to Wallangarra ..,.......... Oe onn porarn Speer eereteee 393 503 6,284,696 15,966 
PePamme OMIM DIB N OR Aa ote os, ties Bees os oh, Mae tk Oho oose dens. 3 743 939,820 238,874 
Morpeth Branch 00). isc.cissicoesess Fr soa tovyewesacedten tes 3 47% 61,491 17,096 
Muswellbrook to Merriwa ..........0..0665 aloe snowekeeecee vecess inet eet tenho 50 72 316,394 6,216 
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APPENDIX VIII—continued. 
SraTeMEN’T showing the Capital Cost of the various sections of the Railways on the 30th June, 1924. 












































Lines opened for Traffic. Length. | Total Cost. Cost per Mile, 
m. ch. | £ £ 

Werris Creek to Narrabri West .........ccsescescersccsescoeverveeeescensezere 96 254 655,101 6,802 
Narrabri Junction to Inverell ..........:esceeeseeeseeeseeees ae et aae SABES 188 714 | 52"',564 3,308 
Narvabes West to Walgett Sciisichtercos+-er> ist atabe vekinoee* agisn i eyenieee SMe 9 831,225 3,121 
Moree to Mungindi.............645 it \ieagacsnet Fit Beets oo ta be gas etaaanad SEE Ree 77 «133 367,450 4,762 
Burren Junction to Pokataroo ...... ccc. ssecoecsnyenccepaccscsserss ene cesses a2 Age 104,612 | 2,506 
West Tamworth to Barraba ....... ca cad dee Rignhd he codha ruesuaboeureaaa anes 61 38% | 258,413 4,203 
Murwillumbah to Grafton sss: sc possnsees <oocse crease teh eo teertteate seeoasternes 149 820 1,418,551 9,513 
Casino to Kyogle ...........5 0008 Ae ee abe Fe vata? Ydeeeit esate samig se 17 Tite 90,147 5,039 
Tarrawingee Tramway.......ss.sssevcsccossessecssocressseresssecenegs ree saneag ees 39 41 34,243 867 

Total mileage and cost-..........ssessestsee speersreesr ces 5,522 644 | 72,521,577 13,132 

£ 

Rollin gswtogke-s.s.<ces3 fon cduess spiengrssenesnvoy cr e=se gene nney se, 16,241,199 } 
Machipory) jo0c1c.>s00steo9 5s ap agtordisesnecss cegsseplelearers ee... 3,675,585 
fii): CE erre err ray titre ace 1,940,669 || scene seeps 20,633,590 3,772 
bob g iit th, per Eee Ea er cae eas Perreocedd Sree 10,146 
Store Advance ACCOUNt..,.....ssccsscceesssrensessessseeeseneres 1,063,000 | 

Total and average cost, all charges .........c++seese0e . | 5,522 644 | 92,355,167 16,904 





APPENDIX IX. 


SraTEMENT of Train, Locomotive, and Vehicle Mileage. 


peer ieee e 
Year ended 30th June. 





Particulars. 






























































1924. 1923. 
TRAFFIC TRAIN MILEAGE- - 
Passenger— 

Country—Ordinary..,........... sss cis GAei tron oop eae ene Ones a Mea Sn | 6,492,768 6,199,057 
ASSISTED eS cats. veriiecs- Kapaa seein tae ic ire ee EE WES Bedat ROP Sher re 305,827 307,182. 
TAGE ce socnes 5005 sdayn ond eo o pape iiryg ode peapan fars>ays tee ae mpNCOMT PNAS ans eee Panaaas | 181,756 175,024 
Si barber . six sGoscha Danese eo JaG es babes 55 Gepp NER REn CAG. Ete von amnte sees ereee eh ew iirc en omeanerS | 4,842,023 4,574,790 
di cj 3: 1 Ce Pre eS ema eS idan qrcnma tek oddcan su tog: 11,822,364 11,256,063 

Goods ~ —ee— —\———_— — 
OECIDALY «655 oye; Be opp sappy e104 dba gpeenpn adap onryseyey leat tec mbes og Shien phyensraar tn De we aeses | 8,673,236 7,482,406 
Aspistant)..h:5; woncke ees eesoeieetcotaceaepa st ceces veep ets Ate uy dads actean aan ee say UP eergn 633,614 512,286 
DARE 5050p cesenvwns fapig gob bFapeneees else opeguarctupar are ada neeu gatas ls salt esa ae anmaraatey Susann ante | 880,747 743,731 
Tata ees caer oes eae eer eta Re Dae ere a ara UD TAs Sines ticle GRACO REE Pee Daa | 10,197,627 8,738,523 

Mixed— 7 ; | . — 
OPAIDOLY is *. 07h cecanaepttoscesaceronien cea sepa ppamescae accep ieenisen tay mes apis omc eresum sri ne prea c | 1,652,183 1,662,533 
pT ATs) On 0 8 re eRe SR RS ea aeiriat aanciae Macedo ama gradacrh > Sue RRs" 14,674 17,151 
TAGES es LSS oe cha ey EO ties aso Aa RACER OUT ut bs sueica en mI mont ee chia choy ted neta 20,140 19,591 
MEAT So. f- fostscs haz iibag sa phactows eget Soak ee rte reese 1,686,997 1,699,275 
Total Trafic Train Miles Gi dyis, cst caste se esrsestoremeeeael ane tss | 23,706,988 21,693,861 

DEPARTMENTAL MILEAGE— 

OP Ee pore ne Pe ey Code Gees on a aT La la, 435,915 412,350 

DLT CNS) Rapin Meares Sone ton ine ai iar We 9 9 Sid Ber bf G0 pics Blan bad aaa eNO ae RRR TON SS Oe 280,659 309,766 
Tnspection, Special ....25.,..0-ccsseeyerspuops veenearogsaprarsenswonerssennpipaerargeiives=be Sy Peres seal 35,859 37,869 
NOME sco s Covdec Mobos ose.sb oss htc ARDOC SOD <a fee sonuns Ainnlcoenie i ee Cae Emr 90,181 | 86,868 
LH000.; COAL occ ce Weetacb eels ons vapcleg pans nce teed USbea eabpeauiaee netese sGibs floes yen pect ye eee een | 373,625 307,957 
(‘asualty and Doubling ..........cccc0ce sen sessesseeegerseoneouecesnnnpesvooscrersawers vvaces senses 40,534 42,309 

<= — 

AL 7) Mme SO ch er Ss ey em oe SNe Sash ee gga | 1,256,773 1,197,119 

—— See Sa eee 

Srraniting.s... 9» asosglbdaasodbers cocsnno sobs AMM OeDROD 97) 0g priens teeq bSkbeb pu RTs Rui eas ngs anne ores | 4,036,556 | 3,776,474 








Total Locomotive Mileage .,.... c..0s ssscseessersnpee coeree eee rencns | 29,000,317 | 26,667,454 











VeHICLE MILEAGE— 
Passenger— 


| 48,879,642 46,451,250 









































PRA OUNELY”. «cc .p co Lensbaaeepe leer sere eas Rae areola aiece cosa aag eae mee oe PP aeee | 
BRYAN ce ro cee hiccbog aw’s oe eco ccc cdh ee ROR RED OUR UED der sees eh UPEa as GE Raa enbuantes nce eon earzeR | 37,544,240 | $6,152,524 
(o'r: ae mr en Myers yr any ere | 86,423,882 $2,603,774 
(oods— —s | SS 

Loaded ,,...; Hn Ae EER EE ON Be wc yy scing sbeue Cheah ebaen ees bebu Ceeauare niente FN OER ems te oP has setae 185,777,735 | 169,612,069 
eT a Se nner coer ere re ter caer comers rrr ty: — 100,379,557 89,267 066 

exe oS ee ee oe 

Total «.s..-. wind plehslaw oAA ate TERE Pose abo era Daaioed Aah eon ioe Mine Marlene em art | 286,157,292 258,879,135 

Total Vehicle Mileage .,.....ssercrserensy ale Nene Ai ore ee | 372,681,174 341,482,909 

Gross Tox Mine,ck— ‘= —_— | ——______. —___- 
Passeriger Traims ......c:,prescessesonensecesserepparespaeece cpevenpncangs sepegpronssvernarsy wpener rospee | 2,059,462,171 | 1,959,147, 700 
MASBR PAINS ~ <5 Kecncvcupunticuso PUSETTT TC REEL, OPr sfununler siecle see elpanel Seep ahaa eee ease: Siiau iene 331,201,976 | 359.495.0646 
C§OGBAR "Ew AINIS .—.. «ck oc cs voc se ete step sewo dies sole R EMERG nia tees a ahh pie cena Gee eb ete) ouai ah CeaRGU met ke ueumtrniE | 3,706,029,963 | 3,219,697,614 
Departmental Trains ..,..... sccecsseceeseeeeeee nanneeeetceneeseenersceesersanennenteneneeseseescarsataes Dy, pod,904 62,9. 9,§22 
—————— ed 

PORE | des settee Ree eee een satel PES POR eos) ea yan rice | 6,154,229,491 | 5,574, 240,842 
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APPENDIX X, 


RATLWAYS.—Sratiment sHowrna Locomotives, Coacuina Stock, ¢ 
Books ar 30TH Jung, 1924, 





s00DS Stock, AnD Service Srock on THE 


eset respssrpnnsussssnsnsassenssisnsnnunsspeescsemens 


Tractive Pow er. 


Vehicles. | Number, 





























Vehicles, Number, 
F Average per 
Total. pe it 
LOCOMOTIVES. lb, lb, GOODS STOCK. 
SePO ORI runoa; ceaearst: ety. v1s-cignaeaceus 1,375 | 33,924,365] 24,672 | Box Goods Waggons ...... ..ceccccel cesees 
} : Open Goods Waggons ..... ........5. 14,338 
, ; Cattle Waggons ..................0.. | 1,260 
Capacity (Passengers). BHOGR WAGHONA ....a:weeialende vi, 1,697 
Vehicles. | Number, Sy Coal Waggons Reena ed cer 1,550 
| | Total | Average per Louvred \ aps” COOEP on ULM e Weve yeeate seeps 1,027 
sega tel) ACh are Reftigerator Vana .......2...050c0.00.6 | 241 
PA 2s —_ prea a Powter. Vane, aon icc i ea eek 61 
f Spe ogi Flat Waggons......... Matecuereanatned: 128 
COACHING STOCK. | Bolster Waggous .... ............... | 918 
; | | BLAKE WME A cree tee PL. Saat || 643 
Passenger Cars— oe Other. Vehicles: vfiii.0i otic Wlciese. 70 
Abt CUABHRS «2:0 oecvee cee, eae. 467 25,883 55 | —_—— 
ak & 0° 0 ee eaerteae eee eee 983 59,602 | 61 MEER te aies Ore se aise ees | 21,923 
i A eee eee 22] 11,796 | 53 
Sleeping Cars— 
4 ee 93 en VHT 1m anmnnmt | 
SO | 83 | 2.312 26 SERVICE STOCK. 
Oe ME acon Oe Ve doc dve Mg ioiedes | beans ST Cae Ned LACE Aare 
Special SCLIN! Roe Ash eS ae ora 14 | 38 | 3 Casualty or Break-down Vans......| 
Parlor Cars sc PCLEE SSA aae ter Be eee We Ponca ema Rei aaets o. WP ces eee, Water Trugkatie- 0-6. 
Dining ( Siena spin tevidle de Can acniattw ern sTeabe 1 38 88 | Loco. Coal Trucks ........ ....0066.. 
Mail V ans o¥ sialp's Mein vere WisliVetawe sieibienctece valeters ye | ee ee hee aes oe Ballast Waggons eh ssiaad yards @inivaes eve 
Luggage Vans Pam ES ate ted asaya BD. ase oe ere Whe: § ees Gan Venison ok ee 
Carriage Bondkesereas, apie ie kth Sore Matteunte hem Siar Lar Worker B. Vases ore. ve) ec 
PASM, MERGES | US Ek ee 172 co teeeee Seis silent SHOPS GHG pte ee ee eer ek | 
edrseg? ict... <<: sheets teaeaeneneenens 4 Berd cantare eee Cranes (not Locomotiye) eer fee 
Motor Passenger Vehieles occ rcs 6 290 | 48 Plough AS od pede en SU 
Brake Vans Be ee ee cai whe OEE 140 jf nat Nes, ane Motor Inspection Cars ...........0... 
Other Vehicles ........... Soden saws | HH PE aecoseae le cadets Pay. Garage eet aed Ba aye 
Other VeGlitsler tastes el ane ss nuccs 
. ~= — 
\ Se a ee 2,194 100,037 46 | OGRE yee eeaeie: ce etree 
i 


APPENDIX: XT. 











Capacity. 














| 7 Average per 
| Total, | Vehicle. 
tons | tons, 
| 
seis / 
224,974 | 16 
7,840 G6 
10,530 6 
20,244 13 
33,572 13 
3,494 15 
410 | 7 
1,544 | 1] 
30,125 | 33 
Joo. | 11 
313,298 14 
Number. 
40 
191 
284 
712 
28 
25 
a9) 
1} 
8 
617 
1,948 


teturn of Persons killed or injured during the years ended 30th June, 1924 and 1923. 





Passengers — 
Through causes beyond their own control 
Through contributory EER Co IR oy ec ae ae ae en 
Solely through their own action or negligence 


Wise oS os h sew ee . 


Number of passengers killed and injured per million carried due to causes beyond their own contro! ...... 
Employees while in the execution of their duty — 
Through causes beyond their own control 
Through contribptory negligence) o.0....5...... sescssest ooccc concn ee 
Solely through their own action or Negligence .. .. 5ve.-cs- ea ey eh arf a craic wu a RANG iacidnemav etna ttade 
Employees proceeding to or from duty within the railway boundary 
Persons killed or injured at crossings 
Trespassers 


Miscellaneous 


SSeS eA Raise 5 ya) oe Ss 86 Beta a Pek WUE eS “Pel p ua/arp es vi9,80 9 ¥.pi's 6) y.0's'eleialeinisle 6.1 ¢.cwe 76% 
oe ce eneneee.ccevesces See] 
A ae On Seo ee 28. 2)6) RTS A 2s Vie fete) 6.675151 ¢.din'@ Ue 4:8) o{@ie\ €/U1G/ mis) @ Alni8) @'6-6) 4 61'S C.si@ 0 0)6,0,6 uimie sin! 9 s\eiere aiais S'sleleWald.eé 


eee cea ir Rt  SABe Oe Ree Riae is EMRE Cs willy. cate nev KU Aiea f9.y PR eek Mire & KeK bee b ee LG Sdn v ericbare ath i daduy oedaeie oe 


Ah, OPS HEE SSE NRW (908 viet Re Rene ws ONS gal Shs Cee MEA hase nth a) cf (Fees. sdinsse ete eke sme ter vens es 


1924, 








Kile. | Injured, | Killed, Injurec. 











“23 
“2 | bau 
7b fat 36 
18 | 
19 
Ae, | ot eee 
16 | 186 9 
2 | 7 ] 
11 19 3 
29 | 13 | 19 
10 57 3 





} 
ee 


This return only includes Casualties in eonnection with Train Working and the movement of Rolling Stock, 
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16 
63 
169 
9 
63 
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APPENDIX XII. 

















SPATISTICAL STATEMENT.— Years ended 30th June, 1924 and 1923. 














oo 








. sad —- — = | ee a ee ee Se 2 
f Particulars. | 1924. 1923. 
, —— — —_ —_— ——— —_ — ~ ———- — a — es Cae —- —_-— 
| Mis, Chs. Mis. Chs. 
1. Average mileage of Railways open for traflic ... a as Jes ae “ti 5,460 12 5,196 54% 
PASSENGER TRAFFIC. 
Pe ah Country 7,532,580 7,241,007 
9 assenger tr: Yeas) ; ’ | = 
2, Passenger train mileage Se techn ¥ 4°852,116 | 4°581,481 
Sf oe eee | Country £ 3,774,911 3,754,999 
Sak peg Ne sg sae ie * | Suburban £| 2/302 ,077 2,..49,703 
: = A SPM nap sgst oe { Country 10,744,868 | 10, 697,392 
4, Number of Passengers carried - } Suburban 117,356,316 113,017,247 
5. N her f P; ssengers car 4 rd one n il a f Country | 842,253,687 | 833,239,323 
5. Number of Passengers carried one mule...) Suburban 878,907,181 841,663,309 
ty 1 . | 78:36 | 73:35 
mitt 6. Average miles each Passenger was carried... Scene ; io | ae 
7. Average number of Passengers per car mile lisoneneen Bi oe 
; Country da. §4°32 | 84°24 
8, Average earnings from each Passenger Suborban aa 4-71 4°78 
ay : Country d. 1:08 1-08 
9, Average earnings per passenger mile a0 4 ethan d 63 G4 
Per Average Mile of Railway Open. 
Pad ») 
10. Number of Passengers carried oe ree ipsereaenes Sy Weieen ere, 
‘ - 
; : ; ry 56,465 | P| 
11. Number of Passengers carried one mile thane ° oe | 3 es "47 
KM d . ,VOYU; = | oO,<-6 
12. Passenger train mileage ee A nae Sakae ee ane | nays 
iil 13. Passenger earnings ¢ Country £ 701 7938 
i ea asa te oe i ‘(Suburban £| 8,854 | 8,788 
Pie Hf Per Passenger Train Mile. 
i ™ 4 
He} Hat eine : SAS AN DATS Country 315 119 
Mi 14, Average number of Passengers Ss = eames 186 | 188 
rt 4 oar 2), | », 
ah 15. Average number of Cars... = Jeeta reas | o 10 
‘| : } 7 90°27 As 
no 16. Average Passenger earnings ... Sed he ; has tee 
GOODS TRAFFIC—PAYING. 
1 We Goods Train mileage é : at 11 ,322,292 9,871,373 
i 18. Goods earnings .-.. XD 500 : £| 8,096,274 _ 7,868,769 
ut 19. Number of tons carried... 5 ass 15,515,662" 13,567,500* 
i 20. Number of tons carried one mile. 1,392,389,708 1,166,237,921 
ih 21. Average haul per ton of goods (miles) 89°74 85-96 
haf 22, Average tonnage per loaded tr uck (paying and free)... 9 08 8°48 
vi 23. Average train Toad (paying and free, tons) C. 163°34 160°03 
14 24. Average earnings per ton x a 123°82 13684 
sf 25. Average earnings per ton mile d | 1°37 1°60 
| GOODS TRAFFIC—G ROSS. 
Hil) 26. Average tonnage per loaded truck (paying and free)... 16°95 16°30 
tai 27. Average train load (paying and free, tons) 383 387 
Hy | 28 Average number of vehicles per train—loaded | 73 18°61 
iad 29, Average number of vehicles per tr ain—empty 9:79 10°03 
i Per Average Mile of Railway Open. | 
tur 3), Number of tons carried (paying traffic)... ; 2 874 2,656 
wal 31, Number of tons carried one mile (paying traffic) 255,005 924,417 
Hit 32 Goods Train mileage : al 2,074 1,899 
ti 33. Goods earnings ah se ‘6 we £ 1,483 1,514 
Hib Per Goods Train Mile. | 
Wik 34. Average earnings d.| 171°62 191°31 
ii Norr,—* Does not ine dade the following tonnage, for which only shunting and haulage charges were collected :— 
Hie vee Reaaaeu seam ven sb aederae seul gawaseunathiuye crete re 177,465 tons, 
if 1928 sieves sdsatiase at Mes keel Seen ene 233,810 tons. i 
{ APPENDIX XIII. 
Wit SrareMENt showing additions to Railway Capital during the year ended 30th June, 1924. ; 
if . 
i} On Existing Lines— £ aa £ aE : 
HA | Rolling Stook.coietess..oksus scenery Paterete tied at Prereps wave SeBSTAOS Gust . 
hi ‘Additions to Livies; Stations, oie te seer etait eee 681,940 12 
Hat Duplication and Deviation of Lines Ae a 972 885 12 3 
Bue | Towards Construction of Flemington to Relinerd ‘and Dulwich ; 
i Hill to Glebe Island and Darling Island Railways ............ 45,990 6 5 
ih Equipment of Refreshment Rooms .........6....+45 see seecee sen eessceees 14,968 16 0 
i Electrification ot Railway Wines je .ccrcssc.es+sslseel raise clisaeserererres 326,945 4 6 
i Departmental Coal Mine, Lithgow. Development of ............ 106,336 4 7 
Wel i auras. 
Wy | . 2,008,770 0 9 
thy Tess Credits ...... "33.9 
Il F redits pak te Bh Shia tet vapeees er eae cs 33,946 3 7 





1,972,823 17 2 





—— 
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Railway Construction--- 
New Lines— 
Coonabarabran to Gwabegar ....ssscssenseruseees 
Tarana to Oberon... .cececcscccescece Sanstcuet cnet es 
Binnaway to Werris Creek......... 
Macksville to Urunga .........eece0s 
Gilmore t) Kunama. 


TOPCO Hee ree eee ewer ee aces 
RS | WR Wr Ph hae pt a at ae lp OO ree reeree OOO ree reeeee 


il) FE Expenditure on lines open prior to ist July, 1923 he 





510,436 11 6 
.. 164,272 16 9 | 
apcchine) © 625,080 10 0 

367,987 0 9 | 
301,168 12 0 | 




















sinik al Akh he LTD LL | 
Hi] sos 5 08,002 -1908 
iit Public Works Department— 
| tt Sidings and Cranes at Carrington Wharf, Bullock Island..,...,.. atieeevanens 124,510 0 9 
i} Ht £4,078,296 10 1 
se 
ip | ee 
\ + 
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~ eee ae 
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APPENDIX XIV. 


STATEMENT showing the dates of opening and length of line of the various sections of the 
Railways to the 30th June, 1921. 















































a | 
Date of opening. From where opened. To where opened. | ny pee $e Treble Line. ree Single Line. | Bhd a 
are ree es ] = Se iu 1. OG i 
$e = 34 | Tis Gk CRM AB ny eel nie 4 Misia ’ 
26 Sept., 1855...) Sydney ......ccsceceeee seseneees | Parramatta Jct. (Granville}) 10 0” OS ik Smee a ipecnarsgs 13,25 
6 ,, 1850... Redfern Tunnel ........ 00... t SUPT REDON YE ist stceiveaiil  semins nid Dibner Hone oo Sas Wie aie ce 1 382 
26 Pe LOO at) PENANG) Ti) acesssensrivvosianene Wiaiverpool ..o cecset. re arete ieee ane y 1 $3 MOOS Nave cts 8 643 \ 
5 April, 1857...| Near Newcastle ... .. ........] Mast Maitland......... 5 ces. Lie Sie Wo arsinhe ee ca OSM MEd ts 17 8} F 
) Mar., 1858...) Near Newcastle ...........06 NPA B CLG ceoets staat seneeciiabe aun tte i've sig xe Re osc Bee Layo 
V7 May, 1858... LAVOr DOO smesspastan saseeecneus Gammbell tow, ceccsnsecescs sles nl Me nocscarne LT G7 Weeks. | ll 673 
27 July, 1858.. | East Maitland...... che hae West Maitland .......0...0.- Pe RING desc Ame epee Rarer | bese ree 2 16} 
2 ,, 1860...) West Maitland ............0.. EGeMIn VAT mis sere: ascends ey MSS 26 a er fae GP ce ey ee 6, 5 
4 ,, 1860...| Parramatta Junction........ Dlacletowmeen nceacrcs nereees DY seein ey, 8 224 | SAL Tae 8 223 
12 Dec., 1861.. | Blacktown ..........0ss0000000 PROOG EAL Betese ce tivren dunce tcige rex th © Scuadeensens at Bite Ponksd.5, 3 643 
BAAR LGO2..<1 LOCHIMVAT Mee .sccceccsheegees led pAcshob @ 80) Sache ae menae Mann ae ecco tl Oks Sloe ee eeaa SIRT all one Soe 
eMay,. 1862; Rosty Hill ...., ...0.cs0adeess f comin Creek (St. Mary's )iisb) cisascetee) bl fons cosesesse 4” AG Seats tees 4 43 
7 July, 1862...! South Creek ... .........008. BESSE 7s eee mene aie ae ae 4 BOL Nea rgosl tc. 4 604 
1 Sept., 1862.../ Campbelltown...............6.) Menangle .......ccccccsccsscsece:|  ceceesees Weeatietiassves ee OS AO 2ei Mestiea i - 6 46% ' 
WeNliy, 1863...\ebranxtone ef ste. ss. | Singleton ....... 548. naa Ne that | Ae ene ae i, ey ON TEE Bods 14. 25 
1 July, 1863...| Menangle............c0ccceresees PLE TCUOMMET CS et ttn her ofa ec | eee Wie 40 Seeds 12 40 
2 May, 1864...) East Maitland.............0000. MON peer 501 caskaecrs oosh ons bs 2. Aiea |S Eee Wee | 3 472 3 473 ) 
BeDecr, 1664.11 Blacktown» sccc...sccveca oxsces ERICH ONG Mees, se caa etek ee cS cece aul eoncetes | 16 193 16 194 
SSeS wah SOLOR PER il onrenccatetyaere AN GEBAGONST Si. sawacck wn docauns|s- sancdSR VOL coyicoatos tan 0 75 | 24 4535 25 402 
Pra OLY, TEGTOF) POwrithises.ssivccsseecsiacavenes | Weatherboard (Wentworth) .......:. | ss.ccseseees 29 BBE | cceeesese 29 382 
; Falls). | | 
2 Dec., 1867...) Mittagong ........ccceceeee Sutton Forest (Moss Vale)..|  .......6. | csseeseesees RS? Ge) atte 8 63} 
1 May, 1868... Weatherboard.............006+ Mount. Victoriae...weccscssces are corer oink is VAG Pe es Se 5 cee hoe > OF 
6 Aug., 1868...| Sutton Forest ..............00. PUNE G UAL AINIE oe CARE eh Vecgaiconis nhs om on ARLE NOL Lo na’v econ bas DO: DT Rissa 29 27f 
19 May, 1869...) Singleton ..............cs0e00 eee] Muswellbrook. csccddtecea snes. saetene | Beers | eg Rae | 31 03 3 = 
Bem S OMe MM APOIATY oc... vcaserevanscteteens GRO DURA, cs vaa es eek: een cscs ), pee], dikes yds "| J ocagsndos 19 70} 
18 Oct., 1869...) Mount Victoria ............0.. Bowentlels t.'3.¢00eeaet ores FF i i Ee TOS SOUS 3. 19 52% 
1 Mar., 1870... Bowenlelsmae ee dees cans @Wallerawangh i. .si.ccsieviness. Thats ety MEM econ vac 8 34 | 8 3F 
1 July, 1870...| Wallerawang ..........00600 Ee nya, ee ones feel wice ves RTE epedee pnikeoiee )  <Ope223 delle. 3% 6 22% 
20 Oct., 1870...| Muswellbrook ........000000 Wea Nerden. pact. caclemastaten re er oid ee eee fee 378 7 372 
PP April, 1871... Aberdeen’. ..0.cs..Fscccsscess. «- PCONG rs tone aia cache bie case Baie Sry eRe seaietaces Tibeceect sb | 8 504 8 504 
Rpg LOS ba] SOOTIGE (hat. cdatexcse san svinnneate We VAD ON Gries pecan cncinn ities Oe ee A acme opr ee hp adawatione 10 35% | 10 352 
5 April, 1872...| Wingen ..... sgauiGaa, oodddin: AUT EUE GoW NUE Us bhenae eeeoneceneeeteE: eee e 2 See ss te ccarce rast ae liel2s 78 12 78 
eee gp eh Od D+ ns RABE vecaes, -vohon cc eocnionsnnon= Locke's: Platform (Locksley) oiiiitis VP xéocsnecers. 2050: GB) emetiges 20 6} 
1 July, 1872...) Locke’s Platform .,.......... Macquarie Plns.(Brewongle)| ......... |) ceereeeeeees Dh meat Me oa AMR ot cater TEMS 
4 Mar., 1873...) Macquarie Plains ............ SCAT Been cscs i oo) Keun. [uy -abdesaweaes CRW lime “oss oe 4 77% 
ME ODigh bod Ores RAGIAI Ae eiitesnonsceaiie scesaes KelSomame pat edctc rcs cca Tbe, AMT ou cexeewenes o. 68k eases: 2 68} 
Pred wcodn emetery DEAN) Ieee aimee ee rds ccius eae Oil Lenint SOD cvcomconivn,  Woihiadlalees ae et 0 47 
S NOV. « 18752.:) Goulburn v.00. .seiccaceseoeees'es GORING seus Nershakererecr ties. Hi tannk Agel dipimante mans Vetne SOM TRL sles. 33 304 
4 April, US 7 Grech IN GlSGpe che caetit cee oe atic eaves eBaAvhucster tee ee Pe at tl | Fcc ore | 144 | 1 194 as 334 
SO TET SA 1S] Onc) GUNTINE® jn ineitnnsarsencnwevees BO WANDIS rh eiaateuseneste Uwrneusees | SL 402 |... ee 3L 404 
BENG ft S 10.7.) BOWING caress ianeranoses con's f PAGALOU 2 ies eeeaves tai tatadientsh Paorsmttioy |) otadens sie | 15 2h] see 15 254 
Bee ae 191 Orr) Bathurste i ilivcessoveen\ozcoene- WELLES, otc) Satie Oa Morera ee A aon] CAPS Na enn 12 59} | 18 233 aS 
12 Mar., 1877...! Binalong .. ............05 avenee PMP UrrMeAbULT a weil eirdas st MONE eae Pe kassouaclons bok 2 Le Oda naar sya. 21 544 
I April, 1877%..) Blayney :-.icciic. sve viads oe CARTS arc Wat ee TA TUTE ORT, Scks ngs venue 7 66.| 12 293 20 5s 
13 Aug., 1877...| Murrurundi..........c060 scoes | CQuirimndiP yer neateneaarsetdune NARS eas, al Re ROR cree a eee ce | 25° Of 25 03 
1 Nov., 1877...) Murrumburrah ...... eae sae InC@ootamind camera tees esie Vea cetten Wh semecanaties | 24 444 0 63: 25 27% 
2 April, 1878...) Cootamundra ..........000086+- PSb NUH OEAE sqseterciunnal (inves Poti e ates Ie Nox ccts va Rebs, tetany 16 31} 16 314 
GO Y 5 1979.27) Bethune re © vswicsivsanescvereers PP UNEC ME CAe ey cptei iter imcttell idenecseciy ime dortee'tvindanm Al Pade taen +s 18 30% 18 307 
| 
POU ASI S34) PUUCE” ctavkssdesy«\osevsaeds-. DINGHY) SOBA WAG LBOMEN)| © vatecnence of Cveews eesee” | vucbetees | 17 36 17 36 
14 Oebyy 1878 or} Qairind i 6. .csccrccrsccsaceasenn EW Gate LAM WOrEhisicareviiborel 1 tana ef ceeds niaeae PM ehench ao 37 265 | 37 264 
25 Mar., 1879...| Werris Creek ............ Damenh Lat COME Ms caasineh ioaOraeseeeet toe akeR ENE btvevderase-> || ssxaanvs 14 35} | 14 354 
| | 
1 Sept., 1879... North Wagga Wagga ...... NVC ARVY DOOR ME ce Ree nmr decera ENGL oveSssoneUezomeslien pene. ote | 4 494 4 49} 
TAP ee 1879 i) Breezes. 1, .0i.000. eared ig Gurncdaltie Memes dic Vi MMM IY Sascicuee \h icarelites 260 4} 260 4t 
Brome 1380). Orange avissptesdie evsesesevs DYN RL UDUME Cris Mink cpsaod Doumemietes Rone edcaeanase! Ae “edomns tay 5d 33 | 5d 33 
PSept., 1880...) Wagga Wagga ....s.iesrrie p CROLODOLY cay Goslinast egastatehcel| overs v ans RE Ee leh etyie, eee | 59 15} &9 15} 
Dundgate: Cometery-Braneh) 9 veh denrennccunwasessxrdoe® CP Oba vesase REE Hie arose om hia 347 0 Fi 
Pee: es LOSLerd, WY CLUNSEOM ess ae, addecznenones be Diabbowe.s. capins disctaavervitins Pesta xbheis Le ene es ee 31 264 31 264 
SE gfe POD Tt APOLOQOLY: de dusiaanensaannaievier Alb unite G..craeamintacance aera: a ak eeieg | Sec seeeeeee ne Biners. 1€ 394 18 293 
ASM RLS OL vr tel UNCC amc dai ordinate. sconces’ PENOLA Ora) Sees catica socdesuevtell Ieee eines ys he ce ae Wane Re 60 53 60 53 
28 ,, 1881... Junee Triangle Loop........1 0 0 sso Hees DORNE ORL 2 fN AMO UTED flee sd ssenoye PI salem ses 9 33% | 0 33% 
Me Sept;, LSSle Narrandera istic... casowcwevees | Darlington (Willbriggie) ...)......... | dexeessegice | reeeseens 38 16 | 38 16 
9 Jan. 1882...) West Tamworth............... Moonbi (Kootinga]) ..3......]) seswrrss | aoebeeeearader ee Fl aS eee 12 1M 12 If 
BP Mar,; 1882...) Darlington sivicsc.s.sisvssesgess [Warrathool..awisissvadcaa Sa Spdeeuieosa eal Sasoteecnarce | Peaseetcrice af, 85h 3 8 
/ | 
10 Mar., 1882...| Campbelltown.............0000 BEC rrecl Stade ee RAS rela BeOS) sowed aasbes eS a 662 | 7 663 
15 May, 1882...! Wallerawang ..... a clth Seaw des h Capertee: isos civresdentecomae fi SOEs | seeeeeeeeees Resnntcanis 22/4 | 22 ‘4 
4 July, 1882... Carrathool ..c......sscseceeeeee! EleivaescrcticccrscicecneslcleseniM Gtnccncds, Ale cetrecrnedcaeemle wecaeetas 39 iO 35 83 
Age BOOS.) GHNNCHSD Ls cs Seees i ccnntvis | JOP TAMEA \iswramnnlencnsyeoreer|? Sousesbet | Detetrretrere ||) cecenceer 1 240 Beg 24 354 
POO e see LBS we | MM OODDE 2 iucrtaseveancvtdecartvnen | Urablawen ten. Ge teamiamardes s jescerdsbccs oil RCtHmeertrce va] rr crosag 51 462 | 51 .46% 








*1 mile 9} chains cf this is Five Lines, 
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APPENDIX XIV --continu: d, 





















































































































r Date of opening. | From where opened. To where opened. as 5 ape | ree ee ce She nan 
, m. ¢c m. ¢c m. ¢ | m. ¢. | m. ¢. 
f 1 Oct., 1882...) Boggabri ....s..cscccccrsccesces Narrabai. Weat acccccscctecvet]  vaestvene 9 f.> ssQheayatpane ge Eamineehses | B31 303 | 31 304 
DO SS DUDDOs. sc csaactncissnte erences NG verbire cccotesascevaistucona syihl Gsecanseali |) seeaneemnea aan Dinas sternes | 63 6% 63-6} 
Shek 16s8 0) Drala - ....0se Sena Artnidale ctecisivssnsrqenter] soaspeal | See ene anne 4 64) 1k C4) 
9 June, 1883...) Nevertire...........cseccrercoee NYMR diene hecesceditecesacacel wensonens) Uh) naitins neces Eee eae 1 86 32 36 lf 
14%, SP S88. Albory 5 ea ae Metvoon Fea ver Marra y cain csicsticgs df « avonvqree pte oeaeegees 1 4035 os ees.., 1 403 
3 Jan., 1884...| Joppa Junction .............. TOTAGO wigescisstawcaccanccacced  veeieen eee uch jaseneaeess | 20 143 20 Ls 
9 June, 1884...) Capertee ...........cseceeeseeees Bi yletotte: i... 4: canscnsacenncecegepl hdvaactads Uf naetae tere dae Seen _ 30 783 30 188 
\ 19Ang., 1984.. Armid@le so cicccsc ceases anes Coleen Tanai oc ben coca cae cans b: - "buen om oa lancied eee cian ine ceed | 63 52h 63 52) 
Poop, 1884..4 Nengam |. ctocstira ese FRY POG -scua ies Sharda csnciecans b .. wadtesgeoiy SIE eae OPS Renae 78 125 78 124 
by I e,, 1884...| By lstone fio 60465. -chscsacee seem DEA BCG ince gc xeesecranens on WEprerree fo) fa) pee eck 6 paper tee 31 ¢5 31 65 
| 16 ,,. 1884...| Narrandera ...6.. .ii-.ccecsaees POP RAAIRG os csacsnqaugevcciccocveh, .cxgueleeel nna cosmennaen tans mateenes | 65 06} 65 Ot 
WiOcts “88s Sydney \...7 ances. cere secs ee EA WESE WUC ian deraq or paaeaneasicae NC 21" BAR Cricamor ee a 3 : 
& Mam, 1890) cu Larace 2occ: scnctecnssradues Bungendore cigseqcccccssecsqrsesp + aeecegene fe! Naanieedai 19 20% 19 205 
2625," 188)..-)eDemonadrilie \.....ccouevsenes Vi GUNG Wiavsniceds cantons ysacvincadpae oegeeqacge ti me amunaeqnaes emcepertct: 17 382 7 38% 
S Beli, 1995.04) Byvock 25.....fis sizscscsicseses PAIR ss sais chan Dh Rgereewccaly SP Rachekes (MOE recency bo Lowel 48 30} 48 302 
i Dee., 1388.4 Orange ts brite excnsheeset ae Melon ge s.ise: vcdexsnnes ac hadeassash © enyeges ll meannetas os | seeeeens 23 22 22 259 
BP gg: | PSM et Orange f6mhe ic o.seraccedacteht ol, dis cdsadoadensss annssseaise Gy miskaaasedd MMM Be kyanamance | eesseeaee 0 283 0 287 
: 26. ,,— 1885.4 ouratyiblemee sees et aeee Sutherband. ... Go" cccssscel weveablevausereesd MPMI desaanendasy |] AD | vecnenene 6 12 
3 Mar, 1896.2\) Suthevland--.......8..ceecoe Waterfall, a0. cose, kale ees pe chaeauanens bY So Gee abit adnate 8 634 
HM ee 1886...| Loftus Junction .............. NationalParke’...cct;acsceeeuh Sent anne Ia, dstava tine toe Lae eaonaes 1 14% 1 14¢ 
(i i June, 1886...) Cootamundra, ........scccscsce: Gandaral .....Gecascveundestangethte aycedagean Mpeltsassnssataentalte yiaaedaiest 33 414 33 414 
I Sept., 1886 ..|| Glen Innes. .....-....ccccccesees Tentertield.s. 2... cscccseveacoadiviees cee Be eee fs esac aia 57 414 57 413 
~ aired 
De 55) 2886. Ah Strathfielae. Sic. cecscoecacwecs Hornsby csi. cecqqeesadeeauscans 1 324 | 2 63...;| 3S (OE aka. 13 55# 
i R INOGs, TOC of ORI OUR) ee va, dedeacades COWLES \cdesuscaaces talgeee cadet rane piabazuctedes | te ee eeneen | ceenneeee 46 254 46 254 
| f April, W887 al: Hornsby sc. das. ecereqeecsscaas Hawkesbury River .......c0e) sae cones tO 13: SR dies. . 4 524 
Pin ft, @h Fuse, 1887-. 4: CHftow cls.) .aceceoeeaedess Wollongong | cccccsucsacssonoce cigasteats etre te es See Pe 13 634 
bist (in BG Aug... 1887: 3) Gosford, (ke Se. Ae aces eam ieriete: ican saenth-an oe 0 653 2 282 ct a) Se ee 51 653 
Vit 15 ,, 1887...| Woodville Junction ......... Islington JUnction..... ccc) — aeeqseces 0 18} Us 0 232 
Hi! 8 Sept., 1887...) Bungendore.............ceceeee- QCA THO V AIR ines scace cn cin cep recenamegs Nee ch cecer etre eB aes 17 28 17 28 
t ta | | 
| 
Me 9 Nov., 1887...) Wollongong  ..........0..0800 North Kiama (Bombo) .....{ 0 ......... h. Picdevcdeisoucs eee 20 63 20 63 
ah et T Deo., 1887... Queanbeyan “...c..ccccacceees- Michela ge. iva ccauoas saciancuniandt iano NPs ert caus serene eee 30 13 30 «(1k 
Wa} 16 Jan., 1888...) Mullet Creek 0... Conlon, danndinasnalsel OG Piscigistiait ib <ktoaaate oe ee ee 9 64 
, 16 |, + obeOs..4}, Ventemheld |. ign ccs. Woallangarra \.icscves coscsat ay teers f . -adeaaeinas act ap ameter li 61 ll 61} 
RF Feb., 1S35..) COW ra cs dessnnnnsccassessconacss Bla vie fi ciswseatnansancaaasncciis uandibeee | sisigesita ANAS AL ak eames 46 62% 46 62% 
MH 3 Oct., 1888...| Waterfall... es at 2) i Say Mana CT PY Fine SF nck | 39 6s kee G 14 124 
Tay 1 May, 1889..| Hawkesbury River ......... Mallet: Creek ncccccccccscunicalh -monseeee UG sean neates [= CUR al aeheeaaen 4 67% 
Bh ie Sh. xy, BOSDL| Michebaga Wiis dere <ancncas COTA cc stinateceanedpeamicn sett Onidhusend iC) cadens ones aealte aanee eee 40 43% 40 434 
eh Wa b Jan, 1890...) Hornsby «.....c...cccsnnnconncen St; Leonards: ¥asegcdiendcchsi aes tea a  eeecaeenas bo 3O: o Aa Raines 10 453 
mie | St 1 July, 1890...) Mt. Keira Junction ......... Wollongong Haarbour .<ic.ah' lcdiaaen WS incsoescnies t DiPinsietde 1 8} 1 
ial ans; 1891...) Homies <...c.i.ccedeencouss North, Strathfield, <c.c.c.ccash . ctenends Ib eerie nee O44 Fil tabeh tas 0 44] 
Wek |, 20 April, 1892...| Yass Junction........s:000.s00- Vases E OW Bird. cose. re sca ee ocala eee |. jaideetisastcan cod Remeeeinraotint 2 674 2 674 
| i 1 July, 1892..| Nyngan Junction ............ CODER. snc lecctesesoa vuukuschasses len tea masecoutice an eresean tee sald Races des 81 29 81 ~29 
Mat | mi Qeb., 1892.2). Culesurm ty. pass quee cuted Caroes sais. kha: cued so cceultt hens TiaebRaNE hi oueatenn eae aie lt eran sacar 47 66 47 66 
Waal 1 May, 1893...) St. Leonards .........-ovessne: Millaon’s, Point. ccccds coxssccnecl: auchesirel AME «te omcoebe 2. FR: Widen esr 2.71 
: bine 2 June, 1893...) North Kiama............ waaee DUO WAR Ao ctnc be quar nenaed=daepqncill eeisecnaes [abet aeay awl camnsgeras 22 593 22 59} 
Hut 1 Sept., 1893...! Cootamundra ............06 «+ ROMOLE capitate te a Age ok ee THe one 38 = 28 38 i 
} 1S Deo., 2893.25 Mio@hose iiss. Shon desqnandaane: Bor beg. cicsacoh scuacdacucauisddoe eee eae dea 72 664 72 66} 
Bia ! 15. May, 1894...) Lismore 2.0.21... .ssce nas laneene Mullumbimby.. ...........6.45 Sas MA sASientighyasal cle segandeee 33 57} 38 577 
Hane it 24 Dec., 1894...) Mullumbimby......... 00.0... | MurwillumbahandCondong). ...recsse | xeose onneos, | vee lecaes 25 if 2 Jt 
ry ii 1 Feb., 1895..| Sydenham. .......2...0scesenes Relere, c.«: dagiins conten A iS Rie oa lcodetanns O FOR! cei; 5 3 
bi 14 Oct., I896.. | Jevilddetio:...........sscccnceunes Ge rigay cae sdgesusensendunaeosies i mateemtes Ik diststietaoaeca fli Ramage 21 G64 21 664 
bie RE Dice, 1806.2). Pathe 6. nccrneesiilomeanveics Bogan Gatecanc. sccenisecaree: be natant PF the aoe IP Gordea tie 23 liz 23. 172 
PR er 1 April, 1897...| Narrabri Junction............ Moree: 5455) el ee ae bn Sas EMR Sta ae ats Raho eR 62 47% 62 472 
ade ry 1897...) Narrabri Loop ..... 2.66. ces ceseseeeess setseusaeevasessenes | seseneven | seenecesrens | seetnnens 0 39% 0 39% 
26 May, 1897...) Rookwood Cemetery—First extension ...........cc0ccseeeeee Ne da pede) POMPER enone Aan ie ner ReR ioc QO 722 0 722 
hit i Jam, 1898...) Nevertire... ....6:c0scasaacecnae WW Eret ssid eth Sens eta ail ete tage it east oe al ie eee 12. 49 12 49 
fi I Mar., 1898...) Bogan Gate: csi. ccccdeorncus Condoboline siacccsaree costes terete At aretaioncee HeeSeaaee ces 39 343 39 344 
Mi RGSept., 1898..) Bowrigan 2.0... <<.scasanansans Binley 5. Sondeanetidesuomescs nae ae PP eee Nee copeaes 14 4 14 4 
We Pax? TSRQ ce) Barbe, BEE, i cskgon.tas cwiaanes ) keerawiiges | i scacteccucod .- oauelaats Re Mica reer ee 39 41 39 414 
han | | 
ee 55 1899.2.) West Tamworth)... .cacsaan: Mia naltas © cscs cae qusiacuaosey tae Merce ce 1 Ser aoestistep le giwceine te 29 484 29 48} 
Hy ae it EBebs; 1900: 2: Moree: cu... eee one * Giareesend eka gee nak ssksen| eee ae ae arte: Beer 34 48} 34 48} 
fl a 30 June, 1900...) Sutherland .............00.c008 Woronora Cemetery ... ....|  ....e.e0 | > ee eeeieecht | eaenneeee | QO 412 Q 412 
Ay i } May, 1902...) Koorawatha....:...00 seasseonee GRCREOE, | nacdenouraitcinktan das eas WE Bache an, He | eaasmieate | 32 23 32; 23 
HAE S Judy, LOCI) The Rock: 3.45, nen ted Epek hare. .s7cvacsdcataeareen i eee (ee eee | 24 59 24 59 
iar I Ang. TOOL... | Clyde: Sint Carlingford . ..<.. scant eee : be aes 3 Pi 4 39} 
a iv 2Bept., LOB. 3) Byrocke jess -asecnsunascowainaas Brewarrina. .. \..sisnauzdewes some i  eecock | > adiyoeae 58 152 5S 15% 
iis if 25. Nov., 1901.. | Gravesend ........-cecseseceeee Reedy Creek (Delungna) jul) csaxseces. | ease, one Mies ects 36 32% 36. 324 
Te 26s: 1903.) Cabar icc. eee Oeewdental Mine, :i s.r eee eee Une czen ten yt Peer 3 544 3 544 
une | 10 Mar., 1902...| Reedy Creek ... .........006+ Eaveretl, \. oo: tence eee Ne a he i hana oe iiecwnig aaa 24 63 24 63 
“ fet { | | 
A 2@ April,-1902..'| Gaullarn,;2,,....cie:a-seeee @eook: well. oit. .eccccsh casneaalomenr eae i yy Week Seee, eer 35 43 35 «43 
titer Re LS: Sept.,. 19020...) Culeairn, ..207.. sc eden Gemantom (Bolbrool)....:.0|.- cveacteecd|l bl enusanucen (|| cena 16 61 16. 61 
Baiiiity ib 18 Feb., 1903...! Dubbo Triangle loop.........] cee eeeeeeses PRA ce Hy Samaneteeaenll, 1 mesieren Otaa 0 234 0 234 
HA ie Sg 1902..4 Dabbo a.55 ee ere CRCRNEIIING: Sis ssnkin dassecalle aebadetee: bor hee ge ae ee 95 5:3 95 532 
ay WOck.. 1903...) Gundagai:....,60.:00sscaseannases DHOMBPTLOLOW! 65% 0:5 s0cs00.:ks Sal emetancs atrardl el eaceeens 14. 484 14 48} 
| | is i cczasyzeees ouTbuney VOLEEESEpEnS-ennaininsmasmempessereataradeamioiiiremaessesumeteadaeaaiamameetemasi savannas tat aa aa 
Hig te * One of these lines is.5 ff. 3 in. gauge. +3 ft. Gin, gauge. : 
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APPENDIX X1V—continued. 














ee a 
Date of opening, From where opened, To where opened. ee | Bits, | 
| m Cea yar Ge | 
) Oct. [ign we eneee otc. cls. SOARING canktiecastiabiscic stents Saarcreyioneniiey | one 
2 Dec., 1903...) Mount Horeb ................. lens: pela OES eae RS 1G pr’ Ble 
aye” | . e Seee W yalong(Wyalong ( ventral); Ea ccal aside mela t bana nasal 
o = 1903...| Narrabri West. ............... HUMOH WP UNGIMOR boleteuscisisel  sacivveriey Yo warvastix 
3 July, 1905.... Burren Junction............... Ls See en ae | pavestsieteat a Motieetcgs 
CO NOV a0 ss | ATALGOM... sacceces cesdveris haces, RSABINO G errs SOE Es cath pasuksa reine eat | NUE badtcse 
gat MEMO yl COUROPR sa coidees ance cashvexkeod sic PUMICE MPM ri Shetesassasesty  saditee ME Guriotlas 
3 Dec., 1906.... Burren Junction............... Collarenebri East (Pokataroo)....) sccosseeseee | tev savees 
6 Aug., 1907...! Bogan Gate ................c000. PPM INIUS xia eee Fen Sunsoind cane 1D) \untatoreses Ser oat 
TOV A pridy VQ08 5,5) WEratald cise cose ccc cdcank ice New Line to Bullock Island, PHI 1 Osi Rink 
roe Ss 1908... Islington Junction ........... peboley-streot Junttion .4,)  scccccseces | cveces eee 
15 June, 1903 ... Rookwood Cemetery—Second extension ....... Aare ade ee ee 
ZL SOPtaye 1LO0S. nl MIAN ILIA csccc.v ears’ ook khie DALAM LEPC acasucicche| Cherie acaw Hl Oahe ma issi 
7 Nov., 1908... ASP YON 1 0. eycthecetacca Rant DVG vehi ie eet carmen: te ried, scesae WG eae 2 
RS sy 2008.6. Atthh Park visswscscecedecves Ee MARES coe cok weer Moe a... 
IS Deo.) 1008...) Birandle ya iloviisavcivesesss FE BLOT R anhs ch imysi ip anbtei | te Melee SoU eka as 
1S APRA O09 2.) Magee. -civyscsscesssnstavscaed ER LOWE Pi carreras crayons steld oagncmertielel. HO ebhacine 
Se ge ge SOS.) SOMIIIE SA fo lden tas psa eeoskev ete ce | Bankstown v.ccc cece. ie vs ete Hi beitve.; 
25 Juno, 1910...) Casina .....cccserscceeins ORIG ib aivacsey 1satctbyoss sere LO a awabavesdel Ty cenayt 
MB Septg LOIS | Cab weee ay vx4sickes: os Cad ca sact Palen PEINOIE ca er le mae | hikes 
28 Nov., 1910.... Gulgong ............. yitoye ps6) DIMBOROO. 5 indie vavenssswardeetve Passtcstet inn) Mi secretsit 
12 Dec., 1910...) Lookhart ....6.... sscsscseeevess | Mucra (Yuluma)... ........... MPP Sec ateraya see, || (atid cog 
P2iy gee bol ss Wa rrOMminy~ ¢<:cdss1;saseerchan Pe Oe I is a a 
22 Mar., 1911... Cootamundra North Junct., Cootamundra West ......... WR Raetereests! oP tsamarhe 
28 May, 1911...) Fassifern ......5...cccc0 seccaees POE eI t MreariMebicdest tl “Adieriicie. iL. ees 
31 July, 1911... BOP MAMEDD © wissdsneas-dctivaties Uae TRIER WY OLER Li ciciac,}. seecdeeetes? |” shhthaing 
14 Aug., 1911...| West Maitland ... ........... bP RSAOR sae cheeks rapweneseveehcigul <asdiiechiive PGs cxekal 
9 Dec., POLL) MuGre’ ... isises, wo veep bbeeid ERM fa iiercertrssnscdsavictgelns, sedd eed | inte ld cask 
20 April, 1919...; Cooma. ........... SsBiGe hace HANGIN EA DELIA i cw peaeeeeel. . cdcenc eee Pe endo. ct 
11 Nov,, 1912...) Lidcombe,.......0...cecseecees0: EROS d EMBER access daecyslih. ORGY He okt? ccd 
Ss AIOE PAU t.t? LEBEN, oui 505é5serecwtvcbrcsans BRECT SCV Aes ea ae Hg. See TRIES OED AP ae: oa et 
GUAM LS 25.1 CUM EOR iy anisris bento) tdeees ts fA WENO eo Sgn ae «an das nvan eee Wer vaAweVsvedes) J]? Adsbaes 
29 Srpty 1913 \0MOPCG. occcceicecdvssssdcsiccssace Be eg oe Say eee i CE Pia Me 
Se DUNGPL IDLE WINIOY, cy esses cscs) cesvorbieds| TOGMMWaAl fe)... ccvssesesse ses ie ae a eee 
30 Sept., 1914... Goobang Junction............ lee SEMOFEIL Ae Aten, suedreatel | Pilsd,.5c) 
PARR UROL TWEABTONY assy ins'ge 53 v0 00 ics cb ohec | Mungindi................ pestle Pp eTeRAAVistVOR 1 J) Meds veas 
12 Feb., 1915... Galong ...... en ee  OBOLO WORT Mate hedirantis och OM cacccee Mts wis 
EEE PACs LBIOS | occ leaninnc sch bkdsbelitcs | WV ROGGE PAs. ccdcytteaavedstett.araith Be DE seeks 
26 ,, 1915.... Muswellbrook........ ete ALOE ALI Vapi nea Chie iagcee ts a HEL uate Seer aM We Veen 
30 Aug., 1915... PMR Li ts 5 ss greeks erent eel GONE BD FASEUBYY 2.5 isee occ. dosssoee Occ 
12 Oct., 1915.... Glenreagh ........ cccsceseeeee | South Grafton.......0cccc.. Pemecaina teeter Ui Suscscuv at 
11 April, 1916... Campsie Racbyas 65 SePHeEOReC RTS | | Tadcombe,.........0003 eesnae: Ita) vk = ARE eee 
Fists eel oi 6.4. ae ee PLE OPPNEL seseterrbebstvtiimesae fl) asssedibetetr || OGLidac cat 
29 May 1916.5.)) Romollé .oiccccceccocode cctccsvcss De OPMTITEMR coche recruit tiesstere Hikes, 
3 July, 1916... Barellan_ TE TCT Rera Vida ULL fae SENS ee toh ooo: [A Mesteseetre FL aSev cece 
31 ,, 1916.... Wollongong ............. Be thia SOOEE MORAGA ii ccvainss eet Cait Ae |b Leak de nasi 
14 Aug.,1916.. | Stockinbingal ..............00. PUTO ZADAL, F V)\.0cccssnsessorees Wi alteanabeere 1A vend can é 
17 Oct., 1916...| Tullamore .............. Riss tte POUERHAM: Vissicsiisnseoosecss IB serscite ones alam eeeeeb ass 
CGO LEA Go OREBEA. Gi osaaveis soc oatisreeis: Gosford Racecourse .....,... fea ab eeeh PRE He tise cispay 
2 Apri, 1O27 | Du tiedod s..s01.00cseacsesduee sis SLUG WAG 5160055 5.ccunnascees sence NOG cee hi | nen 
14 May, 1917... Wagga W BEER . wwaskeSesort sen MITEL Las oo68 Sekt Fate hermuesart ete, ae Mea 
11 June, 1917...) Binnaway.... AEP etgisist ky oabeeaT OSS GOOKSDATRBER | siiceciscciscci! — Seeseree esas WV) coocedeeey 
1 July, 1917... Wardell Road Triangle loop —........ bsbiddasteseeessaee fievetavenerisee | OM Sis 6ocs 
aoe Cts S01 aac) LPCBINAT «.....<5.<c00., hevelac, WIBERUWIM Peter: trciachan titel ere eee Aco 
13 Nov., 1917.... Wyalong Central ............ Lake Cargelligo ........... Frreth i Weiddwontehs.” H. iveaceas¥ 
de peed Tetek: VV BUGHODO sah cis isssas20vet4ese Kempsey EAPC ES Nasaekyonesih exc ecg adat Hi bews, % 7 
PP BUPA BT Sif CODHALS ajc carcanaceveyees a6 15400 EgStdR RE LW Foxe) kiaces savtef)) OANA |< oencaszea 
1 Feb., 1918...) Meeks’ Road Goods MRE Cl lche dye vet nas ebb hati Md vnrcinkecaeooiv Poo sevdebudtt ie error 
8 April, 1918...) Troy Junction shapesavtsvaasiets PUBL PROMS iil iscrunsbenctistip xticamsice t 8 cediencs 
Sv sse, EOI8.:.) Oacagabal id... .ccisccczas a _ Forbes SOURCES AVA TER ESC RecN G a eeeRUGAEET UL) inbeoue des | 
18 Sept., 1918... Caroline Mine Brauch . eeeeReal Lean ets occ sere thd cs igéaeien fy Rpareeee tease. iueicacssasa 
IS y5 4018 5.) Tottenham |....0<c0cdesdercsects | Mt, Royal Smelters ........ War seus seetuah. Ill ssenet se 
31 Oct, 1918...) Albert ....2.%. 65000. sttveetesds Sree cae Meihes  in5.) 5 eek Mi kar.. 
10 Feb., 1919...| Condobolin .............0.0006 eM SETHI pone ca Fs call, Be Kicacibeg! Wh Yidees. :., 
LOR a eal Sx 1 Baba arse yh seih6s vatsavarten f POh RONG aires iizanciriinsaanee, bPvcsteicseied || OAiesoent 
Ib Jaly, 1919.,.)) Rompaey .........ccessersssceesacl _ Macksville..... Se dente cparan ty cel mer ceraaegeyes ree 
13° ,, 1919...) Picton-Mittagong Devi UREA hobet cd. <25 Srathsts beesssass UT eos tteeneree! il) Ge bedvestes 
LOT er AES EME ME GDINGER 651) 0acsccv¥ cedebics | Broken Hill............. MesccinesN SOAeMeeORERT, Mo rete et iad 
30 Mar., 1920...| Craboon ......... Wretara! ERIOEND Git Rtor tsa caceisccentlered cocsesiteede “fo Glecasses 
bee Ma 1000.) LOBES cas cccesisescces¥ sae, PRG 33 <4 saves PeoMUPeMEASTAv evel, CFUSHERRESTRE GY adecsay 
Oe DO Le iP EDUMUla cc. 4,-..stberemeyinnt PUA DAUD DA Gy ccvvdscecsoocas an eeteecatiet neat lie 
SL Nowe 921... Nimmitabel +. ache ise, BMIOR A: Bist lces dade vcs cana cies (Panetta WO lodsceia 
23 Jan., 1922.) Rozelle Bay «0... ...cccssseeee | Darling Island..............0... PON eeipabel WN eis .: 
Se MERGE ARPS cae cc och baked vzaeldces ASPDPEL Ot sot coped Oetaics co rceds: bs cWeiebiae F) dbedecase 
17 July, 1922...) Coff’s Harbour................. SHUGHIOARE bi vei ctssatessioeseceri | stetseeseeee 0 seaeeens 
11 Dec., 1922...} Canowindra ......60....00s0ce0: POMORTE: iitslsaecrcaedosinsentn pi eeterteis ! Vseesess 
8 Jan., 1923...! Barmedman......... ccc. Rankin’s Springs ............. | certs | seeteeee 
yA) ae 1G. -PUNV OBUIDGBO. vecitacscrscctsdiean: EI GNULO ELSE RAEN Cad gous cnces bi veasthddedte! Po Vavvenses 
19 Mar., 1923.,.| Urunga .. ........... Mébnevette: Raleigh ..; sicetisicscnenase Riad PPE sh ebe trade ag Thay cabs ve 
1S Durty, 1925.54.) PUR 5055 ccdebi cs Cadined vedere PEMIOGOU i idee lad idecessitacees CARAT a MAAR; | 
10 Sept., 1923 ..| Coonabarabran .............. EFACA DEGRA h F/ts 02 i--puevew reves FLPE piaeiiss? Wi > Ricdtante 
Sg US eh en CPEMROST 54 20 08h 5s cis nodiveteori’ ee ce Porky (aa Mek ect 
29 Oct., 1923...| Binnaway ..... ea Da nal eeasaetes WESRTS OGM oct ccacessnct Mid ai MR DP adeisecss 
3 Dec., 1923...) Macksville .............c0ccc0c. Urunga........... diaaedetarees Gale -apuigcebesvta 
WF 55 ACS GOES i csacis« sived¥ aves DR UMAITIGS satyer dcr <odbseiesundeush, eee graaees 
| Fatal caiiveceicg. ts Wh, rcitant Pee dasad ip ceed eax *39 70 9 32 
Sidings and crossovers ..........c0..cccscccsessecovesence dcevisinal! “eedvuwebery bina 
Total miles of single track inclnding sidings and crossovers] ...... ..... | Pan eatedae 














*1 mile 9} chains of this is five lines. 





Double 

Line. 

iy ¢ | 
£4 vecipcain 
3 &)4 
0 284 
ga siase | 
eee eeeee 
"3° "304 | 
hears ve | 
Shateet Ces | 
0 28 | 
2 33 

zy 92 
Osi 

ao Fl 

Q 324 
0 453 
27 854 
2 3it 
ehaveaeet | 


598 582 | 4,874 634 | 





Single Line, 


m. Gs 
1S 143 
16 66 
11 26 
aL 7 
22 68 
67. 15 
20 24 
42 43 
15 444 


32 3 
41 174 
22 203 
20°18 
17 +714 
23 543 
29 444 
21 744 
36 624 
0 153 
OG 
32 «41 
14 15 
24 26 
1 752 
16 41 
2.75 
36 42 
1B ame 
31 254 
40 5134 
17 684 
47 373 
5 66 


13. 232 


2 
em bo 


ve 
wo 
~I 


to Ste 
CW &® m2 
2 


eee ewenee 


35 6 
70 364 
y 52 

7 113 
59 36 
37 «#6) 

eS 

0 30 

2 473 

129 40 
1G. 32 
380 9 
Tor 62 
23 593 
32 «GAL 
98 24 
37 414 
33584 
27 «264 
26. 17 
71 554 
6 58 


21 443 


te 


ze 





toe Be 


Total 
Distance. 


m,. 


16 


ty 09 toe 
SRW WS e or 


a5 * 
We 


OS Se 
IO ee = Ge 


wT 00 
ee 
ee 


or 
eo i oe eS | 


o-~ 
of 


0 


129 


10 


PA 


WIS 2 wT bo 


AOawlo1Dnwwwas1o 


“Tho tc Se 


5,522 


a ee 


1,084 


7,316 


















































































































Stations. 
Darling Island ......... 
Darling Harbour ...... 
AJEXATIGTIO » descnc sees sec 
Petersham toTowrang 
Croulburn 4. esteesss) see 
Roslyn 
COPOOK IVC] Fetarc.cveedae 
Tarago 
sungendore 
Queanbeyan .........+. 
Michelago .....:..-.+.. 
COOTER Meee estn teeeess 
Nimmitabel 
Bombala: cnsenee 
UE Ga, 4 eng ah acess 
Breadalbane ..... .....+ 
Fish River...... sons 
GUNNING... .. eee eee eee eee | 
ELLA Whcbhe es cieeeaacate ss | 
Yass Junction ......... 
Wass) LOW cers see 
BOWNING.......cencceectee 
Goondalt facteers sans eee 
Binsion eees caeeons eee 
Galong 
Boorowa 
CUONINPAL ss tress cesve ss 
Harden 
Murrumburrah......... 
NUD Das. meaetternscsuenkes 
Wallendbeen............ 
Cootamundra. <.<.0.s. 
GOOLAE: Berek wate acne sine 
Guncacan...cunuaes se 
Mount Horeb 
Gilmore} ireetan. «sens re | 
Batlow 
Twit, 4cakence eer 
Stockinbingal ..:....... | 
Millvale: ao weckoresset ee 
Bribbarée: :.2.).i-..cee8 
Caragabality. secs scseos es 
LOMOTALL cota t cose ee 
Ariah Park 
MET TOD Ut ia vstecsceee 
iBeckom. it. 2.ca.aee eoetss 


eee eeeresceoeceees 


eee ree retes 


CSraltitly -Becroeen ee eace cs 
ELISGOn eens tces cea: | 
3armedman 
AV yalong (5... cscseeas 
WN GRTICh cnacsssetn ees 
Lake Cargelligo......... 
ram pooneaeeccn tes 
IBethun gral. Gg ssessess 
Mabon Reecterecterrenc: 
Ni arinnaerc. Geecseshioeses 
Ana) leaner ise iene 
Olay Jiinees. ees teence 
IMATTRT Weare tee eses ced! 
Coolamon sete... eee 
CratTTi) Nese oeeeentese 
Matong ....cecsecseseeeee 
Grono Grou enecdeeccs 
INarrangera ares cate 
Morundahe.-eese. neces. 
SVIdGIEWANicse-rec chien 
eriidente meee eter cs 
SELLIP AN ern e ue w enc eevee 
ITC Y) Suen ateseer Reece 
VONCO.: Retort en | 
Leeton 
Whitton gaia cnkene: 
Wilbrig oe erececre sts 
Carrathool 


Harefield 
Bomen 
Wagga 
Hiumnla eee ere. 
Tumbarumba 
‘Uranquimty vavca52set- 
herRockm a. aie wees 
Dockhart fo eee 
‘Boree Creek ccc ieee: 
Urana 
Oaklands “2kicvecree 
Yerong Creck 





Number of Bales. 


~ 1924. 


6,664 
5,475 
1,421 
7,848 
3,347 
4,123 
6,008 
2,567 
9,306 
2,157 
6,237 
323 
DOA YS} 
3 
6,501 
646 
1,326 
5,476 
2,985 
664 
2,786 
1,563 
7,944 
468 
3,648 
ole 
301 
2,545 
3,040 
3,336 
3,425 
1,822 
394 
20 
852 
P25) 534) 
2,848 
3,048 
6,198 
2,984 


680 | 
506 | 


ron 


945 | 


§98 
227 
1,594 
4,060 
2,343 
4,185 


2,283 | 


2,626 


786 | 


2,173 
798 
29 


2,403 | 


543, 


433 | 
959 | 


878 

379 
1,337 
5,574 
2,944 
6,416 
4,979 








1,882 | 
1,848 | 
113 | 


445 

193 
8,286 
3,043 


4,638 | 


913 
600 
6,982 
1,014 
268 
1,142 


2,540 | 


2,571 
1,505 
1,188 
1,316 

549 
3,630 
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APPENDIX XV, 
QraTEMENT of the number of Bales of WOOL forwarded from each Station for years ended 


30th June, 1924 and 1923. 


| Number of Bales. 




















———— - Stations. - - 
1923, | 1924, 1923, 
6,468:| tard 2s in vee BE eras 749 
1,380 {?Gulcairn ..: nema 1,616 2,050 

BP Holbroolsy.cesteucsecee | 2,780 5,034 
S664 P Walla \Vallajovc cca 687 OS6 
6,235 | Burrumbuttock ...... 204 | 347 
2,266 ] Brocklesby ............ | AQS | 50} 
9.469 | "Balldale: &. a,c. | 580 612 
3: 953) EGOLOWE caonageanedsen ted | U0 Menten 
5,198 | Gerogery ......0s:200 500 593 
7,591] Table Top sisersie-cs |} 238] 1,388 
DSS. PAIDURY piv .o gosermsxteet | 843 G54 

12,563 | Unanderra .......60.6-| sere 1 
@OB0 [Dapho Gils. acacaots 3 | 7 
6,457 POBSLry  Recocgssnemesers) Coesee el Li? 
34S, | UNOWEA. Ges). ere eseentses le berate | $ 

2,561 | Parramatta to 

4 Wa'lerawang...... | 348 501 
6,810 | Piper’s Flat .......... 119 281 
659? Portlandas.dcsentensen | 7 8 
1,768 | Cullen Bullen... =... 53 67 
6,342 | Capertee .......-.0..000 | 441 605 
4,041} Clandullate.aarescrsanse 443 528 
5S1S) Kandosiscos.. emeeraens 32 16 
2,443 | Rylstone ............... 2523. 2,642 
1895) | MIGUOME jects eapriertisteed | J,029 1,128 
$,985 | Mudgee. 2. .i-hes enone 5,259 | 6,222 
509 | Gulgong ...... «0... 3,151 4,815 
37.842 | Craboonve..csesoreaiae 591 727 
LSS Wliead vill 6 gwesewete scons 769 928 
ALG Goolaiaeescas cote | 2,609 2,734 
3.390" | Dunedoo me. weesesen a ye Nei ley 1,193 
3,313 | Merrygoen .........++ | 1,663 1,388 
4,291 | Binnaway.........+.+... 4,646 | 3,405 

4,915 | Spring Ridge .........| 1203 eee ee 
2,691 } Coonabarabran ...... 3,187 | (4,231 

54 | Baradines -scssvcccwract 944 \0 Bee 

oy Scat Gwabegar...ccs.so-see | OOM Rae 
1,533 | Rydal to Raglan......) 2,253 | 2,510 
2185 | Keladi geste see | 2,122 2,865 
92] |e babhurs tasers: | (2,740 2,600 

307 [Perthvilley Bees 2,20 2,498 
5,967 | George’s Plains ...... 151 229 
3,399 | Wimbledon ........... 224 206 
1,416 | Newbridge ............ 1,594 | 1,864 
hice Blayney ees-capsascenecs 1,324 18237) 

O78 Carcoaree reece 1,060 1,170 
1,310 | Mandurama......... .. AR 2,384 
15196) (Lyndhursteee, ere 1,340 1,516 

203 | Woodstock ........... 2,810 | 3,220 
1068) Cowra seo venssezeeseces 3,585 4,099 
Bae Canowindra............| 3,800 4,618 
2.052 (Muon rs oii asm. ener 1,004 196 
5,2!7 | Wattamondara ...... 1,867 2,094 
3,028 | Koorawatha ......... 1,968 695 
2,869 | Greenethorpe . ....... 1,383 1,549 

§29\1 Grenfellopsituecamares 5,113 5,360 
2,232 | Monteagle. ........+:.. 859 | 1,281 
1,398 | Bendick Murrell... . 952 93 

1S’ 1 Y Gap spcpeeteerenke te 5,375 | 5,365 
25398 [eKangevalerssruwectrea 232 252 

HOS |eMilkthorpemescwaacent 254 313 

767 | Springhill \gs.cs.saces 218 665 
1,281- Orange ssasistesceacades 1,052 | 1,448 

Shon eborenorels neers 803 1,508 

223) | Molone renee ene 6.008 | 5,410 
1,599. }) Manildra-3, tee. cse 2,731 3,363 
G6. 786 febarkes. weer vescseeccne 3,900 5,522 
3,915 | Bogan Gate............. 2,627 3,704 
6,417 | Condobolin ............ 18,7125) 922,271 
6:63.35 |e lrundle seesecs esr: 1,552 2,989 
2004 | Pullamore Pet o.<ccs ces 4,050 5,729 
191) | Rottenham eeepc 2,396 3,057 

126 [Ror besaey oeucscces cere 8,627 9,760 

Paes) | (On CRE mes saugeuctonr. 105 105 
1,094 } Mullion Creek......... 635 916 
10,692 } Kerr’s Creek ......... 427 586 
5,647 | Euchareena........... 687 726 
10,472 | Store Creek ............ 327 380 
720 (es buarte LOW! assess. 523 520 
728) WON eschascediartess 1,110 1,360 
6,839 | Dcipstone .............. 293 316 
15353) Rein gbOne... <.vere: 3,196 4,986 
538 | Maryvale ............0.. 317 456 
1,656. | \Geuriommenieetecthss a. 672 1,069 
2,977 | Wongarbon ....,...... 187 342 
2,990 | Bulomogo me cewecrauswas lil parses 28 
1; 785.1 Wu bbowmrestcnte. es 3,400 4,452 
428 | Eumungerie............ 1,354 | 1,557 
1,263: | Gilgandratccrcesseers- 3,990 3,493 
924 NiCurban werenceescit 4,096 4,267 
3,718 1 Golar seein eed de 8,094 





Fenty paiecstacente ens 


oe 
| Number of Bales, 









pienons. | 1924. | 1023. 
Coonamble .......00+ 19,974 17,208 
Elong Elong .......... 1,874 | 1,798 
NSELOUIENC ays aces Me2L LA 88579 
Peale Hiller tsrtessr 1,943 3,098 
TPANGIC se sssc1s catonee 5,702 | 6,627 
Nevertiren..cscccssneee 5,202 | 6,683 
WAYTEN hc aeerscsaeleaose 12,085 | 10,092 
NYNQan ..sceseceseere 5,636 | 6,375 
Hermidale. cic...cse00- 1,642 1,351 
Boppy Mountain 1,122 1,173 
Cobaricussconwenssettivd 5,602 5,615 
Girilambone............ 5,381 4,659 
@oolabahtcins. scans 5 1,605 
Byl0ck ie cnccssnnsemases 2,780) mo,0l3 
Brewarrila «.....s000+ 14,039 | 14,333 
Bourke rincc. soearccsnnes 15,383 | 14,551 
Morissette loscceors voces cnfeinaceee 1 
AwabatoMaswellb’k| 1,964 1,991 
Denman wees camecsae 153 402 
Morriwaneee..cormenes 5,058 5,920 
Aberdeen awsuescserse 1,090 977 
SCORG wi tensanmncsnaeeers 5,833 6,300 
Parkville sc agemenecee=te 143 190 
Wingen .....scsceesees 251 202 
Blan dfordiggaccsntess 2,505 2,687 
Murrurundivse. .cccsse 270 266 
AT glET Mic aseaisestmeiser 1,141 135 
Willow Tree ........ 2,609 3,849 4 
fAyhnabAEPE “Acnoage: sooose 5,606 6,424 
aipollyigwe trees cw eser 89 70 
Werris Creek ......... 821 582 
Breeze Recs sess cestenein 339 453 
Cure wis Beeceexsaniatsr 1,812 1,367 
Gunnedah_............ 6,863 7,351 
Emerald Hill ......... 574 640 
BGR SADE ac cutcanetinereo 3,140 | 3,094 
Baran Baa uecsenas aches 565 474 
ATEPA WAM coved sen eiore na 355 466 
Narrabri West ...... 823 1,160 
Wee Waa ..... ncentae 4,414 4,560 
Merah North ......... 2,673 2,781 
Burren Junction...... 4,137 5,047 
CUYON Penelsenseneeeicaee 2,109 | 3,016 
Walgett ......... oe | 14,168 | 18,610 
RO WENA wrectateeswesntes 4,287 5,718 
Pokataroouess-ssceenste 9,962 9,633 
Narra brigtee aarere cs. 2,575 2,430 
Eid cexolaenceeenses sears 2,576 1,526 
Bellata seceie.s seatecess PASM eo Oss 
ARTES Yi kessreioneainielsreisiet oe 4,386 | 5,446 
Moree is, .cessnenens ; 14,056 | 13,947 
ABI CV ceonssaoe cence dines 4,932 | 4,826 
Gairali Gicncasmeenaatnst: 7,109 8,186 
Weemelah..........+- 7,288 7,304 
Mungindi..:,.stessesesmn 4,169 | 4,830 
Biniguy ..ccke.vceneeees 2,007 | 2,013 
Gravesend ......s0000 1,993 1,763 
Wiarialday.ces.ccntee 8,891 7,249 
Delungrarccncncicsorese 2,882 | 2,482 
Tnverelligeccworenterts 12,444 | 129,424 
Currabubula ....,.... 1,969 1,907 
[Mihaly seiriericcneapoddes: 874 982 
West Tamworth ..... 8,475 3,326 
ACtUD GA Guseendocte etal 1,503 1,658 
Misinillaneicnsearesntne ss. <6 5,268 | 6,555 
Barta ba giantess 10,758 | 10,768 
Tamworth | recs. 1,070 677 
Neminghas)...7+.1res .| 92,7388 | ©3, 147 
Kootmgalieinrccssences 1,689 2,224 
Danglemah .......... 116 182 
Woolbrook ............ 1,007 1,287 
Walcha Road ......... 7,328 8,746 
Kentucky..-cpasscueeers 1,301 1,745 
Uralla akcsssenes tee 8,628 9,599 
ATINIGSIO een reer 9,958 9,779 
Black Mountain ...... 364 297 
Goya gancurstteeres pselO, 282) w45597 
Ben Lomond ......... 1,485 1,460 
Glencoe: .acannnene ten 852 729 
Glen niles eis. ees 6,232) 75376 
Deepwater ...........| 2,451 2,373 
Bolivia ...... treme 181 113 | 
Tenterfield muveensce 1,095 765 | 
Wallangarra ......... 20 il 
PatersontoGlenreagh| 32 10 y| 
Rapyille sii). eit) | Dy) ct. 
CASINO Wee ie anasa case 1s ewes 
Tarrawingee ......... 3,620 3,284 
Menindee.........s0000. 9,675 | 12,092 | 

Grand Total .,....... | 745,327 | 834,329 























APPENDIX XVI. 











Return of Number of LIVE STOCK forwarded from each Statioa for the year ended 30th June, 1924. 














Stations. 
Horses. 
' 
Darling Harbour .......... 4,010 
Flemington and Abattoirs..} 1,431 
Ashfield to Goulburn ...... 1,817 
ROSATI ia catale catet ose a ara eters 12 
RUPOGRWOlL) pele. s0nbachate 44 
BRAEBILO Sere wens ora sisinais vias « 12 
BHURSNOOrG,. occ cece ce vale 61 
Queanbeyaul.. <2... ceckeess 101 
MILCHOLAIO Braet ois ccnalseuners 29 
WOGIRR Ef cdteds oe vee ss 281 
UUM DUA DEl sas vas cata see «6 | 62 
BOUIUAIA I oe gine cette eres “| 39 | 
Warrn. to ¥ a88. 7s. mite ane on 330 
Bowning to Galong........ 72 
BOOLOWA) ic cancea dois + wie eas 41 
Gunnin gar Whos esse er apece 2 
RIATAGD Og crocieista’e sareminee aie 386 
DYN es Bene Sc. SP ORE Ant 
Watlond beeliienc. cic ceca ve 87 
Cootamundra.....-sscsecee 198 
COOIRS Rial c ee alos weatepiale vale 42 
COONGAGAI) “see as xis siecee ss 82 
BEOUDE HOVER ty lee sre vasa 6's i 
RPTUNOTE oe ca mac c c shee e ee 
SSENGLES Wn TSI crete. sine Creams 07 ate 
RERUTRIULUCME is ches )y cite wells boas 143 
Stockinbingal 3). scene. 180 
WUSAIGS Ve ae cnieninees nee 78 
BYIDOAPEG) Se aes 0st kare 27 
Garapabaleio.cgeis os svresciee 112 
MGT OE le alent eps ciate chan crease 180 
FoNead EW Sg 3 ane ee Pend 22 
UIP ROOM= = fates ttssisre ete sna as aehte 
Beckom to Griffith ........ 122 
PLUS GANT eee. tc fares, sys nis 18 
Barmedman to Lake Car- 765 
gelligo. 

Frampton to Junee ...... 215 
OIG FUNEE! Saiscieiee e's c0c'sc0% 2 
WA ETGGE crstars: cpiuatares sotsie.s asa sisi i 
WOOMON sacetsecs sce sts alos 20 
CARD VALU ots: fatete alah sreveieseiant shes 9 
DIALOUM Wc sete es scaeie a 3 
ror os CHONG sare, oats) ese\s or0i< sie 18 
INATVATRUSIA . oc ane ss xt cove cic 866 
WEOVUNGAY: Helse tis sees mnie 97 
NWICLESTO ANN. dadists,« «c/a 05 010s 251 
DOFUGETIGD 4 fo sas 5. oc0e ate 18 
RGUBIAIDG aeictetiskeccsree ster 7 
MBO Ur are: spat rately 20 
EEOC WAN corte 221s tieeles ee .<rs 123 
VGNCOmceias wiavdttes os ocitacgees. « 118 
PiGO GOI) Te a.ctepsieloi o/o.e-ce e g55 2 22 | 
WHION ays hee pice 920 wel Toary 20 
WY SLES PIG Sarees tae. s sisisiace.s:s 88 
Carrathook Wess cae cise ss 26 
PUY cates cre iasicteini= sche iict «aio 159 
Harefield ....... eteneitee ss 3 
PS ODAGI ON ein het eevee a shalt. 6, vis16:6 109 
Wagon Waeradsn. s.cs% os 2,362 
PEWS, eieweatarocitte oa BY hior 92 
TUMIPATUMDA 25 4. ods siclsws 34 
Miranquimt yy ne. ccecems ess ane 
THE'ROGKD 2S eae Sete teases 154 
FUOGKINAM ICS cacnyicne sis cols 6 5.6) 6° 203 
Boree Creekr os. ecccss cess. 40 
TITLUN ED, wie aa ctetetee o's) ora8 aerate 50 
OREIANGS. siecle vicc ab se.c. 00 19 
Werony CYeele’ w.ciisc nealeei's 63 
ERGUIEW: aerrsiw tiara tiereisars © he o> 506 
LCi leeateso capo oer oe eee aa 
Quleairn ie, ives cos 0 ‘ 72 
ROMDYOGKM, ctrtachite: ss2ecat «ences » $9 
Willa Wallaye ccd esses ses 1 
Burrumbuttock ........... 2 
Brocklesby ewe cee ecient 0s 20 
Bolivale wi chs ee. cess gota 9 
COVOWHn | ceria saptedats siersigis.6oe G4 
GREFOGELY: f otiete velete ope ne ele 3 
MaDe TO pw es cielo c'0's,<;<aei0ses 11 
a URC fet ited sine '=| aa ai'9.01 80 
MHiawarra. Lin® .sicc. ve cs ale 712 
Parramatta to Bathurst 1,032 
Richmond Line..........: 634 
Coonabarabran Line ...... 1,126 
Perthville to Blayney ...... 161 
WAPCORM a nt ce eteh es ccm Reta 11 
Mandurama; P23. 0.5% 5 0.21 q 
HAP ROTUYEE, Giiiate va erwede eins 36 
WOOUSLOCK | aise ervielr ne sure 41 
CoO pret ie aie e's cles oe eles 371 
CanOKin Gare dels oso: wcwleretes 189 
POLO WY Biel, ilaisis sistas ate < ace 6 lt 
Wattamondara ...a0scsce as 1 
Koorawatha 52.3... %s5¢e.6 21 
Greenethorpe ....... meats 46 
rentel lic, serie as ee ricaies or 30 
Bendick Murrell .... isda 
Monteagle ............ Hels 1 
PY OUTIR ide iele cae arc. Aw ele Shae tas,» 272 
FAT SVALO! Nas vob vine sie c ot aitie 
Millthorpe .......... eure 28 
ofr iep a 8 bl ease hiceuep aac 1 
SOPOT ES ccs gate oie 0s do slaves 461 
BOFGHOTE Scie hevetiers oid os 0s's's | 50 





Number forwarded. 


Cattle. 


1,104 


50,660 | 


24,422 


694 


1,142 | 
3,740 | 


2,077 
992 
209 


5,709 


3,£18 | 
468 | 


5,138 
613 
889 
169 


1,810 
a 


199 
1,552 
1,399 
2,469 


253 | 


“10 | 


2,789 
393 
477 

1,365 

1,803 
603 


1,861 


7,180 | 
5,897 | 


1,617 


50 | 


215 


189 | 


78 


382 | 
1,408 | 
3,933 | 
2,490 


3,207 
1,532 


130 | 
281 | 


75 
3,117 
267 
605 
3,902 
1,448 
4,350 
1,859 
10,535 
bus 
545 


1,189 | 


810 
315 
668 

65 


400 | 
310 | 


19 
418 


505 | 


2 
oO 


91 | 


“438 | 


401 
9,291 
9,428 
1,206 


19,644 | 


1,779 


247 


~ 643 | 


1,069 


960 | 
"967 | 


12,263 | 


30 











| | 
| Calves. 


456 


3,201 
12,866 


30 
67 
813 
61 
156 
9 


121 


446 
162 
543 
201 

64 


“118 


“112 


217 
176 


24 
17 
180 


bo 


“110 


59 


443 


199 


sae 


45 


19,645 
2,724 


1,645 


610 
214 


"18 


111 
93 
41 


4,981 
576,863 
224,708 

16,872 


| 19,352 


36,658 
60,558 
| 29,996 
11,030 
£6,931 
23,901 


28,600 
16,012 


44,361 


50,341 
29,757 
25,460 
7,133 
299 
47,480 
15,393 
29,443 
38,101 
83,642 

12,826 

5,480 
668 
29,981 
35,472 
133,141 


60,400 
7,880 
1,492 
7,659 
2,827 
2,270 

36,740 

49 315 

30,757 


6,793 

404 
5,177 
8,623 
1,729 


52,106 
28,204 
26,366 
9,103 
7,990 
132,802 
13,507 





42.559 
14,400 
5,985 


14,087 
24,041 
11,015 
16,283 
160 
1,415 
2,352 
7,202 


644 


10,566 
12,632 


475 
24,669 


6,074 
Loic 
117,813 


9 9H"7 
2,22/ 








Sheep. | 


11,015 | 
105,615 | 


29,029 | 


52,366 | 
21,869 


31,986 | 


S002 | 





17,737 | 


11,924 | 


3,131 | 


475 | 





Pigs. 


| 46,958 
17,957 
9,600 


161 
611 

71 
102 

73 
132 
22” 
156 
503 
129 
170 


"908 


"338 
1,399 


509 


3,634 


517 


1,240 


239 
185 

67 
240 
184 
173 
243 


2,009 


109 
582 


196 
20 
110 
153 
73 
4 
232 


51 


ae 


80 
43 
507 
479 
11 
17 
2 
533 
22 


30 


7,168 


722 


Statiens, 


IMOIOR Daan tote eiaete ctatecaek = ois 
Manildra ... 
POPES reo cect een cerns 
Bogan Gates i rcteucest «cs» 
@onGgopolinit. se ccstaanece «nists 
Trundle 


Cullya to Dripstone 
Wellington......... 


Maryvaler 1:5) Senna 


Geurniecicop nasi ttecee om ote 
Wongarbon 
DUBDO « scistinaaiod te cb cones 
Hivmunrerie? . io. ..ece ee. 
Gilgandra 
Curbatiz. cae ce ce.cee oa ands 
Gulatiie cast ncctune ce ee steih 
GOONS ICs wate ace se sae. 
long Elon gy saueees aa cea 
NALTOMING ‘Fohen-taids oo tae 
Peake Galleys: io ten eae a aats 
Trangie 

Nevertire 
Warren 

NyNPane sic cacslescnsee feria: 
Hlerimidale’, cence ae. a9 


Boppy Mountain .......... 


Cobatton: cnr aian.e ceciere 


Girilam DONG sal esccc seas Qe ares | 


Codlabaleii.s vce as satus cae. 
ESYEOOK Tac crer tte tine via lees 
Brewarring «fis. ve ee. deere 


OUPK EAR, o actos ce vhs 8 | 


Meadowbank to Morpeth .. 
West Maitland’ .. ./.5.5.2%: 
Paterson to Suuth Grafton .. 
Farley to Singleton ........ 


PRU acre ens deca eee | 


Ravensworth’): o. cosa. a.e. 
Muswellbrook 


Denman .n0% saws ape as-eel 


MOITIWS 2 cn 9 ase etka ot ote 
Aberdeen 
BCON Cig. Sec seo cee bosebe tet 
Parkville to Murrurundi.... 
Willow Tree 


Quirind! Ayton sc aes ane. | 


Werris Creekol etn 8.5: 
BYee@Zay, sig ceiapaveleuneatslerd «ete: ce'e 
Curlewis .....:. 

yJunnedah 
Bmergicd El tes ee nvte cs <8 
BOG Sa Del irrance ss aiie ets cisions 


JSP P TMS CT i Con ecmnoadD aac } 


TEUUPP AW ATE cee fila.ocietexe ad Car 
Narrabrin West teskste se sce 


WGC LVS erst Pirelels aip ore | 
MerahuiNort by xctrstice ob see 
Burren Junction .......... 


Cryon 
Walgett 
ROWONG)? Sato sea bree nen oie 
POKBTQCOO): ons ances eters 
Narrabri . 
Edgeroi 


GUPLE Yi aoe che saan ee tat | 


NOPE CIRO: aice sentient ise ace 


ASDC YA. sates terete e 6 /ote kr stare | 


Garah 
Weemelah 
Mungindi 
Biniguy 


Gravesend) senses notices be | 


Warighdar: occas cet om ae 
Delungra 
Inverell 
Carrabubyiai geeaas o> vce 
Duri wiesus\eupresiele ae Me uae 
West Tamworth : 
APCADE Bese tt celal ele ole aes 
Manilla 

Barraba . fee eS ie See 
MPa WORE HO sivas cha:s taraics ms 
Nemingha to Uralla 
Armidale 
Black Mountain es 
Chingy: ene tise: Morice cr: eee 
Ben Lomonc 
Glencoe 


GlensINNes’ coats sstes ote 


DGGD WATER | sta. cc ssiee avin an 


Bolivige sees ic aen | 


Tenteriicldy se faa cetad «0 oe 
Wallangparrai: ¢ eins scons sats 
Tarrawingee Line.......... 


Broken Hill-Menindee 
Grafton to Murwillumbah. . 
ViGEOTIO. jc deme earand sted 


Grand Total 





| Horses. | Cattle. | Calves. 











rr 
Om 


ive 


baka 
OVW = 00 O09 
POW Ww Ol ee He OVS Hee OT 


oo 





ki bo 


nm as 
wes nwt: 
ANSHaew 





Number forwarded. 


Sheep. Pigs. 


13 42,338 
el AE | 6,638 
2 | 23| 29,244 
Age 1,549 
81 | 34,442 
5,298 
Hale 40,654 
51 | 38,794 
26 | 157,260 





11,833 138 | 235,842 390 
410 61 | 3,761 RA 
3,770 | 102 | 122,358 146 
488 | 2| 22,698 4 
5,481 363 | 119,021 98 
2,746 | 77| 104,788 its 
8,621 | 104 | 75,848 455 
1,518 | 36 60,546 141 
113 cea 
135 Beak. 
4,878 70 


847 1 


oar Weesok 
4,505 56 





1,098 106 42,026 210 
628 | 95 | 81,140 248 
6,030 | 70 | 124,019 64 
3,061 1&3 65,786 173 
804 134 39,644 420 
262 45 8,812 171 
1,029 13 | 31,899 164 

459 cree eat ae ats ba 
2,82 106 | 26,345 1,352 
40! Baits 47,485 12 
ao 








36,096 | 309 on 
2,418 3,115 1 9,264 
9,071 | 13,056} 53,464 | 29,080 
39,442 | 19,220 4,030 | 83,863 
17,264 | 21,076 | 18,125 | 12,202 
aie of 87 Zs 
1,524 | i2 | 10,741 19 
8,548 840 19,567 2,505 
2,113 422 0,380 3,742 
6,839 eee 00,147 309 
6,087 | 1,826 11,336 2,980 
7,031 | 1,140 | 32,410 | 1,752 
3,901 116 35,23 279 
12,392 876 48,878 505 
8,997 | 1,976 | 100,657 4,106 
2,212 109 19,546 saris 
6,903 262 25,604 135 
5,095 345 35,863 1,798 
6,490 1,222 | 108,753 1,241 
1,636 25 23,814 91 
3,547 286 79,996 535 
350 24 16,590 45 
276 91 | 17,254 159 
762 | 439 | 18,952 24 
2,596 651 | 65,752 254 
991 26 57,815 187 
2,360 3 58,126 41 
1,405 | 20 44,316 
8,899 - 103,337 
QBG NE ies cs 80,433 
2,147 16 171,841 esas 
2,098 143 | 58,120 193 
MeL 64 33,425 66 
5339 5 ees 65,793 | 84 
963 ts 31,763 ane 
7,935 203 | 107,243 706 
3,194 71,762 sans 
3,837 powe 102,204 10 
B4O7e cents 72,406 188 
Se Oso mmae Asan OOVOSS teens 
1,509 ic aX 19,671 213 
3,721 || 203 14,563 419 
5,634 194 36,784 446 
1,179 tek 33,909 483 
1,649 29 47,588 252 
1,714 57 18,311 19 
18 46 3,965 72 
8,313 383 64,442 3,341 
505 | 17 5,904 35 
1,289 1 26,560 &3 
9,415 150 $1,513 20 
1 5 22 Se 
8,748 444 | 144,770 97 
8,946 39 32,028 | 30 
226 25 5,965 | 
7,448 526 Se, eeciL. see 
1,284 13,067 100 
4,412 49 | 28,795 10 
13,483 150 | 39,907 223 
461 359 14,573 18 











5,880 | 91 S527 AS 
$4,628 | 1,533 1 6,604 326 
79,207 1,601 | 116,777 760 

2,557 8 3,53 ; 

298 79 
5,383 260 
1,167 18 
89 780.558 (124,854 |8,0C0,973 | 350,327 








APPENDIX. XVII. 


SrareMENT of Number of Bags of WHEAT forwarded from each Station for years ended 
30th June, 1924 and 1923. 


| Number of bags. 


Station. 


Number 


of bags. 





~~ 4994. 


4993, 





Station. | 


1924, | 


1923. 


Station. 





| Number of bags. 


| t924. | 1928. 








Darling Harbour 
Alexandria 

IV GWU WI Oecd ccascadcs 
PetopsngMss<.000s0 00s 
Ashfie d 

Burwood 
Homebush......... 
Flemington 

PANE DUTT ea \itnacevepeeet ee 


Fairfield 
Cabramatta ..,..cce.. 
Liverpool, 

Ingleburn ,. 
Campbelltown 
Goulburn 
Breadalbane 
Gunning ........ 
Jerrawa ... 

Yass Town 
BOWniIye tia .as tetas 
Binalong 

Galong 

Cunningar 

ELSTON cancaanas (aaateess 
Murrumburrah 
Nubba 

Wallendbeen ..,... 
Cootamundra 
Frampton 


Illabo 

Marinna 

Junee Junction 
Harefield 

BGM fikeccscscaasteces 
Wagga Wagga 
Uranquinty 

The Rock 

Yerong Creek 

Henty 

Culcairn 

Gerogery 2.1... eesseee 
Table DOp csvses seaesd aes 
ADUYY 5 tuvistave, GacEhs0e 
Abattoirs, Flemington 
Granville. ..cc..ssks 
Carlingford 

Narellan 

Roglyn |s......06 eee caa ses 
Crookwell 

Tarago 

Queanbeyan 
Michelago 

Boorowa 

Kin gsvale ..4...ci0.00.- 
Young 

Monteagle 

Bendick Murrell 
Koorawatha 
Greenethorpe ........ 
Grenfell .. 
Stockinbingal 

ME Wale, i cccnesn anya 
Bribbaree ..........+5 
Caragabal 

TOMO seaner ces 
Ariah Park 
Mirrool 


Hillston 
Barmedman 
Wyalong ....s000.0 


Lake Cargelligo......... 
Coolac 


eee retro eue 


Old Sunes hele. end wee 
Mi avranr’c.tessecates 
Seolamon 

(Janmain 

Matong 


Grong Grong... ......... 
FATS LT ET A SII WES nt AN EI 3 SE ETE oS SE EE 








{ 202,808 


44,822 


15,682 
8,278 
200 
200 
2,853 
1,429 
150 
196 
350 


29,799 
64,281 
324,161 
42,628 
297,272 
66,093 
13,890 
9,971 
$03 
234,277 


| 185,410 
| 175,895 
| 159,519 


176,393 


.| 272,683 


232,08 4 
62,563 
65,684 

265,621 

233,693 

9,000 
22,156 
20,955 

435,877 


.| 205,966 


178,254 
23,000 
7,024 
9,079 


128,701 
94,330 
180,049 
102,633 
53,248 
95,826 


| 866,146 
£7,850 
7,074 
200 
200 





127,234 





54,895 
245,951 
107,733 

36,520 

17,170 

2,017 


129,364. 
114,537 





108,497 
93,059 
111,276 
218,505 
52,806 
74,215 
188,808 
84,136 
542 


221,430 
79,369 
62,187 

1,180 
10,527 
19,227 

83 
300 
88,876 

107,844 
78,398 
46,369 
41,501 
64,481 


55,268 
1,658 
21,682 
390 
5,678 


Narrandera 

WATOO 5.05 oeecae: 
Deaton aie sodececa. 0 
Whitton 
Wilbriggie 
Carrathool 
Morundah 
Widgiewa 
Jerilderie 
Berrigan 

Finley 

Tocumwal 

BG ibec Gol weep ey 
Tumbarumba 
Lockhart 

Boree Creek 





Oaklands 

Rand 

Holbrook 

Walla Walla 
Burrumbuttock 
Brocklesby ............ 
Balldale 

Corowa 
HOckdale\vnasncuas st 
Kogarah: .0,.sssccssyeys 
Hurstville .....+.00.s. 
Dulwich Hill ......... 
Belmore: :.. ves eenecese 
Punchbowl 
Bankstown 

Rozelle” sxeiive.ne 
Sutherland,,,......... 
Parramattes s<aicarivess 
Wentworthville 
Seven Hills 
Blacktown ....cc.ecee. 
Raoty, Hill Siaevsa.3: 
Mount Druitt... .... 
Penrith ostecnene 
Windsor ......c00es. 
Eskbank 

Wambool 
Brewongle 

Raglan 

Kelso ete ee 
Bathurstienk oockctides 
Perthville 

George’s Plains ..... 
Newbridge 

Blayney 

Millthorpe ..... 
Spring Hill 

OTAN GO. 60 iaenttcuenee 
Cullya 

Euchareena 

Store Creek ....... ss. 
Stuart Town 
Mumbil 

Dripstone 
Wellington 

Mary Vale ......seces 








Wongarbon ,........0.. 
Eulomogo 

Dubbo src ces cunek sass 
Narromine 

Trangie 

Nevertire 

Rylstone ...5.5sesseeve: 
BSG alien cacans xvas 
Mudgee 


Coolah 

Dunedoo 

Merry goen .......0000 
Binnaway 
Coonabarabran 
Baradine eee & 
Springridge............ 
Carcoar ......... 
Mandurama 
Lyndhurst 
Woodstock 

Cowra ...... 
Canowindra 





71,822 


377,050 


200 
175 
200 

2,925 


20,712 
15,794 


Kugowra 
Wattamondara 
Borenore... ... 
Molong . 
Manildra 


Bogan Gate 

Trundle ...... 
Tullamore ae 
Tottenham. ...ess.0i0. 
Condobolin 

Hlong Elong 
Eumungerie 
Gilgandra 

Curban 

Gular ..... 
Coonamble 

Peak Hill 
Hermidale ............ 
North Strathfield ... 
Concord West 
Rhodes 

Ryde ... 

Eastwood 

Epping 

Pennant Hills......... 
Thornloiphyyccscsvedsss 
TRGPHO DY) 25. 1554 beacon 
Chatswood ........... 
St. Leonards 
Gosford 

Ourimbah  .......00... 
Wyong 

Dora Oreek 
Neweastle 

Hamilton 
Honeysuckle 

Cockle Creek 

Kast Maitland..... . 
Thornton 

West Maitland 
Singleton.......seserers 
Glennie’s Creek ...... 
Ravensworth ......... 
Muswellbrook 

SOOND Ss greece sachet 
Parkville cccccccuvaces 
Willow Tree 
Quirindi 

Quipolly vy ...ccsavaasas 
Werris Creek 
Currabubula 

19 rh eye ap er Bae 
West Tamworth..... 
Tamworth 
Nemingha ......sse.0 
Kootingal 
Danglemah 
Woolbrook ......-..+.. 
Kentucky 

Armidale 

Glen Innes ..®%,....... 
Merriwa 

Bréaza teens scesuns 
Curlewis 

Gunnedah 

Emerald Hill ......... 
Boggabri 

Baan Baa.........00 . 
Turrawan 

Narrabri West 

Wee Waa 

Narrabri ... 

Edgeroi 

Bellata. cess: gecvestes ee 
Moree 

Bey... posscaeghusys 
Biniguy 

Gravesend 

W arialda 
Ayelungr ew. 5 .csvedeence 
Inverell... .cjs0% 04 seanee 
Attunga ..... aecbtemect 
Manilla 

Barraba ... 


104,672 
74,706 
26,420 


"| 167,516 


84,207 
254,694 
59.335 
72,410 
47,349 
2,017 
100 
149 
67,240 
59,681 
31,369 
36,460 
4,873 
554 
67,079 

















64,748 


101,484. 
882 
26,692 
81,606 
139.682 
67,330 . 
41,873 
17,884 
314 

85 
7,677 
6,680 
17,562 
12,643 
13,477 
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APPENDIX XVIITI, 


Staremeyr of CIAL, CIAE, and SHALE forwarded from the various Collieries during the years 


ended 30th June, 1924 


and 1923, 


| tial (Dee — 
































Year ended 30th June, Increase. 
Collieries, | —— —- — 
1924, 1923, 1924, 
eas —_ ee ES | £ oS i —— : 
NORTHERN, tons, £ f itons, £ tons £ 
| 
Aberdare ...........65.. sseveeveees [1,202,908 | 142,744 | 831,490 96,137 | 371,413 46,607 
Aberdare Central .., va 2,480 | 3&8 | 391 §02 OFS OE eas 
Aberdare Junction ... .....c.ccsceccesses a 2) eee eee 11,754 IOUS He peters We hes, s 
| | 
Aberdare South ... $y et 86 ZOOS Eos .3, Ae ALS. <3 86 20 
Aberdare Extended ...........s000 wanvaet ire 27,514 A LS Oe a | Ae 27,514 | 22,361 
Abvermain..,......, 06 bi.60R sone 728,391 87,107 | 499,758 | 99,752 | 228,633 | 27,355 
Ashtonfields......... 35,748 | 4,895 | 23,185 | 2,193 | 12,563| 2,702 
Ayrfield sereressreen| 42,916 | 7,694 | 24,106} 4,451] 17.410) 3213 
Awaba .., rs 1,Lid 444} 1,016 | 243 123 201 
Bellbir l -. ssssee wesecssesrseesessonesecssseeen| 260,131 | 41,986 | 902,583 | 46.612 od ne ane 
Bisse GAGE <..hscc dl oikot.... a 17,619 | 14,543 | 10,893} 5,935 6.72%) 8,588 
SU MOS a concoct ak esis, hg 173,229 13,302 | 131,7C0 | 10,763 | 41,529 2539 
PS EE, a eee ae ae ae 182,918 19,322 | 153,009 | 16,154 29,304 3,168 
RACER des Fen 2604 veh sins ss eit flee 1U6 | 59 2,819 | 233% ROR nay) ule) 
Caray oy i. ctee Pr | en 128 2 dys pecoga say aby Seas . 
| 
Cessnock ........ eth acy Socedh atc fecacd 2 93,444] 10,742 | 47,982 | 20,358| 15,462] ...... 
Co-operative 35,827 3,377 28,011 2,459 7,816 | 918 
LT EES RE bares 06 nate iy ee ae 153,507 18,763 | 146,489 13,080 7,018 | €8) 
Dulwich (Nundah) ...... Sowgxcpsesetzes fet otk oso Re AL Pee ae 62% SACK semeaerireiaa ea tree 
BGCEOTS VGIO) 5 sSoedabhhe sss iooxi neo Poe 21.) 21 25,916 2,25! ; Becta 
Fernley das 59 BAe terrast otf mn seers 59 5 
ESS ST) rr panateoh tvs 11,912 1,858 29,483 ABO 27 Neches eos: 
BURMA NT WBE Sones ep ob uy suites be cad 02e beleies hoc 2,534 305 2,202 324 Ad Nee ee 
Greta Great ........ masicy Usage @..| 18,747 5, OBC linea. Arete I ws ee 18,747 8,042 
Re Pen SER aie rants yest Sack) dab ine Sn ded, 52,627 6,262 | 33,491 4,059 19,136 2,203 
ATTOUROMLAIIIe ere cctr sts tc oon 6,686 1,746 | 5,014 1,471 1,672 | 275 
Ssretamain (Cets 06k)... sessesccccisss,... 1,831 | Wr ele Sana oS 1,831 216 
Greta New voccecccccccons 105,104 | 16,024} 67,213 17,428] 37,891 £596 
Greta Kast ....., ane 548 | 55 Sinks Aare 518 56 
GHENEA GT eh ats 12,610 5 976 13,507 GREE ROY aah I tastes 
CO ey, aaee ie, a a 14,357 1,203 | 3610 311 | 10,747 892 
Lge SS eee A oe ee 3,296 282 2,707 228 589 54 | 
Grease LA © ...ccesccnns 2,£62. | 2,187 325 341 2,636 1,796 
PER PUTER Did cv eatenadeeretesipeiits atiuswive ..| 440,839 53,694 | 312,972 | 37,990 | 126,867 | 15,704 
Hunter Valley ........... ay 68 MME CEG high lide’ Boor 68 | 7 
ODOURS Pty pies osc tha ne sabqins axdtacshaabsve ths 25,809 2,110 2S. B80 aeons eels Neoil 
Lambton, Old (furmerly Lambton) ........ 40,473 3551 40,450 4 3,112 23 | 439 
Lambton (formerly Lambton “ B ie hae 63,105 6,385 59,719 | 5,982 8,386 | 403 | 
Lambton North ............... Ts eee ae 988 78 3,023 286 Back ig de ee 
Epo bton: WOW sas seseescscces boa ciececsisivecsvand 92,501 7,605 96,526 7,862 arr ” 
EMPL BONE 5s sicasinses3es cicsers ole sae che 4,495 | 347 3,562 260 1,133 | 87 
EMMA EGA vosth ees tes cab tal coo itisae. caddciak 703 53 | a ees 708 53 | 
Maryland  stieas cece SER Bie eee | 1,729 eis Roy Pere oH Ri eaes 1,729 | 147 
LEE SL a a ae a ane eor soe | 6,033 ASS. te Cee one 5,083 434 
Minmi (Duckenfield) ............ 41,085 3,820 70,488 GAO Su Mescceal len 00 oF 
Myall Sa ToR es ot ons ‘ Ks 7,92 4 841 3,582 711 4,342 130 
Muswellbrook ... ........... 20,286 15,543 24,417 UD a | ar ee 
MPPeBU SILI cs cy sd vb staletaniddties Aiba cl 5,672 482 574 48 5,028 | 434 
INGAL 2g, dees 5 boo gaat Sea Fe A seas cintatel 107,334 12,924 79,569 9,689 27,765 3,285 
Rey SM ot Bid hs oy dy.sscudaes ceases | 8,882 712 3,131 263 5,701 | 449 
Newcastle........... es rine seu Saiebablen sativa cae oos{ 29,261 2,491 27,907 2,363 1,354 128 
Northern Hxtended.........6....sssscaccsccoveves 35,479 UBB UN teaver 2) EE 0 i oe 
SIOPRMUDOFIATG | 5.55 ssiiecdesvensevcy oceaee 32,257 10,464 28,220 | 9,590 4,037 | 874 
Nundah Extended ...............006 | 1,479 636 136 97 J ,343 539 
| 
SRNL ose LOU siseshe <casngn cdi Ks fodeecoss Gu | 2,109 1,C24 3,602 Le et ee eee 
CA a nictiiteen sa craig an ereiweverermenecors 2,911 | 419 | 1,038 173 1,873 246 
AOU wave ae lbe itiwrsvaciv ees 107,202 | 31,074 | 100,723 | 25,710 7,179 | 5,864 | 
co ST Ray for eee ee ne $30,527 | 30,717 | 230,405 | 91,485 | 100,122 9,232 














Decrease, 
1924, 
—— 
tons. | £ 
eee Bias 144 
11,751 | 1,368 
52,452 | 4,626 
2713 | 2275 
128 27 
ae 9,616 
623 371 
25,889 2,257 
17,571 | 2.674 
ted 19 
897 | 1.088 
2771 | "149 
i su en 
2,635 | 208 
4,025 | 257 
29,403 | 2,588 
| 
4,131) 4,182 
34,318 | 9,246 
1,493 40) 
| 
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APPENDIX XVIII—continued, 


ee EEE Le 


Increase. Decrease. 


Collieries, 


Nortnern—continued. 
Pelton Us ahi as cians Ges esunee 
Preston (Curlewis) 


Purified 
Redhead 


hondda vickwseckes aeetes ce Gab ereh ce red cerienie fee 
Richmond Main. sae cases 


Ravensworth: ae... ueeeees dee 
Rosedale 


Rothbury...... 


Seaham 


Shortland......... 
South Teralba 


St. Heliers 
Stanford Merthyr 


Wallsend C 
Wallsend South (Lymington) ......... 


Wallsend West 
Woaratal mann. cccmens E Jemciatinecucees baSanbeer 


iWieston: ccpacteseewsesns Mab catarcagoasne cece ener 


Wihitbatnteosccece ss comarcnmtienses wah aweisrens 
Totals, North 


West. 
Bowenfels EE taeceiigatn tes ees 
Clandullame-cerc ah, seam emtnesas sie ac Pe APOE 
Coomba (Charbon) 
Invincible 


Trondale 

NSW. O20. & C.Ca:, Wandos eine sccscrs 
Lithgow Cval Association 

Morton Main .2..2) c.a:0se: Ween Geiser acess 


Newnes. 
Renown (Cullen Bullen) | 


Tyldesley 
Wallerawang ........ 


Totals, West ... 


ILLAWARRA. 


Bellambi Macca 
Bull.. 


Ocal Clithzcsnnns: 
Coledale 


Corrimal ..... idea edicct dae tosses aientlests Bclea sire Bie 
Figtree .....sseceeceesee serene 


Kirton’s 
Metropolitan 


Mount Kembla 
Mount Keira ... ..ccccsssceseeseecseveves As: 
Mount Pleasant 

South Bulli 


South Clifton . pare 
Tunnel (Scarborough) 
Wongawilli ... 


Totals, [lawarra........100 or 
Totals, North, West, and Illawarra 
Totals, Reconsigned 


Granp Totals 


Year ended 80th June. | 





| 1924, 


| 1924. 





tons. 


145,981 
7,608 


123,795 


43,754. | 


114,738 


103 
143 


123,563 
415,984 


46,342 


1,078 
226,330 


129,573 


6,635,552 


18,705 
14,847 


356,542 


7,4.0 


48,743 
12,160 


644,983 


25,0°0 
57,636 


78,248 
84,681 


165,572 
19,229 


99,815 
108,459 


50.118 
113,257 


77,263 
72,823 


8,000 
114,952 
31,928 


.| 1,106,081 


115,328 





...{8,501,9 44 


Ee 


60,870 


13,610 | 
112,548 | 


71 


87 | 


8,386,616 


21,959 
11,658 


62 
19,114 


837,005 


| 


3,618 


——_ 


290,513 


25 
632 


16,627 


22,749 
5,985 


23,045 
22,326 


554 
16,531 


15,104 


2,245 
27,711 
15,07 


1,348,683 


21,921 





1,370 509 


59,382 | 


38 | 
4,360 | 


23,182 


22,409 | 


10,399 | 


221,070 


126,327 
245,179 


29,726 


251,967 


123,509 
27,061 


313,939 
156,532 


838 
47,089 


5,303,316 


49,502 
690 


17,631 
75,483 





9,840 | 
9,037 | 


160,801 | 
68 


10,612 


579,447 


| 
| 
| 
| 


59,735 


£6,003 
98,668 


97,553 
87,733 


70,944 
129,215 
66,7 
59, 


99 
243 


122,411 
52,654 


7,064,093 


83,607 





7,147,709 


31,630 | 


166,342 | 
24.675 | 


27,725 


1,181,320 
| 


£ 


1,639 


eeaves 


19,198 


661,155 


454 


11,73 
40,862 


7,731 


414 


8 
5,444 


20,124 
4,030 


262,568 


4,105 
16,123 


37,492 
16,068 
7,083 


13,074 
17,698 


38,664 
246,731 


1,170,754 


15,568 


1,186,322 





| 


9,045 | 
2,193 | 


14,832 | 


4,672 | 


2,650 | 


10,447 


10,938 | 


150,513 


19,8€2 | 


tons. 
68,456 


| 
| 





20,271 | 


1,543 


76,618 


13,580 


1,788,669 


31,721 





9,913 | 


47,032 


1,820,350 


6,353 





332,783 


8,359 
20,726 


122,281 


58,093 


1,679 
454 








45,465 





289,939 


466,146 


SS 


112,105 


296,292 | [466,146 } 112,105 


i a a 
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APPENDIX XIX, 


Port of Newcastle, 


Rerurn of the Quantity of Coal Exported from Newcastle to Interstate and Foreign Ports for 
the years ended 30th June, 1924 and 1923, 
| 


Year ended 30th June— 


Countries, 


Victoria... .., secre ets CORRE RT CRS cry RE en 


South Australia 


Queensland .............000 Reiey scene gare iat acy 
NVESLEAUBUL ALIN. ac, ccmacerecctacdro testis cause: 
RARMINIMD er cence creer Cer aaah Sedcrer recht ance 
DMR eS ees ee ach ska ac cenens ick 
MD ]ingcreneetetacsanter chatter ats s SOBER 
New Guinea........ eRe en Care 


eee eee eee ee eee ee ee ee eee 


Hongkong...........06. aahetect sana vagusren ayes x 


Philippine Islands 


POOP E eee emer emer ee eeeeerenes 


South Sea Islands...............s00 Sy derere 
Singapore (Straits Settlements) ........ re 


Others Countriess..ccs) ecc;cerereseseck se 


eee eee ee eee ee eee ee eee 


tet ee en weene! 


Peer aeeeeeee 


eee weeee 


FO eee earene 
eee eeeeennel 
Ped reree aoe 
eee eeeunaees 
Pee neeeeeeer 

| 
seers Beals vrei) 

| 
ee eee neneee 

| 
neste “el 
ences 
Pee tere eees 
Sener eeenes 
feb eetenre oe 


Cer erences 





1924, 


1,635,376 
786,859 


76,275 





3,622,824 


69,975 
40,368 
22,705 
26,007 

5,924 

156,222 

131,103 
26,509 

105,510 
10,477 

104,893 

398, 382 


1923. 


tons. 
1,340,799 


700,473 
69,768 
68,695 

111,892 

467,316 
21,859 

2,438 





2,783,240 


20,981 
30,894 
127,000 
10,867 
154,285 


130,900 


71,285 


407,824 











Increase, Decrease, 
| 
204 DT i Mle ae. eetdieve . 
RESTS td ee 
6,507 oe 
DOS S0 2a Waren cee ance 
Sl GO Same | esse kae? pe . 
DOS, Oomeny lm) wees trese case 
ee, Noes arcezaoe : 
3,731 raaseectnte - 


§39,584 


Pee rene ee 08 


10,477 








8,189 
100,993 
4,943 


wee eee ieee 
seas nre nee 


Pee eee eer nes 
































Total Foreign..... .....0000 eesasatecs | 1,098,075 27S, 049 mealne Mee dsccnsneres 180,774 
ate states eS oe a Be alan eae 
| | x > 
Grand Total (Interstate and Foreign)......... | 4,720,899 4,062,089 | 655581 Ome (tan. cesaeeae - 
Noumser of Tons and Value of Coal Exported to Interstate and Foreign Ports. 
Year ended 30th June— 
7 eo Lr pai Medes ; r ace: ; Increase. 
1924 1923, 
—_ -e ——$—_—_—— —— pare ss is 
tons. value. tons. value, tons. value. 
4,720,899 £5,073, 826 4,062,089 £4,349, 287 | 658,810 £724,539 
IntersTaTE and Foreign Shipping out of Neweastle. 
Year ended 30th June— 
{ Increase. 
1924. 1923. 
} a | Se3 et a | 
a * | az ee . | 
Nuinber of Vessels. Tonnaze. Number of Vessels. Tonnage, Number of Vessels, | Tonnage. 
| | 
| | 
1910 4,087,390 1,678 3,733,864 232 348,526 
| 


ee 
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S89°% 


009 
862°¢ 
ogg 
69 
cst 
TrL‘# 


“gol 
EFL 
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APPENDIX 


STATEMENT OF ACCOUNT OF THE WORKING EXPENSES AND 


COMPARED WITH THE 


TRAM 


WORKING EXPENSES. 


YEAR ENDED S30tn JUNE. 














CITY AND SUBURBAN (E-eEctTric). 


To MAINTENANCE OF WAY AND STRUCTURES er riscececrcscesseseceneaees 


MAINTENANCE OF PLANT 
PoweR EXPENSES 
TRAFFIC EXPENSES 
COMPENSATION 
GENERAL CHARGES 


NORTH SYDNEY (ELecrtric). 


MaINTENANCE OF Way AND STRUCTURES 
M ainTENANCE OF PLANT 

PowerR EXPENSES 

TRAFFIC EXPENSES 

GENERAL CHARGES (including Compensation) 


MANLY TO NARRABEEN (CELEcTRIC). 
MANLY TO THE SPIT (Etectric). 


Pree ery Pee ee | 


& 


424,120 
471.989 
137,365 
1,326,524 
18,689 


1924. 


25,876 


| 2,404,565 8 


49,097 
32,696 
22,141 
137,367 


3,123 


244,426 


MAINTENANCE OF Way AND STRUCTURES 
MAINTENANCE OF PLANT 

PowER EXPENSES 

TRAFFIC EXPENSES 

GENERAL CHARGES 


ASHFIELD TO MORTLAKE AND CABARITA (Et-ectric). 


MAINTENANCE OF Way AND STRUCTURES 
MAINTENANCE OF PLANT 

PoweER EXPENSES 

TRAFFIC EXPENSES 

GENERAL CHARGES (including Compensation) 


* PARRAMATTA TO NORTHMEAD—WOOLLEN MILLS (Stream). 


To MAINTENANCE OF Way, WORKS, AND STATIONS 


LOCOMOTIVE POWER :0occe-cscccscercccscosssescescessnncsecssesetesocesose ces oee Seach asic sancte eco eenes tees 
REPAIRS AND RENEWALS OF CARS ...-- faeeedet os We ocdecome tacts Mr Ones catcnccne Tetieenieaa ss een 


TRAFFIC EXPENSES 
GENERAL CHARGES (including Compensation) 


ARNCLIFFE TO BEXLEY Stream). 


To MAINTENANCE OF Way, WORKS, AND STATIONS -ececee 


LocOMOTIVE POWER 
REPAIRS.AND RENEWALS OF CARS 
TRAFFIC EXPENSES 

GENERAL CHARGES 


ROCKDALE RAILWAY STATION TO BRIGHTON-LE-SANDS 


(ELECTRIC), 


To MAINTENANCE OF Way AND STRUCTURES 
MatnTENANCE OF PLANT 
Power EXPENSES 
TraFric EXPENSES 
GENERAL CHARGES (including Compensation) 





ee eee eet en teen ewenannee on 


| 
| 


11,275 13 

7,226 19 
ie 
28,329 
906 


22,339 17 10 
8,374 0 7 
7,369 11 6 
31,397 8 T7 

640 11 9 


‘, 


70,12110 3 


2,826 0 11 
4,:274 3 11 
35413 5 
2,288 12 5 
83 0 7 


9,826 11 3 


S275 7 
5,077 3 11 
687 18 9 
2,150 2 3 
96 9 0 


8,839 4 6 


1,073 15 O 
1,426 9 4 
668 6 9 
3,902 17 4 
9810 2 


a 


7,169 18 7 


1923, 


& s. 


Do. 


424,718 13 10 


474,574 16 
140,083 19 
1,286,955 19 
18,678 19 
35,472 12 


2,360,485 0O 


55,142 5 
35,980 1 
22,213 17 
135,310 6 

4,023 5 


252,669 16 


3 


12,696 17 
7,863 11 
7, O17 19 

27,347 13 

587 8 


19,825 14 10 
6,723 11 1 
7,038 18 
30,543 2 
736 3 


64,867 11 


| 
—— 
| 


1,941 5 
8,021 6 
1,029 14 
3,401 1 

405 0 


14,798 7 11 


5,960 18 I 
46115 10 
2,406 17 5 
90 210 


10,12114 9 


853 
601 
3,634 5 

93 18 


6,378 16 


_—_- 





2,799,814 410 2,784,834 16 0 





CARRIED FORWARD.---ceecrescrteeeees cores 2 


‘ 


t 


* The section from Northmead to Castle Hill was converted to a Railway from 28th January, 1923, 
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XXI, 


EARNINGS FOR THE YEAR ENDED 30TH JUNE 1924, AS 
) CORRESPONDING PERIOD IN 1923. 


WAYS. ' CR. 


YEAR ENDED 30mm JUNE, 

























































































EARNINGS, a 
| 1924, 1923. 
& S- De & Ss: D 
CITY AND SUBURBAN (EL Lectric). 
1924, 1923. 
No. No. 
SIVEPASSENGERS, GcGe  eeececscrinissecsicrensy-ontss 280,312,835 272,938,712 2,969,698 2 8 2,945,633 11 0 
NORTH SYDNEY (E cectaic.) 
| BY PASSENGERS, GO. sveoesscscscstesscssrcsseccsrecs 27,135,282 27,659,118 | 280,798 7 4 292,487 11 102 
MANLY TO NARRABEEN (E-ectTRic). 
MANLY TO THE SPIT (Ececrtric 
MES USEAMBENGERG, GLC. crercesscescsssrerspnessrvvacans 4,742,938 4,663,687 66,830 4 11 | 66,610 16 9 
eee 
/ % ers g ee | 
ASHFIELD TO MORTLAKE AND CABARITA (E_ectric). 
| FAV ERO RE GE RG yOu, snsnasistsnsninccescsncsherasness 6,954,382 6,638,953 64,075 0 7 62,366 4 9 
| 
PARRAMATTA TO NORTHMEAD-WOOLLEN MILLS (STEAM). 
MVE PASSENGERS i OCG: coivesineaecsarsedtesivcercasste 568,365 836,976 5,341 11 2 : 10,284 12 10 
| ARNCLIFFE TO BEXLEY-(Srteam). 
RRMA SEMG EAS, CoG, sere ls ccuhnes tevcs tases: ceviee 652,048 613,700 | 6,052 9 10 5,827 3 6 
| [oa eeeeaccnamenonns woes a aes Se 
ROZKCALE RAILWAY STATION TO BRIGHTON-LE-SANDS | 
(ELECTRIC). 
SVs PASSE NGE RSs 16s Goss sets, sncgeeisactnetgeiv~ vive 1,257,342 1,029,755 | 10,225 5 9 8,824 8 6 
| | 














/ CARRIED FORWARD troreereesssseevee 321,623,202 914,380,901 | 3,403,021 2 3 3,392,034 9 3 
| 
| 


LS IE. SSS SS SS ss sn SNe 


































STATEMENT OF ACCOUNT OF THE WorkKING -EXPENSES AND 


DR. 


WORKING EXPENSES. 


BROUGHT FORWARD wees stachesteciassrse 


KOGARAH TO SANS SOUCI (STEAM), 


To MAINTENANCE OF WAY, WORKS, AND STATIONS escssccssstsssssseerssecssesssensesestees 
LOCOMOTIVE POWE Piiisicoccsssruclincscanscdcochsencncecccspedtens etussts ce cevtacpuane snauavcactoosencech ote 
REPAIRS. AND RENEWALS OF GA RS iircsccssucccctesnrascctecscceseccretcscectacroseuteree ineker eat igs 
T RAFFICLE X PENSES  beerivctitivecectee, ieteteser sccaecatieeante setadent tance nei eee nance ete eT ee 


GENERAL CHARGES (including Compensation) 


SUTHERLAND TO CRONULLA (Steam). 


MAINTENANCE OF Way, WORKS, AND STATIONS wecccscecerees Dedudottteeese: 


LOCOMOTIVE GPOWE Rimiinericevcripens sc ss voted ss ate aca oeeees Cie ias deesccesstccremeieo ttre to naneens | 


REPAIRS AND RENEWALS. OF. GAR S resctcscrenssntecereccee ote ee coeecce rete reece eee 


TRAFFIC © EX PE NSEG sccisscnscoeckectuanicee vasa ortes Oem cone sans onctnnceueae ee oeseath ect ener eee ear 


GENERAL CHARGES (including Compensation)...... .ccccccceee coseceeeeereees Seacetisetexetaviver eel 


NEWCASTLE CITY AND SUBURBAN (STEAM « ELecrtTric). 
(Partly electrified 17,12,’23.) 

MAINTENANCE OF WAY, WORKS, AND STATIONS .screcccescssscscstsecetssseeneeesses 

POWER EXPENSES. silscsksscccccsithancrcouvdsee ocssccsshassaveasentes auendursusaserech cas auessdsetstesvonubescersme 

TW) AINTE NANCE OF PLAN T iseicccccccccesccccrscsrsaccsoccetecc-scesccsossstreccrevet sabia actasscctoaseaens ete 


TLRAFFIC EE: XPENSES teccsrescvscyiaxeisirssctre autshepavowenedoesseicepovas cs tebesseecscacWnssersasetere seta dyates 


GENERAL CHARGES (including Compensation) vr... ccceeeeeeceeee Sastwsapdeuuseccowessuscstonces 


EAST TO WEST MAITLAND (Steam), 








MAINTENANCE OF Way, WORKS, AND STATIONS wees: sr eeesons beeen neaseres 1,538 9 4 
FOCOMO TIVE POWE Pilicrctrrcvccctsess recs ecsiecncessesteersajersnnscuesseercaneacenecstasesnetqeipeatetseeect 4,897 0 10 
REPAIRS AND RENEWALS OF CARS. oneeecccccctceseeeseeceeenee ereaeauses agian cotansecsheas ares 22012 9 
URAP FIC ME: X PEIN SES vrcccererc ch eennctencs casarecnasenuancaveur re aa lasslean phere ate tanas gaausentistonaseee asin: 2,73716 8 
GENERAL GHA RGES diccerce veces ttcsverssctntasntitecacpecs ot ae peared ioaueslesets Tite aitegeree masnesseneesnreecsed 9112 8 
9,485 12 3 
BROKEN HILL (Steam). 
MAINTENANCE OF WAY, WORKS, AND STATIONS... cesses Seaneaseessseseren senses 1,692 18 10 
LOCOMOTIVE POWEReecccccccccesc:ce-brceneec scene duesenesssspeusucnsdatdiese«chssvscrs ses receveveerseeeyae tae eee 15,131 9 11 
REPAIRS AND-RENEWALS OF) CARS sevciecceccusesdtesatestunscarcetecsunvecctutrpansteerreens mate oeee? 1,258 0 3 
TRAFFIC CE X PEN SESS tenscerdes cocbac dpctech ucvaasicbnns cases anaeesgerwet aadveness ewataweaVoerssencdentalieeereens 5,795 110 
GENERAL CHARGES (including Compensation) .............ccrscssesescsenssseseeees Pease sayeth ee@tdeas 206 17 6 
24,084 8 4 
TOTAL WORKING EXPENSES ....-... sragebieds!ocsstesovevinss eux durcinbenueest & 3,091,531 4 2 
BALANCE, 
AFTER PAYING WORK:NG EXPENSES. ) 0" , £ 542,384 Zo 


COMPARED WITH THE 


TRAM 


aaa ceaemmnmmmemananienne tl 
YEAR ENDED 30TH JUNE. 

















1924, 








1923, 





& Ss. D, 


2,799,814 410 


2,819 6 8 
14,116 16 3 
1,748 15 1 
6,522 17 4 

431 2 8 


25,638 18 O 


2,725 18 1 
10,826 7 7 
1,469 9 11 


5,460 3 3 


ES GS 


20,413 10 11 








32,588 17 O 
65,136 11 1 
41,403 1 9 
70,522 110 
2,443 18 2 


212,094 9 10 

















GRAND: TOTAL ease eee ot ae £| 3,633,915 6 11 














220,758 17 2 














& S.50; 


2,784,834 16 


3,591 16 1 


12,582 19 5 


1,455 11 7 
6,796 4 10 
3,243 5 0 


27,669 16 11 





2,043 14 7 
13,543 8 6 
937 5 9 
6,353 13 9 
1,288 15 0 


24,166 17 7 








43,759 10 0 
68,900 13 2 
48,845 7 6 


57,379 210 
1,874 3 8 





993 7 90 
5,557 510 
29416 8 
2,650 0 9 
7514 4 





9,571 4 7 





1,829 6 6 
15,075 10 1 
826 17 10 
7,328 3 11 
244 14 3 


25,304 12 7 


3,092,306 410 





505,807 110 









3,598,113 6 8 
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X XI—continued 


EARNINGS FOR THE YEAR ENDED 30TIi JUN= 1924, as 
CORRESPONDING PERIOD IN 19293. 


WAYS. 


EARNINGS, 4 
1924, 
1924. 1923, & $. 0 
No. No. 
BrRouGuHr FORWARD wise 321,623,202 314,380,901 | 


| 3,403 021 2 3 








| eniabaneell | liiieieiad 
| 


| 





KOGARAH TO SANS SOUCI (Steam) 








— —— __ 











NEWCASTLE CITY AND SUBURBAN (Steam « ELecrric). 


BY PASSENGERS) GG) sities: crecssectiontehev 14,649,179 12,086,838 | 170,713 16 1 








| a a a 


EAST TO WEST MAITLAND (Stream). 


By PASSENGERS, 4c. ...... roe MT Re. 863,837 740,490 8,720 3 10 








ee 








BROKEN HILL (Steam). 


BY PASSENGERSH GG. cacnnc menace 1,393,701 1,347,510 15,663 12 3 


GRAND TOTAL... ... 340,957,725 331,001,822 3633,915 6 11 





ERY PASSENGERS; GG; iotscciicsssccccnsrtcdttiese 1,505,219 1,411,233 | 19,053 9 6 
SUTHERLAND TO CRONULLA (Steam). 
ESV PASSENGERS) GG on. ieesscsceonatenge 921,587 1,034,850 16,743 3 0 


Cr. 
1. 


YEAR ENDED 3Otn JUNE. 


S237 


& S70; 


3,392,034 9 3 








18,362 4 











19,543 6 9 
| 








145.167 14 10 











8,059 16 1 


RE Se a ee 


14,945 15 5 


3,596,113 6 8 








a 





T. J. HARTIGAN, 
Chief Accountant. 


45361—F 
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APPENDIX XXIV, 


NEWCASTLE—CITY AND SUBURBAN LINES, 
STEAM AND ELECTRIC. 


Anstracr of Working Expenses for the Years ended 30th June, 1924 and 1923. 


Year ended 80th June, 
Branches, - 





1924, | 1923. 
———S— SE eS 





Permanent-way Branch. £ £ 


Proportion of Salaries and Expenses of Engineer and Office Staff \.,..43... .cecssvesatescccessereoe! 833 891 
Maintenanceof Lines, Sidings, Bridges, Buildings, &¢. .....6...40.. | 42,869 





82,589 43,760 


Maintenance of Plant. 





Supperintondence cn: tiars severe vscacenee acancy ok Mate tee 
Repairs and Renewals of Cars, &€¢. .......csccecentereeesece 
Repairs and Renewals of Steam Motors... .............. 





Power Expenses. 


Proportion of Salaries and Expenses of Tramway Traffic Manager, Foremen, Clerks, &c: .... 1,740 
Locomotive Drivers, Firemen, Cleaners, and others 39,249 
Coal, Coke, Water, Oil, Tallow, Waste, &c | 21,287 
Wages, &c., Power House Employees 2,861 
iy ee 


65,137 
Traffic Branch. 


Proportion of Salaries and Expenses of Tramway Traffic Manager and Office Staff 
Conductors, Staffmen, Pointsmen, Car-cleaners, &c. 

Cleaning and Oiling Cars..................... 
Cieaning, Watering, and Sanding Track 
Wicwet hock .y ih chants G4 vonssck-cagusisies thence ee ee 
Sundry charges, including Stores, Uniforms, &e. ......... 


Compensation. 


Personal injuries, damage to vehicles, &., including legal and medica expenses 


General Charges. 


Proportion of Head Office charges COO server eeeren cee reraaa teres reseeeens ces cee scccensesnensnsgeenstegeeccass 2,198 1,662 





rs 


TOTAL TPO OOD eee Oe eee eee eet sessereceres £ 212,094 220,759 
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T, J. HARTIGAN, 
Chief Accountant. 


a 


woe gee 
= = “ 











a ee a 





61 


APPENDIX XXYV. 


The working of the ‘Tramways in sections for the years ended 30th June, 


1924 and 1923 :— 


Se ee ernie 


CITY AND SUBURBAN—ELECTRIC LINES. 
Length, 116 miles 69 chains, 


Length of single track, 213 miles 17 chains. 


1924, 1923. 
Total Cost of Construction and Equipment 
Gross Earnings i a 3 oe ae ne 
Working Expenses i eee ase 
Interest on Capital invested 4 


Gain cP Hee uns SF ie 
Tram Miles 25,768,606. 24,261,186 
NORTH SYDNEY—ELECTRIC, 
Length, 23 miles 16 chains. 
Length of single track, 41 miles 6 chains, 


Total Cost of Construction and Equipment 


Gross Earnings... ee ave 
Working Expenses ‘ re oe 
Interest on Capital invested ,., ch . 
Loss = oes wee oat 
Tram Miles ae 3,345,454, 3,245,962) 
MANLY TO NARRABEEN—ELECTRIC. | 
MANLY TO THE SPIT—ELECTRIC. 
Length, 10 miles 58 chains. 
Length of single track, 15 miles 38 chains. 
Total Cost of Construction and Equipment 
Gross Earnings ... ie Bae 
Working Expenses ; 
Interest on Capital invested 
Loss : owe +e ae 
Tram Miles 545,224 484,625 


ASHFIELD TO MORTLAKE AND CABARITA—ELECTRIC, 
Length, 8 miles 38 chains, 
Length of single track, 15 miles 9 chains. 
Total Cost of Construction and Equipment 


Gross Earnings ... aN ee ae ay 
Working Expenses a ees 

Interest on Capital invested .,, es 
Loss 


Tram Miles | ... 567,401, "495,453 
PARRAMATTA TO NORTHMEAD (WOOLLEN MILLS)—STEAM, 
Length, 2 miles 10 chains. 

Length of single track, 2 miles 10 chains. 


Total Cost of Construction and Equipment 
Gross Harnings 


Working Expenses sme wate err aes bes ea ae ot 
Interest on Capital invested ..., is as oa Ps EP est 
Loss 


Tram Miles 36,154 70,723 


ARNCLIFFE TO BEXLEY—STEAM. 
Length, 2 miles 50 chains. 
Length of single track, 2 miles 50 chains. 
Total Cost of Construction and Equipment 
Gross Earnings a ; ; 
Working Expenses ay. 
Interest on Capital invested 
Loss * 


Tram Miles 49,556. 49,317 





1924, 


ig 


a 


St EMO O¢ 
1,973,320 | 


2,969,698 
5») har 
2,404,505 
376,661 
188,472 


1,054,998 | 


280,798 
944,496 


52,246 


15,874 


326,754 


66,830 | 


54,865 
16,666 
4,701 


© to bo Ot wT 


17,415 | 
5,342 | 
9,827 | 


934 


5,419 | 


YEAR ENDED 301TH Junx. 


1923. 


£ 


7,116,222 
2,945,634 
2,580,485 
357,949 
207,200 


995,434 
292,488 
252,670 
49,858 
10,040 


219,037 
62,366 
64,867 
11,161 
13,662 


23,345 
10,285 
14,798 
1,652 
6,165 


eee eee eee eee eee eee 
| 
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APPENDIX XXV—continued. 










a} ROCKDALE RAILWAY STATION TO BRIGHTON-LE-SANDS— 
Ke ELECTRIC 
bi Length, 1 mile 20 chains. 
lel fi Length of single track, 1 mile 20 chains. 
We Re 1924, 1923. 
\ 1 Total Cost of Construction and Equipment : ae ee 
ia i. Gross Earnings oe ~ £5; 
An Working Expenses 
bed tL Interest on sie invested 
Bag yi | Gain eve Pe 
Lift Tram Miles 91,831 74,888 
bil I 
Bi th 
ty KOGARAH TO SANS SOUCI—STEAM. 
if i Length, 5 miles 45 chains. 
fel | Length of single track, 6 miles 79 chains. 
if 
et Re Total Cost of Construction and Equipment... 35 aoe ons ee 
bk ft Gross Earnings ... = nts oe see es on vee 
WL) Working Expenses # eae ae at = vee eee ° 
Wi Ae WE Interest on Capital inve: sted cae is ar a oe x 
i ion 4) Loss , eee eee Se one we 
ly tt} ni Tram Miles aoe . 127,494. 114,699 
haa ! SUTHERLAND TO CRONULLA—STEAM. 
Pit Length, 7 miles 32 chains. 
Aa Length of single track, 7 miles 32 chains. 
f iat Ht Total Cost of Construction and Equipment S 
A Gross Earnings 
Bilin Working Expenses 
Wate Ail. Interest on Capital invested 
iy iN Wh Loss As ie ae 
Bia wh Tram Miles 109,948 107,033 


ie NEWCASTLE CITY AND SUBURBAN—STEAM anp ELECTRIC. 
| A i (Portion electrified on 17th December, 1923.) 
Wate thi Length, 35 miles 19 chains. 
ae Length of single track, 47 miles 8 chains. 
ae tit Total Cost of Construction and Equipment 


Gross Earnings 

Working Expenses : 

Inter oy on Capital iny Aue 4 
BU Loss we 

ee Tram Miles 


1,255,812 959,116 


EAST TO WEST MAITLAND—STEAM., 


Length, 4 miles 5 chains. 


YEAR ENDED 30TH JUNE, 


(se Se a 





1924. 


1923. 




















Length of single track, 4 miles 5 chains, 


Total Cost of Construction and Equipment _... ar 
Gross Earnings 
; Working Expenses 
a Interest on Capital Invested 
[ Loss ae 
Tram Miles 


BROKEN HILL—STEAM. 
Length, 10 miles 4 chains. 
Length of single track, 11 miles 35 chains. 


S 
if Total Cost of Construction and Equipment 
: Gross Earnings 34 sae ats aye 
els Working Expenses § he ve en 
‘ea Interest on Capital invested ic aa ‘ee 
L BUE Loss os et, ae Fe sa eee iy ae AL ea 
H BRE Tram Miles “nd ay 7 ae a . ASL, 414 991276796 





81,160 80,225) 





agict 


26,254 
10,225 


32,424 
19,054 
25,639 
1,645 
8,230 


53,485 
16,748 
20,414 
2, 159 
® 430 


1,300,953 
170,714 
212,094 

61,322 


102,702 | 


34,569 
8,720 
9,486 
1,784 
2,550 


87,896 


15,664 | 
24,084 | 


4,535 
12,955 





(NRL Re A NR ER QO RE a a NN RE RT pS NR el nm 


£ 


24,318 
8,824 
6,379 
1,212 
1,233 


30,858 
18,362 
27,670 

1,589 
10,897 


1,037,685 
145,168 
220,759 

49,729 
125,320 


92,550 
14,946 
25,305 

4,764 
15,123 





ee 

















APPENDIX XXVI, 


RETUKN showing the Number of City and Suburban Passenger Fares collected, 
Tram Mileage, Earnings, Working Expenses, Percentage of Working Cost to 
Earnings, Capital Spent on lines open, and Interest on Capital Invested for 
each year from 1879 to 1924 inclusive. 


CITY AND SUBURBAN LINES, SYDNEY. 





















































| | | | 
Percentage ercent- 

Lensth| _,Number Exeninenih Working pr = Capital Pe cs 

Year, on of fang rep - Total Working ma ee Cont oar Working Net spent Profit 

| 4s are mileage. farnings, Uxpenses, er can Mile | Cost Earnings. ines Tote 
| Line, collected. | : I Mile. Tram Mile.| to Gross wings ys ane 
| | | Earnings. rene? 

eee (Mien Waeee i tes 1) wie Be Lo... ba. by deel. Oe £ i ee Sa 
1879* seve] 1k | 443,341 13,270] 4,416 | 2,278 | 7987! 4119] 51°59] 2138! 22269 | 33-00 
rot ....... 4 | 2,086,897 | 84,074 | 18,980) 13,444] 5418] 3838] 70°83] 5,536| 60,218! 12°34 
1881 re... 9h 17,090,125 | 296,906 182549 | 52,107 | 5056| 42:12] 83:31] 10,442! 169,450| 6.16 
D cccsoveeee) 22 | 15,269,100 | 670,649 | 126,202 | 103,136] 45:16] 3691 | 81-72] 23.066 | 412.5 ‘8 
THOS is “| 95 | 25'684'285 | 1,076°096 | 190°699 | 178°877 | 42°53 | 30-89 eh | pass | Rios ue 
eee ee | 273 | 30,202,303 | 1,242'491 | 219,942 | 215,167| 42-48 | 41:36) 97831 4775! 6431111 0-76 
1885 2-.:: 27% |+39,594,753 | 1,220:500 | 223,340 | 207,995 | 43:91] 4090! 93131 15343 708109 | 917 
1866 cc... 27% | 52,977,578 | 1,222,943 | 226,367 | 201,737 | 44:42 | 39°59| 8912] 24630 | 742113 | 3°37 
1887 A 294 50,108,256 1,230,026 214,125 | 201,468 4212 | 3963 94-08 | 12,657 | 731,582 | 1-76 
ieee 291 | 51,563, 246, 221. 204,227 | 42:56 | 39°32 | 92: | 74s 25 
1889 "| 294 | 52'810,026 | 1.338386 | 225°833 | 206092 | 40-49 36-96 ik ieee bed ae 
TSG OR cc hicn 303 | 57,463,650 | 1,474,646 | 249,508 | 207,517 | 40°60 | 3646| 8317] 41,991 | 790,555 | 6-31 
1891 v.ssssss0...| 384 | 62,676,636 | 1,558,048 | 270,365 | 221,505) 41-78) 3423 | 81-92 | 48,860 | 857,455 | 5.74 
1802 ae ae 37 85,209,063 1,613,443 279,321 220,145 41°55 34:00 82:04 | 50,176 | 932,907 | 5:54. 
bam et.., ,588,885 | 1,681,232 | 271,04 824 | 38: 30: 79:26 | 56,217 | 947,775 94 
dengue 404 | 58,773,094 | 1,737,846 | 250,809 | 206554 | 34-64 | 28°53 | 8235 ye fe | nepiee | Lad 
Ll eee | 404 | 54,173,917 | 1,740,235 | 230,583 | 186,081 | 31°80] 25°66| 80-70! 44502 | 962037 | 462 
LSGGR He Te, 404 | 53,317,979 | 1,845,626 | 227,525 | 187,811 | 29:59| 2442| 8254! 39714) 961778) 413 
1897 ...... 403 | 55,859,740 | 2,121,017 | 238,023 | 195,142} 2693] 22-08] 81:98 | 42881 | 968925 | 4-42 
PBIB irene ...| 404 | 56,319,743 | 2,198,351 | 239,858 | 201,904 | 2618 | 22:04] 8418 | 37954! 973419 | 3-90 
1899 ... 40} | 61,568,035 | 2,829,751 | 262,045 | 220,193 | 26:99 | 2268) 84-03 | 41,852 | 977,107 | 428 

0.0 | 
Passengers. | 

1900 BT Aa leks. | 431 | 53,470,533 | 3,106,185 | 315,930 | 268,504 | 24-41 | 20°75] 84-99 | 47,496 |1,888,006 | 4-06 

1901 ....0....| 48% | 74,665:744 | 5,208,510 | 438,668 | 366,018 | 20-21 _ ‘44 | 72 | 4: 
top. |; | 5s | 84654 es | 7’203,600 | 495538 | 429093 | 16°51 | ie ace Come pects | ee 
1903 ............, 664 [102,837,118 |11,115,765 | 593,306 | 511,878 | 12:81 | 1105) 98628 81.498 2442791 | 3-37 
Pe c.. 662 |108,559,785 |13,280,587 | 633,477 | 521.896 | 11°45 9°43 | 82°39 |111,581 |2'507.540 | 4:45 
1905 ....4..s000/ 734 (120,973,984 |14,413,273 | 697,971 | 583,360) 11°62|} 971] 983-58 1114611 [2981593 | 3-91 
1906 .........4..| 78% /125,756,680 |14,246,845 | 730,508 | 552,723 | 12:31| 9:31| 75-66 | 177,785 \2966-704 | 5-99 
1907 Te 754 134,088,696 14,516,530 777,140 607,381 1286 1004 | 7816 | 169,759 |2.968,560 | 5°72 
DUS) sescvsceoecce | 48,72 vd | 5 ye ae ,695 | 865, 3 87, re 15 Sa 10°77 79: 7 FQ 2 8 02 5:-Qc 
a gale | gz |161.289.038 16411.533 | 941,612 732,080 1377 | 10-71 a ee a teey aby, 
Leight | 943 |173,897,034 |17,743,S68 |1,018,836 | 831,209} 1378 | 11:24] 81-59 |187'537 |3'881.392 | 5-05 
191 cae a | 974 197,871,083 19,107,419 1,161,184 286,671 | 14°59 1189 | 81:53 | 214,513 |4:029.389 | 5-48 

2 ...ssssse,| 98 |227,668,638 |20,293,800 |1,329,862 |1,083,483 | 15° 12°82 | 81-47 | 2416379 |4379.86 ; 
POU ees ectuices | 1043 |248,720,735 |22,338,080 |1,458,088 |1,284,674 | 15°66 13°80 aon AW ira a 
1914 ............| 105} |260,696,726 |23,685,660 |1,603,532 |1,349,428 | 1625 1367] s415 |254104 [s966961 | 4-49 
1915 ...ccee0e./ L103 [240,545,317 |22,242,010 {1,651,585 |1,301,936 | 17:82] 1405] 7883 |349.599 |6176.905 | 5-77 
1916 ............| 1114 |242,686,337 |21,937,619 |1,656,585 |1,301,531 | 1812| 1424| 7857 |355,054 [6332434 | 6-67 
lone. | 1124 |244,712,191 |20,884,254 |1,665,663 |1,376,993 | 1914 | 15°82] 82-67 | 288.670 Is 390688 | 4-54 
hi | 112% |212,372,470 |17,650,438 |1,643,604 |1,290547 | 22:35 | 17:55 | 7852 1253057 |e 445501 | B51 
TOTO Aes t weve| 113 |222,111,451 |20,094,167 [1,832,911 {1,481,332 | 21:39 | 17:69 | 89-382 1351570 |¢478340 | 5-48 
1920 ....e6006../ 118 |269,255.935 |21,811,695 [2,370,309 |1,990,070 | 26:08] 21-90] 83-¢6 |380239 IROL 863 | 586 
LOGY nBckoy., 1144 |277,687,033 |23,272,165 |2,831,072 |2,316,023 | 2919} 23°88 | 81-81 |515,049 |6624821 | 7°86 
1922 ............| 1154 {271,384,691 |23,784,739 |2,938,236 [2,314,185 | 29°65 | 23°35 | 78-76 |624051 6.858.972 | 9-23 
PSS rags, 115} 272,988,712 |24,261,186 2,945,634 |2,380,485 | 23°14] 23°55 | 80-82 |565,149 |7,116.222 | 8:09 
1) gee 116} (280,312,845 !25,768,606 |2,969,698 12,404,565 | 27:66! 22-40 80°97 | 565,183 '7,573,320 7.69 








* The line was opened for three and a half months only in 1879, and for part of this period was worked with horse-power. 
t Up to the year 1885, 3d. cash fares and 2d. tickets were counted as single fares ; from 1886 to 1899, inclusive, all tickets issued were at 1d. values, 
and cash fares paid are in this Return calculated at same rate. 


APPENDIX XXVII. 


TRAMWAY Holling Stock, years ended 30th June, 1924 and 1923. 











Gfaam Staal Electric. | Service 
Motors. Cars. Motor | : j and other| Total. 
Garse «| Trailers. | Vehicles, | 
; 
Stock:on S0th June, L024). ..cocssetrssssecderasstoves Gukvassiis vecrencsnpes oe 26 74 1,494 1 skeen 1,708 
Stock Ons, LOLI ec. covevtonserses vowmeec vcs avoususautensecnes votes | 26 74 1,340 2 1138 =| 1,555 





AT A 


One hundred and fifty-three cars of the ‘‘P” class type were added to stock; and one electric trailer was 
converted to motor car. 

In addition to the above vehicles there are 66 steam motors, 117 steam cars, 76 electric motor cars, and 2 service 
vehicles which, although still in service, have been written off Capital Account to Working Expenses and transferred to 
duplicate stock. 

One steam motor charged to Working Expenses was constructed during the year and 3 steam motors were 
condemned, Two steam cars were sold and 2 condemned, 





it 
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APPENDIX XXVIII, 


STATEMENT showing the dates of opening and length of line of the various sections of the New Nouth 
Wales Tramways, to 30th June, 1924. 


| : | Lines as Oe for Traffic. 
BRIDGE-STREET TO TERMINUS-STREET oes 


RAILWAY), via ELIZABETH-STREET, EDDY- 
AVENUE AND PITT-STREET. 


Street Miles.| of Single 


_ le Length 
| Track. 


m. ¢. 
0 38 
ie 


0 34 


| ] 
| Bridge-street to Hunter-street 0 
Hantet street to Hay-street — et 0 
| Pitt-street and Eddy-avenue Junction to Termitius-street 0 
| Hay-street to Pitt-street and Eddy-avenue Junction (via Eliza- 
beth-street and Eddy-avenue) oe Bi 28 0 0 56 
8 | Rawson Place from Eddy -avenue to Geor: ge- str ect | » Gea! 0 8 
0 





354 0 
RANDWICK, COOGEE AND LITTLE COOGEE. | ——--—— 


Sept., 1880 | Liverpool-street Junction to Darlinghurst Junction 5 50 
~ Darlinghurst Junction to Randwick Racecourse 
Mar., 1881 | Randwick Racecourse to High-street 
Jan., 1883 | High-street to Coogee 
| Cricket Ground Loop 
8 Sept., 1! Sports Ground Loop 
April, 1909 | Connection from Wav erley Line to Park- road, via Green’s- road 
3 Aug, 2 | Darley-road to Carrington-road . 
2 April, 1913 | Carrington-road to Little Coogee 
| May, 916 | Eotendion to Military Hospital, Randwick 


Ors] 


Or 


Oia OS © OS te bD 
b> 
OSS © Oe Oc Oo ot 
ie ST et et 


COnNWNNWOrF OWN HH 

oe as es 
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on 

SOS E020 © co 2] 3 


17 
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WAVERLEY, BONDI AND BRONTE. 


2 Mar., 1881 | Darlinghurst Junction to Ocean-street ... 
April, 1881 | Oeean- street to Waverley old Terminus . F 
June, 1887 | Waverley old Terminus to Macpherson- street Junction 
Oct., 890 | Macpherson- street Junction to Waverley Cemetery 
May, 18 Bondi Junction to Fletcher-street 

3 Sept., 1887 | Fletcher-street to Bondi Aquarium Function 

Feb., g Bondi Aquarium Junction to Bondi Beach 

2 May, 19 | Waverley Cemetery to Bronte 


| 


47 
25 
12 
49 
12 
24 
45 
49 


— 





=] 


Sear SSS |S 
mere OL Ob to 


1 
1 
0 
0 
] 
0 
0 
0 


6 23 85 1: 


bo 


WAVERLEY TO RANDWICK. 

- June, 7 | Macpherson-street Junction to Allison-road Junction ... 

| OXFORD-STREET TO DACEY-AVENUE, via CROWN- 
STREET AND BAPTIST-STREET. 


5 Sept., 81 | Oxford-street to Cleveland-street.. , 
June,- 1909 | Cleveland-street to Phillip-street, via Baptist- str eet 
30 Sept., 19 Baptist-street to Dowling-street . Pa 








RAILWAY STATION TO GLEBE AND FOREST LODGE. 


1882 , East side Terminus-street to Forest Lodge Junction ... at O 20 OT 
1882 | Forest Lodge Junction to St. John’s road : san 31.753) 
1882 | St. John’s road to Pyrmont Bridge road (F orest Todge) ae 95 25 | 
1882 Glebe Junction to Glebe Point (old Terminus) .. Se ie 60 | 
1896 Glebe Point old Terminus to Leichhardt-street ... "oe Se 14 


FOREST LODGE TO LILYFIELD, BALMAIN AND 
BIRCHGROVE. 
2 May, 1892 Forest Lodge, Pyrmont Bridge road to Barnes-street Junction, 
; and Evans-street to Merton-street. 
24 Oct., 1892 Merton-street to Gladstone Park (Balmain) : 
2t Nov., 1902 | Gladstone Park to Nicholson-street (Balmain) ... 
14 Sept., 1903 | Nicholson street to Darling-street Wharf ( 3almain ) 
28 Jan., 1908 Annandale (Booth-street).. ai 
10 April, 1909  Lilyfield (Johnson-street to Piper- str eet) 
14 Nov., 1910  Union-street (Pyrmont) to Evans-street, B: main 
8 Aug., 1917  Darling-street, Balmain, to Wharf-road, Snail’s Bay 
22. Jam, 1924 | Lilyfield (Piper-street to Brennan street) 
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APPENDIX XX VII [—continwed. 














Lines Open for Traffic. 




























































































Length 

2 ‘Street Miles.| of Single 
DRUMMOYNE AND RYDE. a Track, } 
) S. G1 sk a a 

29 Dec., 1902 | Darling-street Junction to Parramatta River (Drummoyne) 212 O 4 4 0 
13 June, 1910 | Drummoyne to Hatton’s Flat (Ryde) jhe 351 0 5 4 90 
7 Sept., 1914 | Ryde to Ryde Railway Station ie Lao. 0 

7 T la al T | ;\ > r 7 5 0 10 33 
NEWTOWN TO DULWICH HILL, EARLWOOD, es 
SUMMER HILL, HURLSTONE PARK, PETERSHAM 

AND.CANTERBURY. 

2 Oct., 1892 | City-road (late Newtown-road) Junction to Newtown Bridge ...,. 1 27 0 254 0 
31 Dec., 1881 | Newtown Bridge to Marrickville (Illawarra-road) 169 O 3.58 O 
14 Aug., 1889 | Marrickville to Dulwich Hill 0 74 75 1 69 50 
25 Jan., 1909 | Addison-road : ro) Oh ee, 0 

9 Nov., 1912 | Marrickville to Underelife ; Peis ke or S6e 0 
15 Mar., 1913 | Livingstone road to Petersham Station fou nee. OGL. Oo 
21 June, 1915 Dulwich Hill to Hurlstone Park 0 70 50 161 0 
11 Jan., 19)5 | Hurlstone Park to Summer Hill.. : 140 0O Ta wu 
28 Sept., 1914 | Petersham Station to Norton- street, Laichhatde: 060 O ta 

4 July, 1921 | Hurlstone Park to Canterbury Station . ew ge 1 62 O 
18 Feb., 1924 | Undercliffe to Earlwood ... 119. 25 1 19 25 

| 113 1 0| 22 54 2h 
| FOREST LODGE JUNCTION TO LEICHHARDT, |——--——|--——-—— 
| BALMAIN, FIVE DOCK AND ABBOTSFORD. | 

18 June, 1883 | Forest Lodge Junction to Johnson-street Beads Gi «2.66. 0 
1 May, 1884 | Johnson-street to Short-street Peel GG 2273.4 0 

10 Dee., 1887 | Short-street to Leichhardt Terminus Orde, Te) .O-F7. 40 

14 Oct., 1890 | Marion-street Junction to Five Dock 3,50 478 Q 
1 Aug., 1893 | Five Dock to Abbotsford.. 130,50 | 261 @ 
6 May, 1912 | Leichhardt to Balmain (Ist Section) O39, 0) O78 0 

23 Dec. 1912 | 3 = BY (2nd Section) 06150; 1 43 O 

8 320] 16 6 40 
| ERSKINEVILULE. | 

25 Jan., 1909 | George-street, Sydney, to Erskineville Station ... ve) 2.14: 0-): 3 é9° 0 

NEWTOWN BRIDGE TO COOK’S RIVER AND | 
MARRICKVILLE TO COOK’S RIVER. 

24 Dec., 1891 | Newtown Bridge to St. Peters wi: ae es Het OeGon G1)  b 46. 0 
6 Aug., 1900 | St. Peters to Ccok’s River ; . maby deeO On! “a. 79 0 
1 Jan., 1917 | Victoria-road, Marrickville, to King- Stree ot, St. ‘Peters... U6), 0 152 0 

| ; ets ; a Lee 3 45 0 lle Sas 
ZETLAND JUNCTION TO BOTANY. “EL A cE a ae 

17 May, 1882 | Zetland Junction to Rotany Terminus 6 46 75 13 13 50 
7 April, 1906 | Lord’s-road Junction to Ascot Racecourse 0 16 90 0 33 80 

20 Nov., 1906 | Extension of Ascot Racecourse Line aa sau 0 22 10 0 44 20 

22 Mar., 1913 | Cleveland-street to Redfern-street, via Regent-street ... sof 0 202.0 040 0 

22 Mar., 1913 | Castlereagh-street to Elizabeth- street, via Redfern-street ei Ortis Oy. 0 22° 0 

if a : 

BOTANY CEMETERY. | 7 36 75 |. 14 73 50 

11 Aug., 1902 | Botany Terminus Junction (Springvale) to Yarra Junction 2 46 50 2 46 50 
ZETLAND AND DOWLING-STREET CAR SHED. er 

22 Dec., 1902 | Foveaux-street Junction to Bourke-street, Waterloo 450.6 at en 

28 Aug., 1908 | Zetland Terminus to Dacey-avenue, via Dowling-street 0 63 50 1 0 50 
1 Mar., 1909 | Zetland Terminus to Botany Line, via Bourke- street 0 20 O 020 O 

22 Mar., 1913 | Baptist-street to Elizabeth-street, via Phillip-street 0.95.0 050 0 

2 73 50 5 O 5 
MITCHELL-ROAD, * = 

22 Jan., 1902 | Raglan-street (Botany Line) to St. Peters Railway Bridge Pots. 0 2°68 9 

| WOOLLOOMOOLOO. i a eae 

9 Aug., 1915 | College-street Juncticn to Woolloomooloo Bay ... 042 0 baie 0 
17 April, 1916 | Extension, Woolloomooloo to McQuade’s Point .. di «.| 0 22 75 | 0 45 50 
18 Aug.. 1918 | Further extension to No. 2 Shed on. No. 1 Wharf 015 0 045 0 

yO 79t7b.) . 1. 64-50 
ee en 
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5 Aug, 


1 Feb., 
26 Feb., 
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1891 
1891 
1909 
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, 1900 
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1900 
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1902 | 


1901 
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1906 | 


1909 | 
1909 | 
1914 
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APPENDIX XX VIII—continued. 


HENDERSON-ROAD. 


Mitchell-road to Erskineville-road 
| Erskineville-road to Railway Station 


REDFERN TO MOORE PARK 


Castlereagh-street to Junction with Randwick Line 
Cricket, Ground Loop : 
Castlereagh- street to City-road 

Regent- street connection (Cleveland to Meagher ‘str eets) 





CLEVELAND-STREET TO LITTLE BAY. 


Cleveland-street to Kensington Racecourse 

| Kensington Racecourse to Rifle Range ... 

Bunnerong- road to Randwick Ravecour se 

Ritle Range Junction to Little Bay ioe 

Cleveland- “street to Ascot-street (third road in Moore Park) 
Dacey-ayenue (Randwick-road to Dowling-street) 
Maroubra Junction to Maroubra Bay 


LA REROUSKE. 


2 | Little Bay to La Perouse . 


| Extension to Coast Hospital (Flow ers’ ’ loop) 


GEORGESTREET AND PYRMONT. 





Circular Quay to Jobn-street (Pyrmont)... 
Quay-st. Junction to Harris-st., via Quay-st. and Ultimo. rd. 
York-street Loop (from Druitt and George Streets to Market and 
George Streets via York-street : oes rs ary 


MILLER’S POINT. 
Fire Station (Circular Quay) to Miller’s Point ... 





DACEY VILLE. 


| Botany-road to Rosebery Park Racecourse 
| Rosebery Park Racecourse Extension 


| oe 
3 | Bunnerong-road to R osebery Park Racecouree 


EXTENSION FROM BRIDGE AND PHILLIP STREETS 
TO CIRCULAR QUAY. 


From and to Phillip and Bridge Streets Junction, vid Bridge, 
Young, Circular Quay, and Phillip Streets ... ae ee 





PITT AND CASTLEREAGH STREETS AND CENTRAL 
RAILWAY STATION. 


Castlereagh and Hay Streets to Pitt and Hay Streets uid 
Castlereagh- street, Circular Quay and Pitt-street) . 
| Balloon Loop, Circular Quay to Fort Macquarie : 
Pitt and Hay Streets to Castlereagh and eu Streets (via 
Central Station) : Z 


BELLEVUE HILL. 


| Blishbeth’ street to Bellevue Hill.. 
Bellevue Hill Line to Waverley Line, via Ocean- ‘street 
Bellevue Hill to Bondi Beach ¥e ie 


| 











Lines Open for Traffic. 


| Length 
Street Miles. of Single 
|} Track, 
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APPENDIX XX VIII[—continued. 
Se tssessesssessesnssessssyusuussipussnsteseseseesenunensaummensssen 


Lines Open for Traflic. 





| Length of 
Street Miles.) Single 
CONNECTING LINES—LIVERPOOL, ELIZABETH, ___Track. 


CASTLEREAGH AND PITT STREETS. | mel wie 

30 July, 1905 | Elizabeth-street into Castlereagh-street, via Hay -street.. Tiheatrog 0 0 5 0 

18 Feb., 1906 Connecting line—Elizabeth and Pitt Streets, via Bathurst- street 0.9 (36 Q. 9 25 
ro, 1906 Connecting line—Liverpool-street to Castler eagh-street, via 

Liv erpool- street : Oo be 0 0 5 0 

18 ,, +1906 | Double Junction, Liverpool- st., into Elizabeth- st. (to Railway) 0 3 50 Oi O 

18 Dec., 1901 Castlereagh- street to Gipps-street, via Hay-street and Pitt-street| 0 20 50 0 30 50 

6 Nov., 1916 | Bent-street to Pitt- street, via Spring-street ae ioe pie Ow LO2 25 0 10 26 

0 53 50 O67" 0 


CAMPBELL-STREET LINE. — 
12 April, 1911 | Castlereagh-street to Flinders-street ... i an a RU EA, yal 0 














OCEAN-STREET. | 














19 Sept., 1894 | Erskine-street to Ocean-street ... ae 6 ape, seule oo OO 477 0 
27 Feb., 1911 | Foot of Erskine-street to Day-street a Ms Bc eens 6575 0 13 50 
2, 45°95 5 10 50 





ROSE BAY. 


4 Oct., 1898 ; Ocean-street to Rose Bay Wharf rr 45 ne ere seeds O 2 46 25 
10 Sept., 1900 | Rose Bay Wharf to Dover-road ... 1 






































227 O 4 52 25 

SOUTH HEAD. i —-- 
11 May, 1903 | Dover-road to Watson’s as Signal Station... Eve THe WT 0 3 20 50 
18 Jan. 1909 | Signal Station to Watson’s Bay Wharf . Lee Sad fe UrGhs Cile Os65) 0 
| 256 0} 4 550 


NORTH SYDNEY. 











22 May, 1886 | Milson’s Point to Junction and Blue streets... 054 0 1,287 0 
22 Sept., 1909 | Junction and Blue St to Miller St. (via Walker and Mount Sts. :) 025 0 050 0 
22 May, 1886 | Mount and Miller streets to Ridge-street et fe 0°33 6 0 66 0 
17 July, 1893 | Ridge-street to Lane Cove Road . | 0 59 60 1 39 20 
25 April, 1898 Lane Cove Road to Willoughby .. 2 44 85 BerSe7 0 
20 Sept., 1893 | Falcon-street Junction to Spit- road Junction 2 5 50 411 0 
1 Mar., 1897 | Spit-road Junction to Mosman Pad 49 Pa Ti 8 
27 Oct., 1900 | Military-road (Spit-road Junction) to The Spit .. 15075; 3 21 50 
24 July, 1908 | Willoughby to Chatswood.. oa CFOS Oe O70) 0 
17 May, 1909 | Falcon-street Junction to Suspension Brid: ge 0 70 25 1 60 50 
27 Sept., 1909 | McMahon’s Point to Blue and Miller Streets 060 0; 140 @ 
22 May, 1886 | Blue-street to Mount-street (via Miller-street) . 0. 850) O17 O 
27 Sept., 1909 | Mount and Miller Streets to Crow’s Nest (via tare Cove e Road) 0 Fle Os) 1 62 0 
7 Feb., 1914 | Suspension Bridge to Northbridge (Section 1) . ver) pOvad) Ooh 7 0: 24.- 0 
21 Mar., 1914 (Section 2) . U-5O77Gu) 2.70 59 75 
9 Oct., 1916 | Tar onga Park (Avenue- Seat) ‘te New Zoological Gardens) i says Bir gs} Wee TO 
27 Oct., 1917 a 5, (New Zoological Gardens to Wharf) oe 060 75 | 0 60 75 
13 Aug., 1919 | Raglan-street Junction to Geor ge’s Heights Military Hospital... 063 25; 1 16 75 
29 May, 1922 Gordon-street and Military- road to Balmoral Beach Pte OUc ieee ae 0. °C 
20 Nov., 1923 | Connection, Chatswood and Mosman Juines at Falcon and 
Miller-streets .., ate wae “ey Poe Uenoee ee rl ( 
17 Dec., 1923 | Military-road to Bradley’s Head road, via King Max Street ..., 010 25 | 0 20 50 





18 18 19 | 32 59 40 


























GORE HILL AND BURNS BAY ROAD. -——— 
ae Feb., 1900 | Lane Cove Junction to Gore Hill ts Pe ects eee. U 2; 8: 6 
22 Mar. 1909 | Gore Hill to Burns Bay Road _... fey! cas oan ike aes Loe Le dor oO 
238 75:1 4 1-75 
CREMORNE LINE. —--——— — — 
18 Dec., 1911 | Spofforth-street Junction to Cremorne ... re fea rhe bey 0 316 0 





NEUTRAL BAY. | 
25 June, 1900 | Neutral Bay Junction to Neutral Bay ... eee he irae 074, 0 Bea 0 


ROCKDALE RAILWAY STATION— 
BRIGHTON-LESANDS. 
7 June, 1914 | Rockdale Station to Brighton-le sands ... AE Ai eee leah Ey” °C 





CRONULLA BEACH. 
12 June, 1911 | Sutherland Railway Station to Cronulla tis oa OR a 7 32 0 
SS SSA Se ee errs esses sss SSS SSS 
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APPENDIX XXVITI—continued. 


ee eee se hse ees 


Lines Open for Traffic. 


31 July, 


10 Sept., 


24 Dec., 


14 Feb., 


20 April, 


9 Jan., 


3 Aug, 
8 Dec., 


15 Feb, 


24 Dec., 


24 ‘5 
6 May, 
7 Sept., 
30) Aug,, 


15 Jan., 


23 Sept., 


20 July, 
20 Jan, 


18 Dec., 


13 Dee., 
17 Dee. 


8 Feb., 
10 May, 


1887 
1908 


1909 


1903 
1910 
1911 
1912 
1913 


1902 
1902 
1902 
1903 
1907 
1909 


1912 


1887 
1893 
1894 
1894 
1900 
1901 
1902 


1903 
1907 
1910 
1912 
1912 
1914 
1915 
1916 
1923 


1923 


1909 | 


1909 





Hannam-street to Campbell's 





ASHFIELD TO MORTLAKE 
Liverpoolroad to Enfield . aE 
Ashfield Station to Liv erpool- road 

Enfield to Mortlake aR 
Burwood-road to Cabarita Park ie 


SANS SOUCTI. 
Kogarah to Sans Souci 
Kogarah Loop 


ARNCLIFFE TO BEXLEY. 


Arnclifte Railw: ay Station to Bexley 


| Street Miles. 


AND CABARITA PARK. | 





THE SPIT TO MANLY, BROOKVALE & NARRABEEN 


Kast Esplanade, Manly, towards Pittwater 
Curl Curl to Brookvale bis 

The Spit to Manly « 

Brookvale to Collaroy Beach 

Collaroy Beach to Narrabeen 


PARRAMATTA TO NORTHMEAD (WOOLLEN MILLS). 
Parramatta Railway Station to Northmead (Woollen Mills) ... 


BROKEN HILL. 
Oxide-street to South-street 
Oxide street to Merton-street 
South-street to Whittaker-street... 
Chapple-street to Kaolin-street 
Kaolin-street to Western Oval 
Oxide-street to Blende-street 
Beryl-street to Gossan-strect ide 
Patton-street to South Broken Hill Raceoousid si: 


NEWCASTLE. 
Perkins-street to Plattsburg 
Perkins-street to Parneil-place 
Union-street to Merewether 
Hannell-street to Tighe’s Hill a 
Belford-road to Glebe-road, Adamstown... 
Tighe’s Hill to Mayfield . ‘3 
Darby and Hunter Streets Junction to Patt ick-street, Mere. 
wether ... 
Mit chell-street to Merew Bats B Biel, Newénstls. 


| Adamstown Junction to the Newoastlé Racecourse 


Plattsburg to West Wallsend 

W Alieend | to Speers’ Point 

Hannell-street and Atteetatredt. td Carrington 
Wickham to Maryville 

Broadmeadow to Waratah 


| Maryville to Steelworks 


Tudor street to Ivy-street, via Maitland: Soaa 


| Scott-street to Crown street via Te lford and Hunter- sivests 


MAITLAND. 


East Maitland to West Maitland 
Hill 


TOTAL ... 


Sidings, Loops, and Cross-overs ... 














} 


Length 
of Single 
Track. 





ni 7, 
78 0 
12 50 
30 0 
U1 25 


8 37 75 
1 
0 54 0 


5 45 0 


10 58 
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STATEMENT showing the Capital Cost of the various sections of the Tramways on the 30th June, 1924, t, 
-—_—_—___ oo —— ({ 
Lines opened for Traffic. | Length. Total Cost. Coat ‘per “atte. | 
_- oe —_ — — j 
Tite Come tics 2 = LA 
SOM ene MEASURE RUPOOD A 2... dys; dueges xcsinedsaspenvdsiosevsrcanevacetsnc ssc, ik FAR 118,883 62,984 
Pepmamtumaet 08 Circular QUAY. iysicc.scecsise: oscccscdthevshaccche. On 265 0 6,868 21,978 ; 
Randwick, Coogee and Little RR NEY etn c OF ya Coat aster vee het ah Yk Ae 210,988 23,574 
preermre Donal und Bronte” ied ois cseldaccismehcccahias cute, 6 23 835 193,394 30,707 if 
Klizabeth-street to Bellevue Hill and Bondi Beach ................ 9 26 25 123,989 23,271 
Waverley to Randwick ............ ..... Sac taetaurcanccnadenreeraeeceteree ts watt 1 1 She) 9,463 7,129 
Oxford-street to Dacey-avenue, via Crown-street and Baptist-street...| 1 56 50 57,825 33,890 
Railway to Glebe and Forest LSS BEAR rio da a a a 2 27 66 52,907 22, 554 
Forest Lodge to Balmain, Lilyfield and Birchgrove ..... .......e....00. 653) 50 209,814 31,462 
Glebe Junction to Newtown, Dulwich Hill, Earlwood, Summer!) 
Hill, Hurlstone Park, Petersham and Canterbury’ «ccnvcsevecaccsss 13 Le 0 269,668 20,724 
Forest Lodge Junction to Leichhardt, Balmain, Five Dock and) 
Abbotsford ........ Rant oMer er emanienoniee sara norede (sae toraueancec i oe ee a: Sere 20 213,039 26,497 
Balmain to Drummoyne and Ryde Railway Station .......... AHOC ere Te Sa O 82,604 11,634 
Zetland Junction to Botany, Rosebery Park Racecourse and 
ie CULE a Sct pe hey A Mea hee a te 9 35 25 162,951 17,261 
Newtown to St. Peters and Cook’s River and Marrickville to Cook’s : 
LSE oi se ce) ih oie a a RR OP ao dome O 178,927 50,225 
George-street to Erskineville Station ...........0000ceceeeceeeseccccce 2.146 44,835 20,614 
Castlereagh-street to Flinders-street .......cccccccesessescessccecsccs cc. 0 53 O 27,694 41,802 
pies rer Moore: Pavicn nea tas bad ins. ives, accion secret cee 2 20 50 50,553 22,406 } 
College-street to Woolloomooloo Bay and McQuade’s Point... 0 79 75 19,190 19,250 
Zetland Line and Dowling-street Car-shed ..eeeceececcccsessces Ya Sti 0 109,613 37,550 | 
Roeanrativon to Day-ntreet. ......66lissisc.seeklesscstseocccc pe OGY ds 136,092 53,044 i 
Rose Bay, Dover Road and Watson’s BOY Cate bea ee See one 0 EDO TL 15,390 
recraemih Harris Sireetss.). 65.608 bs ic oh. 3 58 50 180,328 48,329 
Kensington Line to Little Bay, Maroubra Bay and Racecourse Loop LOZ 7a 7.0 117,744 11,672 
George-street to Miller’s Point..........cc.ccssccseccsosssesossosssesecccescces,, 0 52 75 14,935 22,650 il 
Pitt and Castlereagh Streets and Central Station .................... £ 8 50 166,929 40,652 
Botany Road to St. Peters Bridge and Erskineville Station... Zale 75 32,597 16,122 . | 
Little Bay to La Perouse, Springvale and Yarra Junction............. 3 61 50 43,843 11,633 
PRC TONOVILIDGR Mec CGO, 2 ete ee oe 23. 15 94 741,583 31,966 
Parramatta to Northmead (Woollen DPT) Be weir pean ei yee te eee Te Oe 0 13,438 6,324 ' 
The Spit to Manly and Manly to Narrabeen ...... .............. .......... 10 58 0O 248, 329 23,154 ii 
Ashfield to Mortlake and Cabarita 0.0... .....ccccscccssesssssseeceeccccccccce, ot Sit ae | 141,690 16,725 
Neweastle City and Suburban 220) -..65..1ec0desscge4sceseesuosneeesesccn 85 19 30 1,178,588 33,443 
Maitland Lines............ Pap ctediasit cater tp tacatiods sch.cet- denise otcaials aosadakeducnea. Vii 4 5 0 31,478 7,748 ; 
Arncliffe to Bexley ....... sa slasislMeMnesis sites ise iste ataugtersinee conoocs cnt wl ace sh ee Ome 18,429 7,021 j 
AIRES TATA SS AES Ss Ea d= 455 0 24,179 4,347 
Sutherland Railway Station to Cronulla.........00.ccccccccccceccecce ole O 44,046 5, 952 { 
ARI ERUOT LOnSAD AN ances lineraues Caecbe dari ks eewdvy use Int ves Pvc Cohececscca, 1 20 0O 16,762 13,410 
Ley) ETE Sao oN « At deer a ee HD) ths ak 70,634 7,026 ' 
Total mileage and cost ..... SSptonsbec foc arscuosscesen agho pent 227 46 45 5,442,356 23,914 
PSU I Chees) RS i Bo ait Se a oie ae ee 2,382,127) | bs 
Ultimo and White Bay Power-houses, Sub-stations and | | ii 
La Aen oe SA ae {hyd a ea H de 2,176,116 | | 
BMA Gra wre Re at ATC eo es VN ee Be 1) 24.05 |e eee | 5,316,602 23,36] 1) 
Workshops’, .tiscthenchc chats Soteec Sch SOAR ORC Ee Pe eee en ne om 258,727 
LN EECT TA ee) acacia ta for 2 Aaa 2,392 
Store Advance Account .....,..... Dhisdadiiews st cate dectetcwheone 287,000 J | } 
Total and average cost, all charges .......cccccccccceeeeee, 227 46 45 10,758,958 47,275 
Ea 
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APPENDIX XXX. 


STATEMENT showing Additions to Tramway Capital during the year ended 30th June, 1924. 


On existing lines ;— 
Rolling-stock ¥2 it 
Additions to Lines, Buildings, &e. 
Electrification of Newcastle Tramways ... 


Less Credits... 
Tramway Construction— 


eee 


Extension of Lilyfield line to Brennan-street... 
Undercliffe to Earlwood P as Ps ap 
Expenditure on lines open prior to Ist July, 1923 Cr. 


*45361—H 











£ set cle 
312,885 18 10 
271,616 19 4 
184,435 8 10 


765,938 7 0 
DL O7 ae leas 


BOLOp Loni 
27,837 15 0 
StL Oinid 































£ 


757,860 


26,067 


783,927 1 
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APPENDIX XXXI. 


Reconciviation of the Railway and Tramway figures with the Treasury Statements as regards Revenue Receipts 
and W orking Expenses for the financial year ended 30th June, 19: 24, 


EARNINGS—RAILWAYS AND TRAMWAYS. 


Railways. 


| Tramways. 


Railways. | 


Tramways. | 








| 

Railway and Tramway receipts as per Treasury accounts) 
| 

Less— | 
Siete) fog ca A Debtors at 30th June, 
1923.. ‘. | 
Credits on account of sales, taken by ‘Treasury 
as Revenue Receipts, but treated as’ 
Working Expenses in Railway accounts ... 
Repayments on account of Working Expenses 
previous years, taken by Treasury as credits 

to Revenue, but in Railway accounts to, 
Working Expenses A | 
Rebates and refunds— 


388,031 | 


147,092 | 


Railways. Tramways. 

Amount taken in Treasury RS ££} 
accounts ,., . 320,254 1,291 | 
Amount taken in Railway 
accounts 316,492 


343 | 


Add— 
iiile rr i cite Debtors at 30th Pei 
1924.. se és 


As per the Commissioners’ Annual Report... 








19,540 


94,925 





553,241 


114,664 


15,229,538 


387,039 


15,616,577 


3 633,916 


3,611,043 


22,873 


WORKING EXPENSES—RAILWAYS AND TRAMWAYS. 


Railways. 


Tramways. 


Railways. 


Tramways. 


667,905 
18,840,581 


409,912 


19,250,493 


Total. 





Working Expenses as shown 1n Treasury accounts 


Less— 

Outstanding claims—Sundry Creditors at 30th) 
June, 1923, included in Railway accounts 
in 1922-2 ve 

Credits on account of sales treated by. Treasury 
as Revenue Receipts es 

Amount on account of services performed for 
private persons— Sundry Debtors not; 
credited at Treasury until actually paid ... 

Repayments taken by Treasury to Consolidated 
Revenue Account . 

Repayments not credited at “Treasury until 
July, 1924 . : 

Wages, &c., charged at ‘Treasury in 1923- 24, 
not char ged | in Railway accounts until 
1924-25... 5s 





Add— 
Outstanding claims—Sundry Creditors at 30th 
June, 1924 . 
Wages, &e., charged at ‘Treasury in 1924- 25, 
“but in Railway accounts in 1923-24 


139,878 | 
131,018 


As per the Commissioners’ Annual Report... 





[6 graphs ; 2 maps. ] 
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270,896 
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189,590 


2,968,936 


122,595 
“3,091,531 
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LEGISLATIVE ASSEMBLY. 


NEW SOUTH WALES 








REPORT OF THE COMMISSIONERS FOR THE QUARTER 
ENDED 31st DECEMBER, 1923. 





Printed under No. 1 Report from Printing Committee, 17 July, 1924. 


Office of the Railway Commissioners for New South Wales, 
: Sydney, 4th February, 1924. 
To tHe HonoraBsLe THE MINISTER FOR RAILWAys,— ‘ 
Sir, 

In accordance with the provisions of Section 39 of the Government Railways Act, 1912, as 
amended by the Government Railways (Amendment) Act, 1916, we have the honor to submit, for the 
information of Parliament, our Report for the quarter ended 31st December, 1923, upon the subjects 
specified, viz. :— 

STATE OF THE TRAFFIC, 
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| Quarter ended| Quarter ended | 
RAILWAYS. 31st December, |31st December,| Increase. | Decrease. | 
1923, 1922, 
Miles open ve ay er os ay ees 5,4303 5,1633 262 
{ 1923. 1922. | 
z >, ss ; QR ) 2 s 9 . a : gine £6 
Revenue 2 oe welt 86,948 Sor hh oy -| £4,190,450 | £4,1 23,299 | £67,151 
( Merchandise £ 2,303,502 .., £2,953,367 | | | 
Expenditure ee cae at 2 7) ---| £38,031,171 | £3,088,087 |... | £56,916 
Train Miles run .., vs se i ag --| 6,149,913 | 5,537,555 | 612,358 | 
Earnings per train mile .., ee ane a, --| “Ids. 73d. | 14s. 103d. |. ...... | 1s. 34d. 
Expenditure per train mile a ey" ae | 9s, LOJd. | 11s. 13d. Peeiee: Is, 33d. 
Percentage— Expenditure to earnings ,., ix $t% 72°34 74:89 ee ee | %-55 
Number of passengers... “ite a age -+-| 32,223,095 | 31,075,962 11,147,133 
Tonnage of goods traftic .., 1 an A sss) 3, 206.872 1,072,847 | 134,025 
Tonnage of coal and coke eos | eee] §=2,274,918 1,862,778 | 412,140 | 
Tonnage of other minerals si He 395,867 342,049 | 53,818 
Tounage of live stock traffic ot ess th mr 235,073 225,101 yore 4 
| | 
. Lz 
Quarter ended| Quarter ended 
TRAMWAYS. 31st December, |31st December,| Increase. Decrease, 
1923. 1922, 
| | 
Miles open DSPs ee OEE Ya i es Bae 
Revenue jo os ses eet ss} see) L91TEO3 | = £926)903 | esis, £9,100 
ixpenditure SE fea she vee sf: ---| £780,385 | £806,947 | ...... £26,562 
Tram miles run ff .-.| 8,075,393 | 7,595,645 | 479,748 
Earnings per tram mile .., rs 354 Sh; A} Ys. 34d. | lah Hil hl Rak Fd. 
Expenditure per tram imile ee ro ios Crome: COSe LA oes se : aa eee 2d. 
Percentage-—Expenditure to earnings .., he aaa 85 03 | ate pe aes 203 
Number of passengers carried ..., a aks -++| 86,215,228 | 83,993,509 '2,221,719 
| 
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RATLWAYS. 


1].—GENERAL ConDITION OF THE LINES AND ACCOMMODATION FOR THE TRAFFIC. 


The permanent way, bridges, buildings, wharves and fences have been efficiently maintained during 
the quarter. 

Good progress has been made with the work of relaying, re-sleepering and reballasting the lines, 

On the Western line the remainder of the duplication and deviation between Bowenfels and Cox’s 
River has been completed, and was opencd to traffic on the 28th October. 


On the Illawarra line the quadruplicaiion between Tempe and Rockdale has been completed, and was 
opened to traffic on the 28th October; work has commenced on the section from Rockdale to Hurstville, 
Between Thirroul and Wollongong the foundations for an overbridge at Mt. Pleasant crossing are well in 
hand; the new bridge at Minnamurra River has been completed and pile driving is now in hand for the 
abutments and piers for the double line portion of the bridge. 


Between Lidcombe and Regent’s Park, duplication and regrading work has proceeded satisfactorily. 
The main girders for the down road overbridge at Bridge-street have been placed in position, and the 
brickwork for the abutment of the underbridge at Vaughan-street has been completed. The earthwork 
for the loop connection to the main line at Lidcomhe is about three-fourths done. 


The following duplications and deviations have been completed during the quarter :— 
Western line— Date opened. m. chs. 
Middle River to Cox’s River .. 26th Oct., 1923 .. £ 233 duplication. 
- jc eeeeth oe, : ne 65 deviation. 
Wawarra Line— 
Tempe to Rockdale ... or te eee by aes ; © 2 39 quadruplication. 
The bridge over Cook’s River at Tempe in connection with the electrification of the railway lines 


between Sydney and National Park, has been completed, and was opened to traffic on the 27th October. 
The earthworks for the new car sheds at Mortdale and Punchbowl are approaching completion. 


‘ Further progress has been made in developmental work at the departmental coal mine at Lithgow, 
Work is now proceeding on the erection of an additional screen to deal with top coal, the erection of downcast 
steel head-frame and winding engine, and the foundation for screening plant, retaining wall_and workshops. 
The output of coal is approximately 23,000 tons per month. 


The construction of a tunnel for electrical transmission cables under Sydney Harbour from Longnose 
Point to Greenwich is approaching completion. 


Other important works to provide additional accommodation for the traffic have been proceeded 
witi during the quarter. 


Ciry anp SuBurBan Evecrric Raiway. 
Construction work on this railway has proceeded during the quarter. 
The excavation for the tracks on the western side of the Cleveland-street bridge is now in hand. 


The masonry for the south abutment and south footpath pier of the Eddy-avenue bridge and the 
concrete backing of the south abutment to springing line have been completed, and a commencement made 
with the concrete filling of the south pier. 


The rock-faced masonry of the Elizabeth-street retaining wall from Eddy-avenue to Hay-street 
has been finished together with about one-third of the parapet; the concrete backing is nearing com- 
pletion. The masonry abutments for the Hay-street bridge have also been completed. The retaining 
walls supporting the tracks from Hay-street to Campbell-street are nearly finished. Work in connection 
with the construction of a bridge at Campbell-street has been held in abeyance pending negotiations with 
the City Council. 


Work has continued on the driving of a tunnel for a new and enlarged water intake for the Ultimo 
Power House in connection with the Darling Harbour reclamation scheme. 


Zao fee ti. 


The work of concreting the side walls and reinforced arch roof of the Liverpool-street Station has 
been pushed forward, the roof having been finished for a total length of 400 feet. Further progress has 
been made with the construction of the tunnels from Liverpool-street to St. James’. 


The open cut south of Park-street has now been completely excavated and the whole of the conerete 
completed, The excavation work at St. James’ Station has proceeded satisfactorily, 


The driving for the Up and Down City East tunnels has made good progress and concreting operations 
will be undertaken at an early date, 


RAILWAY 
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RAILWAY CONSTRUCTION, 
The construction of new lines ef railway has been proceeded with as follows :-— 


Mls. Chns. 


Glenreagh to Dorrigo —... = A> HF vi a at 44 20 
Macksville to Urunga (opencd to public traffte 8rd December) be: 17 20 
Regent's Park to Cabramatta ... me re He af i 5 54. 
Regent's Park to Erfidd Marshalling Yards ig ee as 3 00 
fydenkem to Potany ... ie bes’ oy fe A: Fo 5 16 
Gilmore to Kunama (opened to public traffic 17th December)... 21 45 
Tarara to Obcron (opencd to public traffie 3rd October) a LT) amy 
Molong to Dubbo... one ee ee ee Fe daa cas FO 00 
Kinnaway to Werns Creck oH a ee ah i Dey £0 70 
The Rock to Pulletop.... af ve a ne ad a 26 10 
‘Roslyn to Taralga es \e Ar age ee e ye 15 66 
Richmond to Kurrajong ar ei eS Pie ee ar eames 


The earthworks and culverts on the section from Glenreagh to Dorrigo are practically finished, the 
steel bridge over Bobo Creek has been completed, and the concrete piers for the brid ges over Wild Cattle, Biels- 
down, and Deep Creeks have been placed in position. Platelaying has been completed for a distance of 


25 miles. The extension from Macksville to Urunga has been finished and was opened to public traffic 
on the 3rd December. 


Work has been completed on the section from Regent’s Park to Enfield, and good progress male 
with the work from Regent's Park to Cabramatta. The bridge over Shea’s Creek on the Sydenham to 
Botany line has been finished, but other work is hampered through lack of steel supplies. 


The extensions from Gilmore to Kunama and from Tarana to Oberon have been completed, and were 
opencd to public traffic on the 17th December and 3rd October respectively. 

Platelaying has not progressed beyond Little River on the section from Molong to Dubbo, but will 
be continued now that the steel bridge over that river has been erected. Ballasting work has been pushed 
forward. The steel bridge over the Macquarie River has been completed. 

Work on the section from Binnaway to Werris Creek is approaching completion, and public traffic 
is being carried over the line. 


Platelaying has been finished for a length of 12 miles on the extension from The Rock to Pulletop, 
and the earthworks beyond that distance are well in hand. Good progress is being made with the earth- 
works and culverts between Rolyn and Taralga. 


: Work has been commenced on the extension from Richmond to Kurrajong. 


Trial surveys for proposed new lines from Morpeth to Port Stephens and Tempe to East Hills were 
completed during the quarter. Surveys are still in progress from Grafton to Killarney, Casino to Bonalbo, 
Kyogle to Richmond Gap, Cassilis to Leadville, Maryvale to Gulgong, and North Sydney to Manly. 


Ill.—SprectaL Rates AND Fares, 


A statement of the special rates, and the reasons for making the same, will be found attached as an 
Appendix (No. 1), page 5. 


TV.—STAFF. 


These returns are given as an Appendix (No. 2), pages 6 to 13, 


GENERAL REMARKS. 


The carnines show an increase of £67,151, and the expenditure a decrease of £56,916, as compared 
. = a ? ? 
with the corresponding quarter of the previous year. 
In coaching traffic there was an increase of £17,016, made up as follows :—First-class passengers, 
Increase £3,778; miscellaneous increase, £13,894; second-class passengers, decrease £656. 
The earnings from goods traffic increased by £50,135, the details being—Increases : Hay, straw, an | 
chaff, £54,687; coal and coke, £80,683; minerals, other than coal and coke, £25,458; miscellaneous, 


£4,843. Dcercases : General merchandise, £20,211; grain, flour, &c., £13,622; wool, £54,277; live stock, 
£17,426. 


The tonnage carricd for the quarter shows an increase of 609,955 tons, made up of increases in gencral 
mcrchandise, 73,444 tors; hay, straw, and chaff, 47,375 tons; grain, flour, &c,, 26,257 tons; coal and 
coke, 412,140 tons; minerals other than coal and coke, 53,818 tons; live stock, 9,972 tons ; whilst there 
was a decrease in wool of 13,051 tons. 

The decrease in expenditure is principally due to continued improvement in operation. 


The train mileage for the quarter shows an increase of 612,358 miles, and the number of passengers 
carried an increase of 1,147,133, as compared with the correspending pcriod of the previous year. 


TRAMWAYS 
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TRAMWAYS. 
The tramway carnings for the quarter show a decrease of £9,100, and the expenditure a decrease of 
£26,562, as comparcd with the corrcspording quarter of the previous year. The latter decrease is due 
principally to the restoration of the 48-hour working weck. 
The mileage for the quarter increased by 479,748 miles 
2,221,719. 


The tonnage of 


, and the number of passengers carried by 
6,723 tens; tl 


goods, the property of the Crown, carried on the Tramways 
le charecs for the carriage of scch coods amounted to £76 

The following tramway cxtersion was opencd to tr 
17th December, King Max strcct, 


chains, double track. 


during the quarter was 
8, and the cost of carnage to £719, 
affic during the quarter :— 


between Bradley's Head road and Military-road, Mosman, 10! 
The construction of a new line of tramw 
completion. 


ay from Undercliffe to Forest Hill is approaching 
Trial surveys were carried out during the quarter. on 
Rock and Rockdale to Bexley, and on 


proposed tram lines from Manly to Castle 
a deviation of the Zetland to Rosebery tramway. 


We have the honor to be, 
Sir, 


Your most obedient servants, 
“a 
Lip 
4 Ly 


Chicf Railway Commissioner. 


Assistant Railway Commissioner 
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Assistant Railway Commissioner 


“net 


nin aes Crees 


= 
= 
=: se 


s 
Soe SET 


APPENDIX I. 














APPENDIX 1. 


NEW SOUTH WALES GOVERNMENT RAILWAYS AND TRAMWAYS. 


STATEMENT of Special Rates and Fares approved during the Quarter ended 2}st December, 1923. 
in 
Trafic, | Particulars and Rate. Reason for Rate, 


) 


Shunting, Wagga to Wagga Stock! 2s. 11d. per four-wheeled truck, maximum 5s. 10d. for every fifteen| ) 


1 
Yards, for Hardy & Son. minutes or part thereof, | 

|| To equalise rates 
|r and encourage 
| | affic 
: é < : rn a p . affiec. 
Shunting, Rozelle to Wharf, ls, 2d. per truck, maximum 5s. 10d. for every fifteen minutes or! | Same 
Siding, for Mulhearn Bros. | part thereof. J 


SL ene tenet steno 
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APPENDIX II. 
NEW SOUTH WALES GOVERNMENT RAILWAYS AND TRAMWAYS 
RETURN, in accordance with Section 39 of the Government Railways Act, 1912, as amended by the Government 
tailways (Amendment) Act, 1916, showing the Appointments and Removals of Employees for the quarter 
ended 31st December, 1923. 
APPOINTMENTS. 


| | 


Date. Name. Position. Rate, Name Position, Rate, 





> 


LocomorivE Branckh—continued. 
Boilermaker | 2/38 


ACCOUNTANT’S BRANCH. 
Junior clerk 


CHILE 


Cerirude per hour. 


. { MePherson, Gordon D. 


——— 
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Johaston, 


| Shuta, 


; Cornwall, 


| O’Brien. 


| Moffatt, 


Coltey, 
TRAFTIC 


Webb, James H. 


LOCOMOTIVE 


AL Ver, ESR AC ies ceceneesaes-s 
Cambridge, Thomas M. 
Hanley, Phillip L. 
Colquhoun, George 
Clarke, Harold G. 
Clirksoa, Lionel 
Douglas, James T. 


Golirey, William RB. |..| 


Finney, Joseph W. 
Bounds, Charles L. 
Barnes, William 
James, Charles W. 
Tyson, Joseph A. 
Riddell, Charies H. 
Orth, George FE. 
MeMullen, Lestie A. 
Oxtes, Joseph 
Mou'en, George 
Walker, Jamas A. 
Buchan, Godtrey 
Konnedy. Thomas .. 
Evans, John 

Nunn, Reginald 
Hart, Percy P. 
Rismussea, Reginvd ... 
Dickson, Milroy 
Elliott, Bruce A. 
Dolansy, Eugene J. 
S:ines, Frederick J. 
MeGrath, John P. 
Clive A. 
ML: Dougall, Dougias A. 
Aitord, George a 

R idland, Neville 
Freeman, Keith . 
Finlay, Arthur W. 


Chipnian, Harold B. ... 
Runph, Carl W. 
Molinevix, Edward B. 
Doyle, John 


Janes, William 


Snith, Leslie H. 
Svdnev 

Cave, Sidney J. 
Jindlield, George J. 
Murtin, George C. 
Livinzstone, George # 
Pensicost.’Williamn A. 
Mistars, John G. 
Miundiy, Leslie T. .. 
Cunos, Albert 
Faller, JAMES .... 
Luss, Arthur FE. 

Ww ores , Roy ie 
Howard. Norman P. 
Moore, Francis 


Russell, Harold 
Sutter, William 
Muller, Clarence A. 
MeMenamin, John Ae 
Frank E. 
Dean, Douglas J. 
Kelly, Andrew W. 
Broomfield, Walter 


| Anderson, Frederick F. 


Anderson, Colin S. 
Purcell, Christopher 
Martin, Altred J. 
Joseph T. 
Gerth, James F. 
O’Shannessy, Charles J. 
3urnes, Waiter K. 
O’Donnell, Mwvirice L. 
Casey, Arthur J, 
Hutchison. Arthur G 


| Curran, Joseph 


Athos. 
James W. 

John ... 

Kain, George C. , 
Potter, William J. 
Hawkshaw, Beniamin.. 
Massman, P rank 
Kennedy, Stanley P. .., 
Gooley, Joseph FE. 
Sainsbury, Harry H. 
McCallum, Francis J..,, 
Bourke, Richard H. 
Thompson, Mary C. 
Drane, Joseph S. 
Rosewell, Edward 
MeNamara, William 
Maddox, William 
Crawley, Henry 
Murphy, 


Brett, 
Over. 





Leonard M. .., 


AUDITOR'S BRANCH. 


Junior messenger 


BRANCH. 
Boilermaker’s apprentice 
Shop boy 
Fitter 

Fitter 
Blacksmith 
Storeman 
Labourer 
Boilermaker 
Turner 
Labourer 
Turner 
Foreman’s clerk 
Turner 

Turner 
Blaeksmith 
Turner 

Turner 

Turner 

Striker 
Fuelman 
Boilermaker 
Labourer 


| Shop boy 


Shop boy ., 

| Shop boy 

Shop boy 

Biacksmith 

Fitters’ appt rentice 

Shop hoy 

Fitters’ apprentice 

Fittors’ apprentice 

Fitts rs’ apprentice 

Fitters’ apprentice 

Pitt ry apprentice 

Fitters’ apprentice 

Carriag? builders’ appren- 
tice. 

Shop boy 

Fitters’ apprentice ......... 

Shop boy 

Painters’ labourer 

Fuelman 

Plumber 

Carpenters’ apprentice 

Shop hoy 

Carpenters apprentice 

Fitters’ apprentice 

Call boy 

Shop boy 

Fitters’ apprentice 

Fitter’ apprentice . 

Shop boy 

Shop boy 

Boilermakers’ apprentice 

Boilermakers’ apprentice 

Titters’ apprentice 

Carriage trimmers’ appren- 
tice. 

Shop boy 

Gardener 

Fuelman oe 

Fitters’ apprentice ......... 

Fitters’ apprentice 

30ilermakers’ apprentice 

Boilermakers’ apprentice .. 

3o0ilermakers’ apprentice.. 


, 


Boilermakers’ apprentice..| 3} 


Fitters’ apprentice ......... 
Shop boy 

Shop boy 

Fitters’ apprentice .... 
Fitters’ apprentice .. 
Fitters’ apprentice ......... 
Boilermakers’ apprentice e.. 
Fitters’ apprentice 
Junior clerk 

Shop boy 

Fitters’ apprentice 

Call boy 

Shop boy 

Assistant engineer 
Labourer 

3oilermakers’ apprentice. 
Fuelman 

Shop boy 

Shop bov . 

Shop boy 

Shop boy ... 
Shop boy 

Shop boy 

Junior ty “piste i 
Boilermaker 
Fitter 

Pitter 

Blacksmith 
Titters’ labourer , 
Boilermaker 








. per hour, 
. per hour. 
per hour, 
per hour. 
s per hour. 
¢ per hour 
per hour. 
per hour. 
§ per hour. 
* per hour. 
£ per hour. 
per hour. 
pef hour. 
per hour. 
per hour. 
per hour. 
< per hour. 
3% per hour. 
per hour. 
per hour. 
% per hour. 
/ per hour. 
6Gid+ per hour. 
ay per hour. 
83d. per hour. 
Bad. per hour. 
2/3% per hour. 
33d. per hour. 
Gd. per hour. 
33d. per hour. 
3d. per hour. 
3td. per hour, 
3¢d. per hour. 
3#d. per hour. 
fd. per hour. 
1. per hour. 


2 


Sid. per hour. 
id. per hour. 
1/03 per hour. 
1/10.°s per hour. 
1/9} per hour. 
2/2 per hour. 
38d. per hour. 
82d. per hour. 
33d. per hour. 
32d. per hour. 
103d. per hour. 
62d. per hour. 
337d. per hour. 
33d. per hour. 
62d. per hour. 
82d. pet hour. 
33d. pe? hour. 
sid. pe? hour, 
34d. pe? hour. 
4,d.per hour. 


82d. per hour. 
1/8} per hour. 
1/10 per hour. 
3d. per hour. 
3d. per hour. 
td. per hour. 
» per hour. 
- per hour. 
- per hour. 
. per hour. 
. per hour. 
. per hour. 
. per hour. 
- per hour. 
. per hour. 
. per hour. 
per hour. 
per annum, 
» per hour. 
: ees hour. 
er hour. 
oad hour. 
£500 per annum 
1/9} per hour. 
37d. per hour. 
1/10 per hour. 


| 63d. par hour. 


62d. per hour. 
62d. per hour. 
8id. per hour. 
8id. per hour. 


| 68d. per hour. 


£81 per annum. 
‘32 per hour. 

$2 per hour. 

4* per hour. 


/ 


/ 


10} per hour. 
‘3% per hour. 


» 
5 
9 
..| 2/3% per hour. 
1 
PY 
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| Gurney, 





Purnell, Marshall 
Tasker, Charles 
Hyland, John F. 


Liddell, 
Robson, 
Walker, 


Arthur R. 
Robert 
Reginald 
Arthur L. .. 
Strom, Alfred 


| Murray. 


Hore, Edmund 
Robson, Arthur I 
Collins, John EB. 

Baker. Francis H. 
Johnston, Leslie 
Warren, Albert H.: 
Kluss, David D. ......... 
Ferris, William F. 


| Solomon, George W. ... 


Hitchens, Francis G. ... 
Small, John BE. 
Koepper, Frank F. 
Cuell, Perey H. 
Garton, William M. 


Winter, Clement 
Laing, Thomas W. 


Barnes, William 
Halliday, Walter E. 
Skinner, William H. 
Bull, Leonard 
Skinner, Herbert V. 
Stuart, John V. 
Griffiths, John 


Booth, Harold 


Larum, George 
Baker, Cecil R. 
Taaffe, William T 
Wilson, Edwin J. 
Steele, William 
Thorburn, Robert 
Elliott, John R. 
Manning, John 
Donnellan, Walter P.... 
Aussel, Walter W: 
Ward, Albert C. 
Thompson, Sidney 
Edwards, Athol C. 
Colleton, John 
Purcell, Francis C. 
Manning, Jack 
Gooding, Moses W 
Cochrane, Albert 
Parker, Athol J. 
Pile, Arthur R. 
Langford, Henry 5. 


PERMANENT 


Wood, Clarence E....... 
Weinert, Paul 
Ford, John 


| Parrish, Ernest W. ... 


MeDonald, Staniey R. 


| Levett, John 


Forshaw, James 
Moody, Harry 
Smith, Ernest EB. 
Daly, Thomas 
Mulloy, Stanley 
O’Brien, Vincent J. 
Arnett, Charles Y. 
Furness, George 
Parker, ‘Chomas 


‘ Byrne, John 


| Gordon, 


Weir, Stephen 
Kelly, Hertert ...... 
Lawson, Joseph .... 
Hunter, William 
Arthur 


| Short, John A. .... 


| Crawley, 


Moore, 


Yreverrow, Albert J. ... 
Moore, Patrick B. 
Monoghan, Roy fT. ... 
Thompson, William C. 
Leplaus, Clarence D. 
William 
Kercher, Percy 
Laker, Arthur F. 
Munro, Jacob e 
Methley, George ......... 
Lewis, Hugh 

& aser, William 

Uren, Albert E. 
Wells. Frank 

Bruce, Walter 

Agnew, James...... 
Pollard, Timothy 
Morrissey, Garnett .. 
Stewart, John T. 

Oke, George J. 
Alphonsus 








Shop-boy 
Call boy 
fatal ie builders’ appren- 
tice. 
Shop boy 
Fuelman 
Shop boy 
Shop boy 
Boilermaker 
Shop boy 
Machinists’ apprentice 
Fitters’ apprentice 
Fitters’ apprentice 
litters’ apprentice 
Boilermakers’ apprentice .. 
Shop boy 
Shop boy 
Shop boy 
Shop boy 
Call boy 
Call boy 
Boile rmakers’ apprentice . 
Fitters’ apprentice 
Carriage builders’ appren- 
tice. 
Shop boy 


| Carriage builders’ appren- 


tice. 
Fitters’ apprentice 
Shop boy 
Boilermakers’ apprentice .. 
Fuelman 
Fuelman 
Shop koy 
Fuelman i 

3oilermakers’ apprentice .. 
Boilermakers’ apprentice .. 
Shop boy 
Shop boy 
Shop boy 
Shop boy 
Fuelman 
Fuelman 
Fuelman 
Call boy 
Call boy 
Call boy 
Boilermakers’ apprentice . 
Fitters’ apprentice 
Messenger 
Boilermakers’ apprentice . 
Fitters’ apprentice ......... 
Boilermakers apprentice .. 
Gasfitters’ apprentice 
Shop boy 
Shop boy 
Fitters’ apprentice 


WAY BRANCH, RAILWAYS. 


Fitter 

Striker 
Fettler 
Fettler 
Fettler 
Fettler 
Fettler 
Fettler 
Fettler 
Fettler 
Fettler 
Fettler 
Fettler 
Fettler 
Vettler 
Fettler 
Fettler 
Fettler 
Fettler 
Fettlor 
Fettler 
Fettler 
Fettler 
Kettler 
Fettler 


Rough carpenter 
Carpenter 
Carpenter 
Fettler 
Bricklayer 
Draftsman 
Fettler 


Fitters’ apprentice ... 
Bricklayer 

Fettler 

Fettler 

Fettier 

Fettler 

Fettler 

Fettler 


8d. per hour. 
84d. per hour. 
y,d. per hour. 


Sid. per hour. 
1 /10 per hour. 
8id. per hour. 
11d. per hour. 
2/3% per hour. 
62d. per hour. 
3¢d. per hour. 
id. per hour. 
3id. per hour. 
87d. per hour. 
3fd. per hour. 
63d. per hour. 
| 63d. per hour. 
62d. per hour. 
83d. per hceur. 
62d. per hour. 
11d. per hour. 
33d. per heur. 
33d. per hour. 
y,. per hour. 


8d. per hour. 
4y,d. per hours 


344. per bour. 
8d. per hour, 
33d. per hour 
1/10 per hour, 
1/10 per hour. 
68d. per hour. 
1/10 per hour. 
3id. per hour. 
33d. per hour. 
Géd. per hour. 
11d. per hour. 
68d. per hour. 
82d. per hour. 
1/10 per hour. 
1/10 per hour. 
1/10 per hour. 
84d. per hour. 
11d. per hour. 
11d. per hour. 
34d. per hour. 
. per hour. 
. per hour. 
. per hour. 
. per hour. 
. per hour. 
. per hour. 
. per hour. 
. per hour. 
. per hour. 





£308 per annum. 
2/3 per hour. 
1/9} per hour. 
1/9} per hour. 
1/84 per hour. 
1/9} per hour. 
1/8} per hour. 
1/83 per hour. 
1/84 per hour. 
1/83 per hour. 


| 1/81 per hour. 


1/8} per hour. 


‘| 1/84 per hour. 


1/9} per hour. 


| 1/94 per hour. 


1/9} per hour. 
1/9} per hour.- 
1/94 per hour. 


| 1/94 per hour. 


1/94 per hour. 
1/9} per hour. 

/94 per hour. 
1/94 per hour. 
1/9} per hour. 
1/9} per hour. 
1/9} per hour. 
1/9} per hour. 


| 1/103 per hour, 


2/2 per hour. 
2/2 per hour. 


- 1/10 per hour. 


2/44 per hour. 
£353 per annum, 
1/10 per hour. 
1/10 per hour. 
id. per hour. 
/4} per hour. 
/ 10 per hour. 
| 1/10 per hour. 
1/10 per hour. 
1/9} per hour. 


° 
ot 
| o7 
1/ 


.-, 1/10 per hour. 


1/9} per hour. 
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Name, 


PERMANENT WAY BRANCH, RAILWAYS 


PFICG, ENOCH  c.acantus ee 
Sturch, BLAM. .speascesto 
ISUMA, OSTRIY Hn caxuevees 
Jones, Sidney ............ 
Wheeler, Chatles ........ 
Cross, Frank 
White, Sidney R. 
Heine, Claude............. 
Ryan, Patrick 
Whatmough, William 
DTaAper, BOLe xcs crueqenss 
Le Rov, John W. 
Oram, Robert M. 
Hogan, Andrew ......... 
Bradford, Christopher 
Mitton, William ......... 
Carne, William H. ...... 
Stiles, Berth'ey T. ...... 
Thompson, Robert B. .. 
Hems, Bertie.....,....- safe 
Kite, George ............ 
Laing, Kdward G. 
Barbour, George A. 
Guest, William ......... 
Brennan, William 
Sneddon, Andrew 
Simmons. John 
Roser, Francis ......... 
Rigan, Patrick............ 
Perry, Charles S._...... 
Corban, Edward W. 
BALIG&tS, VOne: v chess cocks. 
Riley, William H. ...... 
Foster, Sidney ........... 
McCarthy, William H. 
Bateup, Richard.......... 
Hancock, Henry W 
Everingham, Horace ... 
Daniels, Ernest E. ...... 
LO VOs WONT awe ois vslenanas 
Price, Cecil J. ........ sock 
Hilton, Christopher 
Weld Hugh cersdcsze oss 
3ourke, James 
Ure, Stephen ..........+. 
Tucker, Walter .......... 
Thompson, John ........ 








Aheara, Amos,......./..... 
Buckley, William 
Stephens, William ...... 
Price, Leslie 
CLOW I ODN icc ccecueent 
Little Hugh ......:..... 
Raftry, Albert........... . 
Gaker;, REanK oi.cc.cccese 
Roberts, Charles ...... 
Little, James ............ 
Murray, William......... 
Rothwell, John ...... ante 
Geary, Richard 
Savage, Frederick........ 
Larcombe, Perey ...... 
Brown, Arthur ......... 
Andrews, Francis ...... 
Graham, John........0.00 


Gracie, James ..... 
Harris, Benjamin - 
BUDE, SIANC Ye cyccescceves 








Bilbe, Garnett........000++ 


TRAFFIC BRANCH, 


Fairfax, Ethel .......:. 
O'Donnell, Phillip ...... 
Boardman, Rose ...... 
Heath, Alfred ......c.000¢ \ 
Herbert, Cecii C. 
Boles, William D. 
Turner, Emily M. 


Munro, Arthur R. 
Goodyer, Annie M. 


Morton, Florence ...... 


Wagner, Stanford D. 

| Paul; Joho He ...cc00 
| Nichols, Albert ©. 
Bennett, Frank ..,...... 
Burke, Francis J. 

Bennett, Charles T. 
Smith, Sarah J. 


Withers, Leonard 
Tame, John A. 








Silver, Richard J. 
Gilbert, Ashton I. ..,... 
Doust, Edgar f. ...... 
Green, Henry RR. ...... 
Hadley; Cecil Rio >... 
Adams, Arthur E. ...... 
Bransen, Gerald M. 
Fish, Charles A. ......... 


MeCusker, David W. ...| 


Grahain, Richard J, .. | 
Rocks, Henry .....+-00.. | 
Gannon, Milton J. ...... 
Attwood, Harold 
Wall, Maurice H. ...... | 
Beauchamp, Hilton 8. 





Finn, Walter J. 





Position, 


Pettter 
DOMHOE 5 cocorccyscatnpernnsenns 
Assistant mining surveyor 
Fettler 





Fettler 
Fettier 
Pettler 
Pettler 
Paloheticncs ssscecah usenet bees 
Petter 
lettler 
Fireman....... 
Carpenter .... 
Painter ..... 
Fettler eeeee . 
GAL DOUGEE 5 scsdonaevinteaneenys 
Fettler 
Fettler 
Fitter 
Fettler 
Fettler 
Fettler 
Fettler 
Fettler e 
Fettler ...... sirakattecec cask site. 
Fettler ar 
Rebtler cick vaccshrsmsscse teeass 
URAL pete Ce Oey eC PCr Ce 
Mathlareccarecssdersdapiaascsa ses 
BGUtIGE cas veccverccucessweskanr 
PeOUGEI Wat secrccveccneressvecs 
MOG GOI sc decstaecnceca deesecea 
WOEBLET wae te ctdes sae cere aca 
Wethleny ec... seaeepiicacevaieas 
Wether © ci ca nePecansrecen cee 
WeORGO Ss cathe ccna coxptnancnences 
SHOP BO Weoss sacs aaeseatea-ets 
BOGGIOP. <cacctexeccrntanes sarees 
Bottles cecccceeeeoen ss Re cccrs 
Fetter 2: ..: hvea ceetesaiieaiavacs 
Hettleri<..sccccaresarvesnaceses 
Wettler’ ; cecheceeteysscsecesoes 
Labourer a 
TY abourer 
TADOULEL! . ceasateteescnsicts se 
Labourer 
Labourer 
EADOULEL ack ccceces coc cree 
Wevtlericcs ccs .vcacess 
MGUIOE rcccsssaseesci-5 
Fettler ....... ee 
Fettler ........ Beer cce 
Fettler ..... whahaatee des. 
BGGHCTN covccacasseeceen's : 
WGGHORY cicceen ccs snivace tes esiind 
Wettlenirers:ccedscececacceessss 
WEGGIOR sees swcexst weno ieaees 
Stationary engine driver... 
Blacksmith 
Patternmaker .........-.0+«- 
Structuralsteel-workers’ 
assistant. 
Structural steel-worker ... 
Patternmaker ........0..0+00. 
Structural steel-workers’ 
assistant. 
Structural steel-workers’ 
assistant, 
















RAILWAYS, 


MEV PISA e. aiacicescs cence satan br 
Adult shunter . 
Gatekeeper 





Junior porter 
FUNIOM POLbEL —.<c.sesses sous 
Lad gatekeeper 
Gatekeeper 


Lad gatekeeper 
Gatekeeper 


GareKSeper! ..ssccsccnsestars 
Adult shunter 
Adult shunter 
Aduit shunter 
Junior porter 
Junior porter 
Jinior porter 
Gatekeeper 





Junior porter 
Junior porter 
BOrten ger: thet cccsteantone 
Junior porter 
Junior porter 
Lad gatekeeper 
Adult shunter 
Junior porter 
Junior porter 
Lad gitekeeper 
Lad gatekeeper 
Adulbsahiunber, s.pscseceest des 
Junior porter 
Junior porter 
Junior porter 
Junior porter .... 
Adult shunter 




















Junior porter 





Rate. 


continued, 
1/10 per hour. 


1/10 per hour. | 
E288 per annum. 4 
g 


2/1 per hour. 


2/3% per hour. 
2/4% per hour. 
1/10 per hour, 
2/2% per hour, 
2/4 per hour. 
1/10 per hour, 


1/10 per hour. 


¥117 per annum. 


14/8 per day. 


4/6 per week and 


quarters. 
4/7 per day. 
5/11 per day. 
5/11 per day. 
12/5 per 


4/9 per day. 


4/8 per week and 


quarters. 


12/- per week &f 


10/- rent. 
14/8 per day. 
14/8 per day. 
14/8 per day. 
5/) per day. 
3/11 per day. 
8/2 per day. 


1/6 per week and 


quarters, 
5/9 per day. 
4/1 per day. 
13/3 per day. 
4/7 per day. 
5/9 per day. 
5/9 per day. 
14/8 per day. 
4/7 per day. 
4/1 per day. 
3/11 per day. 
5/1L per day. 
14/8 per day. 
5/9 per dav. 
5/9 per day. 
| per day. 
9 per day. 
14/8 per day. 
1/7 per day. 


‘ 
5 


LO per hour. 
10 per hour. 
10 per hour. 
10 per hour. 
10 per hour. 
10 per hour. 
%} per hour. 
10 per hour. 
10 per hour. 
2/34 per hour. 
1/9} per hour. 
1/10 per hour. 
1/10 per hour. 
2/2% per hour. 
2 per hour. 
1 per hour. 
per hour. 
per hour. 
per hour. 
« per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
9} per hour. 
1/9} per hour. 
1/9} per hour. 
1/9} per hour, 
1/9} per hour. 
1/9} per hour. 
1/10 per hour. 
1/10 per hour. 
1/10 per hour. 
1/9} per hour. 
1/10 per hour. 
1/10 per hour. 
1/9} per hour. 
11d. per hour, 
1/10 per hour. 
1/94 per hour. 
1/91 per hour. 
1/9} per hour. 
1/9} per hour. 
1/83 per hour. 
1/34 per hour. 
1/8} per hour. 
1/8} per hour. 
1/8 per hour. 
1/83 per hour. 
1/94 per hour. 
1/10 per hour. 
1/10 per hour. 
1/10 per hour. 
1/91 per hour. 
1/10 per hour, 
1/91 per hour. 
1/94 per hour. 
1/9 per hour. 


week 
and quarters. 


9.8 
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| Stanbury, James.,........ 





Name, 





Position, 


TRAFFIC BRANOH, RAILWAysS—continued, 


Dunconibe, Clarence W-| 
Mathews, Connell 

Roblom, Robert G. 
Beavis, Henry J. 

Reynolds, William Bb. 
Marshall, Hugh R. 
Hicks, James I. . 
Buerckner, Alfred J... 
Shepherd, John W. .. 
Robertson, Archibald... 


Collins, Walter I’. ..... 
Mullagar, Cecil B. 
Anderson, George ..... 


Bradley, Charles EE. 
Dunn, ‘Thomas M. «.. 
Boehme, Norman W. 

Roach, Erie 
Taylor, Cedric C. 
Wunderleick, Arthur .. 
Plummer, Ralph 
Polly, Matilda 


Booth, William 
Want, Henry I. ......... 
Davis, Stanley I. 
Phillips, Frederick W. 
McIntosh, Edward 
Rogers, Charles J. ...... 
Langdon, Frank ..... 
Bennett, Allyn J. 
Jagoe, Alan ...... 
Mather, John M. 
Lloyd, Lancelot R. 
Naylor, Clifford 
Williams, Ernest 
Wiles, Vincent M. 
Scotties Unse Viewers’ 








Sainby, Norman J. 
Swan, Francis C 
Lowe, Peter M. 
Adams, Henry A. 






Sandeman; Raymond... 
Penman, ‘Thomas 
Owen, Richard P. ee 
Wiltiss, Bist: Jicigeeevecas | 


Millington Charles W. ..| 
Priest, Cyril R. 
McMahon, Berry M. 
Whitehead, Thomas 
Reed, Frank J. 
Nara, Ernest 
Fryer, Vhomas W. . 
Dunean, William B. 
Crawiord, George P. 
Nash, Roy J. 
Ifenley, Raymond . 
Lomax, Neville A. 
MeGregor, John KE. 
Ah Ginn, Albert E. 
Peters, Septimus B. 
Nesbitt, William FE. 
Richardson, Sydney W. 
Watts, Joseph A. 
Hales, Louis B. 
3irrell, Perey N. 
West, Walter 
McKay, Perey 
Baker, Frank 
Churchill, Jane E. . 
Turvey, Leslie 
Grant, Henry R. 
Doggett, Charles 
Prior, Owen C. 
Smith, Elizabeth........ 














Worrad, Thomas B. ... 
Cunningham, William | 
McGuigan, Kugene F. .. 
Clarke, Joseph M. 

Bourke, James F. 

Cooper, Edward J... 
Piggott, Nathan ......... 
Jones, Percy H. .......:- 
Bull, Charles 
Packham, Samuel 
Englert, Bismark 
Hazel, Lawrence 

Ryan, Charles A. 
Sharkie, Alice M. 
Sandell, Alfred FE. 
O’Brien, Patrick M. 
Tee, Edward @. 
Laidlow, Dudley M. 
Hennessy, Veronica 
England. Arthur W. 
Brooks, Beatrice 


Wood, Charles W. 
Titterton, Pearl M. 
Welch, Charles 
Trewren, William D. .. 
Holmes, Victor A. 
Wedesweiler, James 
Farrell, Michael 
Ferguson, Duncan ...... 
Barr, James 
Casimer, Edward 
Blumer, Winifred 





Cooper, Charles H. 
Pike, Frederick G. 
Savage, Walter C. 





| Junior porter 


| Junior porter 


| Junior porter 
| Junior porter 








Junior porter 
Junior porter 
Junior porter ,..... 
Adult shunter® ,...,.00.2000 
Gatekeeper 
Junior porter 
Junior porter 
lad gatekeeper 
Junior porte 
Junior poiter 
Junior porter 
Junior porter 
Junior porter 
Junior porter 
Junior porter 
Junior porter 
Junior porter 








Junior porter 
Junior porter 


GateKeeuer’ aisurecsdceveses 
Junior porter 
Junior porter 
Junior porter 
Junior porter 
Porter 


Junior porter 
UMOT POLLEN ~ 2; ccceeneoces 
Lad gatekeeper 
JUNIO“ POLter’ <., vias easscccie- 
Lad gatekeeper 
Junior porter 
Junior porter 
Junior porter 
Gatekeeper 


Junior porter 
Junior porter 
eI OM POLLED) cnarerasinas ses 
VUNIOL POLCeM 5, cccse brat I 
PONIOL POLLED ica seneseccne se 
FUMOTE POTEON: 2.4 sc unnatnaens 
TUDIOT; POVLER Vc.ch tse snes 
Junior porter 
Gatekeeper 


Junior porter 


Junior porter 

Goods labourer 
Goods labourer 
Goods labourer 
Porter 
Porter 
Porter 
Porter 
PORGRIM vec tsiccce cane saeeueean: 
Goods labourer 


Goods labourer ,........+. j 


Goods labourer 
SURION POTLERT Cie ace revo. 
ACI SHUNCCIM es saeee eee eal 
PALNIOIS DOLGEED ceveeaasetense 
Lad gatekeeper ............ 


} Adult shunter .........00+6 


Adult shunter™. .vcsteeeossss 
ACUtt: SHUNECE a enpenee todas 
Adul& shtinter) vi... .vedess o«+ 
Gatekeeper .<.. cases seecesae 
AGU G SHUNUCI «ce rendies nese 
Junior porter 
Junior porter 
Junior porter 
Gatekeeper 


ACUI SMU CR sas anneneeeser 
Junior porter 
Junior porter 
Junior porter 
Junior porter 
Junior porter 
Por tetinter da cdecvevs ever weesens 
UNION POLED soveecaeouse ves 
Adult shunter ........:00+00 
Adult shunter ...........0+: 
AGuIG SHUNCEL Liscivescterees 
Adult shunter ..........+.++- 
Junior porter 
CIEATIONN: Yar denetn Gn aan ciee t= 
Lad gatekeeper 
Junior porter 
Junior porter 
Junior clerk 

Typiste 
Lad gatekeeper 
Gatekeeper 


Junior porter 
Gatekeeper 
Adult shunter boty 
ACUIG SHUNTED: sits ccceenen ss 
Adult. shunter sdecsevsawawe 
AGUNG SIMUTICOR true cn ete overeins 
Junior porter 

Goods labourer 
Porter 
Porter 


Junior porter 
Junior porter 
Adult shunter 




















Rate, 


| 3/6 per day. 
O/LL pu 


or day, 
5/11 per day, 
14/8 per day. 
13, r day. 
r day 
per day, 
per day. 
3/6 per day. 
5/11 per day, 
7/1 per day. 
5/11 per day. 
3/11 per cay, 
4/9 per day. 
5/9 per day. 
4/7 per day. 
5/9 per day. 
7/1 per day. 
4/1 per day. 
5/11 fer day. 
12/5 fer 
and quarters. 
4/9 per day. 
4/9 per day. 
4/1 per day. 
4/9 per day. 
14/2 per day. 
1 per day. 
4 per day. 
1 per day. 
7/4 per day. 


| 3/7 per day. 


5/11 per day. 
4/1 per day. 
5/11 per day. 
7/4 per day. 


4/8 per week and 


quarters. 
5/11 per day. 
5/11 per day. 
5/11 per day. 
5/11 per day. 
4/% per day. 
5/11 per day. 
4/1 per day. 
7/4 per day, 
14/10 per 


4/1 per day. 
4/9 per day. 
7/4 per day. 
4/9 per day. 
14 per day. 
1 per day. 
14/8 per day. 
14/2 per day. 
14 per day. 
14/2 per day. 
14/2 per day. 
per day. 
per day. 
per day. 
14/3 per day, 
4/1 per day. 
15/2 per day. 
7/4 per day. 
4/9 per day. 
15/2 per day. 
5/2 per day. 
15/2 per day. 
2 per day. 


LPF 


pond 
PAOMNMWWW tb 


Po 


12/5 per week 
and quarters. 


15/2 per day. 
4/9 per day. 
4/9 per day. 
1/1 per day. 
4/1 per day. 
5/11 per day. 
13/8 per day. 
4/9 per day. 
2 per day. 
2 per day. 
15/2 per day. 
15/2 per day. 
5/11 per day. 
10/3 per day. 
4/9 per day. 
5/11 per day. 
5/11 per day. 


~ 
ot 


\ 
4 
7/4 per day. 
19/9 per 


»/11 per day. 


) 
5/2 per dav. 
QD 2 per day. 
»/2 per day. 
»/2 per day. 
1 per day. 
1/38 per day. 
14/2 per day. 
$/2 per day. 


quarters. 
7/4 per day. 
5/11 per day. 


wcck 


week 
and quarters. 


D/ a 
14/11 per week 
~: > 


“78 per annun. 
"105 per annum. 


week 
and quarters. 


11 per wee Ik 


) per Week and 
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: i] 
Date. Name, Position, Rate Date. Name. Position. Rate. 
a eS ee 4 ) } ‘ 
1923. TRAFFIC BRANCH, RAILWAYS—vontinued, 1923. ELECTRICAL BRANCH, RAILWAYS, } 
‘ ; 4 
12 Nov. | Cameron, Kenneth ...} Junior porter 4/9 per day. 2 Oct. ; Hanson, Hendrich ,..... gpl hONs ag Pe he bie eet 1/9} per hour. 4 
13 | O’Brien, Cornelius ...... | Junior clerk | £73 per annum. es Gilbertson, Henry EK. ...| Junior labourer 108d. per hour. I 
13 +h Simpson, Francis .H Junior porter 5/11 per day. 8 15 Sainty, John F. ......... pape sot mechanics’ ap-| 3§d. per hour. 4 
ER +3 Hennessy, Charles Junior porter 5/11 per day, ; prentice. é 
14 5; Ward, Robert J. .| Junior porter ..| 4/1 per'day, 8 5; sryant, John W. ...... Blemee Mechanics’ ap-| 3gd. per hour. 4] 
1 ae Hogan, Bertha ......... | ALCONGENG. oc. ccccccsccaccecne 7/9 per week and prentice, | 
quarters. 10 ; Lewis, James A. ,..... SL Call) 0). a a | Sid. per hour. i 
bh ds Sinelair, ROY -siis........ | Junior porter 4/9 per day. 15 | Deins, Arthur A. PEODEULONGT 820s cecy sosoas vas | 68d. per hour. 
Le: “33 Cfhorpe, Reginald Junior porter ..| 4/1 per day. 29 ,, | Corris, Thomas 8. Junior iabourer | 1/4 per hour. 
17 5; | Ryany Robert.P. .. Junior porter 4/1 per day. 31 i Walton, Edgar B: .| Assistant Engineer £500 per annum. 
18 Wright, Arthur C. . | Porters; ...c.. | 13/5 per day. 39 Nov, | Nickless, Samuel......... Shop boy 63d. per heur. 
19 ; Foulkes, Albert E. .. | Machinist ...... 2/3; per hour. #16 ,, | Edmonds, William Probationer .. .| 8d. per hour. 
19 Fowler, James EK. Junior porter £/1 per day. 26° 5 Dowell, John A. ...... PTODAMONCL aacetsecson ccna ses 8id. per hour. j 
20 . | O'Sullivan, Cecil J | Junior Roitet Sacctvateseedeet S2k BOP Guys : t 
20) Quarmby, Wesley B. | Lad gatekeeper 7/4 per day. j 
rs ” ¢ A : =) . \08 Sr no R rE AY 
2 |. | Sutherland, Herbert ...| Junior porter ............6+. | 4/9 per day. 1923. STORES BRANCH, RAILWAYS. ‘ 
20) es Johnston, Keith ......... | Sinior Porvers ~......2scc. ees 5/11 per day. \7 Sep. | Lewis, Oswald af SOULe! DOM) .o ccncacecdlace anes | 8kd. per heur. | 
21 ,, |) Gilbert, George H....... | Adult shunter ............-+¢| 15/2 per day. [17 _,, Cox, Thomas .| Store boy ......... 108d. per hour. { 
oT a) an fate Soe pet ye ek | JUALOL PORTED Yo. ecccen eee | a 11 per day. {8 Oct Kerim, George | Junior clerk £106 per annum. 
at ©. | Foley, Daniel .2.......... | Junior porter ..%............| 3// per day. 
i 22:-;, | Adams, James-L. ...... | Sumior Power. Sosscecspeces | 4/1 per day. ee < 
fee 25 ex White, John L.- ......... f SieMOr POrber “ye. .k. cscs ee | 4/9 per day. 123 GENERAL BRANCHES. 
if | Pe ee | Mees, Rayinond praca NEACHINGRAU bs oe coach cata. te ces 2/1 Tr per hour. #8 Oct. | Thompson, Ivy Pieces | Junior clerk (Statistical)...; £69 per annum, 
I} 25 1 Sherrington, Jessie PEDOUCATLUE pean ons cote | 7/9 pel Week andfig ,, | Cleary, Austin ..-| Messenger (Institute) 64d. per heur. 
hi = Lh nits . : | quarters. MP6 5, | Ery, Lionel W- | Messenger (Solicitor) ..| €4d. per hour. 
et 26 Williams, John 8. ...... | Junior porter ..........+0. 4 per day. 13 Dec. | Mason; Amy B. ......... | Junior clerk (Statistical) | £81 perannum. 
it 26 , Norman, taymond .| Junior porter .............. | 4/9 per day. 13. ,, | Harwin, Violet ...| Junior elerk (Statistical) | £69 per annum. 
Sp bil 26 33 | Pearce, AGHGITES 02): | SUNIOL POTLEPs .. i... cece 5/11 per day. 17.,, | Giles, Thelma . npeeeeeees| Junior clerk (Statistical) | £105 per annum. 
1 yt 26 53 Loveridge, Hugh A. Lad gatekeeper ............ 7/# per day. 17 | Rafter, Catherine ...... | Junior clerk (Statistical) | £105 per annum. 
f Gites Walker, Clifton R ...... Junior porfer .........-...6] i/4 per day. 
26 ,, | Wright, Herbert ...... JUMIGL PUTFEF “s...i close | 7/4 per day. 
27 ss Harris, Rileen ..,......... PUSteERCepe® vy..itccpreveces pray pe, weekf 1923. TRAFFIC BRANCH, ‘PRAMWAYS. 
: | and quarters. : ed Eis ae Saye ier a d 
28 ,; Sneddon, Archibald ...| Junior porter ............... | 4/1 per day. 4 Sep Capper, Clarence W. ...{ Junior clerk £77 Jcr ennum, 
23 Pacey, William L EOE pOrpers. yin. stone 1/9 per day. 3 Oct Rudd, Cyril Me ........- Junior clerk 4106 per annum. 
Sei y: Cluff, Maude ........... | Gatekeeper .......... | 4/8 per week andj > Dec. | Virgo, Themas E. ...... Junior Motor Cleaner 1/0% per hour. 
Til tes toll’ Lege COR ee Cee onl se aetna a co a eer oa quarters. [aa Billinton, James ....:. Fettler 1/114 per hour. 
ey Craigen, Victor ......... | FUAIOF POTFEL .2...las sce. | 4/9 per day. HS ., | Major, Victor H.  ..... Fettler 1/11 per hour. 
28 ,, | Harris, Cyril W. ......... | Junior porter ..........0+ | 3/7 per day. 19 ,, | Dalwood, John J. ...... Junior motor cleaner ..... 1/0$ per hour. 
28 43 | McKean, Silas. ......... JUIMOL POTTER <. cdc. cece cen 7/4 per day. 
O35 Webb, James. ............ | Adult Shunter .......0....-.- | 15/2 per day. ge FE ts 1) ky ‘ tra 
25; ae Byrnes, ‘Oswald ......... Adulf shunter ............| 15/2 per day. 1923. ELECTRICAL BRANCH, TRAMWAYS. 
23 w3 Hunt, Richard + ....3.... | Ad Wee Skit Gps ce .t keene | 15/2 per day. 10 May { Willeock, RIDERS oe. wae DURGA eae noone nance anes £210 per annum. 
2833 Harris, Albert J. ...... | A@ult-shunfer ....000....000. 15/2 per day. i Sep Corrigan, Leonard J. .... Labourer 1/82 per hour. 
29 4s Hodges, Harry F.. .,.... | Junior clerk | £78 perannum,. flO ,, | Shaw, Austin Fo. « ..0e: Cleaner -4i- =  eeg Tad. per hour. 
ay es Thompson, Arthur ,,.| Adult shunter ..| 15/2 per day. 10 | Murray, Maurice A. Oxy.electrical welders’ ap-| 38d. per hour. 
30: <3 Hitchenson, Edgar .,.|, Junior porter ..........4.... | 4/9 per day. | apprentice. 
3 % | Browning, Ernest ...... | JUBIO? POYUET 2.0 .......sc00e } 5/11 per day, {1 4; | Burgess, Edwin A. SHODDOV. £.. 4. swsmesberaner 1/0% per heur. 
3 Dec, | Byrne, Paul R. .,| Junior porter ......... .. 4/9 per day. rt Ss | Graham, George M. apting electrical assistant! £286 per annum. 
Blas Sturt, Altred G. | Junior porter ......... .| 8/7 per day. Il; Roberts, Horace I. A QEORME Eo . s0000 see rasennctebe 1h gd. per hour. 
fe Wallbank, Russell Junior porter ......... .| 7/4 per day. eS .%; Dumbree,, Frederick, ...| Messenger  ........:-.-.s000 5}d. per hour. 
3 McKean, Kenneth .. 4 Junior porter ....... .| 7/4 per day. rr Date; Frederick G. A- | Qleame@rins .....ccccereecvseees Zid. per hour. 
5 | Conroy, William | Adult shunter ..... 15/2 per day. bg. 5; Davis, Arthur H. .....- b SHG BOW es o.oo ss'easanehaalees Sid. per hour. 
5 | Wright, Joha B. | Adult shunter ... 15/2 per day. 19 | Auschan, John .......++- | Draftsman ......-cscseoece £268 per annum. 
6 paged Arthur €. Junior porter 4/9 per day. 19 MS inet John Malcolm ..., Phor WOE Toc. aitenyecnanseecaee JORd. per hour. 
6 | Herlihy, Michael Porter iets Fe c.8 13/8 per day. A «Se Flower, Henry, H. by CREED: Jo acinciseaqsanesnn eats 2/2. per hour. 
0 3 Cant, Edith | Gatekeeper 14/11 per week. 24 .,, Molloy, John M....... GIO er Fs cosenianes treaties 93d. per hour. 
10 3 ! Brown, Eric .| Junior porter .| 4/1 per day. 2 a FR GAGHOL Eiay cites s~-cu lh CHAMELEON S , itmrctaaines atenenlags 98d. per lLour. 
10 2 Fowler, James. ........ POorte® ec... | 13/8 per dav. ps ,, | Moyd,-Lao Joseph ...... & Gloamer <e.2. 2c. be ooeeen {d. per hour. 
10. 3 Benson, Aubrey A. ..| Junior elerk £706 per annum. #24 ,, | Powell, Henry. .......-. Chest os Lo cemdoeas terete | Yd. per hour. 
EO (5 Simpson, Arthur H. ...| Jianior porter 4/1 per day. DA ; Thompson, Aubrey J. CUBR WNCL 2 Vepstantesieb v's edsinamas | Tad. per hour. 
LO” 45 Rowe, William | Junior porter 7/4 per day. Dees) Marans Jonnse. snes fy DRC cielaic «Bis tsi wr 7d. per hour. 
LO; Kelly, Albert G. | Junior porter | 5/11 sper day. Dt -, | Emery, George {......... SIGHT M5) 00 ence iowcavmaies = | 02d. per hour. 
‘| ty IE; Browning, Kevin W. ...| Junior porter .| 4/f pet day. 24 ,, | Watson, Keith E. ...... GRANGE = i ccccss se ceenestan 7Ad. per hour. 
bi ea i ee Godhee, Vivian J. .| Junior porter. . 4/9 per day. ey se | Moss; John Jameés Een OMBANOE! OF Coc knasnaaandoceen 7id. per hour. 
LR | 11 ,, | Ryan, -Vincent.G. .| Adult shunter .. 15/2 per day. 25 4, | Hardmg.-Kenneth W. | Cleaner.............000.00.085. | 92d. per hour. 
aye PL ae | Goldrick, Walter | Junior porter 7/4 per day.  * | Pareell, Vineént A......2+ CRAMer 2.0... ee areseeeenees TAd. per hour. 
1, 12 5, | Horsley, Wilfred—...... | Junior clerk ent vaeccees 73 perannum. —7 ,, | Dickens, Ernest.......... QEOROI ee ee 93d. per hour. 
a ahah 12 ,, | Pelford, Archibald ...... } Junior canvas worker 5/11 per day. Di *eF |- Payne Ohno cess t Ghesnerm |i... .sccsthellevescee .| 93d. per hour. 
ae >) Smith, Florence ......... Mathmiet.,£. .o0ssccest- csc. | 56/6 per week. 2 Oct. | McBurney, Jack __...... CIAMOT T,.)Sovscccgrss ssw esaces 93d. per hour. 
AP 16 a0 lentulten, Cicely 25+. er- Gatekoepersacarcs dam aeees ce | 4/8 per Week and} 2. ,, | Peresford, John D. Gleaner. |. -secccciscestecsertant | 4 per hour. 
Hh) | quarters. ye, New, Reginald N. ...... ClEANGT 22 sa ens tena ceeen eee Tid. per hovr. 
ont 17; Chater, Henry .......-. JUNOT POLTCLS 55.00 decvee cee 4/9 per day. 3» | Marshall, Alfred G....... CleaneD c2,4.c: sca esemagecsanees | 2d. per hour. 
f HB te | Warsh, BrOess. sy asst dono. Adult. shunter .. 15/2 per day. 4 | \Jpton, Alfred Hf. ...... SHOP HOW 2... scccacacveanees 1/2 per heur- 
Hl Hi ‘ 19 3, | Sullivan;Alired.........7, Adu't shunter 15/2 per day. 4 ,, | Seymour, Anthony SROBAMOVE Piiiacscccwenmentet ) 1/4 per hour. 
if Hal 19. By Blakey Oredswec si, «nce Adult shunter .......0...0.. 15/2 per day. 5 ,, | Sehmiedt,George ..... CUCATOB a nessa. sbauesemes ss 113d. per hour. 
dhs| 1!) Genner, Fdward ...... JILOIOT BOLLE bee ccae ccs stee 5/11 per day. So | MavipE riod.” Soa... Gib: ts Bes ors cee 1/02d. per heur. 
he 19. yy Wells, Jack BP. .. ........ AUG SHunpew v.68 le | 15/2 per day. Rr ee Whittaker, Albert KE. CICA GF ore tress gene's cwiesniele | 112d. per hour- 
py 20 is Jackson, William......... Adult shunter ............... ) 15/2 per day. Mig. Seott, George C. ......... Electrical mechanics’ ap-| 33d. per hour. 
iq I 20 Cambourne, Robert Adult Shimer! © aettenc..& 15/2 per day. prentice. 3 
pie 24, Roach, Alexander ...... Junior porter ............60. | 5/11 per day. 15 ,; | Higham, George Fl. <..) Cleamer .....0....ccc:dseceecere 92d. per hour- 
} i rd 24 5, Cook, Reginald ......... funror-porter .44.4.3.7.02..- | 3/7 per day. ie e3 McLaughlin, Martin A. } Cleaner é?d. per hour. 
Ay 24 53 Seanes, Nora F. ......... GaPeKeePer oes. ctvedccves | 7/4 per day. 16. or We Quiles entys -52c,2.0..- Cleaner 73d. per heur.. 
1 ihe 27s, Woolte, Mervyn ......... FUniOr POrter  ...........c00e | 5/11 per day. 16 ,,  , Stewart, Lawrence N. | Cleaner ed. per heur.. 
ahh 27 ,, | Kyre, Isidore L. ......... FunlOr POrbers ...clecceveace | 7/4 per day. C6) ud Fraser, Ernest J. .....- Cleaner | 92d. per hour. 
ipa 28 | Morton, Perry ......... Adult shunter ............ | 15/2 per day. H7 ,, Ryan, Cornelius ......... Cleaner 8id. per hcur.. 
| 19 4, Dutfield, Victor G. Cleaner ...| 98d. per hour. 
fel Ba sss Cotter, John L. LB DOULET!S. dace: cecees acess 1/8} per hour. 
ii Be 3 Allen, Robert F. CIBANIEE Jo. .e. sc ecennesensnems | 113d. per hour. 
2D sy Halloway, James Cleaner ...seeeess.. sere 98d. per hour, 
1923 SIGNALLING BRANCH. Pps, Miller, Selby I’. CIEANINE, iv -escvesecsnedsaoeans 113d. per. hour.. 
‘ ae 4, Osborne, Thomas sp GREGMGES sie teen actaper neces 92d. per hour. 
3 Sep. | Lambert. Edward H. | Junior élerk o..0....0...... | £7Zperannum. PY ,, Campbell, Thomas J..... Turners’ apprentice ...| 33d. per hour. 
> Oct. | James, Leonard R....... Fitters’ apprentice ........ 33d. per hour: i ie Eastburn, Thomas ...... CRARE Sic tevees oes dures 9% per hour. 
| 2 >,, | Lumtin, Walter-.... Point cléaner: j.0.0..0...... 1/8} per hour. 229 ,, McDonagh, Leslie W....| Cleaner 00. 0....ceeccceesesen 92d. per hour. , 
22 >» | McKay, Bruce 8: Fitters’ apprentice ......... 33d. per hour. DO sy Edwards, Arthur y. Cleaner {1 id. per hour. 
22 ,,* | Martin, Reginald Show POY) © beac 68d. per hour. Oe. gs Clark; Alfred: Bau... ...... Cleaner 114d. fer hcur. 
On ae Boddy, Charles W. SHOP DOV: |. Aovirec Be. 62d. per hour. eae Tbborson, William J. ...| Cleaner 1/1 per hour. 
a | Jackson, Alan _ .... Machinists’ apprentice 33d. per hour. [31 .,, Wood, Ernest W. ......| Cleaner 73d. per horr. 
29 ,, | Urquhart, Noe! C, ...... Cadet drattsman £118 perannum. 31 _,, Stirling, John............. Cleaner 72d. per hour. | 
1 Noy. Hughes, Roy 0. .. A Einsmith ...0.evise.c: 2/0 per hour. 2 Nov: i) Yort,vArthurt.s....20.. Mae beenien sy eo ace ns eee 1/10. per hevr. 
5. | Miller, William Shop boy .........06 1/1 per hour. es Bullock, John H.......} Cleaner ........ pirsprttessesees 114d. per heur, 
ae OL } sabia hi a Sed ads ce SHOP HOY ....0cces. 62d. per hour. i aa Simpson, Frederick A. ..| Power-house, junior ...... Sid. per tuk 
é | Bray, William EADOUFET ...hivclesce' 1/94 per hour. ve phe Easton, Norman ...... Bea Fe nese niin cee cemtade 1/3} per hour. 
? | Couper, Frank Baboirer. vbsasceee 1/9} pad hour. [7 ,, Yates, Cecil E. At RUNGE DAS sa sane ntee meats 1/2) per hour. 
7 5, | Boland, Joseph Striker oe -| 1/10 per hour. #2 ,, Barnfield, George E. ...| Shop boy ...... geteesereateees 1 / ' per hour. 
14 ,, | McDonald, George ...... Electrical fitters’ appren-| 33d. per hour. Re Thomas, Alexander W. | Patternmakers appren-| 3}d. per hour. 
tice. tice. 
15 » | Nobbs, Edward ©. ...... Moulders’ apprentice ...... 33d. per hour. baa Allen; idward.. ......... Cleaner ....... adewags areas | 117d. per heures 
19 Longworth, Reginald Electrical fitters’ appren-| 37d. perhour. [16 ,, Davison, William R. ...| Power-house junior ..... | 82d. per hour. 
11 De Dare (e __tice, f LOR. ss Saddler, William H. CHEAT eects «Sens caes.ccleteee 7id. per hour. 
ec. I arr, George H. .........| Fitteys' apprentice ......... 33d. per hour. 19 5, Goldsmith, George A. CleaneY,,....s.2enseeeereeecees Yad. per how. 
1L ,,  j Wisby, Reginald &. BHGR BOY S. Hasssossmasverces 68d. per hour. 20 ;, | O'Neill, John G....... Sub-station junior ......... 11d. per hour.. 
, | * 
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Position. 


LL <ALL Ste ~~ ssh AS 


Rate, 





Herbert Hi. 
William T. 


Laurence 


Francis 1. 
Prncan S....| 


Arthur J. ......} 


PERMANENT W 


Name. | Position. Rate Date. | Name. 
ELEcrrican BRANCH, TRAMWAYS—coniinicd. 1928 ne ee 
Powell, Herbert ......+-- CRBBROO cs icatienzciodeness | 1/1 fd. per heur. f10 Dee Hopkins, 
Roberts, Garey ........- Cleaner Ogd. per hour. 10 \Lc Laurin, 
Haveox, William H. ...] Cleaner 113d. per hour, Fi. ., Pocle, 
Anderson, William F. ..| Cleaner l ae t per hour. Ain Neil, Dudley 
3edson, Ernest J. ...... Cleaner Qed. per hour. ig Poon, 
Favis, Patrick ......... Cleaner gd. per hour. dT MeKay, 
White, Ronald B. ...... Cleaner | 99d. per hour. 
Garrod, Benjamin L. Cleaner 73d. per hour. 
Frost, George C. ...... Cleaner 73d. per hour. 1922 
Hardman, George W....| Cleaner 1jd. per hour. irs 
Follers, John .........0.: Cleaner 11L?d. per hour. 9 Cet. Stobbie, 
Lynch, George W. ......] Cleaner ......... Li?d. per hour. 1923. 
Williams, Frederick S...| Messenger dtd. per hour. L June Lees, Gordon FE. 
Lenon, Robert FE. ...... CLEANED i... 6s cncnereveveniracsicees 9§d. per heur. 9 Sep. Mayo, Lewis A. 
Cleaners cn scnecacatiwansien oe. 1/1} per hour. LO Dee. Hludson, 


Gulley, Frederick B. 


seer attesting. tip hepesnneiesenianinrcsphnmin! ameiaenhenepeejammmmnent 





Roy C. 


































































































BRANCH, 


AY DRANCH, 


TRAMWAYS—contiiued, 


Cleaner ..... 
Dratt-man 





CMMDEN . cadcavsades 7: 
Slop boy ( 
Messenger ae 3 
CRCRUIER clea evataruasay cxedelduns l 


TRAMWAYS, 


LODGUNer, <. 4: undasehiecen 
EGWOUNCE ho tc ptaceter wins | 1 
AE Sl Ras cee eee eeeece ; I 
DYSRRSRLEAIN  uiccccoeei oath cadad 


Nemarks 


7d. 
©408 per annum, 


per hour. 


ad. per hour. 
d. per hour. 
1. per hour. 
fd. per hour. 


1/8} per heur. 


S!) per heur, 


10 per hour. 


| £323 per annum. 


a a ne sees seeenaistensee 


REMOVALS. 
ne 
Date. | Name. Position. | Rate. 
| ae ei r < 
1923. CHIEF ACCOUNTANT’sS BRANCH. 
10 Oct. { Mardardy, Trances .......-. Clerk s...csscceoseeeeeeeeeeee) £217 per annum | Discharged. 
1923. LOCOMOTIVE BRANCII, 

9 Sep. {| Buchanan, Henry Pitter teeteeeees ...| 2/3§ per hour Retired, 
Tz = Kearns, Edward . Foreman’s junior cal B/D "pe rhour ...) Resigned. 
2475 Ward, Harry ...... ClEANEL «0.0... eeeeeeeeeeeeees 1/83 per hour Resigned. 
ORT x, Stevens, William Fuelman Stele doaetet canciones 1/9} per hour Retired. 
29 Bldridge, Mervyn Call boy (one teeeeees seteseeees 1 2 per hour .... Dismissed. 

1 Oct. | Evans, William Plumbers’ apprentice...) 1/: 3 per hour .... Discharged, 

1; Hall, Henry — ..-....-sseeeeeee Driver | .......+-+- Bee Se daianiarle 2/64 per hour Deceased. 

pr ae Norman, Rdgar Fitters apprentice ......... 17 4 per hour weal Discharged, 

2 ,, | Reumer, Albert Purner aidan eae hOne dock anines 2/3 per hour ... Resigned. 

Se 55 Slocombe, John Boilermaker  ..cccessoeveees | 2/24 per hour ...| Retired. 

Mee Gribble, William... BOTAN Uae cassnancae s4as once vactaus i E/ 108 per hour ... Resigned. 

ae Frawley, John ..| Boilermakers’ apprentice | 3$d. per hour Resigned. 

ae Manning, Cecil | Firelighter FEE DEP eE Eee | 1 /9% per hour ... Resigned. 
ry oy Crowe, John ...... Shop boy ......... --+,| 108d. per hour..... Resigned. 

Zi Lindsay, Gerald Shop BOM 4 ca aus eofedes vt neceee 1/08 per hour ...| Resigned. 

vey Fitzjames, Alfred Storeman sesegeneeeeeeees :+++-| 1/10 per hour ...| Retired. 

Hue Hevdon, Albert Boilermakers’ apprentice.. 1/33 per hour .... Discharged. 

Pr ameres Gray, Charles .......... miewaesevawctincandie Boilermakers apprentice..| 33d. per hour ...| Resigned. 

Cu Smith, Leonard ..... SHOP DOY ....seesereneseroveee /2perhour ...| Resigned. 

vit ee Craig, Henry ........ k IFEMAN see seeseeseeneeseeene| 2/ /OF per hour ... Discharged, 

Sane Hart, Percy ..s.cse... oo boy Hanodtio eSecneL Bases Sid. per hour ...| Resigned. 

gine Hogan, James ........ agon builder —...seeeeeee , per hour . .| Resigned. 

Or Ss Brooke, Arthur ..... Air-brake attendant ...... Vat" per hour ...; Retired. 
thi oe Kinigh $s cenryys.cncccess-ss00 Se epee Cleaner ..........0...c000s ... 1/84 per hour ...) Resigned. 
tie THOMAS VATUNUPE scaceseace-cococsaindans ....| Boilermakers’ apprentice..| 1/3} per hour ...) Discharged, 
13)... Packer, Norman ... DNOB, BOY oudcccccugenecescccns Sid. per hour ...| Resigned. 
ia 5, Johnston, John ......... Bollermakers" apprentice..| 1/ ad a hour ...| Discharged, 
it Langford, Frederick | SHOP bOY ......seeeeeeerree ees 1/23 per hour ...| Resigned. 
Los ty Smith, William ...... apnekespex seeneeeeeeeees 2 £388 per annum | Retired. 
Pa SOLIS F ACRaretet cores ce esate mess estecnes sees Shop boy .. seneeeeerecees 1/1 per hour Resigned. 
Nye ate Collins, Richard ..... asad sacedeapenidnel ania ary canmneae i 2/3% per hour ve Resigned. 
The ae Hannaford, Harry .....- Ms agon builder pee Ae 2/5, per hour | Resigned. 
ia Hingerty, John ......... Reds boy iagtaeeeneseess oa ware hour ve) Resigned. 
19 ,, | Lamond, Lames .. ogldbig fitter .. 2/25 per hour ...| Retired. 

D0 Dickinson, Keightley . Sancke Began He ad cleaner ... 13 per hour.....) Resigned. 
20 4, Seott, Robert ...... ae ae eee Sarto bane ae eel 1/11 per hour ...| Resigned. 
2035) Wyatt, Kenneth ..... enens alate ROLCcreecicee gi e builders’ appren-| 1/5,% per hour...) Discharged, 
Sutton, August A. Carpenter getescevesessceee| 2/2% per hour .... Dismissed. 
Davies, Alexander Boilermakers apprentice..| 5: 4 per hour ...) Resigned. 
2 Kelleher, Charles Fitters’ apprentice ...... -.| 1/4 perhour .,.| Discharged. 
43 Flower, William L. Fireman |... ...ee+00 2/1 per hour Resigned. 
ss Cockerill, Robert .......0+- ..| Carriage fitter 2/25 per hour ...| Resigned. 
ot Bonfield, John NG sie | Cleaner ....... a 1/83 per hour ...| Resigned. 
33 Whittingham, Edward WUBROD a cecacteod theskards csv. | 2/3¢ per hour ... Resigned. 
» | Goddard, Alexander ...........6+ sesebes |, GSSCURDIOE | Sresscacger seat Ly iis per hour... Discharged, 
” | Bazley, Robert S. ..:..... Gas ......., Water softener attendant] 1/9% per hour .... Resigned. 
Re Stinson, Thomas te). ae sasee cp DINGI ceclas swat ecn sennecear ve 2/7" per hour Resigned, 
i Thompson, Alexander ......... 4G ‘| Coppersmiths’ labourer ...| 1/104 per hour ..) Resigned. 
2 Humphries, Herbert | Shop BOY Sos da0 ete eeeeneeeee 1/1 perhour ...; Resigned. 
sid Brookfield, John W. Fitters’ apprentice ......... 1/1} per hour ...| Discharged, 
4 Howes, ‘Albert cabyd ...| Fitters’ apprentice ......... 1/84 per hour ..., Discharged, 
fe Towers. Prederick .cccjesseosecsoceees oe We GIO Ms | Ni. s <9achs asievaweer<d ves £308 per annum | Resigned. 
ee Fishburn, Frederick .....................( Boilermakers’ apprentice.) 33d. per hour ...| Discharged, 
22 Emerton, Stanley ARSE Res ENGINE CULNEE 2... .csee.seees 2/1 perhour ...; Deceased, 
i: Moran, John ....ssseeeee Boilermaker 2/4% per hour ...| Retired. 
Bae oes surns, William ........ Cleaner ........ 1/9} per hour ...| Discharged, 
ST tics Lockwood, William Shop boy.. 8d. perhour .... Resigned. 
“2 Novy | Clarke, Edwin E. ..... Boilermaker ..| 2/3% per hour ...} Resigned, 
eens |; Stretton HiCnesty sss -ccercncesocsss Boilermakers’ appren ice..| 1/14 per hour | Discharged. 
res ROSCWOLL NOLDIAIN ycctonescccnsceses Fitters’ apprentice ......... 1/ i a hour. ,..) Discharged, 

3 ” | Muriel, ‘Thomas Vitter Sa dusied demectemed es woes : 3% per hour...) ltetired, 

3 | Ferrett, William doilermakers’ apprentice.. 1/4 per hour ,,.| Discharged, 

5 me. Platt, David.....2cccs:. Carriage DIGEE oo) ...e0e0e. 4 dy per hour. Resigned. 

5 - | McCrea, John ........... Boilermaker Bi hogeuoce 2 38 per hour tesigned. 

5 a | Riese, Archibald Brasstinisher Poisrtecrennes | 2/42 per hour Re signed, 

5 anes SOW) HODELO © ccpoweccucoedeswecevessse ( arriage examiner 2/1 ‘per hour Dismissed, 

Thee Flowe, GeOrge ......cccceceeesseeeneere Fitters’ apprentice eos .| 5$d. per hour Resigned, 

: Brown, Sanderson ......eccceereevees | Stationary engine driver, | 2 3 per hour retired. 

8 2 rost, William Driver Miled se dthe ke dt cases | 2/7 per hour... Dismis sed. 

8 ft BW CPEMOlP CALL cs isvcnces snes Vitter g Trsteeeeeeesesseeseeeuas 2/5 per hour | Dismissed, 
O) a) | IndyNorman ...c..c0%--- hitters’ apprentice .........| 9d. per hour .| Resigned. 

9 ‘a Burgess, Samuel W ASHOUGMIAIE (ocbiesrececinee 1/115 per hour,,.) Resigned. 
10 tr Petterson, Arthur Fuelman -| 1/10 per hour | Resigned. 
13 Breen, Leonard Shop boy .... .| 8id. per hour .,.) Discharged. 
i. Moelvilien Willidtiies. c.cr-cc.ssvecseten- Boilermakers’ apprentice..| 1/3 per hour ,..| Discharged. 
14 ” Tillitzki, Godtrey Electric welder 2/3% per hour Resigned. 
14 Ae Tih Vabte WV BAN oc oece cease duce scene Labourer seneseees petteereees 1/84 per hour | Resigned. 
15 7 YOuUnes JON ..ccccccseccvccccsneesecerewes sa ag builders’ appren-| 1/10;4 per hour | Discharged. 

ce, | 
i a Cantwell, Edward Fitter ....... eteeteeseees aeeee!| 2 32 per hour Dismissed, 
Ls ae Fitzgerald, George Boilermakers apprentice..| 53d. per hour Resigned. 
16. 3 BelSOT,. TORU ese ves aenrsaescecscese eee Fitters apprentice ......... 1/4 per hour Discharged, 
bY ona Zurbour, Alexander .......scerenee- Fireman | certteeeearerseeeees 2/1 perhour... Resigned. 
17 init Viaboricc since choses. ve sdttalwes | Moulders apprentice ...... | 1/83 per hour ,,. Discharged. 
17 fs Pipe ley Civ nacaane cons cok eeaeedlns cares | Fitter’s apprentice .,....... | 1/8 per hour .,.| Dischargeds 
Ut ys McGregor, Frank. (0.2 cc20scecnessvonns Fitters’ apprentice ......... } 1/4 per hour...) Discharged. 
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Name. 


Bishop, George 
Toombs, Richard 
Fox, Norman 
Vidlas. Thomas 
Davis, John 
Tucker, Charles 
Bates, Walter 
Benecke, Joho 
Dando, Mrancis 
Walters, James 
Walton, Henry 
Neal, William 
Blissett, Jack 


Tate, Samuel 

Wall, John 

Foot, Lestie 
Pollard, Sidney 
Cook, James 

Noon, Orlando 
Punch, Nicholas 
Camps, Albert W. 
Klause, George 
Godtrey, ‘Thomas 
Haddow, David 
Abbott, Alexander 
Lovell, William 
Dargan, Alan 
McDonald, Albert 
saker, John 

Bryce, Jack 
Youngein, James H. 
Croodman, Chartes 
Edwards, Herbert 
O’ Brien, John 
Simpson, William 
Holman, William 
Hudson, Tom 
Marshall, Thomas 
Gill, Jack M. 
Hartmann, John 
Allen, Sidney 
Spraggs, James W. 
Wurth, Wilfred 
Robson, Ernest 
Jones, Bertie . 
Roberts, William 
Palmer, Alfred C. 
Carter, William 
Moulds, Arthur 
Munday, Frederick 
Matthews, John 


Newling, Frederick 


Wilson, Edward 
Delaney, Elwyn 


Byron, Arthur 
Reid, Norman 
Murdock, Edward 
Shipton, Albert 
Penfold, Thomas B, 
Hanley, James D. 
Bird, Roy C. 

Page, Joseph 
Nicholls, John 
Hawkes, Christopher 
Carthew, Stephen 
Roberts, Phillip 
Bevan, George 
Montgomery, Henry 
Ingham, Samuel 
Ross, Walter 

Arms, William 
Yarrow, Stanley 
Bate, George 
Everett, George 
Shea, Samuel 8. 
Jones John 

Spokes, Joseph 
3rough, John 

Rich, JohnlG..ceseeeece : 
'Thwaite, William 
Edwards, Roy 


Howard, Henry gonacnccscssscceateres 


Doyle, Patrick 
Cooper, John 
Burrow, Francis 
Sarker, James 
Davies, William H. 
Mills, John 

Laing, Edward G, 
Worchurst, Henry 
Armstrong, Edward 
Jarvis, James 
Tarkham, Francis 
Webber, William 
Ronnall, Frederick 
White, James D. 
Hutchinson, John 
Sturt, Malcolm 
Savage, Ernest 
Rellden, Albert I. 


Palmer, Willian J civeceente encase 


Andrews, Frederick 
Stockdale, George 

Smith, Sydney scihesccereresous 
Allsopp, Rowland 

Neville, Thomas 

Careless, Albert H..........00: 
Kirkham, George R. 


| 


LocoMOTIVE BRANCH, RAILWAYS—continued, 
) 1/4 per hour... 


Position. 


Vitter,’ apprentice 
litters’ apprentice 
Fitters’ apprentice 
Fuelman 


| Call boy 
| Sub-loreman 


Carriage examiner 
Shop boy 
Labourer .... 
Labourer .... 
Kitters’ apprentice 


Carriage Luilders’ appren- 


tice. 
Drillor 
Labourer 
Cleaner ... : 
Fitters’ apprentice 
Blacksmith 
litters’ apprentice 


Blacksmiths’ apprentice... 


Shop boy 
Sub-ftoreman 
Vitters’ labourer 
Assembler... 
Labourer . 
Machinist 

Fitters’ apprentice 
litters’ labourer 
Cali boy 


| Tinsmiths’ apprentice 





Kittery’ apprentice 
Turner’... 

Boitermake 

Marker out 

Cleaner 

Draftsman 

Driver 

Belt repairer 
Machinists’ apprentice 
Pumper 

3oilermakers’ helper 
Call boy 

Fitters’ apprentice 
Fitters’ apprentice 
Boilermakers’ apprentice 
Fitters’ apprentice 
Vitters’ labourer 
Fuelman ae: 
Carriage eXaminer 
Fitter 


Carriage builders’ appren- 


tice. 
Driver 
Fitter 
Fitters’ apprentice . 


1/83 per hour ...| 


1/4 per hour 
1/10 per hour ... 
62d. per hour 
£3838 per annuwn.. 
2/1 per hour 
1/44 per heur 


1/8$ per hour ,..| 


1/9} per hour ... 
LOgd. per heur... 
£293 per annun... 
1/24 per hour ..- 


1/103 per heur... 
1/9} per hour .., 
1/94 per hour ... 
1/4 per hour 
2/3% per hour ... 
1/4 per hour 

1/4 per hour 
62d. per hour 
£388 per annum.. 
1/11 per hour ,.. 
1/112 per hour... 
1/8% per hour ... 
1/102 per hour... 
1/8} per hour ... 
1/104 per hour... 
11d. per hour 
1/14 per hour ,.. 
1/4 per hour 
2/3% per hour ... 
1/4 per hour 
2/8; per hour.. 
1/4 per hour ... 
£385 peT annum 
27 per hour 
1/10? per hour... 
1/4 per hour 

2/1 per hour 
1/103 per hour... 
63d. per hour 
1/4 per hour 
Sid. per hour ... 
J /4 per hour 
1/4 per hour 
1/10) per hour... 
1/10 per hour ... 
2/1 per hour 
2/-43 per hour... 
1/5 ,°, pcr hour... 
2/7 per hour 
2/4% yer hour ... 
oid. per hour 


PERMANENT WAY BRANCH, RAILWAYS. 


J.abourer 

Fitter 

lettler 
Engine-driver .. 
Ganger 

Fettler 

Fettler 

Tettler ... 
Ganger ... 
Fettler ... 
Striker ... 
Chief inspector, 
Striker 


Fettler 

Shop boy 

Sub-inspector 

Fettler 

Carpenter 

Fettler . 

Fettler cidcivocsbccesscteces 

Bridge labourer 

Fettler ... 

Ganger 

Ganger 

Plumbers’ apprentice 

Fettler 

Steam crane attendants’ 
assistant. 

Fettler 

Fettler 

Labourer .. 

Ganger 

Chargeman 

Fettler 

Fettler . rr 

Sub-inspector . 

Ganger 

Ganger . 

ettler 

Bridge improver 

Fettler 

Surveyor 

Inspector 

Fitters’ apprentice 

Pettler 

Vettler 

Junior clerk 


| 


1/7% per hour ... 
2/335 per hour ... 
1/83 per hour ... 
2/0} per hour 


| 1/102 per hour... 


1/8} per hour ... 
r hour ... 

/83 per hour ... 

1/10 per hour... 
1/8} per hour ... 


| 1/9} per hour ... 
£535 per annum.. 





1/9} per hour ... 
1/43 per hour ... 
1/10 per hour ... 
83d. per hour ... 
£388 per annum.. 
1/9} per hour ... 
2/2? per hour .. 
1/94 per hour ... 
1/94 per hour ... 
1/9} per hour ... 
1/94 per hour ... 


| 2/1% per hour 


2/04 per hour ... 
1/4 per hour 

1/94 per hour ... 
1/8§ per hour ... 


1/9} per hour 

1/94 per hour ... 
1/83 per hour ... 
1/113 per hout... 
2/0# per hour ... 
1/9} per hour ... 
1/9} per hour ... 


| £3858 per annum.. 


1/11} per hour... 
2/1 per hour 

1/10 per hour ... 
1/44 per heur ... 


| 1/94 per hour ... 


£508 per annutm.. 
£423 per annum.. 
1/4 yer hour 


| 1/94 per hour ... 


1/94 per heur .., 
£164 per annum.. 


TRAFFIC BRANCH, RAILWAYS, 


. Guard 


Porter 
Night oflicer 
Ticket collector 


Junior porter ...........06: 


Signalman 
Clavie: eave aehek 


15/8 per day 
13/2 per day 
£261 per annum 
14/8 per day ..... 
47 per dav 

14/8 per day...... 
£271 per annum 








Remarks, 





Discharged, 
Discharged, 
Discharged, 
Resigned, 
Resigned, 
tetired. 
Deceased, 
Resigned, 
Resigned, 
Ketired, 
Deceased. 
Resigned. 
Discharged. 


Deceased. 
Dismissed. 
Resigned. 
Discharged, 
Retired. 
Dise) arsed, 
Discharged, 
Resigned, 
Retired. 
Retired. 
Deceased. 
Resigned. 
Retired. 
Dismissed, 
Resigned. 
Resigned. 
Discharged. 
Discharged, 
Resigned. 
Discharged, 
Deceased. 
Deceased. 
Resigned. 
Resigned, 
Resigned. 
Discharged. 
Resigned. 
Discharged. 
Discharged, 
Discharged. 
Resigned. 
Discharged. 
Discharged, 
Resigned. 
Resigned. 
Resigned. 
tesigned. 
Discharged. 


Retired. 
Resigned. 
Deceased, 


Retired. 
Resigned. 
Resigned. 
Resigned. 
Resigned, 
Resigned, 
Resigned, 
Retired. 
Retired. 
Resigned. 
Retired. 
Retired. 
Retired. 
Discharged. 
Resigned. 
Resigned. 
Retired. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 
Deceased. 
Dismissed. 
Discharged. 
Resigned. 
Dismissed. 


deceased. 
Resigned. 
Resigned. 
Deceased. 
Discharged. 
Disraissed. 
Resigned, 

Letired. 
Retired. 
Retired. 
Dismissed. 
Discharged. 
Retired. 
Discharged. 
Retired. 
Dischareed. 
Retired. 
Deceased. 

Resigned, 


Dismissed 
Dismissed 
Resigned. 
Resigned, 
Resigned. 
Retired. 

Resigned, 
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Name. Position. Rate. Remarks, I 

Trareic BRANCH, RAILWAYs—continued, : 

Small Gerald. ccsscressasrevese Junior porter ........6 wees) 7/1 per day ......) Resigned, ’ 
Hanchett, Alice ....cccereees Gatekeeper .| 12s. per week| Retired. 
| and quarters. i} 

POWellS VOWS Gsicrccessannecovecs ssccessene| Gatekeeper ...5...- Hae Beare 4/6 per week| Resigned, i 
and quarters. 4 

Hunter, Norman ... Lad gatekeeper ..........+- 7/1 per day ...... Resigned, 

Thomson, George Stationmaster ........0.se2«- | £291 per annum] Retired, ’ 

| | and quarters. 

Turner, Harold Goods labourer. .........++- | 14/2 per day...... Dismissed, 

Sheldrick, Elsie GALEKCOPEY ican creisasesevaes: | 4/6 per week| Retired. 

| and quarters. : 

Boyd, Aloxandoer......cc-rccsorvescsdacesisis Junior porter ......--...0s: | 9/11 per day Resigned. : 
EA WSOM, MAICOLNT | isc. dace cesessneresgan POT COR is cree corps uasg 624 Aste onace | 13/2 per dé Resigned, 

ZHOPNGON, JOSE PIL | sesvcisececnnsnceacanens PORDOE Grsaens somes cone 13/8 per day Retired. 

Bruce, NOPMany © .cccne ccs cancers sctasancs Junior porter ......+: 5/9 per day Resigned, 

Wilbow) TORM sateccd trarcarruecihenssoacees | Signalman | 14/8 per day Retired. 

RIGHS Pas, WAltGE vonecsececccuncctstedes PPOSTOE ~ cudawesdaabey .| 13/8 per day...... Resigned. 

Ling, Walter CG.  ..c:.:., Senior shunter | 17/2 per day...... Resigned, 

Wallace, William J. Junior porter 8/2 per day’ ..2.. Resigned, 

Grant, Samuel ........... .| Signalman ..... 18/2 per day. Retired. 

Burgess, Thomas ... | Porter ........ 13/2 per day Resigned. 

Bridger, Dawson .. | Tarpaulin repairer ......... 16/2 per day. Retired. 

WHSs ernest Wis evoscasecGanemt ss eva cuas PUNIOT POLLEY Fesccsdccrensnes 10/3 per day Resigned. 

James, Cecil E. Raveceowedtettaaseagess PUDIOL POLLEL |. Mewescdeacens 8/2 per day ...... Resigned. 1 
Robertson, Andrew. POLbCiiicadcadedssanca tect sick 14/8 per day...... Resigned. 

MOSELY. Perey! <cceccpusesvescccscatccasacess! GPUOT Cie sak teas cts Cane aecek a 16/8 per day...... Resigned. 

HUPUECL NY GLUGT ON cc clecscacaslclertes.+.saieunsats Clerk ¥301 per annum | Resigned, 

WOLTELES CBOTL Oa cate viet et's'c.cey evs waclanientole DUMNIOL POLLED <2.jace voces ve Df PETIGAY (nprens Resigned, 

BALLOT VV LILAIIG Wrrhcue cet aecuns<ssiceaisis DUNIOL POLLED cep cmenwecioseess h'G/D: PET GAY? once Resigned, 

WOOS StANIGW nacsencs scseenc¥ so eeceponce> (POTUEL race aveusoitene cob cies 13/8 per day...... Resigned. 

Mekenzie, Phillip’ wiccscssscccessoess A RUNTIOM POLLEIs feos erascnines ee | 5/9 per day . Resigned. \ 

Gries MACYS 2. Se nce Monavateaseths eet Gleane piece sarees ean sen vens | 10/3 per day Resigned. 

Clancy, Reginald: ..cceccssncsscarccsssaess VUDIOW POLbOr” vccaccessdonnae | 5/11 per day. tesigned. lj 
BIT POCO e co cacantinecteviscccnccsctss coven I GatekGBDer ccos.cosneccess eee) 14/11 per week Resigned. i 
BOG: Wilici tines Secor aoe cwes one | Adult shunter .. .| 15/2 per day Dismissed, 

Byron GeOrge ifivescesiecsosnvnsete -| Junior porter 8/6 per day ...... Resigned. 

Sweeney, Walter H. . | Junior porter .| 7/4 per day ...... Dismissed, i) 

Jeffrey, John D. .. Adult shunter . 15/8 per day...... Deceased. i 
Kendrick, George . Porter wesc 14/2 per day. Resigned. j 

SMUG, WEANCIS),.cccncoaaeciecneckstsmoreape Junior clerk .. £193 per annum | Deceased. i 
Girangs COUN IW ..ccccccocsoe turacteesncens POLLO ces seacees 14/2 per day......| Dismissed. { 
SBAENEV.) WV LITA ore cece cniecnsenisemeecing= JUINOL POLLEE caccsiseccaciens 5/11 per day......| Resigned. | 

Dougal > Helen: Mighss: <ecssseccwcccecsee ses ATUONC AN Gencaccencee cer ess 17/9 per week....| Retired. 

Catlene John ls nestise. toe ta HUMIOL POLLS estes duces | 7/4 per day ...... Resigned. } 

PEGCSON PV ALEPCU Vint osesce accurcissisasieoanse PORTER snp atcescessowdssugpacas 15/2 per day...... Dismissed, 

IRACCHION SRCK Dy vacaeccsecesesasslecisa ses PIUNIOT CLOT Kisses ecasnc setae £128 per annum | Resigned, ' 

Cahill, Ellen........ Diadsacaceseanesnaseuceast Gatekceper Fc-..c-nccs-cneres 14/6 per weex Resigned. 

PROWIGE VOI cco chins shovcusacnsiene «dacne alte A ult SHUNCET: ca cwecnecseeces 15/2 per day Dismissed, 

MAYER CUM Wa sscecrus consumes sqanes sue ROPE I ea gaecas ep ccceatse class 14/2 per day Dismissed. il 

Stanway, Thomas B. .......... .| Signalman 16/8 per day. Retired. i 

Toll, Baden: Bs.<ce:..- reader Porte tes sace etek ccnataes 14/2 per day. Resigned. ih 

Gordon, Stanley .... Junior porter 7/4 perday. Dismissed, 

Davis, Harvey R. .. Adult shunter . ..| 15/2 per day. Resigned. f 

Pritchard, Ernest J. Junior porter ..| 5/11 per day. Resigned. : 

Shaw, Henry ..... Junior porter ..| 5/11 per day......| Resigned. ) 
Casey, Thomas W. ... Head shunter.... ..| 19/2 per day...... Resigned, 

Masterson, Reginald ............seceeseeee | Machinist .... | 2/149 per hour Resigned. 

SUSHONS HMMA Vases scanccecetseceseasetee ieGatekeeper sects. hele. 19/9 per week] Resigned. i 

and 10/3 rent. 

Guest, Wallace  ......cccces. deuhades votes Stationmaster .....0066.-0005 ¥208 per annum] Retired. Hi 

| and quarters. ty 

PTethys OUR ce epesusnemencon stent acetic POPUEE ferent shad tcnree watt 14/2 per day Retircd. } 

PIM WECI sca MMOS capeacten aces nelnaceice cot cece POrtGD ye foe xe decteestseert nee 13/8 per day Resigned. ; 
DOUli ye WOIDEE) cote codceunseeacscr oer edts VOrtete nc crete ous 14/2 per day Resigned. \ 

WScs0Mn ds OSCDIWe oo ccscsme dens ter dee sens Mntom porter: bcs cers: i/4 per day cx... Resigned. be 

LOPES eV UME cencssarer sat -aecercssa Pe IMEMION POLUCT, rs. caecserec. 8/6 per Cay ...... Dismissed. i 

MoConnel ALDGEt nse ceccsccsccs lacs soecs Nicht omeen mracwe arise £2628 per annum.,,| Resigned. : 

Miffernan, James vit. <r. .ccrdcrscosesss: PUMIOF POLtels See. .csceece es 5/11 per day Resigned. : 

NiMineboOn. CHALIOS hes ccsedesceeaeccere ne VUMIOL POLLCl ve dceee ae rcee. 4/1 per day ...... Resigned. ; 

Ban Keste CLGY auestaas Wegees cere seals = sunior Porter? risa ssc | 10/3 per day Resigned. ¢ 

VONNSON ULES Oi ten aneceneicesscsea cece reser (AEG lee Ae as i cian Rea 15/8 per day Deceased. fy 
Birmincha nis PNGM) saecsecede.cares sect Gatekeeper 25. citi ises.es 22/- per week Retired. P| 
Hanrahan) TROMSS j..ccencsaceoescccess LBL ys Loehnae oo a a 17/2 per day Resigned. ' 
RCE LES RONES tc cea retinas ecu neces sessions cite W Gatekeeper S230 2.50. 00-3-h0 34/3 per week ...| Retired. / 

Cameys Cathering ic. rccc.cuncceaspccnes Gatekeepen™..:ccrcsteesn tess 14/11 per weck Resigned. { 
POrkiiills DOr oe castes esccscsshcsdetes cece BORGES: ooieeatia hee eecaae 14/2 per day Deceased. pi 
Paras Charice recs ce scahs cacketaerconenee (lLLOK Gener cearerdeeckeet sacs 1/8 per week and] Resigned. : 

10/3 rent. ’ 

HIAWKE WELATOION : piesacaaeeaceanitess cwesate Guard Boe. tecccoes eee 16/2 per day Dismissed. a 

Bishiery Hiv Wee wwscdcsscscoscccesss Re notore NACKONGANG TAS sons seuslnacedeen 15/1 per week] Resigned. : 
/ and quarters. 

Hains aN OCLs 5 hase ce se rtanieccosianieatemecinne QUTMOT POLGGR! ee e-cceee sates heh: DOV OAV rnc Resigned. ; 

CUWAQUNS;ERATIN] “cepcecsessce cn senconte. Kdulf shuanter 225 mehinx | 15/2 per day......} Resigned. 

PaSGr NAT WY Urs encsiewretassiienian gees cists ate ihe Abe KEGDEL wneman. cagucects 4/6 per week] Resigned. 

and ‘uarters. 

One WATICISH wautactceo are Gece Keer ea POECCT cree os ee 14/2 per day Resigned. 

Gollns Harold. Gees ics csaeecunenees SUMIGH POTLEL) Papen teh stoe: 7/4 per day .-)... Resigned. 

Doyle, Patrick I. Porte en! ees ee eee 14/2 per day Resigned. \ 
Black, Karwvythe Hi) MIGOKEEDEIY cat colcsceeacc ts 14/11 per week Resigned. 

Hamlyn, Elizabeth Female machinist ......... 56/6 per week ...| Resigned. 

Cassera JO hil) 2 ein seesnsaceens Junior porter |. 5.205ss eae 7/4 per day ..... Resigned. 

Links, Batholomew Cal PUATOT vacote detcccettee 15/3 per day Resigned. 

Green, PCAC a ateers coskretnenccteeseas Aduit shumbeL. pee. oc ceeee 15/2 per day Dismissed. p 
Banicdons ran hte Fe sccccscacateareses + Junior porter’. :).cste eat 7/4 per day .....- Resigned. 

BLOW a TOMI cascetoneutet tae emceean ous HACET CE) ge Geant ey, seca eee 17/2 per day Deceased, 

GAPE IRINES horace cicwsoccarecc seule sil Porter eee Rho ec 14/8 per day Retired. 

MAGHAMATAA) GRMN ye. ceuievsaen eatie ences NSCIUNISEM coacase ae eee 2/6,% per hour...| Resigned. } 
PAGES SOW Ra ch cocecereteraccet cts tence ets Se CLOTAGATIN oe G ER ce activin vaene 18/- per week Resigned. i 
WOxGONL. LESHE «ccc sswcewnseetaatentech: Junot porbely 5.40 -.ctees 5/11 per day Resigned. i 
Barking: Waa ceancsteesscepiecscaleavence SLOT POLLEN aes hee 8/6 per day ...... Resigned. 

WrallacesdOSCDh ctscstercotscenamstesase es CRUAT Ca coneneteaceren. nation 17/2 per day Retired. 

BOWEL CUOT Cs Poicp need anapetuineanmnacese PMOLOL, POLUCL. Ft k nae scea: 4/9 per day ......| Deceased. | 

Moines MOlMVeloers one tecues emcee ae. Jantor Porter -shesvccstlcsre 8/6 per day ...... Resigned. 

WMG GIO Ra Ds PoOW Ch aveiteclcnicia/esuteecowe oa Leading porters, ...c0.esees- 14/8 per day Dismissed. ' 
Ogi, DOLOUNY, © ..cseseccndsandveevaneas Gatekeeper .:...:0.s00-c0-0>- | 42/5 per week] Resigned. “ * 

and quarters. ; 

(eae) “aad O13 eae arene ee ee ie eee A EEEMCA TUG isvevataeansierou gees. | 32/7 per week....| Resigned. 

WRETLOTETA TIN Oooo dronkicesa cieceotertin Gatekeeper “or tices athcasnt | 19/9 per week] Resigned. ; 

| and quarters. 

E-Genm eon Meet ye scd coe. ciescaee cuacatae. PUNIOT POLLED Mcseeceter.c. 8/6 per day ......| Dismissed. 

RECT E RUM BIR En as diacte aie cult eiseleresetineacssa ACEGONCANE. sansomneisae seco | 15/L per week] Discharged. I 
and (quarters. i 

PEGALUT, WURAIN: ccccaccvosnccves todas | SEBtIONMASTAT ci Sc ceniesess ces | £298 per annum] Deceascd. | 

| and quarters. 

Wrist, Sek DEL westeviesssa vane arescaetees JUNION POLLED co csccuend.ds .| 4/9 per day ..... Resigned, 

Roach, Ida Gatekeeper 11/11 per week} Retired, 


































































































and quarters. 








———— 








| 


| a 


Date. 


1923. 
10 dee.... 


1923. 
26 Mar. 


1923. 
1 Oct. | 


19236 
6 Sep. 


Freeburn, Cyril 


| Alexander, Maurice 
| Clark, Alfred G. ... 
| Morrison, George.. 


| Frewen, John 





Name. 


Chadwick, Patrick <2,...<csss0n ddsacen«scel 


Prince, George 
Harris, Selina 


Barry, Jeremiah 
Hocking, George 
Finneran, Alice 


Redding, JON B. e..c.catisutacecene 


Wenban, Robert 








Hickey, Arthur L. 
Neary, Albert ...... 


| Moss, Harry €. ... 


| Chisholm, Sarah ... 


Faulkiner, Rose 


Condren, Herbert J 


3rown, Williain 
Neale, John J... 
Apted, James H. 
Smith, Albert E.... 
Cummins, George 


Whatmulif, Clifton .. 


Rigg, John W...... 


Josephs, Frank 
Jenkins, Ernes} ... 


Aggett, Henry 8.... 


Cracknell, Edward 


Goldacre, Frederick 


Bates, Bllen = ....... 


Bothwell, Hamilton 


Henderson, O:iver R. 


Costa, Avanglo ... 


Dirrell, Douglas A. . 
| Lec, Frank H. ..... 


Cole, James W. 


Gilleland, John E. 
Writer, George A. 
Gibson, Robert A. 
Riley, Cecil i. ... 


“| Geeves, Frank G. 


Pearson, Thomas b 


“| Braddock, Arthur Y 


Wilson, George J. 


Turner, KLADCIS Woesisctesesssccccvoteee vate 


Norman, Sidney H. 


Brown, Sidney....... 


Smith, David J. ... 
Johnson, Arthur W 
Williams. Percy C. 
Ward, Wesley C. 

Cotter, William H. 
Morris, Oliver O. 

Stewart, George R. 
Duck, Edwin C. 
Hanley, John ...... 


| Webb, Henry J. ... 
' Wright, Cleve V. 


loogood, William f 
Dyson, Arthur W. 
Rohan, Hugh 


Kearns, William H. 
Magree, John J. ... 


Hemmett, George F. 


Ferguson, Archibalc 
Keefe, Patrick ... 
Thompson, Robert 
Swain, John ...... 
Dobbie, Hugh ...... 


| Deans, James ...... 


Latham, Duncan J. 
Dempsey, Thomas 


Davis, Edwin ...... 
KekKeon, Douglas 
Wilson, William ... 
Roberts, John ...... 
Harris, Charles... 
Hunter, Harry J. 
Hart, William J. 
Snaith, Arthur E. 


Grant, Francis... 
Warner, Harold J. ....... 
Gilford, Robert ... 
Wylie Aubrey ...... 


Husband, Harold 
Petersen, John J. 
Rosas, Charles L. ... 
McIntyre, James M 
Finch, William T. 
Haves, Mark ...... 


Smith, Augustus..... Reiciteeeesiuasy sess 




















Dis saicdahseaweeseaieames 


















S. | lads ooees nanereae 


Visca staven ences svewes 





i Sabi eed sce eeaceed 














DoE iiep en teaceien 


.| Electric driver 
| CONFUCHORY «. e.ce-.05 0s. 
.| Electric driver 
1 COMMUUCLOR... cuitsceneevaccls sen H 


nit CIEAHEE , cone sasane 
| Cleaner ..... 
|. Cleaner is... 


..| Cleaner 
Sut) QIRAMEL: cwnherslnw enemy sees. 
| Turners’ apprentice 


12 


Position. 


| 


} Rate. 


} 
| 





TRAFFIC BRANCH, RAILWAYS—vontinued, 


PORUOR wiv cunetoddera eta 
PORSET. © sho coc chedins be dotted | 
Gatekeeper .....écccccocecees } 
Gutekeeper .22.:.. ass nve. | 
UleRIG sx, SA erate tives Bez 
Gatekeeper .........0..0000 |e 
| dumber Pariek” ..... cv... 
RONGOE ac cca Pid teiede chosen 


CATERCO DEN ao Jax. cavcevesavts | 


Junior porter 
CLAVERCEPET oc facescccossceaes 








PEGE eo ees sateaeeeeee 


Signal sectionman ,........ 


{) MADOUREL o ooidercdasacesore 


EQDOULCE circa desssvskeceneves 
EPR BHVG IN x een wo cecess cos 
RaGbEr*! Prk ce een eteccar 
Railway electrician ...... 
Locksmith 
Shop boy .... 
Linesman 





14/2 per day ...) 
14/2 per day ...| 
12/5 per week} 
and quarters. | 
13/8 per day ...| 
+348 per annum. 
14/11 per week | 
5/11 per day 
14/2 per day 
8/6 per day ...... 
£298 per annum 
and £50 rent. 
£418 per annum) 
and quarters. | 
4/8 per week and! 
quarters. | 
5/11 per day 
27/-per week and| 
quarters. 
14/2 per day 





SIGNALLING BRANCH. 


1/114 per hour... 


1/7} per hour ...} 


1/3} per hour ...! 
1/113 per hour... 


2/3§ per hour ... 
120/- per week...) 
2/5 per hour...... 
lid. per hour 
1/114 per hour...| 


ELECTRICAL BRANCH, RAILWAYS. 


Electrical junior ...........- 1/84 per hour ... 
Telegraph operator ......... | £348 per annum.. 


ESTATES BRANCH. 


| £268 per annum..| 


| GENERAL BRANCH. 


Rest house attendant...... 
(Rest-houses.) 


26/6 per week ...| 


TRAFFIC BRANCH, TRAMWAYS 


Conductor, . 
CONGUCEOR .. cavcccvicsscecscees! 
CONCGRRUGT 6 sou sa ctisetees tau —os 
CORGUELOL...c.<envopsedcsie cesses 
COPGUCKORS .« ccniscvesieccecoses 
CWOMGHEE OT. koisyie das ceed onto 
Conductor, . 
Electric driver 
CONGUECEOR, ...cseesccececrererns 
COBGMOHOE. c 2a! oc cs'stesisancess | 
COMGMBLO E2506 tates os on beds 
COMMUCEOR, .2..cccsew fondo dense | 
COMMBUCUOE ise dsshtecncesces 
COWMMICTOE., congue soomaseace 
COMLUCCOR. o.ccevercosen se cocees 
Kileetric driver 
COMDICTOR 5c. enzcn cen aiseco 
Steam driver 











OONGIUCUOT Ts; Feine sateen decemses | 
MOUGIOE:  scieasqesecscacsececse 


CORGURGOR: csnnis: pci tewsctwae 
GAL CIEANEE isc. voc csien ss: | 
CORGUOBOR cc cecccacien ate vteoee 
Hlectrie driver 
CODOGUCIOR SS. seces detdeds caress] 
Blechrie driver... jccccsccs sees 
CONGUCbOR er iiecvinde sen cs coves 
Keleetric driver .............-- 
t0ster clerk 
GANReR i detieecsncae desea 
CONGICHOR cies depcds000dccsss 
CONAUCCOR. .... coeds cece. 
CORGUCTOE.. he vaceaeacee 
MEALECE . .atwedies eetes 





Senior inspector : 
CONGUCUOR. <i(onsi. cate cone cres) 
ENS WOCUOE \, Vuesese swesae aver 


ELECTRICAL BRANCH, 


SGPERGOE sccvarcitescquesscse ites | 
CIOBDEE vissscsies. dena 

CIPSHER isc aee Codeine secu 
Labourer 





QUEER CR aa os cosas 


I: QICHRER cccoaxs ra oeesetenice recs ) 
by GRERNER. darscnclaareangeee es | 
| Ad. per hour 


Cleaner 








CHOBE sean cp cai anteokstneses 
GEREN, wacecnc. tacteart despre cs | 
Fitters’ labourer 
Fitters’ labourer . Al 
Senior examinct ...... desxes] 

| 





.| 113d. per hour ... 
.| 1/7% per hour ... 
.| 74d. per hour .. 
114d. per hour ..,| 
| 93d. per hour 


1/114 per hour... 
1/11$ per hour... 
1/114 per hour... 
1/10% per hour.,..} 
1/114 per hour... 


1/114 per hour...}. 


1/114 per hour... 


2/0% per hour ...| 


1/11 per hour... 
1/114 per hour... 
1/11% per hour... 
1/11} per hour... 
1/114 per hour... 
1/11 per hour... 
1/112 per hour... 
2/0% per hour ... 
1/1144 per hour...' 
2/5% per hour ...| 
2/03 per hour .., 





1/11% per hour... 


2/0 per hour ... 
1/11 per hour...! 
1/11% per hour...; 
1/10} per hour...; 
1/114 per hour...; 
1/11} per hour...) 
1/113 per hour... | 
1/84 per hour ...| 
1/11% per hour... | 


| 2/1} per hour ...| 


1/11} per hour...| 
2/14 per hour ...| 
1/11} per hour... 
2/1} per hour ... 
£348 per annum... 
2/14 per hour ... 
1/112.per hour... 
1/11 % per hour... 
1/11? per hour... 
104/- per week... 
1/11}? per hour... 
1/9} per hour ...; 


| 2/04 per hour ...| 
| £503 per annum.. 


1/11 per hour... 
£388 per annum..; 


TRAMWAYS, 


1/9} per hour ... 
11lid. per hour 


Tid. per hour 
92d. per hour 
92d. per hour 


112d. per hour... 
112d. per hour ...! 
1/33 per hour ... 
92d. per hour ... 
93d. per hour ... 
1/9 per hour ...| 
1/9} per hour . 


2/74 per hour ...| 


Resigned. 
Resigned. 
Resigned. 


Retired. 
Retired. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 
Retired. 


Resigned. 
Resigned. 


Resigned. 
Retired. 


Resigned. 


Resigned. 
Discharged. 
Deceased 
Resigned. 
Resigned. 
Retired. 
Retired. 


| Resigned. 


Resigned. 


Resigned. 
Retired. 


Resigned. 


Retired. 


Resigned. 
Dismissed. 
Resigned. 
Resigned. 
Resigned. 
Dismissed. 
Resigned. 
tesigned. 
Deceased. 
Resigned. 
Dismissed. 
Resigned. 
Resigned. 
Resigned. 
Dismissed. 
Resigned. 
Retired. 
Retired. 
Deceased. 
Dismissed. 
Deceased. 
Resigned. 
Dismissed. 
Resigned. 
Dismissed. 
Resigned. 
Resigned. 
Deceased. 
Dismissed. 
Retired. 
Retired. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 
Retired. 
Resigned. 
Deceased. 
Retired. 
Retired. 
Retired. 
Retired. 
Retired. 


Resigned. 
Resigned. 


Discharged. 


Deceased. 


Discharged. 


Dismissed. 


Discharged. 


Resigned. 


Discharged. 
Discharged. 
Discharged. 


Resigned. 
tesigned. 


Discharged. 
| Resigned. 
Discharged. 


Deceased. 
Resigned. 
Resigned. 


Remarks, 





7g 


a ee 








Date. Name. Position, Nate, 
aA ee ce 2. i lll a aa 
1923. ELECTRICAL BRANCH, TRAMWAYS—continued. 
10 Oct. VOGRT Parone ome eet tcc y cus eas ctx Electrical assistant ......... £308 perannum.., Resigned, 
LEO Sherwin, Joseph ........ Cleaner Li fd. per hour,..| Discharged, 
LS ss Boyd, Thomas G. ..... Cleaner L/o} per hour Resigned, 

Go Harran, John P. ........ Cleaner .... 7éd. per hour Resigned, 

) 16 Reid, Keneth L. .......... Cleaner 1/1 per hour Dispensed. 
13 5, IR ALEILUL aus cent oasa'vas ven snlevhenini WIGHNGE). 7 a5 celsaticvarnascessices Ygd. per hour Discharged. 
at ne BPUOORROG ERI 6, ccnsenecndveaaadh urn daxasises Turners’ apprentice 3id. per hour Resigned. 
20 Brennan, LAWTENCE,.......-.5eecccseees Cleaner 1/3} per hour Resigned. 
A SS PAYCOE, KOUINGIG Fo .5caxcen conse vscpenss Fitters’ labourer 1/105 per hour...) Resigned. 
=p BBERSLOI WORD dines caveastircancscekaaces Cleaner 9gd. per hour Dismissed. 
25 Romuteldt, Percy Cleaner Qed. per hour Discharged. 
ie Turner, [larry EK. Sub-foreman  ..........000. £3388 per annuim..| Deceased. 
Bi 455 Whiteside, Alan ...... CLEATOR scenavieekek ceasecsas 1/5t per hour ...| Resigned. 
Bt os TAECALG,. CROOTUG <n. ss cesvhodoccuratNesnas Glee od rise tcenanchannese £333 per annum..| Resigned. 
Eee cach SOUUOLG, OL KIDS. coca vices covets Sacnesksaunne DYBltSimaN! “eeccnsisscessccss £408 per annum..| Resigned. 

6 Noy.  Schmeidt, George Cleaner L1?d. per hour...) Resigned. 
LO"; Castle, Allon: Wie cc s-etercsranccckhetes Cleaner 93d. per hour Resigned. 
i Bergotfer, Francis Cleaner 11?d. per hour ...| Resigned. 
pt ieee Hook, JAMES: .oacccees’ Sub-station junior lid. per hour Resigned. 
Db We Fahey, Joseph ...... Cleaner 1/1% per hour ...| Discharged. 
Lis, Anderson, Joseph Cleaner Tid. per hour Resigned. 
20° 2; Moloughiling Martin. ...c.ccsn.<scenusen se Cleaner 7id. per hour Resigned, 
22 BAUS SSE DINE! oo, recanwceaarvrmeceewuas es Cleaner 1/1? per hour Resigned. 
NS By Tectey, Dennis J. Cleaner 73d. per hour Resigned. 
20 Be McGregor, Peter Fitter 2/3% per hour Deceased. 
26. ,, Gow, Charles Fitter 2/53 per hour ...| Retired. 
2A Olsen, Sydney F. Cleaner .. 113d. per hour ...| Discharged. 
29 35 McGeorge, Ralph Cleaner 98d. per hour Resixned. 

L Dex Holmes, Harry Cleaner | 1/1} per hour Resigned. 

if Mee Baer ye, Wallidne dy. .os cscccete oes wees Cleaner 03d. per hour Resigned, 

va 3s Nowe eninald tiene saedecscneesesat ee Cleaner 73d. per hour Resigned. 

} Meee (eAOr, AW NUAIN, ccc x comorneriekescctieroac’ Plumber 2/2% per hour Retired. 

how ss Tavlor, Patrick W. Cleaner .. | 9d. per hour ...! Discharged. 

5 ier. Walsh, John J. ........ Cleaner .. 11d. per hour...) Resigned. 
ss Thelming, William J. Palette eh poner = ee 1/12 per hour Discharged. 
ZA 35 Stirling, John ........... GIBSTION A ieescseewnrasqemendecnn 72d. per hour Resigned. 
21 Frost, Gordon C. Gleanencciccrsetccscdeesessccnss 72d. per hour Resigned. 
2. es Belcher, Rocliffee Acting fitters’ labourer 1/10} per hour..., Resigned. 

1922. PERMANENT WAY BRANCH, TRAMWAYS, 
§ Oct. Stobie, MOpertIM.« sc .sscacusseescecs cane TER OULODN sakec cscs tacos pecs 1/8} ] er hour Discharged, 
1923. - 

3 Oct. FIGPOR GEAMIOS Vin a sanee tencsicssseunmedee Labourer 1/84 per hour Resigned.§ 

ou. MeMulkin, Thomas Ganger .... 1/10} per hour,..| Retired. 

Gr: Crilly, James ......... Labourer 1/8} per hour Deceased. 

Ge, TGOLESy IROLAN) case. seeseceseues ne seeive DEAroSM ale nce ceseiecen= £281 per annum..| Resigned. 

OF 3; Errickson, Arthur KE. TA DOULERY oi sacle newer adios 1/384 per hour Dismissed. 
is ee AV ArH CaALlescliite Zen cwscesme see ee cs Olerig aa. veaomontcbemaschert 1/9} per hour Retired. 

16." 3, BURL OSEPIY piocan ccesenconeacetasacicianas JTabourer 1/9} per hour Resigned. 
| Sr eee re REUS DE fecwnvesa acm ssse cise: sete cies Labourer 1/9} per hour Resigned. 
Le gs GITEGN ye ATAMD Ee or ancntatedsacccessh ase Labourer 1/9} per hour Dismissed. 
aS Stobbie, Laurance ... Labourer 1/9} per hour ...} Resigned. 

3 Nov Bailey, Edward IT. ... Relaying ganger 2/1 per hour...... Retired. 
ae Nevin, Jeremiah .... Labourer 1/9} per hour Resigned. 

i Grae. COlins ye LNOMAS Hees ceca ics trance esc Labourer 1/94 per hour Resigned. 
17 Dee AGAMSON, JON “ie ccasccnces secalevlennostnes GANG OI. manne cme etieeatsnagte's oor 1/114 per hour...| Deceased. 
Neen... s—Et"______. Ee 

. 
Se EE ee 
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1924, 


LEGISLATIVE ASSEMBLY. 


NEW 


SOUTH WALES. 





RAILWAYS AND 


PTRAMWAYS., 





REPORT OF THE COMMISSIONERS FOR THE QUARTER 
ENDED 38lst MARCH, 1924. 





(Printed under No. 1 Report from Printing Committee, 17 July, 1924.) 


Office of the Railway Commissioners for New South Wales, 





To THE HonoraBLe THE MINISTER FOR KaILways,— 


Sir, 


Sydney, 2 May, 1924. 


In accordance with the provisions of Section 39 of the Government Railways Act, 1912, as 
amended by the Government Railways (Amendment) Act, 1916, and as subsequently amended, we have the 
honor to submit, for the information of Parliament, our Report for the quarter ended 31st March, 1924, 


upon the subjects specified, viz. :— 





Quarter ended 


I.—-STATE OF THE TRAFFIC. 


Quarter ended 





RAILWAYS. | 3lst March, 3lst March, | Increase. Decrease. 

1924. 19235 | 

| 
Miles open ... es sti nee Sel 5,5224 5, 2502 2 Gil te, Melt ecaaes 

1924, 1923. | 

aa Sar £1.999.431 £1.998.2 | i ee s ; As PSPs Basic 
Revenue 4 ee ee ae | £4,014,250 £3,966,861 | £47,289 
\ Merchandise £2,014,819 £1,968,647 J | 
Expenditure... | £2,601,551 wap2nooe | ST LBSS +p! > 2.,4.. 
P ) : 

Train miles run 6,084,180 5,568,399 | Die (eter 3h ae 


Earnings per train mile 

Expenditure per train mile 
Percentage-—_Expenditure to earnings 
Number of passengers 

Tonnage of goods traffic 

Tonnage of coal and coke 

Tonnage of other minerals... 


Tonnage of live-stock traffic 








13s. 24d. 
8s. 64d. 
64-81 
32,333,442 
1,356,742 | 
2,077,330 
350,148 | 


187,202 





14s. 3d. 
9s. Id. 
63:7 
31,264,337 


1,294,764 


~I 


917 Ah 
1,917,485 | 


29OrF we) 
327,088 


1QR 7er 
150,/0/ 





1,069,105 
61,978 
159,845 
23,060 


1,435 








ee 


NE A A 


Quarter ended 


Quarter ended 











TRAMWAYS. 3lst March, | 3lst March, Increase. Decrease. 
1924. | 1923. 
a TET | 
Miles open ' 2261 2243 Peet Monty, ie 
Revenue - ..| £946,124 | £928,695 GAMO UL ons 
Expenditure... | £752,435 £729,485 Par nOU ts jieees 
Tram miles run .| 8,136,768 7,538,963 SUC. eee 
Earnings per tram mile | 2s. 4d. 2s. 5id ld. 
Expenditure per tram mile... .| Is. 104d. le. 114d. ld. 
Percentage— Expenditure to earnings | 79°53 78:55 ua d PSO Aaa 
Number of passengers carried 88,270,454 85,020,739 3,249,715 
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2 
RAILWAYS. 


Il.—GENERAL CONDITION OF THE LINES AND ACCOMMODATION FOR THE TRAFFIC. 


The permanent-way, bridges, buildings, wharves, and fences have been efficiently inaintained 
during the quarter. 

The work of relaying, resleepering, and reballasting the lines has made good progress. 

On the Illawarra line the quadruplication between Rockdale and Hurstville has continued, the 
earthworks now being about one-half completed. Between Thirroul and Wollongong the work on the 
overbridge at Mt. Pleasant has progressed satisfactorily. The abutments and piers for the double line 
portion of the bridge over the Minnamurra River between Wollongong and Kiama are practically 
complete. 

Duplication work between Lidcombe and Regent’s Park has also made satisfactory progress, the 
whole of the girders for the Bridge-street and Kerr’s-road underbridges being in position ; the excavations 
are well in hand for the extension of the wings at the Vaughan-street underbridge. 

The duplication between Murrumburzah and Demondrille Creek Junction is complete with the 
exception of the Demondrille footbridge. 


The following duplications have been completed during the quarter :— 


Northern Line— Date Opened. mls. chs. 


2nd March, 1924 ... 0 214 Down third relief road. 
10th March, 1924 ... 0 654 Fourth relief road. 


Adamstown to Woodville Junction 
Broadmeadow to Adamstown ... 


Suburban Line— 


Auburn to Clyde North bat sth 10th March, 1924... 1 Of Third relief road. 


The earthworks for the new carriage sheds at Mortdale and Punchbowl, and the sidings at the 
latter shed, are completed. , 


Development work at the Departmental coal-mine at Lithgow has continued. In the down- 
cast shaft a section of the arching on the southern side has been finished, and the concreting of the shaft 
walling is now in hand. In the upcast shaft the auxiliary fan will shortly be installed. Good progress is 
being made with the permanent timbering of the northern drives. Of the surface equipment the additional 
screen to deal with the top coal will soon be in operation ; riveting of the downcast steel head frame is 
almost completed ; and progress has been made with the foundations for the screening plant and steel 
gantries, and also with the downcast winding engine and house. The output of coal is approximately 
21,000 tons per month. A 

The construction of the tunnel for the electrical transmission cables under Sydney Harbour, from 
Longnose Point to Greenwich, is completed. 


Other important works to provide additional accommodation for the traffic have proceeded during the 
quarter. 


City AND SuBURBAN Enectric RatLtway. 


Work in connection with the construction of this railway bas made good progress during the 
quarter. 

The excavation for the tracks on the western and southern side of the Cleveland-street bridge 
has been completed. 

The reinforced concrete arch and beams over the southern span of the Eddy-avenue bridge has 

i = fo) 
been finished, and the concrete over the northern footpaths has been waterproofed and the approach for 
the arch filled in. 

The rockfaced masonry of the Elizabeth-street wall, including the parapet, has been completed. 
The reinforced cuncrete arch for the Hay-street bridge has been poured and the removal of the centreing 
will shortly be taken in hand. Further work in connection with the construction of a bridge at 
Campbell-sireet is now being proceeded with, the negotiations with the City Council having been finalised, 

The drive between Nos. 3 and 4 shafts in connection with the Darling Harbour reclamation scheme 
has been compteted to full width. Nos. 2 and 3 shafts have been connected up, and widening out is 
well in hand. ‘The laying of the double 6-foot monier pipes is making good progress. 

Excavation and brickwork on the three wall headings for the twin tunnels south of Liverpool-street 
have been completed for a distance of 115 feet during the quarter, and further progress has been made 
with the concreting. 

At the Liverpool-street station the excavatioa of the subways on the eastern side of the cutting has 
been pushed forward and a section is now. ready for concreting. The work of concreting the remainder of 
the main arch sidewalls of the southern end of the station has been practically completed. 

The driving of the Up and Down City East tunnels from Liverpool-street to St. James’ has 
eontinued and the concrete lining of the two tunnels has been pushed forward continuously as the driving 
progressed, 

The excavation for the footings for the centre walls and column bases, and the concrete footings for 
the sidewalls of the St. James’ station, have been completed. 

Work in connection with the Up and Down City East tunnels from St. James’ station towards 
Circular Quay has progressed satisfactorily, the concrete lining of the former tunnel being nearly completed, 
while simi‘ar work on the latter is proceeding rapidly. 

Excavation and other work for the Eastern Suburbs Railway was commenced during the quarter. 

RAILWAY 
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RAILWAY CONSTRUCTION. 


The construction of new lines of railway has been proceeded w'th as follows :— 


Mis. Che, 


Glenreagh to Dorrigo ... ~ Ke ae sk a se 44 20 
Regent’s Park to Cabramatta ... sas saa ie wees ns 5 54 
Regent’s Park to Enfield Marshalling Yards... Ve di ih 3 0 
Sydenham to Botany ... me iKa oe ee ve an 5 16 
Molong to Dubbo ae es ul ne bee ae Lp 80 0 
The Rock to Pulletop ... ee ee oe te she Fr 26 10 
Roslyn to Taralga as ae a 7 sas tas Ais 15 66 
Richmond to Kurrajong ine ve Te oa s bee 6 71 
Castle Hill to Rogan’s Hill... ee “a: tia Ae oe 0 60 ° 
Trida to Menindie cms ee wae Fe se are ed ok 40 


On the section from Glenreagh to Dorrigo the steel bridges have been completed with the exception 
of the one over Deep Creek, which is in hand. Plate-laying has been completed for a distance of 32 miles. 


Work on the extension from Regent’s Park to Cabramatta is approaching completion ; the section 
from Regent’s Park to Enfield Marshalling Yards has been completed. 


The concrete bridge over old Botany Road on the Sydenham to Botany line has been completed, and 
work on other bridges will shortly be taken in hand. 


Between Molong and Dubbo plate-laying has been completed for a distance of 60 miles from Molong, 
and ballasting work is well in hand. The section from Binnaway to Werris Creek has been finished. 


Work is proceeding on the earthworks from The Rock to Pulletop and Roslyn to Taralga, but only 
slow progress is being made. 


On the section from Richmond to Kurrajong progress is slow owing to delays in obtaining 
possession of the necessary land ; the rails are laid through the town of Richmond. Work has recently 
been started on the extension from Castle Hill to Rogan’s Hill, 


Between Trida and Menindie work has recommenced. 


Permanent surveys for new railway lines from Booyong to Ballina and Castle Hill to Rogan’s Hill, 
and trial surveys for proposed new lines from Maryvale to Gulgong, Casino to Bonalbo, Cassilis to 
Leadville, and North Sydney to Manly, have been completed during the quarter. Alternative rough trial 
surveys of portions of the proposed line from Casino to Bonalbo have also been carried out. The permanent 
survey of the Kyogle to Richmond Gap line, and the trial survey of the Grafton to Killarney line are still 
in progress. 


IlI.—Speciat Rates AND FarREs. 


A statement of the special rates and fares, and the reasons for making the same, will be found 
attached as an Appendix (No. 1), page 5. 


IV.—StarFr. 


These returns are given as an Appendix (No. 2), pages 6 to 12. 


GENERAL REMARKS. 


The earnings compared with those of the corresponding quarter of the previous year show an 
increase of £47,389, and the expenditure an increase of ils 
caused by the increase in the basic wage. 


ma) 


“88, This latter increase is principally 


In coaching traffic there is an increase of £1,217, made up. as follows: Miscellaneous, increase 
£28,634 ; first-class passengers, decrease £13,711 ; second-class passengers, decrease £13,706. 


The earnings from goods traffic show an increase of £46,172, the details being: Grain, flour, &e., 
increase £126,261 ; coal and coke, increase £8,452 ; miscellaneous, increase £7,582 ; general merchandise, 
decrease £29,322; hay, straw, and chaff, decrease £9,223; wool, decrease £1,849; live stock, decrease 
£55,182; minerals, other than coal and coke, decrease £547. 


There is a net increase of 246,318 tons in the tonnage carried, as compared with that of the 
corresponding quarter of the previous year, due to increases in grain, flour, &c., 154,477 tons; coal and 
coke, 159,845 tons; minerals, other than coal and coke, 23,060 tons; live stock, 1,435 tons ; and decreases 
in general merchandise, 80,020 tons ; hay, straw, and chaff, 12,043 tons ; wool, 436 tons. 


The train mileage for the quarter shows an increase of 515,781 miles, and the number of passengers 
carried, an increase of 1,969,105, as compared with the results of last year’s quarter, 
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Way The operations of the tramways for the quarter show an increase of £17,429 in the earnings, and 





ie . pene : : ; S me: 
Bs an increase of £22,950 in expenditure as compared with the corresponding quarter of the previcus year. 
The excess expenditure is mainly due to heavier renewals of rolling stock and the increase in the basic 


wage, 







The tramway mileage is 597,805 miles in excess of that of the previous year’s quarter, while 
3,249,715 more passengers were carried. 

. The tonnage of goods, the property of the Crown, carried on the tramways during the quarter was 
1,220 tons; the charges for the carriage of such goods amounted to £351, and the cost of carriage to £281. 








i The following tramway extensions were opened to traffic during the quarter :— 


22nd January.—Extension of Lilytield line to Brennan-street, 11 chains, double track 
18th February.— Undercliffe to Earlwood, 1 mile 19} chains, single track, 








We have the honor to be, 
| Sir, 
Your most obedient servants, 
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Chief Railway Commissioner. 
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Assistant Railway Commissioner. 
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Assistant Railway Commissioner. 
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APPENDIX I. 


NEW SOUTH WALES GOVERNMENT RAILWAYS AND TRAMWAYS. 


SraTeMENT of Special Rates and Fares approved during the Quarter ended 31st March, 1924. 


Re re ee a 














Traffic. Particulars and Rate, Reason for Rate. 


: u ! ia 
Shunting, West Tamworth to| 2s. 11d. per four-wheeled truck, maximum 6s. 10d. for every fifteen) To equalise rates 


Regan Palace Flour Mills minutes or part thereof. and encourage 
siding. traffic. 
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APPENDIX IL. 
NEW SOUTH WALES GOVERNMENT RAILWAYS AND TRAMWAYS. 

RETURN, in accordance with Secion 39 of the Government Railways Act, 1912,as amended by the Government 
Railways (Amendment) Act, 1916, showing the Appointments and Removals of Employees for the quarter 
ended 31st March, 1924. 

APPOINTMENTS. 
Rate. 


Name. Position. 


Date. 


Name. 
} 





1924. 
24 Jan. 
22 Feb. 

1924, 

6 Feb. 


1924. 
2 Jan. 


”? 
29 
9 
9 


3 


29 
29 


oe) 


o oy oe RS ES EN IS Bowl noel ao 


” 
”? 
oe) 


9 


~ 


S 


7] 
BO UOMO or 


porns 





Position, 


CHIEF ACCOUNTANT’S BRANCH. 


Wilkin, Charles F. 
Seale, Freda M. 


Junior clerk 


TRAFFIC AUDITOR'S BRANCH. 
Cavanough, Harold L. | Junior Messenger 


LOCOMOrIVE BRANCH, RAILWays. 


Hocking, John T. 
Cardew, Cornelius 
Pettitt, Jack L. 


| Larkin, Lance 
| T'releaven, Victor 


Lawson, Worrell 
Storey, Walter 
McInniss, Norman 
McLeod, Norman 
Brain, Lionel E. ......... 
Harrison, Lorrie ......... 
Hansen, James 
Woodland, Roy 
Atkinson, Stanley 
Sadler, Reginald 
Brown, Henry 

Hollier, Clarence 
Finlay, David 
Robinson, Esbert 
Lutton, Thomas ......... 
Carroll, Denis 

Smart, Charles 
McMillan, James 
Balot, Lavoe 

Scanlan, Albert 

Alfred, Alexander 
Washbourne, David 
Kdwards, Frederick 
Murray, Gordon 
Balding, Ronald A. 
Cuthbertson, George ... 
Arkinstall, Arthur 
Kershler, Arthur J. 
Taylor, Frederick 
Soutter, Henry 
Cunningham, James ... 
Clarke, Peter 

Heydon, Francis 
Burgess, Austin 
Hewston, William G.... 
Stafford, Clide 

Clarke, William J. ...... 
Taylor, Norman 
McKane, William 
Paget, Arthur R. 
Marles, Walter 

Jagger, Henry G. 
Grocott, Walter 

Jones, William W....... 
Morgan, Alfred 

Ryan, Cornelius ......... 


Hemmings, John E. ...} 


Elms, George B.......... 
Harris, Frederick G. 
Moran, Francis 

Cain, John 8. 

Miller, Reginald W 
Mackenzie, Donald 
Paskin, Raymond C. ... 
Smith, William 

Dever, Bernard 
Cummings, William 
Evans, Stathie 

Cooper, Henry J. 
Mitchell, Edward 
Greene, Gladstone 
Fraser, Ernest C. 


Ferguson, Frederick A. | 


Millikin, Alexander 
Westacott, Roy 
Peagam, Charles E. 


Swann, Robert 
Buckpitt, Wilfred 
Millington, Donald 
Bradshaw, Gilbert 
Mallard, Walter 
Clarke, James G. 
Spongberg, Albert J. ... 


Faulkner, Raymond ...| 


Beedle, Frederick 
Norman, Allen 
Thurling, Harold 


Phipps, Frederick H. ... 


Krust, Cyril G. 

Polson, Jack ©. 

2enson, Leo J. 

Dicks, William J. 
Plumb, Joshua 
Hamilton, Walter 
Jones, William J. 
Bliss; William H. 

Cain, Richard 
McNamara, James J. ... 
Westcott, Roy 
Dawson, Frederick G.... 
Kennedy, Charles W.... 
Lewis, George H. 
Davies, Alvern J. 





| Striker 


Draftsman 

Junior clerk 
Boilermakers’ apprentice 
Fitters’ apprentice 
Boilermakers’ apprentice 
Fuelman 

Fitters’ apprentice 
D-altsman 

Deattsman 

Tinsmiths’ apprentice 
Fitters’ apprentice ......... 
Brassfinishers’ apprentice 
Fitters’ apprentice 


| Machinists’ apprentice 


Carpenters’ apprentice 
Fitters’ apprentice ......... 
Fitters’ apprentice 
Fitters’ apprentice 
Fitters’ apprentice 
Shop boy 

Carpenter 

Shop boy 

Shop boy 

Fitters’ apprentice 
Shop boy 

Fuelman 

Shop boy 


Cadet chemist .... 
Striker 

Call boy 

Junior clerk .... 
Fuelman 

Car trimmer 
Cadet chemist 
Fuelman 
Boilermakers’ apprentice.. 
Fuelman 

Shop boy 
Fuelman 
Fuelman 

Shop boy 

Call boy 

Fitters’ apprentice .. 
Car trimmer 
Fuelman 
Fuelman 
Fuelman 

Shop boy 

Shop boy ... 


Boilermakers’ apprentice | 


Striker 
Call boy 


| Fitters’ apprentice 


Striker 

Shop boy 
Shop boy 
Shop boy 


Shop boy 
Shop boy 
Gasfitters’ apprentice 


| Boilermakers’ apprentice 


Shop boy 


| Boilermakers’ apprentice 


Shop boy 

Shop boy 

Fuelman 

Fitters’ apprentice 
Fitters’ apprentice 
Washout-man 
Soilermakers’ apprentice 


| Shep boy .... 
| Shop boy 


Boilermakers’ apprentice 
Shop boy 

Shop boy 

Messenger 

Shop boy 

Shop boy 

Boilermakers’ apprentice 
Call boy 

Boilermakers’ apprentice 
Fuelman 

Shop boy 

Fitters’ apprentice ......... 


| Shop boy 


Shop boy 


| Striker 
' Shop boy 


Call boy 

Fitters’ apprentice 
Striker 

Labourer . 
Boilermakers’ apprentice 
Call boy 

Fuelman 

Frnelman 

Call boy 





Rate. 


£106 per annum. 
£166 per annum. 


| -/52 per hour. 


1/10 per hour. 


£258 per annum. 
£131 per annum. 


-/3}% per hour. 
-/3}% per hour. 
-/3} per hour. 
1/10 per hour. 
-/32 per hour. 


£258 per annum. 
£258 per annum. 


-/3% per hour. 
-/3} per hour. 
-/32 per hour. 
-/3} per hour. 
-/3} per hour. 
-/3% per hour. 
-/3% per hour. 
-/3% per hour. 
-/3} per hour. 
-/3} per hour. 
-/6% per hour. 
2/2} per hour. 
-/6% per hour. 
1/1 per hour. 
-/3} per pour. 
-/6% per hour. 
1/10 per hour. 
-/11 per hour. 
£268 per annum. 
£118 per annum. 
1/10 per hour. 
-/8% per hour. 
£78 per annum. 
1/10 per hour. 
2/2% per hour. 
£118 per annum. 
1/10 per hour. 
-/3% per hour. 
1/10 per hour. 
1/1 per hour. 
1/10 per hour. 
1/10 per hour. 
-/6% per hour. 
-/11 per hour. 
-/3¢ per hour. 
2/2: per hour. 
1/10 per hour. 
1/10 per hour. 
1/10 per hour. 
-/6% per hour. 
-/6% per hour. 
-/3% per hour. 
1/10 per hour. 
-/6% per hour. 
-/3} per hour. 
1/10 per hour. 
-/6% per hour. 
-/6% per hour. 


| -/82 ner hour. 


£388 per annum. 
-/8£ per hour. 
-/6% per hour. 
-/3# per hour. 
-/3? per hour. 
-/11 per hour. 
-/32% per hour. 
-/6% per hour. 
-/8% per hour. 
1/10 per hour. 
-/3} per hour. 
-/3% per hour. 
1/112 per hour. 
-/3}% per hour. 
-/6% per hour. 
-/7 per hour. 
-/3% per hour. 
-/8% per hour. 
-/11 per hour. 
-/6% per hour. 


| -/68 per hour. 


-/62 per hour. 
-/3% per hour. 
-/62 per hour. 


| -/39 per hour. 


1/10 per hour. 
-/7 per hour. 

-/3% per hour. 
1/1 per hour. 

-/11 per hour. 
1/10 per hour. 
-/63 per hour. 
-/11 per hour. 
-/3} per honr. 
1/10 per hour. 
1/83 per hour. 
-/3% per hour. 
-11 per hour. 


.-| 1/10 per hour. 


1/10 per hour. 
-/6% per hour. 


Date. 


1924 
3 Mar. 
” 
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LOCOMOTIVE BRANCH, RAILWAYS—continued. 


Parker, John L. ......... 
Ogden, Frederick 
Cameron, Donald §. .. 
Black, Jonn W<.1e.02s.- 
Jones, Stanford A....... 
Blumer, Cecil 

Parker, Hubert 
Funston, Edward 
McGrath, Clement M.... 
Gersman, Alexander ... 
Gulliver, Sidney G 
Williamson, Percy A.... 


Whitehead, Richard ... 
Lloyd, George ........ Shee 
Taylor, Lancelot O. 
Simpson, Reginald 
Newell, William 
Bennett, John H. 
Toohill, Edward P 
Hancock, Alired EB. 
Coulton, George J....... 
Simpson, Keith 
Gilmour, Reginald 
McConville, Hugh C. ... 
Browett, Leicester 
Handley, Raymond 
Kendall, Charles J 
Leecount, Kenneth L. 
Pluinb, Royston C 
White, Charles E. 
Linley, Leslie E.......... 
Holmes, Alfred 

Aggett, George 
Mountford. Harry 
Doyle, John R. 
Harrop, George D....... 
McNamara, James ...... 
Cosgrove, Roy 

Dean, Arthur B. 

Cook, Athol M. 
Whittaker, James 
Lovelock, Charles 
Jackson, William R. ... 
Fitzjames, Alfred 


PERMANENT WAY 
Hightield, George 


Grogan, Daniel 

Yates, Ernest 

Smith, Henry F. 

King, William 

Griffin, Stanley 
Ludwig, Charles 
Sidebotham, William... 
Asheroft, Eric W. 
Crew, Norman 
Muggleton, Alired B.... 
Seckold, Joseph H 
Whittaker, Cecil H. J. 
Coleman, Bertram 
Harper, Archibald 


Cowdery, Albert 
Hogan, Patrick 


Wheeler, Richard 


| Walker, Henry 


| Henderson, James 


Connolly, Arthur 
Lyle, John 


Leach, Vincent 

King, Thomas 

Miller, Harrington 
Alexander, James 
Bear, Roy 

Boland, William M. 
Curphy, Cornelius J. ... 
George, William 

Gray, John 

Fortier, Claude 
Morton, Leslie 

Archer, Clyde G. 
Toomey, Robert J... 
Dubblede, Etzard E. ... 
Cole, Ernest W. ......... 
Pagett, James ...%... 
Wilkins, Arthur ... 
Starr, William D. 
Norris, Charles E. ...... 
Herring, Thomas......... 
Gemmell, William 
Maskell, Thomas 


Wolfe, George 
Pursehonse, Lionel M. 
Matheson, William 
Chapman, Michael 


| Fuelman 
Shop boy 


Gasfitter 


Messenger 
Wagon 
tice. 


tice. 
Fuelman 
Call boy 


Call boy 


Shop boy 
Fuelman 
Fuelman 
Call boy 
Shop boy .... 
Shop boy 


Shop boy 
Cali boy 
Call boy 
Shop boy 
Fuelman 


Fuelman 
Gasfitter 
Shop boy .. 


Shop boy 
Fue!lman 
Call boy 
Call boy 
Fuelman 


Junior clerk 
Messenyer 


assistant. 
Fettler 


Fettler 
Fettler 
Fettler 
Fettler 
Fettler 


assistant. 
assistant. 


_ assistant. 
Structural 
assistant. 


_ assistant. 
Structural 
assistant. 


_ assistant. 
Striker 
Radial driller 


Fencer 
Messenger 
Junior clerk 
Fettler 

Radial driller 
Dogman 
Patternmaker 
Saddler 
Fettler .... 


Fettler 
Fettler 
Fettler ... 
Fettler ... 
Fettler ... 
Fettler ... 
Fettler ... 
Fettler 


assistant. 
Junior clerk 


Fettler 





Boilermakers’ apprentice 

| Engineering cadet 

| Engineeiing cadet 
soilermakers’ apprentice 

Assistant engineer 

} Carlighter 


Boilermakers’ apprentice 
Boilermakers’ apprentice 


builders’ 


Wagon builders’ appren- 


Fitters’ apprentice 


Machinists’ apprentice 


Gasfitters’ apprentice 


Moulders’ apprentice 


Brasstinishers’ apprentic 
Boilermakers’ apprentice 


Machinists’ apprentice 


Structural steel 
Structural steel 
Structural steel 
steel 
Structural steel 
steel 


Structural steel 


Fitters’ labourer .. 


Hettler Javccecdsesecsees 


Structural steel workers’ 


appren- 





BRANCH, RAILWAYS. 
Structural steel workers’ 


workers’ 
workers’ | 
workers’ | 
workers’ 
workers’ 
workers’ 


workers’ 





Junior Clerk..... oo 


Fettlerccccisers Rasievices cs. a 


1/10 per hour. 
-/6% per bour. 
-/3} per hour. 
£118 per annum. 
£118 per annum. 
-/3% per hour. 
£368 per annum. 
1/924 pér hour. 
2/22 per hour. 
-/3} per hour. 
-/3} per hour. 
-/o% per hour. 
-/3% per hour. 


-/3} per hour. 


1/10 per hour. 
-/8% per hour. 
-/3} per hour. 
-/8% per hour. 
-/3} per hour. 
-/€2 per hour. 
1/10 per hour. 
1/10 per hour. 
-/6% per hour. 
-/3% per hour. 
-/6% per hour. 
-/3% per hour. 
-/8% per hour. 
-8% per hour. 
-/8% per hour. 
-/&% per hour. 
1/10 per hour. 
-/3% per hour. 
1/10 per hour. 
} per hour, 
-/8% per hour. 
-/3} per hour. 
-/3} per hour. 
-/6% per hour. 
1/10 per hour. 
-/8% per hour. 
-/11 per hour. 
1/10 per hour. 
-/3} per hour. 
£78 per annum, 
1/83 per hour. 


1/10 per hour. 


| 1/10 per hour. 


1/10 per hour. 
1/9} per hour. 
1/9} per hour. 
1/10 per hour. 
1/9} per hour. 


a) 1/94 per hour. 


1/94 per hour. 
1/10 per hour. 
1/9} per hour. 
1/10 per hour. 
1/10 per hour. 
1/10 per hour. 


iy 1/10 per hour. 


1/10 per hour. 
1/10 per hour. 
1/10 per hour. 
1/10 per hour. 
1/10 per hour. 
1/10 per hour. 
1/10 per hour. 


1/10 per hour. 
1/114 per hour. 
1/104 per hour. 
1/94 per hour. 
//6% per hour. 
£78 per annum. 
1/10 per hour. 
1/11} per hour. 
1/104 per hour. 
2/4 per hour. 
2/12 per hour. 
1/10 per hour. 
1/10 per hour. 
1/10 per hour. 
1/94 per hour. 
1/10 per hour. 
1/9} per hour. 
1/10 per hour. 
1/10 per hour. 
1/10 per hour. 
1/10 per hour. 
1/10 per hour. 


£131 per annum. 
£78 per annum. 
1/92 per hour. 
1/10 per hour. 
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Name, 


PERMANENT WAY 


Thompson, William 
Caineron, George I’. ... 
Yorke, Joseph B. ...... 
Hughes, Arthur F. ...... 
Briggs, Sydney 
Nelson, George .. 
Hoffman, Albert A. 








Crawtord, George O. ... 
Kose, Ambrose ........ 
Pollard, George ......... 





Goodwin, Williain T : 
Hitchcock, Walter ...... 
Stoddart, John E. 
MeAulitte, John J... 
Evans, Thomas IH... 
Cook, William ........ 
Dalton, George ..... Ay 
Watson, Thomas ...... 
PURGE GOOU, Dov vwacarnees 
Gibson, Alexander ...... 
Lucas, Thomas H. ...... 
Lee, Francis G. ......... 
Carroll, Joseph J. ...... 
O’ Keefe, Thomas ...... | 
Caldwell, Victor ......... | 
Kecleston, William 
Lehmann, Alfred T 
3arnes, Exnest ......... 
Elphick, George ......... 
Wilcox, Cecil A. ......... | 
Jennings, John S. ...... 
Thompson, Tom......... 
Ellis, William H. ...... | 
Broad, Alexander ...... 
Rope, Wiltiam™™” <.25..5°. 
James; Thomas ....... ; 
RAO VsehOnn Git! S5 ssc 
Kemp, Ré obe POW won es 
2 sherott, Fr f 
Callazhan, T.eo B. ...... 
Pateman, Edward ...... 
Nelson, Olat BE. ......... 
Riddle, Henry 
Holmes, Albert .:.::..:: 
Davies, Thomas ......... 
Ackroyd, George ...... 
Sheather, Arthur a 
Minogue, John ......... 
Hacles, David is. i<.2.. 
Hamilton, Robert ...... 
Redwood, Ernest ...... 
Dempsey, Owen ......... 
Brown, Walter .. ie 
Mitchell, Michael 
Farmer, Charles ......... 
Walker, Louis... 
Pyle, Harry 
Rosevear, Reuben ...... | 
Johnson, Ernest ......... 

















Burnett, William ...... 
McIntosh, Alfred......... 


Winter, Henry ......... 
Robertson, Robert 
Campbell, Robert 
Nisbet, James......... 
Cameron, Colin ......... } 
Roseworn, Edwin J. ... 
Pegg, Robert. .....2..2..; | 
Thoms Oth, ELENTY © 5....: | 
Pizzaro, Harold L. . 
Wheatley, George F. ... 
Ryan, Thomas 

Ball,’ William G. 
Bennett, James 
Wearne, Charles ......... | 


















TRAFFIC BRANCH, 
Cloner cuca teresess 


Edmunds, Dorothy L. 
Perry, Henry 





ali Gard ASW oetes.s: us 
Carmichael, Alfred C.... 
Stack, Michael A. ...... 


Daley, Claude W. 
Griffin, Lawrence V. 

Cobcroit, Joseph € : 
Gibson, Archibald C. ... 
Greenwood, George F. .. 
Jackson, Lindfield ...... 
Penn, Charles J.......... 
Sullivan, John P. ...... 
Gardiner, Robert C. 

Webster, Leslie A. ...... 
Vlanaghan, John R. ...| 
Woodlands, John P. ...! 
Hawkins, Albert BE. 

McGurren, Thomas EF... 
Ronning, Percival B.... 
Griffith, Robert A....... 
Jaeger, Otto W. .......0. 
Brown, Stanley J. ...,.. 
Coughtrie, David ...... 





Thompson, Lawrence J. 
Kowald, Leonard ...... 
Holden, James ......... 
Schulz, Carl A. 
Williams, Walter R. 

Osmand, Sidney A. ... 
Kennedy, Edward B.... 
3aker, Stephen H....... 
Cuffe, John P. 
King Annie. B: <....0cr. 





Wright, Arthur R....... 


BRANCH, 


GRA Abavinctn kinins ne nweens 
DQUGIOD a odo cccneescsaher 


Structural 


Position. 


Bricklayei 
Bricklayer 


DO@CGIOD vier ese cacesenseuse's 
WOGIIRED sepconvencasn ess 
kb eo apprentice 


Carper 


Labourer 
Labourer 


Spawler 
Spawler 
Labonure 


EADOULOR ccc pnacas sxe cerantst 
ERDORIER S..2.k screens 


Labourer 
Labourer 
Truck trimme 
Fettler 
Fettier . 
Fettler 
Fettler 
Fettler 
Fettler ... 
Fettler ... 
Fettler . 
Fettler ... 
Fettler ... 
Fettler 
Fettler 
Fettler 
Fettler 
Fetter 
Fettler 
Fettler 


Strike 
Fettler 


SETI? ockicsncanestwoes 
Structural steel worker 
IIE NON Vetch dccs sis 
MOUGIOR Tc esieceeeiicsiese 


Fettler ..... 


IPUENOE Fcc tes ewes 
Witter cases 


Fitter ... 
Striker . 
Saddler ..... 


WOUEIGE Uvascarcscacsaccesuee aes 
Structural steel worker ... 
Structual sheet worker ... 
Structural steel worker ... 
Structural steel workers’ 


assistant, 


Structural steel 


assistant. 


assistant. 
Wheelwright 


Structural steel worker ... 


Radial driller 


HiCiGioecadaccecne tae 
Saddler 2.3. .cccs 
DAGGIOE odie vases. 
Sadaler saw. cccsce r 
Carpenter s...crccccors 
Webiler ccc. ceeee cess es 
Wettlor ces; center eoavens sees 
HEtbler ceo .cbscee sacs 


Fettler 
Fettler 


Blacksraith. sii.2.56- 


Junior porter 
Junior porter 
Junior porter 


POPber ess dacusesiavicens 


Junior porter 
Junior porter 
Junior porter 


PONGGE tS ccccedscen tenes pod calc. 


Junior porter 


Adult shunter 


Adult shunter 
Junior porter 


Watchman .......... 
POEL = scrss cre cny aenueate rae } 
Lad gatekeeper 
Lad gatekeeper 


Adult shunter 
Junior porter 
Junior porter 
Adult shunter 


POrter fica cacecdeteeones 


Junior porter 


Adult shunter ....... 


Junior porter 
Junior porter 
Junior porter 


Lad gatekeeper 


Adult shunter 
Adult shunter 


POrber aes opera 
Lad gatekeeper 


Junior porter 


Gatekeeper ........... 


Junior porter 


























steel 
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Rainways—continued 


2; 


2 


« 


2 /: 


o/e« 


1/ 
9/8 


pal! 
2M ie 


1/10 per hour, 


1/10 per hour. 


~) 


le & 


» 


£166 per annums 


® per 


2 per 
‘10% per 
LO? per 
10 per hour. 


¢ per 


bo SN 








Rate. 


10 per hour. 
{ per hour. 
t per how. 
ti per hour. 
10 per hour. 
10 per hour: 
34 per hour. 
27 per hour. 
2} per hour. 
35 per hour. 
per hour. 
per hour. 
how. 
# per hour. 
% per hour. 
8 hour. 
# per hour. 
3 
Ry 


per 


per hour. 
i hour. 
# per hour. 
hour. 
hour. 
hour. 


pe 


per hour. 


3 tr hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
} per hour. 
} per hour. 
} per hour. 
t per hour. 
t per hour. 
hour. 
per hour. 
per hour. 
per hour. 
1Q per hour. 
/10 per hour. 
04 per hour. 
‘3% per hour. 
2/4% per hour. 
1/10 per hour. 
1/10 per hour. 
/3% per hour. 
2/3% per hour. 
2/3% per hour. 
1/10 per hour. 
per hour. 
1/94 per hour. 
9% per hour. 
& per hour. 
2/3% per hour. 
~ per hour. 
1/104 per hour. 


/24 per hour. 
/3% per hour. 
/114 per hour. 
‘2$ per hour. 
/3 per hour. 
/3 per hour. 
3 per hour. 
/22 per hour. 
/10 per hour. 
/10 per hour. 
/10 per hour. 
/10 per hour. 
/94 per hour. 
4% per hour. 


4/9 per day. 
5/11 per day. 
5/11 per day. 


3/8 per day. 
‘4 per day. 
/11 per day. 


4/1 per day. 
14/2 per day. 


‘ 


‘4 per day. 


15/2 per day. 


15, 


‘2 per day. 


4/9 per day. 
14/1 per day. 
13/8 per day. 





15/2 
5/11 per day. 
7/4 per day. 


1 


r day. 
r day. 


per day. 


2 per day. 
8 per day. 


7/4 per day. 


15 


2 per day. 


4/9 per day. 


‘ 


1 per day. 


7/4 per day. 
4/9 per day. 


15 
1 
1: 


‘ 


2 per day. 

2 per day. 
8 per day. 
4 per day. 
11 per. day. 
4/8 per week anc 
quarters. 
4 per day. 





YIN DSI IW 


DO NTH He He COLO ES 


lo 
yD 


lo 
D OO 





CAXAOWUOOF SPE eee OF O00 WO 


l 
l 
] 
l 
l 
l 


to 





Name. 





Position, 





TRAFFIC BRANCH, RAILWAYS—c 


Perry, Raymond P. 
Rutledge, Eileen....... 


Herrmann, Emily D.... 


Owens, Elmo L. ...... 
Cameron, Angus...... 
Silveste George 


beianan. ke nneth A. 


Withall, Edward ¢ 


Bioith, Brie Lv... 60-6 
Cutmore, Aithur W. ... 
Durbin, William J..... 
Rosengreen, George S.. 


Lyons, George W. 
Dick, William G. 
Wilson, Margayet 
Harrison, eric A. 


Willis; Edith Aq .:... 
rear Francis G. .. 
Poi colt Id, Mervyn F. 
Rohe: Erie R. J. 
Irwin, i xander J. 
‘Ale xande; 


McLachlan, 
NW. 


Haybittle, James A. ... 
Hutchinson, Robert J. 


Anderson, Joseph 
McDonald, Krie V. 
Keane, Albert R. 


Page, Frankie tse. 
Mekinnon, Thoinas A. 


Dunning, Vincent 


Ballantyne, John W.... 
Whiteford, Allen P. 
Kelly, Raymond C. ... 
Geale, Mervyn.......... 
Taywilor,-J ODM. -F...s 


Bastick, Arthur J. 


Tolhurst, Hubert A. . 
Boch, Archie Li. ....... 


Taylor, Isabella A. 
Byrnes, James E. 


Zuttsworth, Reg. J. 


Wilkins, John H. 
Askew, Robert R. 


Phipps, Cecil E. ....... 
Taylor, Walter ....... 
Collins, Frances ....... 


Lachlan, Cecil.....:.... 


Morris, William A. 


McArthur, John E... 


Roach, George P. 
Holland, Keith T. 


De Leon, Charles A. 


Wills, John 


Walker, Norman....... 
Butler, Reginald E. 


Lewis, William J. 
Martin, Hugh C. 


O’Brien, William 8. 


Hodge, William P. 


Clarke, Frederick C. ... 
Corbett, Woodforth C. 


Marquet, Faldeen 


Urquhart, Frederick A. 


Wood, Harold F. 


Hillhouse, William M.... 
Day, Bertietssccc. ss oc. 
Patterson, Kenneth G. 
Moffatt, Donald E..... 
Kelso, Joseph A.......... 


Watts, Charles J. 


English, Eric T. ....... 
Blackwell, Gordon H. 


Cutler, William 8. 
Roherts, Albert F. 
Bradley, Oliver R. 


Padley, William W. 


3rown, Stanley FE. 


McCrossin, Malcolm 
Todd, William.......... 


Kurtz, Mervyn G. 
Craig, Walter N. 


Halpin, Irwin E........ 


McMurtrie, Stuart 
Curtis, Alfred G. 


Gaun, Alice M. ....... 


Wallace, Norman 


Ross; Edward .....055.. 
Slavin, James P........ 


Frost, John A. 
Paul, Lance R. 


Day. Robert J. ....... 


Smythe, Albert E. 


3ennett, Sidney A.. 


Coleman, William 


Barnes, Robert G. . 


Dunlop, Robert 


Proctor, William....... 
Davies, Thomas W. 
Moodie, Stuart ....... 


Osborne, Henry G. 
Graham, John C. 


SMTP GLOW cree uasecns 
| Maher, Raymond ©. 
McIntosh, James A. 
Duberley, Prank R. 
Magee, Ada M. ....... 


Bargarey, Elsie J. 
Minshall, Clive L. 
Long, William C. 
Crebber, George H. 


Barry, Fabian J........ 
Smith, Leslie C. ....... 


Munday, John W. 














Lad gatekeepet 
ID TUONOSIU.. ssc seencscsha> ase 1 3 


MLETUK cstevna crepe catanes kanes ha 


Junior porter 


EOPUGL D wpuuenaseseeutsout esd : 
ea tio) ae Se rae i A eS ee os] 


Junior porter 
Junior porter 


Lad gatekeeper 
Lad gatekeepe 


Adult shunter 


PONUCE. Gidnerndres an kcates 


Jurior poter 
Junior porter 
Gatekeepel 
Junior porter 
Gatekee ner 


Porter 


POC CBI als coe evtieta wate snc | 


Junior porter 
1; 
ou 


nior clerk .... 


Junior porter 


Porter 
Junior porter 
Junior porte 
Junior porte! 
Porte 


Junior porter 
Junior porter 


SRUIOL Clare... Ueeeeeeeeteess | 


Junior clerk 
Junior porter 
Junior porter 
Gatekeeper 


Junior porter 
Junior porter 
Gatekeeper 
Adult shunter 
Gatekeeper 
Adult shunter 
Adult shunter 
Adult shunter 
Adult shunter 


| Gatekeeper 


Junior porter 
Junior porter 
Junior porter 


| Junior porter 


Junior porter 
Adult shunter 


Junior porter 
Junior porter 
Junior porter 
Adult shunter 
Junior porter 
Junior porter 
Junior porter 


Lad gatekeeper 


Junior porter 
Junior porter 


Lad gatekeeper 


Junior porter 


Adult shunter .. 


Junior porter 
Junior porter 
Adult shunter 


POLGET Meer oak sean 


Junior porter 
Junior porter 
Junior porter 
Junior porter 
Adult shunter 
Junior porter 


Lad gatekeeper 


Junior porter 
Junior porter 
Junior porter 
Junior porter 
Junior porter 


Adult shunter .. 
Adult shunter .... ‘ 
GatCke@PeLre sce vascanecebes 


Junior porter 
Porter 
Junior porter 
Junior porter 
Junior porter 


Junior porter 
Junior porter 
Junior porter 
Adult shunter 
Adult shunter 
Adult shunter 
Adult shuntei 


Lad gatekeeper 
POLCOE. deaedteden cetitisettaet es 
POLUGCT Pin tas sbenveia ves taiewss 

POTUGL sis avd en staph eceeiackes 
Lad gatekeeper 
POTCOEG cot Crsignc.sncs weaeenee «0 


Adult shunter 
Office cleaner 


CHORNOT Naso acer caRcatvaee ove. 


Junior porter 
Junior porter 
Porter 
Junior } 
Junior porter 
Adult shunte1 








1/9 per day 


and quarters. 
£166 per annum. 





11 per week. 





3/8 per day. 





POLGGTL Leeo us coptteicigs asta ce 
3/7 per day. 


£106 per annum, 
£78 per annunl. 
5/11 per day. 








13/8 per day. 


We SANION POULCT. siensccese case 
8 per week 
and quarters, 
4/9 per day. 
5/11 per day. 
5/11 per day. 
3/7 per day. 

5/ {11 Ber day. 


Lad gatekeeper 


a/2 per day. 








luda. 





5/2 per dae 
4/1 per day. 
13/8 per day. 
3/7 per day. 


3/7 per day. 








PS ae ae ea 


aeratae: 


4/2 per aey 


BOLGE TG (fv sais ec es Peepesewres 


Ot tet CWT 


fad pd ed 


mNWNWNwR eK wae 


Croron 


Ti 
















Date. 


1924, 


12 
12 
12 
12 
13 
13 
14 
14 
17 
17 
17 
17 
i7 


Mar. 


” 
”? 
” 
” 
9 
” 
” 
” 
” 
oR) 


” 


Name, 


Positi n. 


Position. 








TRAFFIC BRANCH, RAILWAYS—continued. 


Williams, George E. ...| 
Owens, Hilton O. 
Abbott, Albert E. ...... 
1 Rae, SORD Ds. ctsecss cies | 
| T'waddell, Earl K. ...... 
Glover, John F. .......... 
Matthews, Roy G. ...... 
3ridger, Merton L. : 
| Campbell, Hedley G.... 
Curnow, Frank M. ...... 
Fruend, Francis J....... 
| Clare, Ernest 
Bennett, Clara.........0.. 
Watkins, John W. ...... 
Brook, Keith G.......... 
Mulholland, Frederick) 
W. 
Freeman, Walter E. 
Fitzgibbon, William M. 
Rosendale, Ernest J. ... 
Jones, John J............-| 
Healey, Leonard B. 
| Oliver, Cecil T. 
Hall, Edward J.......... 





We 
Woodward, Edward 


| Baxter, John 
Holmes, Arthur L....... 


Adult shunter 
Adult shunter 
Junior porter 
Junior porter 
Junior porter 
Junior porter 
Junior porter 
Junior porter 


| Junior porter 


Junior porter 
Junior porter 
Junior porter 
Adult shunter 
Gatekeeper 
Porter 

Adult shunter 
Junior porter 


Junior porter 
Junior porter 
Porter 
Junior porter 
Porter 
Junior porter 


SIGNALLING BRANCH. 
Signal erectors’ assistant 


| Line labourer 


Fitter 





15/2 per day. 
15/2 per day. 
4/9 per day. 
5/11 per day. 
5/11 per day. 
5/11 per day. 
7/4 per day. 
4/9 per day. 
7/4 per day. 
5/11 per day. 


| 4/9 per day. 


5/11 per day. 


| 15/2 per day. 
| 14/11 per week. 


13/8 per day. 


| 15/2 per day. 


4/9 per day. 


13/8 per day. 
4/1 per day. 
5/11 per day. 
13/8 per day. 
4/1 per day. 
13/8 per day. 
4/9 per day. 


14/2 per day. 


1/84 per hour. 
2/3% per hour. 


ELECTRICAL BRANCH, TRAMWAYS. 
| Smith, Edwin, W. ...... 


Moss, Willian: ............ 


Ward, Stanley G. 
Taylor, Harold 
Bouch, William H. 


Pogh, Victor's) 2:..---<- 


Lonergan, Jack W 
Grives, Albert R. 


Walsh, John J. 
Walker, Clarence 
Allan, Clarence 

Swan, Herbert W. 
Thompson, Alfred 
Wolford, Joseph 
Gilchrist, Sydney D. ... 


Edmonds, Stanley W. 
Morris, Cecil V. 
Allan, David 

Cope, James F. 
Doyle, AJbert G. 
McClure, Albert N. 
Kennedy, Harry C. 
Duggin, Frank C. 


W vatt, George C. 
Grives, Herbert R. 


Anderson, Reginald J. 
Hilliard, Stanley W. ... 


Doovey, Herbert M. ... 


Farrell, Michael F’. ...... 


Player, Leslie M.......... 
Stig, Sidney Edward ... 


Cleaner ....... pe perencanekeuas® 


CICANOL .cncsscecess = 
Draftsman .... 
Draftsman .... 
Cleaner ...... sexe 
Cleaner ...... seas 


Junior clerk ..... 
Cleaner 

Cleaner 

| Cleaner 

A Foreman’s Clerk . 
Plumber * 
Assistant accountant ...... 
Cleaner 

Cleaner 

Cleaner,.......200. 

Cleaner 

| Cleaner 

Cleaner 

Cleaner 

Cleaner 

Electrical mechanics’ ap- 
__ prentice. 

Cleaner 

| Cleaner 


-—/9% per hour. 


~/9§ per hour. 
£323 per annum. 
£323 per annum. 
—/112% per hour. 
—/11} per hour. 
~—/9% per hour. 
1/1 per hour. 


| —/7% per hour. 
| —/11} per hour. 


—/113 per hour. 
~—/7% per hour. 
—/11% per hour. 


jf | £78 per annum. 


—/9% per hour. 
-/11} per hour. 
—/9& per hour. 
1/10 per hour. 
2/22 per hour. 
£500 per annum. 
—/9% per hour. 
~/11} per hour. 
1/1} per hour. 
—/9% per hour. 
—/9% per hour. 
—/11% per hour. 
—/11% per hour. 
—/11% per hour. 
—/3% per hour. 


1/13 per hour. 
—/11% per hour. 


| Farrell, Reginald | Fitter 
Gillin, James | Locksmith 

Dronsfield, Roy W. ...| Junior clerk 
Gill, Frederick J. ‘ Shop boy 


—/11} per hour. 
—/7% per hour. 
1/14 per hour. 
—/11% per hour. 


2/32 per hour. 
2/3% per hour. 
£78 per annum. 
—/8% per hour. 


Scott, Roy Cleaner 
Gillespie, Vincent A. ... 
Smith, Eric 

Glazier, Edwin H. ...... 








Cleaner ......... “5 


16 
18 
18 
18 
25 


” 
” 
9 
” 


” 


ELECTRICAL BRANCH, RAILWAYS. 


| Bouch, Alfred G. 

| Grant, Albert 

| Hannah, Joseph 

| Cowie, George 
Mackay, William W. ... 
Jones, William 


Junior labourer 
Motor lorry driver 
Probationer 
Probationer 
Probationer 
Battery labourer 


| —/6% per hour. 


1/1044 per hour. 
—/7% per hour. 


| —/7% per hour. 


-/7% per hour. 


| 1/10 per hour. 


Dolan, Francis C. 


Haren, Richard F. ...... 


Elliott, Norman H. 


Tiddeman, Edmund § 
jragg, George H. 


Donaldson, Ernest H. 
Newham, George D. 
Mortimer, Frank C. 


D’Arcy, Victor E. ...... 


Junior labourer 

Electrical fitters’ appren- 
tice. 

Fitter 

Cleaner ...... wane 


PPeeeerrr errr reer sereee 


Cleaner 


—/11} per hour. 
—/8% per hour. 
—/3} per hour. 


2/3% per hour. 
~/9% per hour. 
1/1% per hour. 
—/11$ per hour. 
—/7% per hour. 
-/11% per hour. 


S rank i i 507 per annum. 
1924. STORES BRANCH, RAILWAYS. Stafford, Frank D....... Assistant engineer ihe Eat 


———— 


— we 
Sees DSSS 


14 
29 


Jan, 


3 


1924. 


4 Jan. 


7 


il 


24 


31 


9) 


” 


25 Feb. 


Harden, John J. 
Scott, John C, 


Store boy 
| Junior clerk 


TRAFFIC BRANOH, TRAMWAYS. 


Hills, John H. 

Brown, Harold A. ......| Junior clerk 

Williams, William C. ...| Fettler 

Farley, Norman Junior clerk 

Ritchie. Robert Sign-on clerk 
Fettler 


Name. 


~/11 per hour. 
£106 per annum. 


£78 per annum. 
£106 per annum. 

| 1/113 per hour. 
£78 per annum. 

| 1/104 per hour. 

| 1/114 per hour. 


| 


Miller, George H. 
Stone, Mark A. 





Smith, Cleu G. 


Franke, Frederick 8. ... 


Gibson, Albert H. ...... 


Junior labourer 

| Junior labourer 

Shop boy 

Electrical mechanics’ ap- 
prentice. 

} Cleaner 





PERMANENT WAY BRANOH, TRAMWAYS. 


Wright, Robert W 


| Labourer |....ccccccsnes ee rss 


STORES BRANCH, TRAMWAYS. 


| Johnson, George R. 


REMOVALS. 


A 


Position, 


Store DOY ...csceccersecsseeess 


Remarks. 





~—/11 per hour. 
~/8% per hour. 
—/3% per hour. 


-/113 per hour. 


1/8} per hour. 


—/8} per hour. 





Collins, Horace 
Johanson, Carl 

| Fleming, James 
Burrows, John 

| Dossell, Henry 
Holloway, Moses 
Virgona, Roberto 
Piper, Henry 


Hughes, Vincent... 
Jones, Charles 
Lyndsell, George 

| Johnstone, George 
Hurford, Albert 

| Izenhood, George 
Fanning, Cecil 
Farrington, John 
Hughes, William 
Cave, Sydney 
George, Sydenham . 
Goulding, John 
Chadwick, Jesse 
Brown, Thomas 
Stonham, Harry .... 
PoOOIl6, HLANCIS mechcevecees cosse suns 
Anderson, Phillip 
Slater, Henry 
Gilbert, Harold 
Smith, Clarence W 
Harris, William 
Stewart, Archibald 
Betts, Cecil 
Jackson, Charles ...... 
Wall, James 

King, Stanley 
Hodda, Albert E. 
Chinchen, Raymond 
Peel, Alfred 
Stewart, David 
Butcher, Herbert 


ell ell oe 
STR OOOC COON WCCO LT 


a) 
9 bo 


© 


RP eRe 
DO 


Hall, Deslle tosses casateeee deeetrauaeeerves 
Luce, Arthur 

Buckley, Edwin 

Crossman, George 





Jonnston,: Leslistc.a-sevcaadeceovctespesh es 
| Wagon builder 





LOCOMOTIVE BRANCH, RAILWAYS. 
| Roster clerk 
| Chief draftsman 
| Car builder 


Car builder 

Electric ‘raverser driver... 
Boilerms ker 

Fitter 

Turner .... 

Boilermakers’ apprentice 


Machine painter 
Labourer ae 
Foreman’s junior clerk ... 
Storeman 

Fitter 

Fireman 

Fitters’ apprentice .... 
Car trimmer 

Shop boy 

Labourer 

Storeman 

Steam crane driver 
Sub-foreman 

Shop boy 

Boilermakers’ apprentice 
30ilermakers’ apprentice 
Fitters’ labourer as 
Shop boy 

Fitters’ apprentice 
Boilermakers’ apprentice 
Assembier 


Blacksmiths’ apprentice...) 


Car trimmer 

Engine turner 
Fitters’ apprentice 
Boilermakers’ helper 


Electric traverser driver... 

Carriage and wagon 
builder. 

Boilermakers’ apprentice 

Carpenters’ apprentice 

Shop boy 

Driver 


| -/6 per hour 





| 2/0% per hour ... 
| 2/38 per hour ... 


-| 1/4 per hour 
.-| 2/44 per hour ... 
.-| -/8% per hour ... 
| 1/8% per hour ... 





| 1/102 per hour ..| Resigned, 


£610 per annum tetired. 
2/7, per hour...| Retired. 
2/574 per hour...| Retired. 
1/102 per hour...| Retired. 
2/5% per hour ...| Retired. 
2/4% per hour ...| Resigned. 
2/3% per hour ...| Deceased. 
-/3$ per hour Resigned. 
Resigned. 
Retired. 
Resigned. 
Dismissed 
Dismissed 
Resigned. 
Dismissed 


2/12% per hour... 
1/84 per hour ... 
1/1 per hour 


2/1 per hour 


Resigned. 
Resigned, 
Resigned. 
Retired. 
Retired. 
Retired. 
Resigned. 


1/114 per hour... 
2/1 per hour 
£337 per annum 
-/6% per hour ... 
1/84 per hour ... 
1/84 per hour ... 
1/11 per hour ... 
1/24 per hour ... 
1/4 per hour 

1/4 per hour 
1/11% per hour... 
-/9 per hour 
2/434 per hour ... 
2/1 per hour 
-/5% per hour ...| 
1/103 per hour... 
£268 per annum 
2/34 per hour ... 
1/108 per hour... 
2/2% per hour ... 


Retired. 
Deceased. 
Resigned. 


Deceased. 
Resigned. 
Retired. 
Retired. 
tesigned. 
Resigned. 
Dismissed 
Retired. 


Resigned. 


1/4 per hour 
-/3% per hour ... 
-/11 per hour 
2/7 per hour 


Resigned. 
Resigned. 
Retired 





Discharged. 


Discharged. 
Discharged. 


Discharged. 


Discharged. 


Discharged. 


SE SS | SSSR NR RS EE SRA TR MTS ER RE SE RED 2 RE RE SSRI ES 8 A ET SR me 
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Date, Name. Position. Rate. Remarks. 
| | 
1924, LocoMOTIVE BRaNncu, RAILWways—continued. 
29 Jan PUllArtonis ATALOW  cvecesscen> cancesines Real” APEL MON 5 5 cosa pdiee vs dsicecck ces { 2/7 per hour...... Retired. 
30 ,; ike Mile Si) ls ee ee ee ane eee Moulders’ apprentice ...... -/10% per hour...| Resigned, 
31 _,, PIU THOO OME ies casi non odo cvnex ca €laa JUNIOR CLOF nse sosesccccccuss £126 per annum tesigned, 
1 Feb. PROFORM ITEKEM AE VU Ty of p-03s 255 nics xintanon.aokS oe Fitters’ apprentice .... 1/4 per hour...... Discharged. 
) AT DIGACOE MADD ALG ccsvcsace vorasdinseasccc WUGURB Ee yectsse cadet vcs 2/4% per hour ...| Retired. 
\ Carrs Duncan, Edwin Labourer Se : 1/8) per hour ...; Resigned. 
i West, Luke ....... Boilermakers’ helper . 1/104 per hour...| Resigned. 
a. Balot, Lavoe SDGP DOV saicwtercsvocnasntess 1/1 per hour...... Resigned, 
re Gannon, Leslie LADOUROE Akan sic. cctcetenessac 1/84 per hour ...| Resigned. 
Reese at ALLOMONARIOS G  . ccsasseccvscadeubeees tides Fitters’ labourer ............ 1/103 per bourt.| Deceased. 
B i, ALIENS WANG Viaereces cas vavena occiteweshnnures LB DOUNET. nce swith 1/83 per hour ...| Dismissed. 
Bie PAGS MOOV VI Go ccsks iacas ces cacsantenvedtee Brassfinishers’ apprentice | -/9 per hour ...! Resigned. 
O55 Neeley, Leslie R. BINOMA— caga vane dicks. scpeess 2/1 per hour...... Resigned, 
6 5, Powell, William J, Striker 1/10 per hour Resigned. 
ee Hollingworth, Jonah Poe) Ie OF hc) ee ye ae 2/7 per hour. Retired. 
Crag) AMO Hag Mite oc. hese eee. Carerimimer. Wei. .neecessccnan 2/23 per hour ...| Retired. 
Ca. Hooke, Edward Car builders’ apprentice...| -/33 per hour ...! Resigned. 
Sie, Taylor, Ernest Fitter 2/42 per hour ...| Retired. 
8 ,, | Alford, William Fitters’ labouret 1/103 per hour...| Retired. 
DiS, | Hale, Wallace ...... --| Blacksmiths’ apprentice...| 1/4 per hour...... Discharged, 
9 ,, | Paull, Percy .. Hoilermakers’ helper 1/103 per hour...) Resigned. 
9 ,, | Austin, Richard Car and wagon fitter ...... 2/2% per hour ...| Deceased. 
9 ,, | Primrose, Samuel POreGmariee Aasas.ccs-cacsacts £448 per annum | Deceased. 
aess 0s) Moreisona George 4 .cts.;..0dhanccanevorce Car builders’ assistant 1/10} per hour...) Resigned. 
Rates SWileOMwAl bert resichecsccstedstecdsn. Driver 2/7 per hour...... Retired. 
ise | Brownlow, William Fitters’ labourer .. 1/104 per hour...) Retired. 
Shera || Purkisp ohne .tecs22.0<<s Pert it in8.5 0 cas ++-| 2/3% per hour ...; Dismissed. 
ree Meadows, Thomas -+s+seee1 Boilermakers’ apprentice | 1/4 per hour...... Discharged. 
14.55 COOKS ViGtOriicccsceecase. sssseeee] Fitters’ apprentice ......... -/3} per hour ...| Discharged. 
LGi es PVORBIGCT MILO WINS sauces ti cccsecdndeouotvaikee genic np Gee S25 ee 2/3% per hour ...; Deceased. 
16)> 5, PUTIMELES THOMAS. oh eseccnsn CRE lobes Tinsmiths’ apprentice...... -/10% per hour | Resigned. 
Lo. EPQTOS COMINGS “ues svete retin Okahes Machinists’ apprentice -/3% per hour ...) Resigned, 
Lhoe ss Dewhurst, Reginald ........cccsccsseesee PRIUEOR Ay Ate Rcscdback. 2/43 per hour = Resigned. 
16 ,, | Stedman, Leslie Turner 2/42 per hour ...! Deceased. 
Lee ss Thomas, Jacob Fitters’ labourer --| 1/103 per hour...| Deceased. 
£3; Elliott, William Maelinisire 2. s.ccenthcestus 2/23 per hour ...| Deceased. 
1s. Hillier, Clarence Coppersmith..............000. 2/42 per hour ...| Resigned. 
LOU ss Orman, Henry MUTOM an Ao ec ssshecvcceree 2/1 per hour.....-| Resigned. 
ey ys LDOMPRON DAMES Wi. ..0.s. cseceeeees Wiatohinian 8 sc.cossetek caste. 1/9% per hour ...) Retired. 
EO. 3 BIO Warde Lilininl er pacn sctncte eRe. PUNKET TS on nck teeter. 1/10 per hour ...| Retired. 
20 5, Warren, Frederick ............ Oleanéras soa ccccsths- --+-| 1/94 per hour ...| Resigned. 
A ie Woodward, Leonard Boilermakers’ apprentice -/5% per hour ...| Resigned. 
p 5 es Betland, Charles ...... isco ---| Boilermakers’ helper ...... 1/104 per hour...| Resigned, 
ri Passmore WilMAIM soacscsevclscccocsceens Troma ressertccas tine tte, 1/11 per hour ...| Resigned. 
22° 35 Sommerville, Arthur ............s00csse0s Wuelman tos..caserees erect: 1/10 per hour ...) Resigned. 
22's Spring, David ....... Ante Fitters’ labourer . 1/104 per hour...; Resigned. 
23 55 Thomas, Alfred E. ... SORIRGD) ce teseatas capes 1/10 per hour ...) Resigned. 
As Ee Stephenson, William .. --| Fitters’ apprentice .. 1/4 per hour...... Discharged. 
23 «Cy Worsley, Reginald ..... --| Boilermakers’ apprentice | -/33 per hour .:.) Resigned. 
re Whiley, Roger V. ..... leaner dertis moccioee 1/94 per hour ...; Resigned. 
24, Milerye Leo: Wee ote - TA BOURGET aoc a thesicn soe oace 1/83 per hour ...| Dismissed. 
vd ee Courts Benjamine ncaa ce ee ake. Moulders’ apprentice ...... -/10% per hour ...| Resigned. 
26 ,, Hartley, Herbert W. .. Fuelman ... 1/10 per hour ...! Dismissed. 
2005s Thrum, Frederick ..... MAGEE a custumetn ork vas -| £388 per annum | Deceased. 
26 ,, Tarrant, Francis ........ ..| Shed fireman 2/1 per hour...... | Retired. 
Ae Borie Henryic. ce. veses oe , AO EO Ie esi. as kee tics naneonences 2/3% per hour ...! Retired. 
1 Mar. | Hoddinott, Walter ............cc0ccc000.., Structural steel workers’ 1/8} per hour ...! Discharged. 
apprentice. 
ess McAnally, Walliam<scssd..cvs0cssetoareec Car builders’ apprentice... 1/4 per hour...... Discharged. 
Ries; TAINO TOUTE Css cet eae ee a Gasfitters’ apprentice -/3% per hour | Resigned. 
ie Dooley, Ernest Moulder 2/2% per hour ...| Deceased. 
1 ,, | Benson, Leo J. Shop boy ...... L/L per hours... | Resigned, 
1 ,, | Richards, William J. ........ Assembler 1/114 per hour...) Resigned. 
7h Stephenson, Matthew. A? of RIV ORs aeten tse vicaceales 2/7 per hour... Retired. 
Se 5s alier ss Wliarth ors usvesscteceree ieee Gasfitters’ apprentice 1/4 per hour. Discharged. 
Ce Costello, George T. Driver 2/7 per hour......| Retired. 
A ge Tory, Henry C. Wagon builder 2/3} per hour ...; Deceased. 
ct axe Sinclair, Cecil ........ Call hoy -/11 per hour ...’ Resigned. 
<a Drysdale, John Cleaner 1/9} per hour ...) Resigned. 
Sy A Hess, Walter ©. Fireman 2/% per hour...... Resigned. 
Le cp Salton, Samuel Fitter 2/45 per hour ...| Dismissed. 
Grr BMithy Hennyelini, Messeeac.t eekserieake. Boilermakers’ apprentice | 1/4 per hour...... Discharged. 
10° Ss PHuLips ewan Pe ee eke Gland packer ...,...........|.2/1 per honts...:: | Deceased, 
a0) 255 hoxton, Uredenicki ss. ¢..ccccecteis sae, Sawmilllabourer ......... 1/93 per hour .../ Resigned, 
11 ,, | Isles, James.... DHOPEBOYsa ean: -/8% pcr hour ...; R signed. 
1 ee Freestone, David DYIVEE thc see 2/24 per hour ...| Resigned. 
| ee Tinker, Robert C. Cleaner ......... 1/9% per hour ...| Retired. 
Laem DeerexJohnuAe (.ac8s4., Gasfitter .. 2/2$ per hour ...| Discharged. 
13 ,, | Grieve, Johnstone Boilermakers’ apprentice | -/3? per hour ...) Resigned. 
14? 5s OUR aS FORT 12 senech bn one. Steam crane driver ...... 2/14 per hour .../ Retired. 
15, Hart, Frederick M. Fitters’ apprentice.......... 1/4 per hour...... Discharged, 
tases poKyan,John*...<s. ULIKOD id sahsvencateree dives 1/10 per hour | Discharged. 
16. Jones, Henry ..... Washout-man 2/- per hour...... Retired. 
1g: Osborne, Harold .... Biremanim toni. seeeieckess as 2/1 per hour...... Resigned. 
ie | Spillane, Patrick ...... ...| Fitters’ apprentice ......... 1/4 per hour.. Discharged. 
Less POUUS SHAT V ID cS soy he, oe Seer eee. Machini 2/14 per hour ...| Resigned. 
Loe mee Glasscock, Georger ccs.) cece: Moulders’ apprentice ...... 1/4 per hour...... | Discharged. 
19 5, | Ward, Walter ......:.: Boilermakers’ helper .. 1/104 per hour...! Resigned. 
iA glee | McGlynn, Hugh J. ..... Boilermaker  ......2.6.3 -.-| 2/4% per hour ' Deceased. 
20 ,, | Stewart, James ........ .| Boilermakers’ apprentice | 1/4 per hour.. Discharged. 
Va ee | Harrison, William 8S. -| Boilermakers’ apprentice 1/83 per hour Discharged, 
Lie] Laylor, John Re oss... DPUINS MAKEN” 1 hit secshe.ck 2/4% per hour ...; Deceased. 
25) x, Williams, Edmund T sof MODE MOE Getta och drates cc. coe: 1/10 per hour ...| Resigned, 
Aes Perrau, Thomas DGGE. vee. see et el Sabo h Del DOUT.. sas. Retired. 
ities O’Sullivan, Charles BGUORP ote cns ss Pensanett ..| 2/43 per hour ...; Resigned, 
Shooter Black, John W. Engineering cadet .. £118 per arnum | Resigned. 
- ZO; PUOOAYGH UE ered Meese ee SHOP POW Wes. cc ccohoehs -/8% per hour ...! Resigned. 
1923. PRRMANENT WAY BRANCH, RAILWAYS. 
19 Dec. | Carver, Leonard Ea bOureten, nates .feeecsiss | 1/84 per hour ...{ Resigned. 
a ear Peters, Edward RGUGICT Beavecet deduce onc tccrscny 1/9} per hour .:.| Resigned. 
ire Pryor, Thomas J. ISA DOGKERE Bete ckake ssc: | 1/8% per hour ...| Resigned. 
1924, | 
2 Jan. Pike, Roy CaEnentornds <schliccsesccs op. | 2/2? per hour ...| Resigned. 
Oss Donoghue, Thomas. pa) OULD twa aved esa desk cass ssaneoe | 1/94 per hour ...} Retired. 
10 ,, Bays BRedexiGhke cisicbeeiecnclevourss PN we CUNL EDA toyt chet. os cones pxithy 1/9} per hour ...| Retired. 
LO Sega || Dawson, Maroldies:.c-. cc soskes., ..| Fettler 1/10 per hour ...| Retired. 
ce ee CLIDDSPOlME, Sis ee ok tc Clerk .. | £388 per annum | Deceased. 
pase Wells, (Matthoww Its te.di-s. tess ocience: Fettler | 1/10 per hour ., | Dismissed. 
LY or55 Bvans, Colin veicécce cass Painters’ apprentice ....., -/6 per hour. tesigned. 
if ae Gracie, James .............. Structural steel worker ...| 2/3% per hour .. | Resigned. 
1G; Price, Jolin -.isaeseeies: «.. WGERlOR saa .k save caese cheeses } 1/9} per hour ...| Retired. 
LGe sy Tanner, Frederick Ui Clo ene ee ee oe eae 1/9} per hour ...| Retired. 
Kee ae Baker INaminel Gye a se scons. CPOTMIO can oes cbs cavieonee eck. | 1/114 pet hour Discharged. 
Me he ee Balws Eerten i. cipetat se Ses ecdeces Fitters’ apprentice ......... | -/3$% per hour ...} Resigned. 
1K he Mortlock, William TANGER ca ahacanc cane eynacics 1/114 per hour Retived. 














43138—B 


vo 








Se 


at whe gee 






















































































2 Fe 































































































ee OCn 











—— ee 





oreo 








— 
moO 











br 
~) 































































































































}=1 “I OO 


tet et et et st et 
> Ol Hm > 


Q 


2M Ree 
00 CO m 


two 
to 


1924. 
19 Jan. 


” 


” 


” 


” 


” 


” 


” 


” 


”» 


” 


”? 


” 


Mar. 


” 


”» 


” 


” 


” 


” 


” 


” 


” 






10 


a eS 


Date. | Name. Position. | Rate. | 
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PERMANENT-WAY BRANCH, RAILwAYS—continued, 






























] Moore, Berti .....cscccccscccsssecccesseces PhHImMber” 2c<sodeesevenscers sone ; 2/2% per hour ...| Discharged. 
| Smith, Samuel  ...........eeceereeceeeeees PRAGUlel’ sires sack cca ke toreeuceer 1/9} per hour ...| Retired. 
| Wisher, Henry .....<..c.cosessscessecerenees GANGOT > -sessc0n doenokssmase*™s 1/114 per hour Retired. 
(Broughal, Thomas ......-.--eeeeseeeeer ees Mettler ict. cscesssosseceesext | 1/9} per hour ...| Deceased. 
Govey, Reginald — .........ceeeeeeereeeees TWA UGULCT cp ccesncs< >t aanexe | 1/94 per hour ...] Resigned. 
| Scott, Regimald ...ccsessse--cocseseeere-es Labeire? <.ccccesccvesssaence | 1/84 per hour ...| Dismissed. 
| Edwards, Charles  ......sssessseereeeerees Fettler 1/94 per hour ...| Resigned. 
Coote, Robert, .........ssccsccederecemessese Striker 1/10 per hour ...| Resigned. 
Ball, Robert C.  ..ccccccceeeeseeseereeseres Fettler 1/9} per hour ...| Resigned. 
1 French, JOWM  ........sscecesccsececereeeres Fettler 1/94 per hour ...} Resigned. 
| McDonald, Percival ..........sesseeeeees LAD QUTER | 20. co0ccescuten exces 1/84 per hour ...| Dismissed. 
Neilson, Reginald .......ccsseseeeerereees Fettlet 1/9} per hour ...| Resigned. 
| Beaver, Harold 8. ......cceeeeeceeeseerees Fettler 1/10 per hour ...} Resigned. 
Anderson, Ernest ......ccseressseeeereeee Rough carpenter ......... 1/10} per hour Resigned. 
Power, Frederick........-..sseeeeeerereeers MEGGIEY Woceesconcsases geass >= 1/9} per hour ...| Discharged. 
| Upfold, Claude  .....esseeneeseceveeeereees Plumber 2/23 per hour ...| Resigned. 
Everingham, TOrace ........e.eeeeeereees Fettler 1/94 per hour ... Resigned. 
McGovern, Clarence .. Fettler 1/10 per hour ...| Resigned. 
Shaw, Matthew ........ Fettler .... 1/i0 per hour ...| Resigned. 
White, Francis D. R... Fettler ...| 1/10 per hour ...| Resigned. 
Noble, William ........ Ganger ..| 2/0} per hour ...| Retired. 
Thompson, William .. Cranger | 2/03 per hour ...| Resigned. 
} Callen, THOMAS .....cceeeseeeeceeereeeores | Fettler ..| 1/10 per hour ...| Dismissed. 
Rix, Richard ........ccceseeseerrererereees| Fettler | 1/9} per hour ...| Resigned. 
| Graham, James E. ...... Fettler | 1/94 per hour ...} Resigned, 
Ferrif, ATtHUD 2. ccc0sccacce swe ne .| Fettler ..| 1/9} per hour ...| Resigned. 
McNamara, Alfred ........++.. S| SGANRO Roc. sean nce cena cess tinn = 1/114 per hour Retired. 
Owen, Artnut soisccrscsias .| Striker 1/10 per hour ... Resigned. 
| Jack, William ........0.++- .| Clerk | £308 per annum | Dismissed. 
| O’Brien, Charles ..........cesescceeenereees Fettler 1/9} per hour ...| Resigned. 
Straub, George R. ROGbIED pcvecnees teretoarac cues | 1/91 per hour ...| Resigned. 
Taylor, James HE. 3} Bridge w@anger ee... cece tees 2/3% per hour ...| Retired. 
Piggott, Alfred  ........eeseeesneeveees a GRADS wane diedeastodeesananets 1/11$ per hour Retired. 
| Wells, SyGney ..........sccereeseeereers ca) LNettler sscee tadhoesaer casera: 1/94. per hour ...| Resigned. 
Butcher, Noble  ..cccscccccecceesserscsoves |. WOHEEIOE och wacenacuseneepes 1/10 per hour ...| Resigned. 
| Peterson, Peter ......sceceesesenneeeeeeers Petter, ui cemacceres savages meme 1/91 per hour ...| Retired. 
| Leatham, Michael J. ......-..seeseeereees | Labourer ...20-scesucaeernrnee 1/83 per hour ...| Retired. 
James, John T. .......ccceecesecceenseeces LS DOULEIA cc c.casoudewesesecie | 1/84 per hour ...| Resigned. 
Mitchell, Leslie ....-...csceesrecseesceees Rough carpenter ......... | 1/102 per hour Resigned. 
Love, John Fettler 1/94 per hour ...| Resigned. 
Hailey, John Ganger 1/114 per hour Retired. 
Bartley, Francis D Fettler .. 1/9} per hour ...| Resigned. 
| Cole, Robert... Ganger 2/04 per hour ...| Retired. 











| Fitzgerald, Leslie ........:-eseeeeeeeeeees Fitters’ apprentice ......... | 1/83 per hour ...| Discharged. 


TRAFFIC BRANCH, RAILWAYS. 












Walsh, Annie .......ccccecscccacevesecenees Gatekeeper .........ssceceees 30/2 per week] Retired. 
and quarters. 
Moss, William H. POLten, weer scinersdosceussiones 14/2 per day ...| Dismissed. 
Hogan, Cornelius..... GlETKters esate: .| £308 per annum | Dismissed. 
Reynolds, Aiden J. ee Leading portt ..| 14/8 per day ...| Dismissed. 
Day, Michael .......ccccescesseceecereeeess POTbCT) Weecrece 14/2 per day ...| Dismissed. 
TUT Wealter-cha, aettce erence eee tees LD LOn POTECT wen. sseesere 4/1 per day Pes ede Discharged. 
Dines, William J. .......... sseees| Clerk £308 per annum | Resigned. 
Kowald, Leonard L. | Junior porter 7/4 per day ...| Resigned. 
Leavy, Paul vesess-7 Clerk-operator £308 per annum | Deceased. 
Whyte, Edward ...... Gatekeeper ........... 13/8 per day ...| Resigned. 
Fryer, Robert ....ccccecseeeseseseeeeeeneees Station-master £378 and £60rent| Retired. 
| per annum. 
Southwell, Leslie W. .........-+-seseeeee3 | POrter ....sceeeeeereeeeeeeees 14/2 per day ...| Resigned. 
Condren, Herbert J. Portere seetimectses costes sccet 14/2 per day ...| Resigned. 
| Smith, Errol P. .........+.+ S41) POLbORE deere aieekedersasinencae 14/2 per day ...| Dismissed. 
Henderson, David H. PORTER) Send den alee ces ceneces sas 14/2 per day ...| Dismissed. 
Hines, Albert ........csccccsececcses Adult shunter ....:....0000.- 15/2 per day ...| Dismissed. 









































Lovett, Cecil F. .........seeereeeeee «| AdUIt shunter 02.2.0... 15/2 per day ...| Resigned. 

King, Ralph — .....cscecsegeeeeesvees Eo) SUDION CLERK snpdrs gous dens £193 per annum | Resigned. 

Annand, Lilian —factetecs cccseeesspntes sees Gatekeeper 2.2... ..cccneeeens 4/8 per week and| Resigned. 
quarters. 

Hankin: James C.  crcrecsestacceescevsare. Clank os Sixaseeeact fete eens £438 per annum | Retired. 
MeCann ,JODD ....scscscccrecccssverssvesions | Junior POrter ........ceeeees 8/6 per day ...... Resigned. 

McHugh, John W. ......ccesesreseseeeeeee } TPOLGCT) (istyecscarsssevensocenr 14/8 per day ...| Resigned. 
| Blyth, Robert .........sceeeeeeeeeereeeeeees Goods Guard........cccrnesees 16/2 per day ...| Deceased. 
| Glover, William oo... scceeeee sree erences | Gatekeeper ....ccsececesersee 13/8 per day ...| Retired. 

Henderson, JONN — .sssceeeeseerseeeeeeeees POLLED! aicewenupsnedenaiewacess 14/2 per day ...| Retired. 

Graham, Robert BF. ...csceeeceesseeseees District Superintendent ...| £710 per annum | Retired. 

Downes, GOOrZE ....cccceceececceeeereeeees le Olank carucecsducaveetcaiecncses £308 per annum | Resigned. 

Brosnan, Timothy ......ccsecccceseeseeees POEbET. casiwe-venseteavesiee sens 14/2 per day ...| Deceased. 

Clark, Bar] W.  scccccenecvscdsiewsinec one’ ne Junior porter 4/9 per dav ...... Resigned. 
| James, Keith ......scescccseceeeneeeesseees | Junior porter 7/4 per day ...... Resigned. 
| Davis, Stanley R. ....:.-sesceeereeeeeeees | Junior porter 4/9 per day ...... Resigned. 

Cavanough, Willis W.  ....s-esesee renee Station-master £298 per annum} Deceased. 
| and quarters. 

Keats. Frederick  .....c.sscsessereeevoes | NightnOMCely Berens cosas | £268 per annum | Resigned. 
| Waldron, Walter K. .....cccceeeseeeeeees POVieLg: sadesc ness .| 14/2 per day ...| Deceased. 
| Carroll, Thomas P. .........ccscesescseeses Junior porter ...... .| 5/11 per day ...| Resigned. 

Crabbe, Harold .....0.ccccceseavessrvsvecs Lad gatekeeper 8/6 per day ...... Resigned. 

Sharpe, Charles T. .....-cceeseeseesereeees Junior porter .| 8/6 per day ...... | Resigned. 

Flannery, Patrick J. cel aetarel GBD KECDED a. . ens. ....| 13/8 per day ...| Dismissed. 

Cox Silas Plt miciscecsscceceua crereeowiute® Station-master £298 per annum| Retired. 

| and quarters. 

Weir, Harold J. .....ceeeesereereereeeeeers JUMNIOL POEL 1. .sccs.eceees 5/11 per day ...| Resigned. 

Cook, Richard J. ...... MN SPOT beLavcccas vale bees dectematevtee ts 14/2 per day ...| Retired. 

Gray, Edward .........-..-05- WP OELGT s vanaews sn ccsidaesxeiecew ns 14/8 per day ...!| Retired. 

Bourke, Frederick J. Fal UNION CLOT: ccotamaecestesaeces £193 per annum tesigned. 

Cripps, Wilson H. .....eeeeeeeeee ees sc} @UMLOL MOLLCL, ney. face enin'-les 4/1 per day ...... Resigned. 

Leckie, James .....ccceceeseeeeeveenes SPR OLUGL) pncevon ee gate see's 14/2 per day ...| Resigned. 

Lannion, JOWN ......ssscecerecesensevesovees | Junior porter ............+4 10/3 per day ...| Resigned. 

Perry, 1d& My scccascoceccnsssooeesenceoness | Attendant.......ssscsereeseees 52/- per week ...| Resigned. 

Dobie, VonN As. cerececssseqeracrsasosstess | JUNIO“L POLter 2.2... s.cve0e. 5/11 per day ...| Discharged.- 

Bensley, Samuel ........cseeeeeereeeeeeeees | AQult SHUNGET .sccecoccccens: 15/2 per day ...| Resigned. 

Broderick, Patrick .........eseeseceeeeeees DOEUCE: x vaccccesserasstecscnnee 14/2 per day ...| Retired. 

Tolburst, G@OTZe  ..ceseeeeeeneeeeseeeeens | Porter .esceseeeeeeeeeeeee eens 14/2 per day ...| Deceased. 

MoKenna, JAMCSte.crescovs-teenceneess<es Junior porter 5/11 per day ... Discharged. 

Wo0d, Frederick .........eseceeeeeeeeeerees POLtel Fovacceeos 14/8 per day ...| Deceased. 

Wynn, ROY ......2ceesccseccsccceserescevese | Junior porter 5/11 per day ...| Resigned. 

Currie, David: serssccvetsccescatvprrocastecs Leading porter 14/8 per day ...| Retired. 

Smith, Frank P. .......cccsceverreavceeness Adult shunter . 15/2 per day ...| Dismissed. 

Hickey, Manton G.  .....eeseeeeeeeeeeeee Junior porter .. 5/11 per day ...| Resigned. 

McDonald, Alexander.. ct Signalman’ “eee. csccuvas .| 15/2 per day ...| Resigned. 

McCarthy, Richard J. ....seseeeeeeeeees } Adult shunter . 15/2 per day ...| Resigned. 

Coonan, JAMES  ..cccececesvevecevereereees | Porter 14/2 per day ...| Resigned. 

Hamilton, Samuel C. .... ..| Porter 13/8 per day ...| Resigned. 

Needham, Leonard ........ | Night officer £268 per annum | Resigned. 

Sterling, Donald 5. .....++++- Junior porter 4/9 per day ...... Resigned. 











Wedeswealer, James .....--+++ ...| Adult shunter ...| 15/2 per day ...| Discharged. 
Bruce, JAMES! sksncceeswvecteete dee ces estes. JUMIOL CLELK <Ansscseescwsense £131 per annum | Resigned. 
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Name. | 


Position. | 


Rate. 


TRAFFIC BRANCH, RAILWAYS—continued. 


Minvoni6. LeGnerd (Wr ieccvsconacnnecess 
DEGUULG Ts SOCIO VY ico cancawnvs odnvnesnnant 
LHOMBS RUN Yinkl ae)  aavsranescqsivtisn nt 
Byrne, Paul R. 
Darbon, John ..... 
Hogan, Bede EH. 
Hindley, Frederick 
MOVAG ARNON sua dcectackes teesetbbhigaretasd. 
PAUTYBY., WV BLLACE Or, dose cenasnenencpinaiicns 
PolGV,) Daniel. Be. icc icce conedeAreeaestese: 
WelGh: OnStlOs tAr oc wscceeenceninadins 
COPING WADICN Ecc cocece eicansee ts 
MoDonald, Martin BF. 5...ccceeccssensseiese 
MartIn “PROMOS Ji scans csseeeaeedseneios 
Armstrong, Harrie ....... ~ hietkioqusctilioe a dibs 
Svanberg, Arthur J. 
Spillane, Joseph T. 
BEVOlG PLAMK is .cessetrcvecvoden ars 
Stringer, Harry 8. 
Singleton, Perey R. 
Hoather, Arthur R. 








lad wall) VAI Sarin. css sseencensarceos 
BOGE, GOOLEO” Die cso vanich cers Maeneteg aantdes 
Thomas, Wilistne He i vensecseccnna paces 
Pacey Wiliam, Hs hivesnseoes dh atanee® octane 
Baler Rana: Ce ches cess tavenwcbunenmas mantnee 
LindSarys Wiliam 5 .0!: deaceeys sneye osnsiees 
MERPAIHOLS LULL ceo naccsase nic abies + 
DRORATO OT VGl Pla” scmcsstoceayenanceiccs 
BCOVEMS: SUOY!  vacertncccunncevensbpabencies< 
Perkins, David G. 22... 00s. iki cunilihe 
PEORIA CHILOLG, | Pa nevelcee vamiein sanners 
EPANCISs ELATDY lig acess cesccetices couuitnene 
Riach, Percy W........ 
Morton, Florence M. ... . 
EPGINS.. Kh BOTCON fo Jocecaane vide ease toss «s 





Lansdown, Robert He. ...cncctcbiescecess 


Trimmer, Samuel .......... FAR ose te OG 
Searborough, William.................0.. 
Hill Alberts EEF. ce se asenicecniade dere eeeraas 
Maynard cH Tancisn it. c.<ccssemmrectneccase 
Webster, LeslieuAs S....ccrteas cr cnek case 
EVOTS, WILUADI UE so caccccepcmeeteeaner ates 
Stewonss, MLOrace: Hisw. ccsttaty rue toca. 
Wianty PearOld) Te i tons ce cocswineeune ete ar 
OrKeefesRrancis: Te. vivcssonctstes saceeas 
Badock, Ernest K..... 
Moriarty, Hugh C. .. 

Dibley, Charles .. AA 
Meade, Martha’ ficccc. ccc scewstaccacsvees. 
McDonald, Michael J. . 
Clarke; Bdward Di cas. sccndnsnatess 
Bowyer, Albert ©, : 
Beaney; BInest) fic. .cccescenctbeciccs sce css 












Mimro; NOTMman As. © secsceattenineses: 
SHOU HrOderick Pr. snasenccteeterwecsenss 
McGImtoshy. TE WOMaAd se. csercceceevccesreee 
PVN RAOTEIC) Lieve canonenecuatetareecee css 


Blanchfield, Frank J. 
WHEGa VAY MONE Cove: vanes dccsaen saeusece 
WWOWER ANMIOIC SS seat ndeccnaosetevesnaetm se 


Fitzpatrick, Austin 
Thornton, John R....... 
Boulton, Clifford P. 
Howard, Edward ............... 
SCOMMELS ININTAT Cpa ccucdscteccnespie sae se 
Wilson, HivaoMis wresccsesesecomee Patciaisivstade 
Monte, P@ber Wis Wessecsn,cdsescrcce teens se 
Viequerat, Reginald: Dcciercdersasenneces 
WIGKS, Pearl Mil ieaescsprcesaseveecsecasees 
Gankham, AmellaiSi secvcccitecmscaseness 


Wealshis WREMATIN Lcorsaalaeaderdrorvenes mores 
Hennessy, Maudaunt V.. .............. 
POMNSTOMS TIE. cencs cesses seasciece chases 
Creare SLIChAG diet cwtccsens soe ores 
RABE LE ONOLG! onc. <s carnercoer ese ees + 
Nugent, Kathleen se oo ssseamarccnenvns 


PPieSts CYT Posse essen eee s vaebed torent: 
Smith, Cecil W. apaiae 
Hartigan, AMATCW vic .cscsearssnes 
Woolsey, Brederick A.) i. lesiscetcs 
Hieming LOMAS Jie scccecsieveceeseee «sts 
CARDSIMCIVME Btrit cack cette ieee eee 
Benvley, EhomassG: ws..cescassaeecacscss 
Cui Gs SONNE Raat: Meeaac cern edthen seu see 
WOOdGe HINOSU so crecsuscyseces vaaemoostesnads 





BGDOLbSs WA Wie Die. occ saanres gesacscacess 
PASE ECP DOLE UP ctecictalacsacaseot odes 
McLeod, Thomas) Bor vecccusscissccceccee: 
Pedlars Cyril cscs cer cei ere ce iccterkers 
SCOU MONLY Bin pecceenc tte es ckarcaesetir ces 


Marks, Thomas E. .. 
Kerry David: aces 






Eyre WV AMES runs FY oie co oe cone sone casts cartel 


i 















Junior Ported Lesccacscrsves 7/4 
PUNIOL DOLEEL sn dcencss gence | 7/4 
Attendant......... 18 

Junior porter 4/9 


Leading porter... 
Junior clerk .. 





WOLUOTS a5 i343 vo] 14/2 per day 
OUDIOL NOTCAE Pe ucssececacs | 0/11 per day 
GUBION DOVEBLS Can ccnscoaaans | 744 Der Gay s.0... | 
PUDIOL DOLE cvvccecesececcs | 4/1 per day «..... 
ALU BEITGGE. go c5 5 neancerrens 15/2 per day 
JUDLOL POLTEE Vi coosaverscass 7/4 per day....... \ 
AQUI SHUNGET o...5.0000000n005 15/2 per day 
POPUL iiccic's vies gaus-0' aitins aieivina’e 14/2 per day | 
POLE Care casernces sha pitenacse an 14/2 per day 
NIG HGOMLGOE ste te cie, ciaceeae aes £308 per annum 
POL UCN Be te asGencansa et ogaes 14/2 per day 
Signalman ...| 15/2 per day 
BOVUCTIGS once cdekea as nasiee ...| 14/2 per day 


Junior porter 8/6 


Stationmaster 








14/8 per day 
£193 per annum 


£298 per annum | 
and quarters. 


per day «.....' 
per day ...'... / 
- per week ... 
per day ...... 


per day ...... 





Night officer | £268 per annum 
Junior porter (£2 Per GAS «50%. 
Junior porter 7/4 per day ...... | 
VURIONDOLGEL | svesbaseceoies< 4/9 per day ...... 
Gatekeeper ......00.cceeesee | 14/11 per week 
PONUET: wenaecsuueline sme eray acres | 14/8 per day 
PUNIOT BOTLAY isa aniecean snes | 4/9 per day ...... 
ROUUG agar spsaisetnra see's cveiteic oi | 14/2 per day 
BOLUS Dg tanrauanesdoancna oan venes | 14/2 per day 
POrtets mecemhe tr eee acee | 14/2 per day oat 
PUNIOL Cll iyaemacewewsnes £193 per annum | 
Adult shunter ..2.<cc.ssces- 15/2 per day ...| 





Night Of Cone. ccs.acneienedees | £ 
GaAtOKCOPGEl. as scccscceaennces: 22/% 





268 per annuin | 
2/& per week ... 


GAbEKCODER 5. icici cweberact | 4/8 per week | 
and quarters. | 
Stationmaster ...........00 | £338 per annum 
and quarters. ; 
POLtOr) cei desdencig svisvinp'elsiier’s 14/2 per day 
PUNION POLter *., «ceca eee | 10/3 per day 
Gatekeeper ......ccccreeneen. 13/8 per day 
Night Oficer-vi....0sssseest es | £268 per annum | 
POLGEL ees cence eee | 13/8 per day 
POLbOL. We acecevencsweritnecck | 14/2 per day 
















Junior porter 4/9 per day ...... 
Junior porter .| 4/9 per day ...... | 
CLar ER Sec sccceemes access: ., £388 per annum 
Junior porter .| 4/9 per day ....:. 
Porter oe. .| 14/2 per day 
POLTUGE Ween . .| 13/8 per day 
Gatekeeper 14/11 per weck... 
Junior porter .| 10/3 per day ...| 
Srenalman’ a2 vee 15/2 per day 
POUUOT Bee srascat tie sla aiaralalatona rier 13/8 per day 
StationmMaster .. 0. :s.ce0ce0ss £338 per annum 
and quarters. 
PiOnber es sede nev ch swle cavaniersisin 14/8 per day 
AGult SHUNT) 5. ceccisnsvesees 15/2 per day 
Signalmam Pes, 62 g.ccecsen :..(| 16/2 per day 
CHALER GODOT File. texjele'cienminnes ; 4/8 per week 
and quarteis. 
Ticket collector .......... .| 15/2 per day 
PUTIOT POTEET Tacncsscccss se | 8/6 per day ...... 
Gatekeeper % eicses seids aes nce 4/8 per week 
and quarters. 
Gatekeeper .. ...| 14/2 per day 
POELCE Teteasustic .| 14/8 per day 
Junior porter ..| 8/6 per day .....- 
POLLED reeset aun ; ..| 14/8 per day 
Signalman 16/2 per day 
Office .cleaneE vii).c.06- ceca 19/- per week 
OUMNLOL POLUEL <lecaste duces on 5/11 per day 
Otel cmamsmcca ester sence. 14/2 per day 
Gatekeeper, Ai.-ssccemecsenne 14/11 per week 
Gatekeeper csscccevcces Rectan 4/8 per week 
and quarters. 
PODUCY Oacsismaneescvccschcreews 14/2 per day 
PUltOR “d-seiane vacton tenes 13/8 per day 
DANLOL POLCCL. \ecctvacsec css. 5/11 per day 
Goods PUAaras ect eences | 17/2 per day 
JUNIOL CLOTS ee ces ns ove pe £78 per annum... 
GAtORCO POT cercrnisisaicersianarerstuvie | 4/8 per week 
and quarters. 
Junior porter 5/11 per day 


Porter s..cce..- at 14 
Gatekeeper 13 
Junior porter 8/6 





2 per day 


8 per day : 
per day ..:... 


’ 


(ROOGAStE UAL acess eteven siev eee 16/3 per day 
Junior POLLEL .. ce dteocies ts |} 7/4 per day ..... 
MUEMTOR MOLbEL | vurercaec we | 7/4 per day ...... 
DUMIOr DOLEN, -eracasetecc LT Ad er day .. to. 
STAMONMASCEY ooh ecciecsesces £298 and £50 rent 
per annum. 
PUMEOL DOTUCE svc var cructnnee 8/6 per day ...... 
Senior shunter........ ...| 17/8 per day 
J UNION DOLUEL © smaceeesenen ft DOL Gav. tcc. 
BOVUGR cs cistticreewts eeu | 14/2 per day .. 
URUUOL DOLCE e cvcc. sna maense 8/6 per day ...... | 
SIGNALLING BRANCH, 
JOREIUSMIAN © cccipesenese tus ..| £323 per annuyr 
Assistant sectionman ......| 1/10 per hour .,. 
Signal Can Gore ween scrssseccr. 2/4 per khoar 





ELECTRICAL BRANCH, RAILWAYS. 


FEAT OC WAL Wisi scuincrmpienanucsnenats 
POLLO UV HOMES Sepceene tosis orean ene te 
medshaw: (Saninell® 452058. scssceneebecsaes 
KIOrANA Wr WY OLIACE sa ceeten dctakysnsoths 
WBC PE DNIICUAY  saa'escee des secun eset e. 
LOVE), AORATICODY \ ou vevicsvesciveccsreunes 


Miczgerald .: HOTACG. ccc sstysncvesse'acs ecco 
Coleman, William J. ....ccssccccsens atead 





Junior labourer ........... -/82 


/ 


Junior labourer ........... -/Q2 





Chief Telegraph Inspector} £5¢ 
Electrical fitters’ appren-| 1/4 


tice. 
ProbatiOrel .......esseseeee | -/64 per hour 
BUGtG  Pecceanact teste eceguvecs! A Oe Der HOUT... 
STexfS BRANCH, RAILWAYS. 
RLGE WS eae cree ins en leak ares | £348 per annum | 
Out-door Jabourer ......... | 1/9} per hour ... 


per hour 
per hour 
d8 per annun 
} per hour 





Resigned. 
Retired. 
Letired. 


Discharged. 


Retired. 
Disinissed. 
Resigned. 


Discharged. 


Resigned 
Resigned. 
Resigned. 
Resigned. 
Dismissed. 
Resigned. 
Resigned. 
Deceased. 
Resigned. 
Retired 
Resigned. 
Resigned. 
Letil ed. 


Resigned. 
Resigned. 
Lesigned. 
Resigned. 
Resigned. 
Retired. 
Resigned. 
Resigned. 
Dismissed. 
Dismissed. 
Resigned. 
Lesigned. 
Resigned. 
Resigned. 
Resigned. 


Retired. 


Resigned. 
Dismissed. 
Retired. 
Resigned. 


Discharged. 


Deceased. 
Dismissed. 
Dismissed. 
Retired. 





Discharged. 


Resigned. 
Resigned. 
Resigned. 
Resigned. 
resigned. 
Dismissed. 
Retired. 


Resigned. 
Resigned. 
Resigned. 


Resigned. 


Resigned. 
Resigned. 


Retired. 


Retired. 
Resigned. 
Resigned. 
Retired. 
Resigned. 
Resigned. 
Resigned. 
tesigned. 
Resigned. 
Resigned. 





Retired. : 
Resigned. 
Dismissed. 
Dismissed. 
Resigned. 


Resigned. 


Discharged. 


Resigned. 

Retired. 
Resigned. 
Dismissed. 
Dismissed. 
Dismissed. 
Resigned. 


Retired. 


Resigned. 








Discharged. 


Resigned, 
Retired. 


Discharged. 


Resigned. 


Resigned. 


Resigned. 
Resigned. 


Remarks. 
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25 Mar. 
192, 
9 Oct. 


| McEvoy, Francis M. 


Nielsen, Frederick N. 
Blyth, Frederick F. 


Greacen, Lewis C. 
Bowman, Walter R. 
Smith, Walter T 

Pass, William’ 8. 5-...se.< 
White, George 


| McShane, Henry 
| Ridey, Stuart D. 


Canney, John M. 
Bryant, Oswald 
Sturch, Frederick 


| O’Flaherty, Edmond 


Ryan, Francis V. 


| Sandilands, William J. ........ 


Bould, William 

Whellum, John J. 
Woodrow, Harry 

Stanton, William C, 
Maddock, John T. ...... 
Appleroth, Adolphus ........... 
Johnson, Albert E. 
Systrom, Charles R. 

Potter, Frank E. 

Bell, Thomas W. 
Cunningham, William 
Evans, Ernest V. 

Wilmott, William 

Lane, Arthur E. .... 
Walker, Robert R. ............ 
Sergeant, Walter 


} Taylor, Samuel 


Stubbs, Kenneth 
Head, Reginald 
Bartlem, Herbert 


| Miller, Selby T. 
| McMillan, Robert 


Wakeman, William H. 
Sherlock, Harold A, 


| Simpson, Peter G. ............ 


Wiseman, James R. 


| Lynch, George W. ..........0 
| Marshall, Alfred G. 


Johnstone, Norman 


McDonald, Victor H. 


| Carter, Herbert G. 
Wilson, Edwin G. 


Foster, Joseph R. 
Dutfield, Victor G. ...... 


| Bragg, George H. 

| Woodward, Reginald W. 

| Callan, Henry R 

| Such, Ernest W. .. 

| Ible, William T. ... 

| Scott, Roy 

| Moss; Johbn'dc ccccsssnsestrae 
| Mowle, Arthur 


Dwyer, James 
Hackett, William D. 


Bennett, Frederick 


Giles, Henry 


Harvey, Andrew 


| Long, William J. 


3uckley, John 
Lewis, Francis 


| Gallagher, Austin B. ..... 
| Walsh, Francis 


Batger, Joseph 


| Darcy, Jack A. 
| Hamblv, William 


Newton, William J. 


Position. 


Remarks. 





TRAFF!IO BRANCH, TRAMWAYS. 
, 


| Sandman 
Conductor 
Conductor 


Conductor 
Conductor 
Conductor 
Electric driver 
Electric driver 
Conductor 
Conductor 
Conductor 
Clerk 


Conductor 
Fettler 
Conductor 
Starter 


Electric driver 
Electric driver 
Conductor 
Conductor 
Conductor 
Signalman 
Conductor 
Conductor 
Conductor 
Conductor 
Fireman 


1/112 per hour 
| 1/113 per hour 


1/11} per hour 
1/11? per hour 
1/11? per hour 


1/11? per hour 
1/11? per hour 


£278 per annum 
101/- per week 
1/112 per hour 
1/11? per hour 


1/11} per hour 
1/114 per hour 
1/11}? per hour 


1/114 per hour 


1/114 per hour 
1/11} per hour 
2/- per hour 


1/114 per hour 
1/114 per hour 
1/114 per hour 
1/114 per hour 





! 2/234 per hour .:. 


ELECTRICAL BRANCH, TRAMWAYS. 


Pitman’s assistant 


Cleaner 

Cleaner 

Fitters’ labourer 

Cleaner 

Cleaner 

Cleaner 

Turners’ apprentice 

Pitman 

Cleaner 

Cleaner 

Cleaner 

Electrical 
prentice. 

Cleaner 

Assistant engineer .. 

Cleaner 

Cleaner 

Cleaner 

Cleaner 

Shop boy 

Leading cleaner 





mechanics’ 


Sub-station junior .... 


Cleaner 
Cleaner 


Draftsman 


-/11} per hour 


1/104 per hour 
-/112 per hour 


| -/113 per hour 
1/4 per hour 


-/112 per hour 
-/11? per hour 


ap-| 1/44 per hour 


£650 per annum 
-/112 per hour 
-/112 per hour 
-/11}? per hour 
-/93 per hour 


1/103 per hour 


-/11} per hour 


£308 per annum 


PERMANENT WAY BRANCH, TRAMWAYS. 


Labourer 
Labourer 


Fettler 


Fettler 
Fettler 
Labourer 
-| Labourer 

| Labourer ... 
Labourer ... 
Fettler 
Labour: r ... 
| Labourer .... 
Fettler 
| Fettler 





| 
| 








1/8% per hour ... 


2/14 per hour ... 
2/14 per hour ... 


2/04 per hour ... 
2/04 per week ... 


99/- per week ... 


2/0% per hour ... 
2/0% per hour ... 


2/0% per hour ... 





1/10 per hour ... 
-/9& per hour ... 
| -/93 per hour ... 
2/04 per hour ... 


1/12 per hour ... 


1/12 per hour ... 


1/24 per hour ... 


1/28 per hour ... 
1/34 per hour ... 


-/9% per hour ... 





1/81 per hour ... 
1/8} per hour ... 


1/83 per hour ... 


| 1/94 per hour ... 
..| 1/94 per hour ... 
.-| 1/92 per hour ... 
..| 1/94 per hour ... 
1/94 per hour ... 
1/94 per hour ... 
1/94 per hour ... 
1/94 per hour ... 
1/924 per hour ... 
1/94 per hour ... 
1/94 per hour ... 


SS 





Retired. 
Dismissed. 
Dismissed, 


Resigned. 
Resigned. 
Resigned. 
Deceased. 
Retired. 
Dismissed. 
Dismissed. 
Resigned. 
Resigned. 
Resigned. * 


| Resigned. 


Resigned. 
Resigned. 
Dismissed. 
Retired. 
Retired. 
Deceased. 
Dismissed. 
Resigned. 
Resigned. 
Resigned. 
Retired. 
Resigned. 
Retired. 
Resigned. 
Dismissed. 
Retired. 
Resigned. 
Deceased. 


Resigned, 


Resigned. 
Dismissed. 
Resigned. 
Resigned. 
Dismissed. 
Discharged, 
Discharged, 
Resigned. 
Discharged. 
Resigned. 
Resigned. 
Discharged. 


Resigned. 
Resigned. 
Discharged, 
Dismissed. 
Discharged. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 
Discharged. 
Resigned. 


Discharged. 
Discharged. 


Resigned. 


Retired. 
Resigned, 
Discharged. 
Retired. 
Dismissed, 
Resigned. 
Deceased. 
Discharged. 
Resigned. 
Retired. 
Deceased. 


eT 
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“4 TTR m r 1a 
| MiWv eu Li WALES, 
: 
' 
“~- + - = cl - ’ 
RAILWAYS AND TRAMWAYS 
VAG bu AAsebok 1 VAL ies 
ie A Hh nN + : ~ TN =F dig ty mh ; hep) 
REPORT OF THE COMMISSIONERS FOR THE QUARTER 
1 a ) : Th ATT) ¢ 
ENDED 30th JUNE, 1924. 
Prinied unter No. 9 Report from Printing Committee, 11 Septemb r, 1924, 
ro fs . 
Oflice of the Railway Commissioners for New South Wales, 
Sydney, 2nd September, 1924. 
To tik Hovorap.e tie Miyister ror Ratways,—~ 
Sir, 
. eine 1 . ‘ ‘ 3 : : 
Tn accordance with the provisions of Section 39 of the Government Railways Act, 1912, as 
amended by the Government Railways (Amendment) Act, 1916, and as subsequently amended, we have 
the honor to submit, for the information of Parliament, our Report for the quarter ended 30th June, 
1924, upon the subjects specified, viz. :— 
: 
I.—StTate oF Tue TRAFFIC. 
$NA SAA tas sn so ‘ 
Quarter ended Quarter ended ) 
RAILWAYS. 30th June, 30th June, Increase Decrease. 
1924, 1923. 
| 
Miles open ... ae Le aS vg §,5228 5,3173 204 
1924 1923, | 
Passenger £1,915,236 £1,788,374 ) | eee A Py 
Revenue }  Bnae ehlok ie | sale | £3,675,363 | £3,646,801 £28,562 
Merchandise £1,760,127 £1,858,427 § ? | 
j 
7 
Expenditure “ oT. Ay: hee odo LTS £2,386,558 £266,620 
Train miles run... a = = 5,772 287 | 5,526,218 246,069 | 
Earnings per train mile... see a 12s. 83d. 13s. 23d. 53d, 
Expenditure per train mile ee oe Qs. 24d. | 8s, 73d. 64d. 
Percentage— Expenditure toearnings  ... 7219 | 65°41 6:75 | 
Number of passengers cae -s 32,636,049 31,161,499 1,474,550 f 
Tonnage of goods traffic... oe a 1,185,653 1,160,833 24,820 | 
Tonnage of coal and coke .., ies 2,049,720 | 1,504,608 545,182 | 
Tonnage of other minerals... os 379,563 | 352,266 27,297 
Tonnage of live stock traftic a: id 147.264 | 195,983 | 48,719 | 
a =e A EC ER le A EI a RE 
yh | 
Quarter ended | Quarter ended 
TRAMWAYS. 30th June, 530th June, Increase. Decrease, 
LOA: 1923. 
a a IAA aed | a eee et want) ae Se LE Bie oe =A 
: Miles open im 2S 2 rT 22"; 22 
Revenue ch =s7 cen Se Ay £916. 136 £L£RR0.990 £35,146 
Expenditure TF ii Ae “it £827,517 £821,822 | £5,695 | 
Tram miles run aes say a a 8 242699 7,581,680 | 661,019 i) 
Karnings per tram mile... ie a aires s (hy 2s. 4d. Id. 
Expenditure per tram mile ae = 2s, Od. 2S2chy | 2d. 
Percentage —Expenditure to earnings —..., 90°33 | 93-28 | 2°95 
T a . ” ~ 2 ) ’ 2 a | ‘ ) > } 
Number of passengers carried me phe 86,065,986 | 82,646,160 3,419,826 


| | 
} 
a ee 


FAGLDT 134—A 


TW 


SORE PO ae 


IL he 
= oe 


RAILWAYS. 


TI.—GENERAL ConDITION OF THE LINES AND ACCOMMODATION FOR THE TRAFFIC, 


The permanent way, bridges, buildings, wharves and fences have been efficiently maintained during 
the quarter. 

Good progress has been made with the work of relaying, resleepering and reballasting the lines. 

Quadruplication work between Rockdale and Hurstville is progressic g, the earthworks between 
Carlton and Kogarah being about three-fourths completed. The excavation work for the overbridge 
at Mount Pleasant crossing, between Thirroul and Wollongong, has been finished and the abutments 
and wing walls are well in hand. Between Wollongong and Kiama the bridge over the Minnamurra River 
has been completed. 


Duplication work has continued between Lidcombe and Regent's Park. The existing track has been 
lifted to the new grading, the steel underbridges at Bridge-road and Kerr’s-road have been finished,.and the 
underbridge at Vaughan-street is approaching completion. 

The first stage of the work of quadruplication between Flemington and Lidcombe has been finished 
and was opened to traffic on the 16th June last. 


The following duplications and deviations have been completed during the quarter :— 


Suburban Line. Date opened. mls. chns. 
Flemington to Lidcombe Goods Junction... ... 16th June .. 1 234 Quadruplication. 


Work in connection with the quadruplication and electrification of the railway line between Sydney. 
and National Park has made further progress. The excavation for retaining walls and underpinning for 
the new eastern platform at Redfern isin hand. Practically all masts have been erected for the trial section 
from Sydenham to Rockdale. The erection of the new electric car sheds at Mortdale and Punchbowl 1s 
proceeding satisfactorily. 

Good progress has been made with the developmental work at the departmental coal-mine at Lithgow. 
Concreting of the downcast shaft has been completed and the underground grading and arching on the 
north side is now in hand. The auxiliary fan in the upcast shaft has been installed and is giving good 
results. The additional temporary screen installed on the surface to ensure more efficient cleaning of the 
coal is now in operation. The installation of the remaining surface equipment is proceeding satisfactorily. 


Construction work in connection with the train ferry over the Clarence River is well in hand, and 
progress has kept pace with the delivery of material. The alterations to the s.s. ““ Swallow ” to be used as 
a ferry, will probably be completed in a few weeks’ time. 

The rearrangements at the new Mi'scn’s Point station in connection with the Sydney Harbour 
Bridge were completed and the station brought into use on the 28th July last. 

The construction of the new locomotive workshops, signal engineer’s depot, and electric carriage 
shops at Chullora, are making progress, and the erection of a new carriage shed at the eastern side of 
Sydney yard is now in hand. 


Other works to provide additional accommodation for the traffic have proceeded during the quarter. 


CiTy AND SuBURBAN ELectric RAILWAY. 


Construction work on that short scction of this railway which has been authorized has proceeded 
during the quarter, ; 


Good progress has been made with the construction of a bridge over Campbell-street. 


The Darling Harbour reclamation scheme has been pushed forward, and the driving of the tunnel ° 
for a new and enlarged circulating water intake for Ultimo Power-house is well in hand. 


The driving of the twin ‘tunnels under Liverpool-street towards Goulburn-street, has continued 
satisfactorily, a length of 350 feet having been completely lined with concrete. Beyond the finished tunnels 
the brick side and centre walls have proceeded to within about 1 chain of the starting point of the special 
steel flat top construction to be carried forward towards Goulburn-street. 


The whole of the side walls and the main arch have been completed at the Liverpool-street station, 
and the entrance and exit subways on the eastern side concreted as far as the concourse platform at each 
end. The exit subways on the north-western side are nearing completion. 


The driving and lining of the tunnels for the Up and Down City east roads, extending from Liverpool- 
street to St. James” station, is now practically finished. 

The concreting work on the main side-walls of the St. James’ station has made good progress, and 
the work of concreting the footings for the piers in the. centre and on the platforms is well in hand. - 


Work has continued on the driving of the three tunnels from St. James’ station under Macquarie 
street, and the two main tunnels have now reached a point opposite the Sydney Hospital. The special 
construction of the Up City east and Eastern Suburbs road has been completed and the concrete arch 
constructed. Excavation work is now proceeding at the cross-over from the Up to the Down City east 
roads. The concreting of the tunnels is proceeding concurrently with the driving. . 

The twin tunnel under Park-street for the Eastern Suburbs railway has been completed on the 
southern side, and the work is proceeding rapidly on the northern side. . 
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Raitway ConstRucrion, 


The construction of new lines of railway has been proceeded with as follows : 
: | 


Mls. Chs. 


Glenreagh to Dorrigo ... at bi wp if. oy oe exh ou 4a 76 
Regent’s Park to Cabramatta s e Ee a y - eek ou 64 
Regent's Park to Enfield Marshalling Yards ae 15 fi a Kev irac 18 
Sydenham to Botany ... coe tee ae as Est a; Bes Aes as ha 
Molong to Dubbo 42 pay a) hf a Tt +c be mono hs 
The Rock to Pulletop ... +7 ~ “¢ ee art te rT. a no LO 
Roslyn to Taralga nes pA — = ae a ae foe Lon? OG 
Richmond to Kurrajong Me Fie! + ae Kes Pry rr ye oa) a 
Castle Hill to Rogan’s Hill... smi x sa ne ne ae eee ae 
Trida to Menindee - sas on he ny a Kr 28 Pe log. | 


On the section from Glenreagh to Dorrigo platelaying has been completed for a distance of 36 miles 
76 chains and the line fully ballasted for a distance of 331 miles. The bridge over Deep creek has not yet 
been finished, but everything is in readiness to place the steelwork in position. 


Work on the Regent’s Park to Cabramatta line and Regent’s Park to Enfield marshalling yards has 
been practically completed; goods traffic is now being conveyed from Cabramatta to Enfield marshalling 
yards. 


Progress in connection with the erection of the steel bridges on the Sydenham to Botany section has 
oD ae j dD 9 i x . 
advance! sufficiently as to permit of the resumption of the earthworks, which work is now being 
undertaken. 


On the line from Molong to Dubbo platelaying has been completed for a distance of 77 miles, and 
ballasting work is making good progress. Station buildings at Cumnock are in course of erection. 


Only moderate progress is being made with the sections from The Rock to Pulletop and Roslyn to 
mm T es : = . ‘ 
Taralga. The earthworks are in hand, but platelaying has not yet been commenced. 


Between Richmond and Kurrajong work has proceeded on the earthworks and waterways, satis- 
factory progress having been made. 


The earthworks on the Castle Hill to Rogan’s Hill section are sufficiently advanced to permit of 
plate-laying being shortly taken in hand. 


The reconditioning of the earthworks on the Trida to Menindee line is well forward and platelaying 
has recently been commenced. 


I1J,--SprecraLt RATES AND Fares. 


A statement of the special rates and fares, and the reasons for making the same, will be found 
attached as an Appendix (No. 1), page 5. 


[V.—SrarFrF. 


These returns are given as an Appendix (No. 2), pages 6 to If. 


GENERAL REMARKS, 


The earnings for the quarter show an increase of £28,562 and the expenditure an increase of £266,620 
as compared with the corresponding quarter of the previous year. This latter increase is due principally 
to heavier renewal charges and the increase in the basic wage. 


Coaching traffic shows an increase of £126,862, made up of increases in first-class passengers, £14,318: 
ran —< : ? ? ? 
second-class passengers, £69,572; and miscellaneous, £42,972. 


The earnings from goods traffic show a decrease of £98,300, made up as follows :—decreases, hay, 
straw and chaff, £43,349; live stock, £158,874; miscellaneous, £288. Increases, general merchandise, 
£14,567; grain, flour, &e., £50,895; wool, £1,691: coal and coke, £36,857: and minerals, other than coal 
and coke, £201. 


The tonnage carried for the quarter shows an increase of 548,580 tons, of which the details are : 
grain, flour, &c., increase 79,756 tons; wool, increase 416 tons; coal and coke, increase 545.182 tons: 
minerals, other than coal and coke, increase 27,297 tons; general merchandise, decrease 3,616 tons: hay, 
straw and chaff, decrease 51,736 tons; live stock, decrease 48,719 tons. 


The train mileage for the quarter shows an increase of 246,069 miles. and the number of passengers 
_ The g ! . : | 
carried an increase of 1,474,550 over the corresponding quarter of last year. 


, TRAMWAYS 








TRAMWAYS, 

The tramway earnings for the quarter show an increase of £35,146 and the expenditure an increase 
of £5,695 over the previous year’s quarter. The increased expenditure is due to am increase in the basic 
wage. 

The tramway mileage for the quarter increased by 661,019 miles and the number of passengers 
carried by 3,419,826. 

The tonnage of goods, the property of the Crown, carried over the tramways during the quarter was 
380 tons; the revenue derived from the carriage of such goods amounted to £128, and the cost of carriage 
to £105. 
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NEW SOUTH WALES GOVERNMENT R 


APPENDIX I, 


AILWAYS AND TRAMWAYS. 


STaTEMENT of Special Rates and Fares approved during the Quarter ended 30th June, 1924. 


NE NS SR OR ee 


Traffic. 


~ —— 


Children under 16 years of age travelling from their 
homes to the Junior Red Cross Home for Children 
at Leura. 

Visitors to celebration of Diploma Day at Hawkesbury 
Agricultural College, Richmond. 

Dead fresh poultry from freezing works, Mudgee to 
Sydney. 

Clothing consigned to “Save the Children Fund,” 
Sydney, at owner's risk. 

Old literature consigned by 
Mission Secretary to Moree. 

Bagging used for caulking trucks containing gypsum, 
from Trida to Clyde. | 


the Methodist Home 


Shunting traffic in and out of stock siding at River- 
stone. | 


Coal—Pyrmont to Fresh Food and Ice Company’s 
Siding, 





Particulars and Rate, 


One-third of ordinary single fare........ceceeeeees 


Single fare plus one-third,.... ie ttteana car bone 


Bulk weight to be charged for 
One-quarter parcels rates 
One-quarter parcels rates 


To be returned free to Trida on declaration 
that the bagging will be used solely for the 
purpose shown. 


ls. 2d. per truck maximum 5s. 10d., for cveryi 


15 minutes or part thereof. 


Ils. 8d. per four-wheeled truck per day or part: 


thereof, 





eseneeelientemmmnetinaienmeaniatatadeadenetiet ateeteal 


Reason for Rate. 


| To equalise rates 


( 


and encourags 
traffic. 
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APPENDIX II. 
NEW SOUTH WALES GOVERNMENT RAILWAYS AND TRAMWAYS,. 

ReturN, in accordance with Section 39 of the Government Railways Act, 1912, as amended by the Government 
Railways (Amendment) Act, 1916, showing the Appointments and Removals of Employees for the quarter 
ended 30th June, 1924. 

APPOINTMENTS. 


EL ED a a SE 
| ] { 


Date, Name. Position. | Late. | Date. | Name, | Position. Rate, 








1924. CHIEF ACCOUNTANT’S BRANCH. 1924. LOCOMOTIVE BRANCH—vcontinued, 


14 May Rice, Thomas Junior clerk .................-) £78 per annum. 1 Mar. | Ellis, Sidney .... | Cleaner ... etnenaeace 
‘ ,. | Robinson, Frederick H.} Cleaner ... : per hour. 
Coulston, Thomas W.G.| Cleaner ... conspaenuneth AGE PET HOUR: 
ee West, Thomas W. ......| Cleaner ... ee 4 per hour. 
a Dawes, John ... .-| Cleaner ... «| 1/94 per hour. 
Morgan, Alfred Cleaner ... ..| 1/94 per. hour. 
Gainsford, Thomas ...| Cleaner... Rotrnoccic 9} per hour, 
O’ Rourke, Milton Cleaner ... reek 38 0} per hour. 
Reynolds, Clifford Cleaner ... 34 per hour. 
¥ Sharpe, John McK. ...| Cleaner... Foy roa 3} per-hour. 
» | Dunne, Harold ..... ...( Cleaner ... Rn 2} per hour. 
Dodds, Alister Cleaner ... Sota tseieTone ¥t per hour. 
Weatherstone, Herbert | Cleaner ... sieeaty once een 34 per hour. 
Scott, Thomas J. | Cleaner ... Rice stp Tatas 3d} per hour. 
Morgan, Ernest Cleaner ... a %} per hour. 
Hodge, William Cleaner ... “ f bet Hour. 
Roberts, William Cleaner ... sevscssoervsse} LACS, ORT HOWE: 
Achurch, Clarenc> Cleaner ... svestcecees est] Rae Der DORE. 
Dickson, Joseph H. ...; Cleaner ... --| 1/9% per hour. 
Mullally, William F. ...| Cleaner ... me 3} per hour. 
McKay, Godfrey \" Cleatier,.cccsesueesfetre<cneeerat £Z9% DEEONUT, 
Gordon, Walter R.  ...| Cleaner ..........00600s04ee0e0-) 1/H% Per hour. 
Osborne, Charles Cleaner ... 9} per hour. 
Sutherland, Robert ...| Cleaner... =r eices| 3} per hour. 
Morris, Thomas | CReaner ..:.ch.c0+ case sswersseete | Ae DOD MOUT. 
Moody, Lindsay .....-..-| Cleaner ..........cceecceeeeeeen] 1/95 per hour, 
Cormack, William .....-) Cleaner ... .-| 4/9} per hour. 
Cunningham, Clyde...) Cleaner... ..| 1/9} per hour. 
Douglass, Robert | Cleaner ....... ae 94 per hour. 
Friend, Reginald. | Cleaner feteces os 9} per hour. 
Whalan, Arthur . --| Cleaner ... . 94 per hour. 
Rhall, William. ---| Cleaner ... ..| 1/9} per hour. 
Adamson, John ........-| Cleaner ..... Sal 9} per hour. 
FKastick, Claude . «| Cleaner -| 1/9} per hour. 
Rispen, Baden...,.......-| Cleaner ... * ‘Of per hour. 
Finimore, George Cleaner ... .-| 1/9} per hour, 
Holden, Hector | Cleaner ... = 9} per hour. 
Funnell, John .. ---| Cleaner ... te 94 per hour. 
Dunn, Robert .. ---| Cleaner ... eoenecaevarf 1/Ok DEY HOUT. 
Barnes, Ernest . ---| Cleaner ... ccoesserneee] 1/94 per hour: 
Staunton, Leslie . ---| Cleaner .,. sere cx 9} per hour. 
Clark, Bruce... ---| Cleaner ... seoceresoeass 1/82 Per NOvEs 
Littlejohn, Alfred Cleaner tect tuener %4 per hour. 
Jeffkins, Frank Cleaner ....... Brrricct per hour. 
Collard, Clarence | Cleaner........ Crienneoes 9} per hour. 
Cridland, Martin Cleaner cv. wes svosesee] 1/94 per hour. 
Johnston, George Cleaner ....... sehr 94 per hour. 
Thomas, George | Cleaner ....... sees steal 9} per hour. 
Gould, George. ---| Cleaner ....... ceeeevee| 1/92 par hour. 
Wells, Herbert Cleaner .......,- alesnene 9} per hour. 
Griffen, Walter Cleaner rei Sears 9} per hour. 
Davis, Robert .... --| Cleaner .......-+ 9} per hour, 
O’Rourke, John .« ---| Cleaner ....... ‘9k per hour. 
Jarvis, George Cleaner .....:. | 1/9} per hour. 
suckley, William | Cleaner ....... seoeeeee] 1/94 per hour. 
Friend, Reginald Cleaner ....... spausnie /9t per hour. 
Graham, William | Cleaner ....... eo eeeey u /9} per hour. 
McKinney. Stanley Cleaner .....7. seseeees| 1/9} per hour. 
Linnane ,Royaistone ...) Cleaner ....... vevsseel 1/94 per hour. 
Fahy, Thomas Cleaner, ....-.- seseesee| 1/9} per hour. 
Brady, Terence ..... Cleaner ....... ates: A 9% per hour. 
| Pounsberry, W iliam G. Cleaner ....... veseeeee) 1/9E per hour, 
Prideaux, John H. Cleanet ....... st /9} per hour. 
| Powell, Harold Cleaner <20.22.- -.--| 1/9} per hour. 
Cavanagh, Richard Cleaner ....| 1/94 per hour. 
McLennon, Harold _ ...| Cleaner eeoese| 1/04 per hour. 
| MeLennon, Roderick...| Cleaner /9 per hour. 
Watson, Whyllie | Cleaner /92 per hour. 
Taylor, Nathaniel ....... Cleaner ‘94 per hour. 
Geeves, Herbert Cleaner /k per hour. 
| Stagg, John .......-.---| Cleaner .......0 vocessce] 2OS Der hotne 
| Smith, Reginald a. ae Cleaner .......+ 9} per hour. 
Stuart, William Cleaner 1/94 per hour. 
Burt, William -.| Cleaner 1, ‘9} per hour. 
Forge, Frederick Cleaner ...;..... /9h per hour. 
Green, Russell... -| Cleaner 1/9 per hour. 
©’Rourke, Cecil .........| Cleaner ....| 1/9} per hour. 
Hughes, John ............| Cleaner 1/9} per hour. 
Metcalf, James Cleaner J /9% per hour. 
Costello, William A. K.| Cleaner 1/9} per hour. 
West, Thomas Cleaner ....... 1/94 per hour. 
Marsland, Arthur ......} Cleaner ....... 1/94 per hour. 
Dennis, Ernest ... -| Cleaner ........ | 1/9} per hour. 
Bailey, George............| Cleaner | 1/9} per hour. 
O’Brien, Patrick ......| Cleaner veeeee| 1/94 per hour. 
Thompson, Arthur......| Cleaner ............s2ss0ese000e| 1/94 per hour. 
Danvers, Archie ... a} CLEGTLOT fever cpearicesis 1/9 per hour. 
Dunne, Harold .........| Cleaner we} 1/94 per hour. 
Rolph, George... e| Cleaner ..c52-<ccles «| 1/9} per hour. 
Price, Sernest “...%53<2<.0c) CLERNET 4d.c0sc eee wal 9} per hour- 
Macey, Cecil -....2.co..0a]"OlANGL sc ceeesseeee ~ 9} per hour- 
Hennessy, Vincent ......| Cleaner PCROrE AR © ..| 1/94 per hour. 
Dreyer, Ernest o| LEANOR Ean ve sacceced .-| 1/94 per hour. 
Gaylard, Thomas Cleaner otal /94 per hour- 
Ryan, Edward GCheanGT Seayseven sae ereee ..| 1/94 per hour- 
Herbert, William S. \;..}; Cleaner. «. cicssesacecetsoces at 1/94 per hour- 
Berryman, Roland Cleaner tek ..| 1/94 per hour- 
Crampton, Frederick ...| Labourer ........... ..| 1/84 per hour. 
! Horne, Harry ze) ARAGUOT np eadewesscaeae ..| 2/4% per hour. 
Wynn, Bernard <a: KMENCT stavscnass oeene ..| 2/3% per hour. 
McCarty, Mervyn ...... Boilermaker Been ..| 2/3% per hour. 
Jones, Herbert ..| Boilermaker. ..... ..| 2/3% per hour- 
Hayes, SOHN sce essmcseorl, MUGCON) enwecumteenensts aeeceel US iba em NGI: 


1924, TRAFFIC AUDITOR’S BRANCH. % 
31 Mar. | Middleton, Osman Junior clerk ..................| £78 per annum. 

3 Apr. | Maloney, Harry Junior clerk ..................| £78 per annum. 
16 June | Gillian, John P. ........./ Junior clerk ..................| £131 per annum. 
16 & | Bienian, William Junior clerk ... seseseeseee| £106 per annum, 
16 ,, | Moffatt, Edward Junior clerk ..................| £78 per annum. 
16 ,, | Cogan, John A. Junior clerk ...........+..---| £106 per anuum. 
16 ,, | Dempsey, Lawrence .... Junior clerk..................| £78 per annum. 
16 ,, | Beggs, Jack ............) Junior clerk ..................| £78 per annum. 
162... Foley, Gerald ............) Junior clerk ..................| £78 per annum, 
16 =; Linegar, Edward Junior Clerk ..........00.-.-.-| £78 per annum. 
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1923, LOCOMOTIVE BRANOH, 


26 Nov. | Callinan, Peter Fitters’ labourer ............{ 1/104 per hour, 
1924. 
921 Jan. Saggus, Laurie Firelighter  .....e.seesecveess {10 per hour, 
19 Feb. | Sponberg, Albert SHOP (BO Vassscccsce sas cpaegs == 6% per hour. 
Loo, Slater, William H. CICANET Gk. co -dscesdveteev ses ase] by OF Petr, 
197 | Williams, Ingle Cleaner .... 9} per hour. 
20 = Robson, Wallace Fitter 3¢ per hour. 
20 =~,, Walters, Leslie Fitter Aide-suW nue 3% per hour. 
rage Coulter, William J.......) Fitter ...... Preece eorec) fh ai per hour. 

94 

9 

94 
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Knight, Stanley Cleaner .... per hour. 
Watkinson, Thonias ...| Cleaner per hour. 
Campbell, Colin Cleaner per hour. 
Johns, Herbert Cleaner /94 per hour. 
Murray, Patrick .........| Driller SAMOS 114 per hour. 
Leis, Bernard ..| Cleaner /9% per hour. 
Edwards, Alfred |} Cleaner ‘94 per hour. 
Bain, Norman .........| Cleaner 94 per hour. 
Haywood, John ... ..| Cleaner /94 per hour. 
Bradley, Ernest ... ..| Cleaner 93 per hour. 
Pearce, Leslie ........+-.-| Cleaner veressees| 1/92 per hour, 
Ross, Reginald J. Cleaner 94 per hour. 
Blake, Clarence ... ..| Cleaner /9% per hour. 
| Be er, ‘Arthur C, .-| Cleaner 94 per hour. 
Fuller, Richard W. ...| Cle: 94 per hour. 
Molyneux, John J... | Cleaner 93 per hour. 
Ings, George L. Cleaner 94 per hour. 
Mitchell, Henry G._ ...| Cleaner /9% per hour. 
Bishop, Stanton R. ...! Cleaner 1/94 per hour. 
Hickey, Thomas .........| Cleaner Poche 9} per hour. 
Logue, William J. ..| Cleaner sataeaeNerere 94 per hour. 
| Harmon, Percy Cleaner 9} per hour. 
Copson, William P. ...| Cleaner 9} per hour. 
English, James C. ......) Cleaner seseeeeseee| /94 per hour. 
Stinson, James E. ......| Cleaner sence etalese 94 per hour. 
Northey. Raymond Cleaner /94 per hour. 
Black, Leslie Cleaner Se poted 94 per hour. 
Preston, Basil ... <a) COGABOT cc con teaoasenensecrstsee> 9+ per hour. 
Thomas, Lionel C. .....-| Cleaner ....cesceeeeeereer erence 9+ per hour. 
Owens, Edward W. ...| Cleaner 94 per hour. 
Gascoigne, Hilton | Cleaner ‘94 per hour. 
Pryer, Herbert +e] Cleamer .....c.ccccecceccceceess 9} per hour. 
Le Breton, Francis «.-| Cleaner ..c..ccsevecescnccsncces| 2/94 per hour. 
Hooper, William Cleaner 9} per hour. 
Parker, Harold ..| Cleaner 9} per hour. 
Smith, William D. ......| Cleaner .....-ssseeeeeeeeeeeeeee] 1/94 per hour. 
Rawle, Harold........--+-| Cleaner ...ccreseeeeeeecreereees 9} per heur. 
O’Driscoll, Cornelius ...| Cleaner 94 per hour. 
Dunbier, Hrnest Cleaner 91 per hour. 
Shirley, William Clez aPelensaiss 94 per hour. 
Moore, Walter E. | Cleaner 1/94 per hour. 
Quinn, Bertie N. Cleaner 94 per hour. 
| McCarthy, Harold | Cleaner 9} per hour. 
Bailey, Arthur L. | Cleaner re 9} per hour. 
Sims, Arnold W. Cleaner /94 per hour. 
Nolan, Sylvester Cleaner /9} per hour. 
Clark, Thomas H. Cleaner /9% per hour. 
} Blizzard, Henry R Cleaner /9} per hour. 
Collins, Leslie J. ......... Cleaner 9} per hour. 
Pennay, John W. ..| Cleaner seaaen ore /91 per hour. 
Feld, George T. ... .-| Cle /9% per hour. 
Ross, Victor J. Cleaner /9+ per hour. 
Hair, Herbert H. Cleaner /94 per hour. 
Ives, Francis J. .-| Cleaner /9% per hour. 
Ives, Clement A. .-| Cleaner 9+ per hour. 
Miller, George --| Cleaner /9} per hour. 
Gleeson, John R. ......| Cleaner 1/9% per hour. 
Gibson, Arthur E. ......| Cleaner ...... 1/94 per hour. 
McGrath, Bede D. ......; Cleaner 1/94 per hour. 
Eurell, Charles... .-| Cleaner 1/9} per hour. 
Cooper, Charles ... .-| Cleaner 1/94 per hour. 
Hoare, Bertram ... .-| Cleaner 1/94 per hour. 
Moore, Frederick Cleaner 1/9} per hour. 
| Eldridge, Frederick ...| Cleaner 1/9} per hour. 
Cash, Frederick ... se] “CIG&NET sisems /91 per hour. 
Weber, William ... ..| Cleaner 91 per hour. 
Fitch, James .-| Cleaner 1/94 per hour. 
| Kelsey, Trevor .........| Cleaner 94 per hour. 
Reilly, Garnett .. ..| Cleaner ieteeeacere| aL oe sperMour, 
McCann, Cecil .-| Cleaner eocesavexec| L/ Oe per hour. 
3aker, John I. ......-..| Cleaner aeemnanere 1/9t per hour. 
Jacobs, Cecil ..| Cleaner 1/94 per hour. 
Howard, Charles. ......| Cle eclavceveces| Shy OEADED ROUT. 
Potts, Harold ..| Cleaner te ceveende. 1/9} per hour, 
Brown, Francis .. ..| Cleaner gh per hour. 
) Denham, Morris .. | Cleaner gt per hour. 
' Pleming. John... ..| Cleaner. Liveeencesnanieecs 94 per hour. 
Pascoc, Stanley CleaHOT siseve cus scvess cocerve 94 per hour. 


Pate re maeie) ree | 
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19 
19 





t Apr. | De Low, Henry A....... 


— 


oe 


d Crawiond, David 
a Ferguson, Albert J. 
yee Parish, John 
2 ,, | Harrison, Cecil 
Sie | Walsh, Thomas ‘W, 
: i COW BIO OL cvsece Wes ces 
5 ,, | Durrington, Thomas C. 
7 ,, | Heaton, Thomas A. 
(ee Crawiord, iy us J. 
toe (CRED. oan Abe... ; 
7 ,, | Dale; Henry 
7 ,, | Price, James oo 
Fi neh | Barker, Prederick of 
7 4, | Cox, Geoffrey M. ..| 
<<, » Harley, Alberts.....i...] 
hye OP WRikeS George en... | 
tar yy © | SODRS, “WeAltel viciec. ots -- | « 
Yaa | Paull, Edward.... at 
7 ,, °| Bland, Harold | 
7 ,.~ | Riley, Badnias §, .’......! 
7 ., | MeLaughlin, Robert -| 
10 ,, | Dewhurst, Colin F..... 
an, | Price, Aubyn G. &.......| 
i Meer | Creech, James ..... 
14 |, | Boyling, Francis 
14 Tighe, Patrick A. 
14 |, | Sprouster, Archibald ...! 
14 |, | O*Leary,: Vincent ~.... 
1@. ,,; | Denson; Walter’ ......... 
15 ,, ~+| Balmer, William G. 
s Sedgwick, William G.... 
» | Lawrence, Roy A. ......| 
16 ,, | Briley, Kenneth J. 
Py. Prior, Keith G. 
Py Carey, Edward T. ee 
s | Garland, Sydney......... 
» | Maizey, Albert BE. .... 
., | Sanderson, Lancelot ... 
24 | | Chowa, Allan Pa 
x4 & ; Smede, Ernest..... Wier 
;, | Welsh, John C, : 
| Brown, Harold ...... 
a | Andrews, Claude......... 
3 | menry, Bruce A. -...... 
» | Hewitt, Elton J... 
May | Morshed, George .... 
. | Mastin, Edward: ......... 
| | Hayes, Martin ........ 
fs Tacey, Stanley ........ 
- Grabam, ATANS..6¢5..5:0. 
es Brogan, Walter ........ 
Pe Molloy, Marshame ..... 
* Roarty, Michael ........ 


Adams, William 8. 


Turton, Vincent . 
Burgess, Henry J. 


Thomas, Harold .. 
McNeill, William... 
Keogh, Edward 

Hannah, Ernest . 
Bell, Kenneth .... 


Fs Hatton, Henry W 
4 Jarvis, Arthur 
Smith, Svdney 


is facKinney, James.. 

PY, Bee ne, Raymond 

” Lovering, She eatiees.s 
” Lavender, Asher .... 
7 Wellman, Arthur W. ... 
as McCristal, Clifford ...... 
' Mercer, Norman ....... 
3 Williams, Jack H. ......! 
+ Bell, Norman. C, ..,......| 
$s McDougal, Alan ....... 

” Archer. Harold ....... 
9 Roots, Leslie .......... 
¥ Belcher, John CC. .... 
9 Daly, Horace W. .... 
‘3 Brophy, Henry C. .... 


Reid, Rachel 





. Johnson, Edward 





4 Mareland, Cyril T. .....,| 
re Hart, Lawrence H....... 
ie McKone, Ernest ........ 
x 5 Goodie, William ........ 
+4 Kersey, Leslie A. ..... 
MM | Evans, Stanley® ....,... 


Rowling, Arthur L. 
























fo, a ee 
Meehan, Thomas......... 


Smith, Erederick. ie = 












99 Hayden, Horace ... 

‘3 Hammell, Joha W 

Fe Robertson, John ri 
Stewart, William ...... 

ft Dalling, Llewellyn ...... 

By Laughton, David J. 


re Searle, Charles............ 





ns atc Te aOT, Frank .. 


:- Shop boy 
‘Shop boy 





Gogarty, Francis.....,... 
» Mulner, Anton C. ..,.. 








Date, Name, Position. 
1924, Locomotive BrRancu, RAILWAYS—continued, 
19 Mar. ; Holmes, Alfred DB. ....... Fuelman 
” Agaott, George . Gasfitter 
3 Jones, Bertie A. .. Boilermaker 
| eee Mountiord, Harry -| Shop boy : =“ 
20. 4 Doyle, Johu R. .........! Brassfinishe ar? appre ntice | 
20 Harrop, George D. Boilermakers’ apprentice.. 
4 McNamara, James MAROT DOV’ ..ch.cedutcc ccceva nes 
be | Inkston, Clifford Fitter 
30. | Edwards, Thomas Cleaner . , eae 
SLs) 1} BEE, Walter A. «...... Carpenters’ appre nntice 
ee Bowyer, William H. Shop boy xe $v 
» | Nutland, David A. Boilermakers’ appre ntice..| 
a Smith, Gordon A. Shop boy - ee 
oe Oy Arnold, Claude J. ae ksmiths’ apprentice... 
wh Eldridge, Alan KE. Call boy Panthenas hake sivien 


Call boy ; 
Car and wagon builder 
Vitters’ ApBRE ICS aes 
Shop boy eee 
Shop boy 
Shop boy 
Shop boy 


DRULSNOIET eh cadivon's abies distro ac |p rd 


Nitter 

Fitter ARE RS 
Boile srmaker | 

Fitter 

Shop boy 

Shop boy 


Boilermakers’ apprentice. 
MAGUOEOTUCE POci cor Shc akeeee So) 


Car builders’ apprentios.« 

‘all boy iy alae 
Shop boy 
Shop boy 





Junior SSS ae ieee 
SPEER Fe, Mee Caxias ave Oodadany 


Call boy 
Call boy 
Blacksmith 
Shop boy 
Call boy 
Call boy 


MUCLISLE: coe ats codedao re bese 


Fuelman 
Piumber 


Coppersmith............000... 


CEE BOW © sce ccceseses 


Call boy EEL PATE 
UATE WEE: Mretiacescseeccedioeres 
SHAG TS CLOT aca vevisns cushecslors 


Tube cleaner 


Call boy Es Oe 


Fuelman 
Call boy 
Fuelman 
Shop boy .. 
Shop boy .. 
Shop boy 


Shop boy ae eae 
CREO (iscastes cece svsees ore 


Blacksmith 
Fitter 


Boilermaker  ....0.seseeees 


Boilermaker 
Boilermaker 
Boilermaker 
Boilermaker... 
Boilermaker... 
Call boy aries 
PAOD IRE Y. pcelwee cveion 
MOTE: MOG ole c'e csinss sew ees'es 
PIGUET weocdicas.cscces co 


GRO foes tek.ces caccessen’s <0 
HADOTITER) ooccuscsvtcscenecsooe 
SMUG Ii eyccaded octicusis ce onswes 
Patternmaker Sdecavtiepeees 
PBRINGES sock teks tec eve sven acess] 
UPLBR Es coven vevsleaenet eet we 
Patternmaker. or peer re ee 
MIO TY DOM osc ccense'cocses'onsere| 


Striker ...... 
Fitter 





Boilermakers’ helper one 
Boilermakers’ helper ...... 
Boilermakers’ helper ...... 


CiRLUEEN OIA @.cle coe ewes Bee 


M&BGUT Ries asestvese rdccer ves} 
PWT cccckericcccvetesess ¥e 


Cleaner 
Vitter 





ATP ATIA Teo acaesev ns tae a oud eq ticc'e 


Cleaner... 
Call boy 
Shop boy 


Hitter: <.... 

Shop boy 

Vitter ainetitebe 
Moulders’ apprentice eee | 
Shop boy ; | 


Fitters’ apprentice ......... 


Washout-man ... 
SIPC ED: EGSUGE. ocledsigaerays 






OI AI Val ceive Seneis'onis oe 


Office cleaner 
Cleaner....... 0 
Draftsman 


WPRMEURIATI, cca.scusteyecaecs see 


Draftsman 
Draftsman 


Coppe Mbubanesccrtsce yes 
ISLE (ele csniesaocaese ssanbecs 


Junior cle tk. 
Shop boy 


Call boy srrepeeeensne 















































1/10 per hour. 
2/2 per hour. 
2/3% per hour. 

Sf per hour. 


3% per hour. 
3} per hour. 
-/8% per hour. 
1% 
Of 





? per hour. 
4 per hour. 
per hour. 
“A8h per hour. 

63 per hour. 
3} per hour. 







3 
8) 
3 
8 


4% per hour. 
2, ae per hour. 
63 per hour. 
& per hour. 
af 
3 


per hour. 
per hour. 
$ per hour. 
8¢ per hour. 





/ ll per hour, 


68 per hour. 


| £106 per annum. 
33 per annum, 


% per hour. 
& per hour. 
3% per hour. 
-/1LL per hour. 

83 per hour. 
/63 per hour. 
b 10 per hour. 


1/10. per hour. 
2/22 per honr. 

# per hour. 
-/8¢ per hour. 
-/6% per hour. 
-/6% per hour. 
£106 per annum. 
1/10 per hour, 


-/8% per hour. 


1/10 per hour. 


-/11 per hour. 


1/10 per hour. 


-/ 53 per hour. 
-/6% per hour. 


| -/62 per hour. 


-/6% per hour. 


| - 8 per hour. 
3% per hour. 
aE per hour. 
3 per hour. 
3% per hour. 
3% per hour. 


' boty bo bo bo be Ls 


/8& per hour, 
-/6% per hour. 
-/1L per hour. 


1/10 per hour. 


-/8% per hour. 


1/94 per hour. 
1/10 per hour. 
2/45 per hour. 
1/10 per hour. 
1/10 per hour. 
2/4£ per hour. 
1/44 per hour, 
1/10 per hour, 
2/3% per hour. 
1/103 per hour. 
1/103 per hour. 
1/10$ per hour. 
2/22 per hour. 


1/84 per hour. 
2/3 per hour. 
1/94 per hour. 
2/4 per hour. 
1/94 per hour. 
1/9} per hour. 
-/62 per hour, 
-/11 per hour, 
-/63 per hour. 


1/1 per hour. 


2/42 per hour. 
-/11 per hour. 
2/43 per hour. 

3% per hour. 


-/11 per hour. 


| £308 per annum. 
£288 per annum. 
2258 per annum. 
98 per annum. 
42 per hour. 

4% per hour. 

131 per annum. 








£ 
rs 
2/ 
2/ 


£1 
-/6% per hour. 


-/6% per hour, 


per hour. 
per hour. 
} per hour. 
& per hour. 
3 


-/3} per bour. 
-/6% per hour. 
-/11 per hour. 
-/82 per hour. 
-/1LL per hour. 
2/3 per hour. 
2/42 per hour. 
2/4% per hour. 
» 

2 


Pp 
3% per hour. 
3% per hour. 
Es; per hour. 


-/33 per hour. 
1/114 per hour. 
-/8% per hour. 
-/6% per hour. 
1/7 per hour, 
1/9} per hour. 


16 May 


16 
16 
17 
19 
L9 
19 
19 
19 
L9 
19 
20 
20 
20 
20 


1924, 
20 Mar 
20 
24 
24 


24 


24 
24 


25 
31 
31 
31 
31 
31 


VATA TOO Cod 


more 


bo 


21 


be 


21 
28 
28 
29 
29 


29 


29 
29 
29 


LOCOMOTIVE 





Tye, David 





vii eee 


Bennett, Percival 














Abbott, Christina 
, William A, 





Jones, Jack 


Hoc king, Arthur 





Parsons, “Art hur Ww i 


Kember, by bong G. 
Peterson, Harold T. 
Newham, Maurice 





Eckford, Walter C....... 
ith, Frederick C. 
Bennett, Rupert H. 





Gould, Roy tocick. 





Blackmore, 
Want, James 


| 
"| Messenger 





McHue, Stanley 


Bishop, Frederick 








Position. 


BRANCH, RAILWAYS—continued. 


Call boy 


Car builders’ apprentice...| 


Haier 

ali boy ... 
Mould e rs" appre ntice 
Fitters’ apprentice 
Call boy a4 
Draitsman 


JAAION ChEMIG. .. ob see sacene eae 
Blacksmiths’ apprentice... 


Brassfinisher 
Shop boy 
Cleaner ... 
Shop boy 
Shop boy 


Painters appre ntice 


Cleaner ... 
Cleaner 
Call boy 
Call boy 


CHEGMOU cartons «inde Gisee cuss 


Cleaner ..... 


Structural steel ‘worker ras 


Cleaner 


Structural steel worker 
Fitters’ apprentice ....... 
aon man’s Junior clerk ... 
ar trimmers’ ap prentice .. 


Shop boy 
Fuelman 


Structural steel ‘work er 


Fitters apprentice ....... 
CIGAGIN ORs deses fis aevcsuees 


CRCAMBTD, force Loddattiawrsccuces | 


are | ods, 
Fuelman 
Call boy 





CeIn. Ges ee es 


Cleaner ... 
Cleaner 
Cleaner 
Boilermaker 





DUMIOI-CLAEK 2.3 8h sce sb sace oo 
ea 9) ee 


Fuelman 
Cleaner .. 





nae ‘iman 
Call boy 





Fitters’ appre ntice .. 


Office cles aner 
x itters’ apprentice 
Call boy 
Office cleaner 
Fuelman 


MOCHA DP. 8 ss Aoseree eect 
CHOBE oc .s8s Slate rect 
CYGSMOT ..aezbacp <8ecscte oe 
eoueraan ode \Wethieulgeuate so cate ne 


Call boy 





-/F ue Iman arnt 
Fitters’ apprentice Sane 
Moulders’ apprentice .. 


Shop boy 


--| Shop boy < eh nak etsiasab 
HOD: RON “islcces sees eve cueies 


Shop boy 
Shop boy 
Call boy 
Shop boy 


storeman. ....... Tater 
y betel apprentice evens’ 
Cadet.. ee Be 
Cadet 


PERMANENT WAY BRANCH. RAILWAYS. 
airtel toy Mui. Nee glee ad mS 


Fitter 
Fettler 
Fettler 





Wattloe raw eaAis chia eh Wipe nee stau'y 


Fettler 
Ganger 
Fettler 
Fettler ... 
Fettler ... 
Fettler 


Ea DOs Tb. teae teeee eee ase 


F@tbhlet. oes: kee 
Blacksmith 


Fitter 
Foettler 
hettler 


Better} |. i400 debs ce 


Fettler 
Striker 
Moulder 
Moulder ase 
Boy labourer 
Fett! 
Fettler 
Fettler 
Fettler 
Fettler 
Fettler 
Kettler 
Fettler 
I 


| WR UGAO Like ek xen dac'ecticcecckcrs 
Fettler 


Fettler 
Fettler 
Fettler 
Fettler 
rettler 


I Ras fap ane) 


£258 per 
£75 per annum. 








1 et ee ee BD 






' fe 








on ee 

















Ll per hour, 
3} per hour, 
34 per hour. 
6% per hour. 
3} per hour. 
3 per hour 
S{ per hour. 


3} per hour 

3% per hour. 
6% per hour. 
9+ per hour. 
LL per hour. 
8% per hour. 
{,/, per hour. 
94 per hour. 
94 per hour. 
8% per hour. 
Si per hour. 

} per hour 
O} per hour. 
per hour. 
94 per hour, 
27 per hour. 
3$ per hour. 
Ll per hour. 
34 per hour. 


) 


‘63 per hour. 


10 per hour. 
25 per hoar. 
s{ per hour. 
9} per hour. 
94 per hour. 
3% per hour. 
10 per hour. 
8% per hour. 
9} per hour. 
94 per hour. 
9} per hour 
94 per hour. 
5% per hour. 


106 per annum, 


9} per hour. 
10 per hour. 

9} per hour. 
Ot per hour. 
10 per hour. 
8% per hour. 
3% per hour. 


$/- per week. 


} per hour. 
6% per hour. 


4/- a week, 


10 per hour. 
9} per hour. 
94 per hour. 
94 per hour. 
LO per hour. 
Sf per hour. 
LO per hour. 
3% per hour. 
3} per hour. 
?4 per hour. 
6% per hour. 
6% per hour. 
6% per hour. 
62 per hour. 
8% per hour. 
11 per hour. 


10} per hour. 
3% per hour. 
118 per annum, 
118 per annum, 


104 per hour. 
4% per hour. 
9 per hour. 
‘10 per hour. 
9} per hour. 
10 per hour. 
34 per hour. 
LO per hour. 
} per hour. 
t per hour. 
y¢ per hour. 
83 per hour. 
} per hour. 
4% per hour. 
74 per hour. 
: y hour. 
r hour. 
hour. 
; hour. 
y hour. 
* hour. 
2¢ per hour. 
2% per hour. 
L per hour 
10 per hour. 


10 per hour, 
LO per honr. 
10 per hour. 
LO per hour. 
9+ per hour. 
LQ per hour, 
9} per hour. 
10 per hour, 
10 per hour. 
10 per hor. 
LO per hour. 
LO per hour. 
10 per hour. - 
19 per hour, 
9} per hour. 


annum, 












§ 







































































































































































































































































- + » ¥, —_— ° ~~ —w - oe . > 
® a -\ moe, | xem, onion, = ts, Dats] ame. | 0) aka Lg 
biBist i a 
AO Date. Name. | Position. Rate, Date. Name. Position, % Rate. 
‘ a di ‘ 
F : a —_—_ — 
BB Qi 1924. PERMANENT WAY BRANCH, RAILWAYS—continued. 1924. TRAFFIC BRANCH, RatLwAys—continued, 
iS q 5 May Jackson, Joseph ........- Fettler 1/10 per hour. 16 j gee ae Shokae ‘42 = 
if \ 5 4) O'Sullivan, ae weaere Fettler vee seg eeees 1/94 per hour. 16 aa Sp “ele g ogres add content eee no deve” 
ae 5 an. Wi airs? Ot ol. west ic ces) MUL ERGY inotecchoeneeasnasekar | 1/10 per hour. 16: eae] ae Sanne i fae oe ‘adult B stad gi Sn a 15 /> iar dee 
a.) s se a “ dined Peres 0/97 ar 4 ” mah 3 SOUS =. eeeacces + » seeee . =~ a 
he # | 5 McLardy, Henry P. ... Struc tural teel worker ae) B/ EE per +8 16 ,, | Thyer, Frederick L. ...| Lad gatekeeper ..........+..|. 7/4 per day, 
i 5 oy at Jame a ara bap tence deeeenaee 964) He oF per a ad L656 Cotterill, Robert .......... Jumior porter ......ececeeeee 7/4 per day. 
by 1 4 ” a then “41 whet sisaeeweeeesereneenes ces] a Se mes 16 -",, McDonald, William a Lad gatekeeper sacayer seo La per day, 
eee id a) e:” Beeaiit nesdari kk ... 21 Mettler | 1/10 per hour. ez todda, Ernest CoB. ese Junior porter ses] 4/9 per day, 
vie 4 Yas kc a teaanh tee oe | Wettler ewer o 4 Randall, Thomas ...... Junior porter .....+.ees+0| 4/9 per day. 
' { 9 + ai : nee A Neesidsieeniotal pails : oe. “i 18 49 Winterbottom, Henry... Adult shunter .......seseee 15/2 Ps per day, 
it! | Ae Meneick Willian on ettlor sepacek Py Chipperfield, Charlie Adult shunter ....... .| 15/2 per day. 
| i 12 3 ae ricl , 4S u ean ste eee aah : 3 pe y wy HIG Smith, Edward ......... OLUOR Mecscccess Vaamencnien -+--| 13/8 per day, 
, iM i ; - perieg terest hegpis ERR eA +f ae ae 99 i Kane, John T Junior DOTLEE cevenvovenerte 4/] per day. 
‘ 2 ae ovie, Te re eT & ie 0 93 Javliss tnt nm, iar ” 
wipes iit Ve, Power, Frederick ...... Pettler 94 per hour. DS ae at be } ods a ere ties : Boe 16/2 per day, 
oe | | 19 Atkins, Arthur H. ......| Fettler 10 per hour. 93” Coles oe Y a sie F Ch ert ecaueaieline 28 £166 periey. 
wipe it 19 Oliver, Frank EB. ...... Vettler . {0 per hour. 23 as Kirby Edward E Watcueen £6, Stee Wt eran a 
a 19 ee Wattson, William J. ...] Mettler 10 per hour. }93 "| Ritter tudolph Porter eo on ae eee Meta Pace a 
a rt i i. ” eee sf se Vo, cee eee ees raha ae a Pe Bins 24. ,, : aithtull, Arthur ..... Junior porter | 5/41 per day. 
ul alts ma Mena nee ~ Willie et Kettler. * <4 r - ay 25 sy Beilchambers, Roy J. .| Junior porter ........+++++-| 7/4 per day. 
Ri geip ii a PY) AEA E nae oreeee fishes: Me a3 aie: 28. 4 Hughes, Leslie J........- Junior clerk ........-se0ee+++] £131 per annum, 
1 # ih) 26 Ky ae i auceldé Galas Labourer 81 3 r wane 38 ” sda 9 sue \ : ee porter ........seee1 5/11 per day. 
H" $5 NZ, LATICCLOT  ..ccceeee ri o> . AA % ai as. Mark A. ‘ter a ey o 
Pi a i 27 ,, | Hewatt, Alexander...... hitters’ ib sei ntice ep oe | -/3} per hour. 28 - Aan , Avs Clerk. Bs PS ioe 
NM} 2 sabe AAd CN ic ; yer, / Crrseseseveees pe Palas aes Apeaksieoas F i 
LEW ep hi GEE Be Saas, 14g wer hour. f 39 | Qdewhan, toi B..) Junlor porte." ce) 4/0 per day. 
Thi li fal Si ve: Stair, Edward Terence Mettler ee] 17ke ot bent 30 th a ep Charles a Ae upbeat ora ee, 43 ees 
; | | Md * ” SANS om dee > a pies Se ea ae Ie J i 2 8 Yinney, Charles OLTET 0... srecceccoeesccecce ese /2 per day, 
Me) esa itil = ” erga NS: ee toe tt ; ; re eee DORE: 30 Hopkins, Edward Junior porter .....0sse++| 7/4 per day, 
. . vat “ ” letfree Cpneat 2 Vettler 7/40 oe ante: 30 ¥ Hoste, Charies O. : Lad Gatekeeper .....ceceeeee 7 4 per day, 
DH ba Roth ik 31 " Mzhoncy, Miche uae Fettler 1/10 ee hour. cn ae Spencer, Ronald R.. Junior POTCED seeeeeereneees v/4 per day. 
be bale 1h 2 June | Manns, Clifton............] Fettler 1/10 re hour. 30 “ Wisby, (Leslie IS, --..+-+*: J aer ae srsracceerl A/Y Der day. 
bey | 2 Ryan, John J Pettler 1/10 per hour. Dee, Rene Seep de eggs es hd Spey eee +1 18/8 per dey, 
aa 2 Pee dinak Giatied mobiicnss pay eS cae 1 May Brown, Lionel Jos | Junior porter .....c eres 5/11 per day. 
[3+ eh Tacs keer ooeakicg: eitig re te /9% per hou Pe Percival, Allan W Junior clerk £78 per annum, 
Pret i Sore rah ng Cale shies Seen 1/10 per oe ite Carter, Robert C. .......| Junior porter ..... Mee A feat per day, 
Neh vt oe eee Dac. poe i tats Wettler : ot per hous i Richards, Sidney ......+. Junior canvas worker .....| 7/4 per day. 
li yh ate EM ae at : BSN 6a ms a : : 3 s a ae Evans, James H. ....... Junior porter ............+.| 5/11 per day. 
pig 2 Q e, PP DET U isan cana “e : = | or ho 5 Py r ; 5 a7 8 
Med eulte ee a) Griffin: Bertie wi. cncncccaly dt CHUOL Me. peteains 1/10 ca hour, 5? te gate a , ee prea hod 4 at per. day. 
Mia 2 2 ee } pare abe D. ere Bluett, Mabel A. Attendant...... 7/9 per Week 
by ki fee || r ) Box: Oawald. cesusros<cel nether 1/10 per hour. and t 
ANG at assy J pane hate A F ‘ ‘ ; | i _ and quarters, 
ae Mal Boas ton, pe ie ° Rettler vestees 1/10 per el eae 5, Pickering, Allan R.......| Junior porter 7/4 per day, 
\' Dae Montgomery, ert. ou furnaceman 1/113 per hour 36 atek . / 
Weibel de ue ’ : Lees : pak 2D 4 Cullen, Louise M. .....-.| Gatekeeper ... 4) per week 
hi ht 4, ‘a OMe ys Connolly, Altred ......... Carpenters -/3} per hour. “and quarters 
bitin hy Wskellyv, J@MES ..-.0- 00 ve r 1 pe u 3 ‘ . : = Rams 
f j ele || 10: 355 Cuskelly, J a Pettler 1/9% per hour. 5 Cummins, Aloysius R. | Lad gatekeeper 7/4 per day 
iby 3 12S, Dowling, Joseph — .....- Kettler 1/10 per hour. 5 | Phillips. Libbis J Juni ae ate 
pt ao : 12 Briggs, Francis Kettler 1/9% per hour > a | Phillips, Li DDIS! ds -easirs] w UUMOT porter ...-.-. 5/11 per day, 
it Vl Bien SE Ree tI ee? 6 ,, | Patterson, Clarence E...| Lad gatekeeper ... 4/9 per day 
i io = Jones, George ...... ...| Labourer 1/83 per hour 6 | ore, om thy i ee ; ea : 
mie) eh 13 a Piilpott, Leslie Messenger -/64 per hour. | 6 ” fochey, Limahy See eee 8/6 per day, 
* Hi 4 } 16 is Barry Patrick Fettler 1 10 per hour 7 3 forget Aeron tt oe gateke ie a hy Lats pee 
ht at? in arey, Patrick.......-...] Be : 7 | ; race 8. es. Fe ; Secnaseteue)! Gh , 
NY i BN | ty! ioe 28 Peppernell, James ...... Fetter Weigeeccrccscccessaeeeen|| 1/92 ner hour pes aml here a << hF ! a eater =i get are 
AN Miah d pe PPGR RRs ee aoe rs holes taudry, Joseph I. ...--- | Lad gatekeeper .........+++ 4/9 per day. 
hh i LS ee Nicehurst, Patrick S.....! Fettler .........c.ceccseeeeeee| 1/9% per hour, 7 | Smith, Stanley R | Junior pert 3/7 
fy 16 » | Woodcroft, Edward J. | Fettler ...c.c.. 1/9 per hour 7 oad Moxita; Dantel-(), estat anes cat eenne poy SET ORY, 
tk 16 Davis, Robert W. -ssi.. Wetter. o Mescuscnceenssecasees) mi) Oe IpeLr hour, ape es oe aes a nae ee | “ea ee bs per day. 
ye doy eid kitcna @ Pettl 91 ‘3 : vc wes Harman, Wallace S...... | Junior porter .. 9/11 per day. 
ti vi » ai : ony oes Th SPUR Sc 3 a ra nu aaate fo, 1, 4 0e nay s Weber, Leo FB. ee seeee eee | Junior porter ...... 5/ 11 per day. 
P| ) es ragg, 166 ge cso canoes | oTicKlave ee cecene ve] i; re 10ur. & A 4 g, bert M J j A wie * 

' 7 Whos Hokin, William H. C. ..) Junior clerk ..................| £78 per annum, Gee Pearce He argc i “| Vad gatekee oe £1: a per annum, 
is Thucd eeray Hee Paling CD oer heie 2 aps earce Henry ....- vad gatekeeper *........+++:| 7/4 per day, 
oni ran ee Be PO . Rottler yah I i ; 2D ae Quarmby, Aubrey W.. Junior porter .,.. Ae 4 per day. 

30 4 dopa pangs Spheres peta cena peDEL DOUr. BT aLO Ge, Kelly, Phillip J. Lad Baiehpense sechevesseeval (0/4 Der dave 
30. et O'Sullivan, Richard G.] Fettler .sscccscseseseeeee] 1/10 per hour. § 11 Sutt Thomas B. . Port /8 “ 
SO: ae Wallis, Jancs .........-..| Mettler 1/10 per hour. joe <2 lo gr te if, ioe: Tani ie orice ae hi 13/8 per day. 
11 39 (a4 Sutton, Cli.ton...........-| Fettler Pi panhe 1/9} per hour ie? son SU eg Albert E een 7 nior RAS ero £106 per annum, 
| = : : . 45 Hennings, Albert H.....-| Junior porter 4/9 per day. 
y? RAFI BRANC Ra , . 12 > © x / z 

i 1924, DR SRANCH, LAILWAYS. ey ay | Brown, Frank H. aawanes | Junior porter k 4/0 per day. 

} 22 Web. | McArthur, flys Diesestes - Gatekeeper ......... seosvebas 12/5 per week. 42 + Cousins, F ants 12 Be Sees Fos clerk cus. £78 per annum, 

iI es and quarters. 3 ee Ings, Walter H. ........-) Junior porter .......s6+.+.| 5/11 per day, 

* 3 Mar. Stuckey, Leslie V. Signien Junior porter 3/7 per day. LA a Herring, William G. <4 Adult abunter antews.cceet lips i day. 

| 13 Byrnes, Josephine eaeoee Gatekeeper ...... | 14/11 per week. 14 “p Goodall, Mary E.........- Gatekeeper seeceeeveceeees! 12/5 per week, 

, ss; ‘Taylor, Arthur 3. .....-| Adult shunter 15/2 per day. 15 a Greaves, Thomas ........ Adult shunter sooeeseee] 15/2 per dav 
fy teiee id LO ee Daniels, Charles ........-| Adult shunter ... 15/2 per day. ers Butcher, Albert H. .....) Porter Gees tuceee 14/2 per day. 
Mt es Mead, Martha ............ | Gatekeeper iremsereees LAP) eper weeks | 0 ies Golsby, Clifford F. ......| Junior porter Santee 4/9 ) per day, 
iiUE ik 24 ves Goodyer, Ambrose ...... | Junior porter ....-+ereeer eee | 4/9 per day. ae = Seabury, Frederick J, Adult shunter .........++...| 15/2 per day, 
a hah Nit 24 ,, | Whittaker, Frederick H.| Junior porter ...............| 5/11 per day. LG es Peacoek, William ©...... Junior porter ey Oe pes day, 
Hi j 25s | Hickey, Ronald IF. ...... ad MNION POLter jeacwseskrens sea) ee OD per day. LO eS Dignam, Martin J. --| Junior porter oa 5/11 per day 
1 25 | Barwiek, Cecil W .| Adult shunter 15/2 per day. 16, Tame, John A Tunior por : ~ a 
t) | ‘i 25, | Barwick, Cec . | A : LOL wes crciceas eeeee 2] a yo ame, John A. .......+...| Junior porter .. wsse-| 4/9 per day, 
DN th 265. | Jenkins, Uriah ..... | Porter .....esseeee essere ee +] 14/2 per day. 16 es Wallbank, Cecil R. ...... Junior porter seresceeveee] 7/4 per day 
we 28 ,, | Stapleton, Amelia D....) Car cleaner .....0seeseeeee ees 10/3 3 per day. 9 ses Sullivan, bede J. .....-| Lad gatekeeper .......... sel -b/ Milaper day 
\} | i} 28" ">. Lynch, George W.2 | Junior porter severseereeeees] O/11 per day. 1D ise Hiei Geerge . Junior porter ...... re 7/4 per dav. 
ha 4 29 ,, | Green, Charles | Lad gatekeeper «.....+.++..| 5/11 per day. no Ns, Snuth, James J. .... | Junior porter ..........0. 5/11 per day 
? OK Tahiie he - » 4 | ¢ catekee aT ” Or Gav . z y vie 
\|) hy ; j 2 ae Williams, Albert N. eee] ret Gatekeeper ...cseeeereee 7/4 im r day. 19 «5 Potter, George os Junior porter Fereeneeeea AHO per day. 
iit \ eh ese Want, Catherine Gatekeeper ....sccsrceoseress is 11 per week. J 19 ,, Hudson, Linus POTtCT tar. sce oaeruseteseteereer | LOTS POLO Ay, 
iit i 3 i Se Black. Lauretta M,....-.| Gatekeeper ....... Sie ae 11 per week, 19 ,, Meek, Milton H. . | Junior porter .........s0...| 4/1 per day ; 
EH i a tees Bell, Frederick .........0 | Junior canvas worker see] 8/8 per day. LO as. Rose, Leith H. .........| Lad gatekeeper .......s«....| 4/9 per dav. 
Har My See Geoghan, taymond T. Junior canvas worker ..... a4 per day. LO 152 Warters, Wilfred G. ...| Junior porter act ee per day. 
vt) i 3 i Bravery, Regi nald W. Lad gatekeeper Rwnewethe sa | 7/4 per day. 19 a Lavender, Richard R. Junior porter | 5/11 der day. 
§ i } SL ee O’ Brien, Cecil . Junior porter ates | 5/11 per day, 20. 55 Goodsell, Leslie ¢ -| Junior porter 5/11 per day 
| i ii ty 1 Apr. Hoje 1, Roy 5. sii | Junior porter ast esvncatt ene 4 per day, 20 2 Burton, William ......... Junior porter | 7/4 per day. 
j | 1 Mil Le Mingonie, Leonarc alba unior POLEET seccisneas'seaass| OF O DET Gay. a Turner, Selwyn W JUNIOT POLLET siegssisaaisse 7/4 per day 
; i 5 AA a ee ( ae R Junior clerk .......e.se.e...| £126 perannum, | 21 E 3 McLenaghan, Patrick R Porter ... 14/2 per day, 
! Shae fel 2 ‘ay »y Ba ee. s > isteveifee 12, q 21 ‘uiny ame a inic . 5/1] 
Ma oat | Weddell: Witter A. 22) Adcinahanter ASE aE Eee eet ae Pee a Leck 
If iit 2» Rica A. poms UCT wviceweate seats Te: 2 ae ae a RS phe Oe Ds pore ia eoaiee ..| 13/8 per day. 
i as AA es Ie us Bie dae aisieieigis U tee ee ee eee eee eee eernne * ¢ a ” Jé s, aks 1 -ereeee| Junior porter pe per day, 
Hi! 2 Galvin, Martin A. .. Junior clerk ......00ceesee00e] £78 per annum. | 21 ,, Goddard, William G. ...! Junior porter 4/9 bee day. 
fr, Se op Sullivan, Daniel M. Junior clerk Gascuvessvscashes: £1; - perannum.} 21 ,, Simpson, Johr C. ...... Junior porter 5/11 r dav. 
3, Malcolm, Hilton J... Junior porter. ie jae sciotes ..-| 5/11 per day. ae Wandless, Leonard...... Junior clerk £78 one annum 
bss; Coady, John E. Adultishunter <.s.csvewecs eee 5/3 yer day. 24 Je TI ; fonder | ey a ora wee 
If 7 oe Mooney, James B. ......] Junior clerk .......0.00005..| £78 eer annum. 26 co Bree cvereer M > as : a onus rere baat 
‘ 7 > rf a : 90/ ~ 1 9@e 4 = ? ey ead “is 5s / mis: y. 
i Lae Baumgardner, Maud ... Attendant... ....secccserssesee] 22 = per rae: e aA Wilbers. Andrew H. =] Junior porter 4/1 per day 
1 7 Foster, Archie H. ...... POLCY saddsvepessavevesuorencas (ey a aer daly 26 2 rie Loewe ake conor ee 3 sa aye aye 

IH iP ed ee er | t or =e] 23 /- Gabel Gay Aes, ul, De cecseveeeeee| Junior porter 4 per day. 

1) htop Bailey, Robert B. .. Junior porter ..-.....0.0....) o/f per day. Si es Brock, Firnest J. "008. Gatekeeper 13 /2 per dav 

iI S%.. Kennedy, Michael I’. ...! Junior porter ...............] 4/9 per day, ei cane King, Samuel ............] Junior porter mT A ar Gaga 

he Mell, Robert C. OTLEY We. hosievce cor ee ay 13/8 per day. 27 wis, Georg lerinionvorter is ric apne 

} 8 4 Seage, Hilda Ni. OER Sc anot aveysive vactonentecs] ae lOe or annum, | 2 # ean tenes I. ; TAM Leebeseer 2 7 i tee oe 

H See. Mannix, Raymond . Junior clerk —.....+..+......| £78 perannum, | 28 ,, Roach, Donald E. ......| Junior clerk .... [Pa ees eer anata 

| 11S; Rowies, Lawrence J. Junior porter .....+..+..+...| 5/11 per day. 28 33 Davis, William J. ...... Junior porter 4/1 per day. : 
ee oodward, Jack R. ....| Junior porter ...............| 5/11 per day. 28, Delancy, Harley ......... Junior porter 4/1 2e 1: y. 

i 112 | Johnson, Theodore J. ..| Junior porter -oees| 0/11 per day. 2§ Toohey. William B Junior clerk Apel ak MN 

{ 4  Srowiath tack A | junior poster aye Mar Da y ¥ am 5B. Junior clerk .... £106 per annum, 

», | Howlett, Je A schersees Junior porter sees per day. “4 ae ot Abel, Raymond T.":...:.| Junior clerk .....0:.csr-ece0s| £78 per annum 

| 14 ,, | Gammidge, James P..... PUMLOT CLOTK Bes sesiearcceeees | £131 perannum.}| 28, MacLeod, Darrell E. ...| Junior porter 5/11 day. 
ive = Poole, Charles A. Admit SHUN? Wiessesesteyces 15/2 per day. 20 we Allen, Kenneth A Junie 2 t Ry pee nee 

i ie oe Clarke, Harvey G, .. Porter eeleaiclendnidaloiestens , 3/8 per day. 29 a Laker Phillip Bhs: 2. aniag Epiies ats perey. 

i) 2 aire sat ee sires : ee y : 4a , Pisces car ene « 2 ¢ e ; 

\ LAtassie|) illard. Sydne yJ Junior porter ...............] 4/9 per day, A Beet Kavanagh, William...) Junior porter 4/9 aay day 

i 14°,, | Sutton, Thomas G. ..... Junior porter ......... ewan ‘ ‘9 per day. 30 5; Edwards, Henry J.......| Junior porter 5/11 per any 

H deer | Bares.2nez BP acr<ar ere] Gatekeeper ssn eee ees ees scenes] 14 ae * neck 2 June | Porter, Alan M. 3.02...5 Junior porter 5/ 11 per day. 

ill ad quarte “ é 3 as S ior p \ 

i} VSeaci Shaw; Oliver J. 7 scsxccces JUNION POLLED Geseseseacitense 4 / | Est nai 7 % 2 a [pt amieln David, pe Peete re “fi 15/2 pe sede 

2 ioe 4 , . Paes oughtrie, David ...... AGUIT SHUNTCT see eseeereee ees p t day 

15 “s nee hc aa ee ; ie 2 per pe 2 a W alters, Frederick J.... Junior porter ry L per day, 

| eerie, eae ated - i eee ansie | 15/2 pe oe: 2's Everson, Gordon B. Junior porter 5/11 per day. 
16iss | tooke, John 1, ......+..{ Adult shunter s+...) 15/2 per day, aes Lassau, Alfred T,-...... Junior porter SeavecessertiO/ La Sper day. 
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COS ee eee 
Pete 
Name. 
ae —_——- Position, | a 
1994 ate. Da | 
A = ate, 
& June, Redd Be hin BRANCH, RAlLWays Wo edad : Wome. met ie 
st y, Vin s—conls eS Masta | a jones 
: a 00 Savwell, decors Lad gatekeeper nued. —— Position, | baad 
ae ! Tresiee, Walter K. 2) ini ack veveceeoveee] 4/0 per day 1924, Poe “ in Rate. 
” | arraran, Cecil unior port ghia Seiad aniacaivysioes £] 31 E Acs 3 A | Baa AFFIC BRANC 7 
‘ : | smth a Coed F. - | Junior er. vere] BET By ha ial eM fe eagay tere Dulcie E J Shs dale cabaret 
be ” Sm . ee Junior el “ Fcgactcenkkeecavksit ae c Vv. hen se »ve, Arthu . de veel wnior . 
, % ee send John W..| Adult SIRE Se tnieleankaanel pak el te oe | Santon: Sa ac W: pect baal ie rer Fs 
en Hartley, Francis J.......| Junior porter decvasaaaseseechat th Peer Gayr 23 her arIGhRat ee ct Junior elerk . attendant... 1 apes annum, 
él | Locke, Edward P. ...... Junior porter 7/4 per 1 oy 25 | ky nett George C. ... Sign-on Alaska oe | £78 | per hour, 
Cate «| Winsor, Alex » eee) dunior BER ie day. 19 Ma ‘aldwell, Dunkean | Signalmam, 8 per annim 
rane | Teece, W — eeeees | Junior Rarer soaegtawaisameedh. 0 eee te Mas syrne, Robert can Fettler OPM ices ~ a per hour : 
6B | synch, ener we... duper clerk sessssesssessss ene! £106 or cing 3 m etc Keith I, ...... yanios clerk 11 Lit pe se 
oa ne, Elsie M «| Junior le obaga asa £78 annum. ’ onsidine, Michs POEM Tine ieee eee | ¢78 er bour, 
ee Att. r : £78 per annum » Michael ......] Fet sabe WEE cagcanicces | £78 per ar 
6 endant : 5/11 : ettler ee nes num, 
pa Hennessy, Willi Amhea Can Vedee ein JTL per day. 1924. 31 peran 
of | , William ‘ 15/1 per week SAS 1, num. 
ik abs Duif, Cecil F. shoe Adult shunter anda rweek [25 Feb. | F ELECTRICAL BRANC ma $e DOE Davee, 
” | Goodfell aan Labou nacteenrc ce Hed: quarters. | 25 Foley. Jose ANCH. TRAMWAY 
8 » Twyt oy Harold ¥.. Port a eo ---| 15/2 per day an ” | Bann » JOSEPH ve. see sees Cle 7: AMWAYS, 
; ytord, Kathleen M.. -| Porter Semauyee ineseues 14/- a ae 25. Bann, 1rd, zyater) pe 
g F ant.... hi 3/8 ae 25, ain, Kenneth paner . -/1I 
” Peterson, G . scatouenisnecatesl PT per day. Cee Pollard, Archibs Sub-s Gee /113 pert 
3 | Bien ltegti”| Harter PO Voopeweek’ {3 | Bank ; Archibald C./ Sube aio i fanaa | “fat Pe howe. 
} rig BM... $ quarters 9 ” Burke, . ape tae a Ti H junior ef per | 
10mr | McDermott, 1 Porter DA Pre at rs. J 28 e, Thon | Tingmitt fe reur. 
Tare Horkett, eer ms Junior cin 4 ypieas€ 6 Mar sphnaton ye rapa yeeeee{ Cleaner . a8" <MpErenfice a E 4 per hour. 
”» | ines, Mz (3 seccvccees unior ace aesia 8 |. Le c rs bed OwlandaChanlsscR: | Sho pee &: p s per hou 
10 M » Maria T.  -++2s Beivetber ste eee eew een ens art aa oie aa Eric.. harles R. ...| SPO DOs fesode ir per hour 
” urphy, Willi : eer esevecccsessees ay. 8 2 ym, Ri | Cleene stdwan sea venta cascades per hk ‘ 
| Mae tigen Rc} Fann i Aerveck 3 | Bho Rees 77 eet creer 1. ter hon 
» | Winter, Jahn A. ..... uni reno teeeerentrs arters. "9 ‘honips Yoovteeseers + perinen aoe ae sie 9% per hour, 
12 he one home Bye. sennes votes porn asoaseie= Se hy ‘8 per day, 4 Ne ThOMEROR, are ogsees Cicanee ses eee ceseceoeroers wees BALE ected 
13,55 dew mei Le ‘Adult shunte sear eds + WPF tay. yas. Cockeritaeieegigald 3. Cleaner ee eas per hour 
ingen | Perkins, ee es Sealer rier A sigeneesecanes Al day. 1 2 Crozier, ae cwipeld J.) Cleaner . “113 per hour. 
<i e Kerr, hee Tunior clerk «61... .0.c.. £7 Meee ane day.|10 ” McKinnon. oe ae Cleaned eee ea ae y: A per hour. 
16d: 4 peste iphote ooo. Jnnlor (OE £131 per: as, ia” parey George F.......| ‘| Cleaner stseeseeevesecsenseens! 9/7R ie ab 
‘ans, J see eeenee orter . ‘ a4 ? of{riess, N is eaieas | Clea AeCaVevunddaguetisescsel © rh 
18 Fe | Wallwork phn Tyee Adult ere =. Ay per day. 4 ; | Criss, cies he diay Ai ee Béacanca eee cer cccccsccecces ‘113 per ea: 
he Aldred, ane Be Anult Seent Tove 4 hs per day. tel enirning een srebebere “] Gleaner BR hah pi 1 /12 per Metin 
” Youn, Wi rge CU. ....., anit err eee pie per day. Pe Raw aes Tira. pions waaitite Sern eg OE “ai per h 
Ley; 0’ , William A , shunter ...| 15/2 per day 11>. Ki and. Peter J eaneriatett td Pees 7 our. 
18 ’ Donnell, John ‘ Adult shunter ae ee eee |, Ap per d y. 12 ’ Cinkade Willian cr Cleaner chehinn cae padipetedan ag tices? i per hour. 
bs Nunn, Herbert F. ...... Junior porter see ereaseorsons 15/2 ae Re 13 a | Keeley, Errol V ase -*4 Tinsmiths’ : A Reel ves 3h per honr. 
igi Are ry Junior porter 4/1 AA! 13 7 | Mullins; Ta olnd wo Canes : apprentice eter |./2 ey 
924, . 4/9 per y. 1oaee Kearnes, Edwa + seeees | Cleaner ...... SpaNe nan ee RSAecieyel bys r hour 
4 Mar, | Clarke, J SIGNALLING BRANCH, RAI ae 13, stayed Morte 3. | Cleaner vores sneseeee ten ih ie fat 2 
5 . | Clarke, James C.. ies apes LWAYS. jay Painter, Arth ype eaner Sea NE ak deat 9 
1s Williams, John J. ...... Junior clerk Woe Smith, Lyna M 8. ......| Cleaner a EA ay 9% per hour. 
33 Dewar, Howard ee Fitters’ 7 Ra ease £78 per annt ye Aphopt, ae Cs, es ait per bour. 
13 Kerr, Rok = a pete electricians’ ap- -/34 per ped | Le ‘ Wolst Fon Ts seeceeseece Naas es Garon ee 11 Per tie 
. oh ey! ‘ =e ste ttt eeeeeees ‘ vodsicabina nadie 
Ht RO Ae along vist Caney Sho boy - “/8hperhour. 17” Trevillien Wiliam T... Gear ee RK oe 119 per hour. 
13.4 Jury, Roy .... ..| Shop boy .. | -/11 per I Teas Miller, William fe T....! Cleaner srissiavneertere-cliiaf LEE per Bour: 
” Norling, CarbAGl ds boy ... -/11 per pene 17” ponder, Roland C. Lek dP a ee % Ob per hour. 
ectr ; veo) AZ . fy, | Dinse and C.... | § a 9§ per | 
2 ad Gunton, Henry ssiiog| mechanics’ ap- AML per Dour. e ” es William nc. ee Fah station junior. sna] is / LLG pe ie. 
24 > Edwards cary sooo] Junior cletk ... | -/s¥perhour, [is Bridle G...| Junior laborer ....se ss | -/9 per hour. 
s, . e . ‘ | = 1p eoony = 
og i Sneddon, Le eee Junior clerk . .| £78 per annum ot i Smart, dee Co sseeee! Gleaner ey onea Prep emmeaeots coil ey pipet henr. 
edy, ee See ntiogs Assista oe deicen fi eM, J a POY re? ame 2 BOO Cidancet ee ; per h 
oe pe Peis Yer sh Polit. sectionman ......| ah PEt BPN. ide) Olsen, Ol; Jack L. ......| ms ely tee eae 9§ per hour. 
<9 APE Philli a ATA <0 00s an /10 per hor en, Olaf ....... | ower house co al 1 ea ur 
illips, Gerald .. Draftsman a £308 her an wr. [og ; vsceoe] Electrical junior | ijlg per hone 
30 ,,- | Davi sees} Railway  cieiin ....| £323 pera num.fo4 ” Bassford, Henry fae orentica mechanics’ ap-| mee 4 per hour. 
5 Ma avis, Pe re: ians’ ap-| -/33 nnum.|o4 ” Byrne. uly WRRECEIEE | Cle e. | -/3§ per} 
5 May | Archer hfe sasttsere Sin price. p-| -/3} per hour 24 Mal 1e, Sylvannus aoe tour. 
5 1 er, Alfred FE. i p dey : 24: aher, Edwe peers ; Clean Pa Sets sre esse vsauermenole 
67), eer wereen ne pecinigt * er Vt per hour eth hay a Topmard vee Cleaner Pip Se ee “ Thee hour. 
12 y, Reginal ; rand 4 2/28 : 96” eanatineeAlfped con. Measiors Ae AE ON ya yt pe 
5 iano least’ Grnibald "| Staker ® i Hober.- | i7s per day. 26) | Summers, Morey ks. Detcancth oe eee : Ty perk hour, 
ordon, Lesli ° riker .. sees She A 3 ay. ae OY, c Lp eo DR ecg Gisane ar RCRrArEACape tt ae = perh 
e ” Miller eee | Raitwray elects tee. Apr per hour. 27 4 penedneeh Ernest ...... | Vs ANGE. ssc: skh once seas ceeds -/114 per ae 
0 , William electri /10 ‘ 2 rts, Hora Nean eee Ou 
” Tunks, Wi weseseee| Shop bo ician Aree ate hour. (» Wilki orace L | OT noeiivans tae 13 pe r 
SAW INGES « esicceineeecs! SNE DARD Cer Facicesinns/=7 vsoo| 124/- per week 28, M: ins. Russell ......... , Cleaner ... eee Was Larue, bois 
ee 10p boy OE Se 1) PEE hake ie 238 i Magas, Walter erate Sub-station Hanlon wanes UL / LE Lag cca 
: ELECT -/6§ per hour. 28 eRoacl ohn J... bbe te Cleanapk fo) cco inset cont SGR Bey has 
4F ‘CTRICAL BRAN ‘ 2 oach, Vinecen seve} Cleane sereee ahs i. thou 
1] eb. | Lahay, Franei RANCH, RAIEWAYS, 31 ” Manning incent 5 ae ire iy ee ete errr 4% per ho ue 
1 age Clark ANLCIS  sseaeee EJ 31 ing, Alfred J ' ieancre nee eee By ee our. 
18 - Clark, Reginald oy Hlectrical a dthania ; oe Busey wal seneeees oe » PR 3 a ~/93 «3 cand 
2 in, John R. igs r Lid alee 2/3 per ho eae Bann oN Gelee wevese) Cleaner creaetergantaennsr to! ae er hour. 
26, Dowling, Roy igs pepe urer opt ito Wes La 2/52 per Bag ee | Frew, James.-.-.-+--2----- | Cleaner prrperseersbeis teas ss+| ; rg epee 
3 Mar Ss ey, George if attery mechanic: secvesesee| 1/83 per ho : ae” | Kelly, John ........... ieaerte a e Alg per hour. 
pencer, Jack ...... Trimmer Ass sesveccee] 2/$E Der heir: “Ter pai. Verner H. ... .| Cleaner viene eee eee eee ees ent ALE pe hour 
Cy! {22 Ce lao * | 3 3) | Livingstone, Alexand Y wee een een eee y 
pige Doyle, Albert E purieel fitters’ appren- Be per hour. wholes > fapaesi Alexander| rapid es eS ee lig eas 
ee 7 5 ene 1p -/6¢ per 2 iric .. eoner . rest eeeeeeeeeeen| = u 
ee patel | ee pee ee piper 1 eee ‘ % Campbell Joh ae PHS aE al 9 iy rer our 
24 aie sd vee 1/10 per I 4 5, | Dodson, Bilis W........ Pan oueas ere er hour 
4 Apr. | Hilleard. Bric... ve ROME EF ppccn Siig or imae lee Per boar, ED a ane Phillip W. HROBBEL ssasreariacrsonnepe “/98 per hour, 
7 arle, Frederick......... robationer .-.ss.e-c0scsee05 1/84 per hour 5 5, | Kain, James C Sasi Cleane “7/28 Per hour. 
noe Miller Tg 8 aga LEN) ee | iad pe bead Os Leet Georg Gee canersuse | leaner pane iegca tyoees a per hour. 
’ Hh asccescscas 3 pee veeone ing ? 2 e \ Bye SR PEA GIR » ug Oh td 
17 -ree | ershler, Wallace ; Prohationer x secosevee] °/8h per h da ais Fitzhenry, F Laborer ett eseaseepeceneeeewe| 7 ifr per hour. 
oo eee} mibour. Wrnest ......... plectrten! Rams «ak y -/8% per rad B ” Verhay y. Francis ‘H...| Cleaner eS Serror cect Ie 1 98 per heur. 
600 rand, TVan....cecees ee. Lineman nA) poe : 3 Manse Ane koe Gidanes Bye ie aoe ot dea per ho 
19 May Spence, i... Deena Probationer LO coisa? aa hanes 4 fs pega 5” dae Dioner Wi Shc ee 0) ig } per hour 
{ id, Tanteaee coe Probationer ONES -/5% per ne ae 4 ” Horwood Lh a eos Cleaner Bey pees 98 rer hour, 
ey: soceee| PAtCES labourer .... FP eds Ys per iste 10 ” Morris. Oliver oo evel Cleaner ea ae 1 are r hour. 
mi <li /104 per hour.| tt ts Yonaldson, Walter .. WU CIERHEE eh sorb eRe onens 19 aE bet end 
2 Mar. | Lewis, Oswald RFS BRANCH, RAILWAYS 231 Ei gaa aha Stanley W seaee) Cleaner ...... ret pCO ee | iy per hour. 
hose Gwe oe | Stor ; Ss. 17 ” avies, Jack P Pann GS] each alerpiemeanmeeenns incall 4 A rer heur. 
bo ae Dutfec Owl nsec csieetio’s Stare HOY weveeeersereeees ri 22” Boston, Hector A serves) Cleaner ielaueteteeedeecestoeel) = oft per heur 
* ie | teensy. wallem aS pare boy pepe i yt per hour, ante pron Hone Cleaner .. : the er hour. 
sae Hodgkinso Teepe Ne a: a et per hour. oan illiams, Alexander. ...| Plumters’ A eile per heur. 
Hr Ss Rowhav on, Josape He Paicieee Seetragreclocoirey 17at per hour 28 ” pen William QL we Electrical Apprentice. tes -/34 aches? 
e i ane? am ... te misono / per hor ” elly, Jol BM eevee eee Sub-st rs SSIS: nt | er hour 
24 ” | Roby, Lanslow ...) Out-door lah 1/81 0 ir, VY, JONMN ...eeee ee station junior | £300 pe . 
24 ,, | How SIOW  «--.-. e+, Out- OUTER vs... /8} per hour. | 3 : verses Electrica a pe rannum., 
Hp ” | Ona Witiem leh. Out gor labourer Marsh ties per hour. i Ma Sealey, George R ; tice, al fitters’ appren-| - Hac heur. 
ae ee | Morgan, W Ard seve Laho i lgbonrer. eee 1/28 ter a Ge McKenzie, Angus M. ... Sub-station junior (oe PeRRour. 
e455. Nie , Walter St OUTET se ceeeees 9} per hour iment Clarke, Per gus M...., Shop boy junior ...... fy, © 
Hr May aeeee ay pa tos ee 1/3} per anes Liz, || ut ald Sole. Be nae OY ovseesensneseeeenn : il Lo ne 
ekdetc 2 ese eovecees ao 4 ; , P eee Done tet Stalira ieeeted met og | per hour 
29 ” McKay, Willi «| Office cle paravestece ikon ? per hour. 12 chee) ewitt pores PBtribeers atetocascesces went yx 1/93 re ; 
29 Crouch, fe noel aT whearer Q3 per hour. | 12 ;, Hastia. tases en: Sa i OE ae 
19 7 1 William abourer eT Theme 3 eas Ww ames San eee : 10 per hour 
ice, Al! ree i 8 ogemenee tne per hour, Lote earne, Frede ..| Draftsm Pehaviuaste la! per hour, 
19 sien... mior clerk . Seaver gers C deriek M...| Riker certes |/10 per hour 
” Molloy, Kevin veceeeeee) JUDiOr clerk. eha one ¢ hour, 19 : iris Jose ph... ‘| = Chrieal wasiatanteakn. £258 a hour 
ere | Junior cl eats | ele perannum, | 19 eid, James... abourer. sssvevees) £268 vanum. 
1924 AY SR bath Lees fa per annum, | 19 ” Hickey, INE sec snee Ritteser lahore 7a perannum. 
5 May [D aatieck aiee iA 31 per annum, ” WY alton Alfred Bu-cty.. Epp Tia Seveasterence 1/10 Fer hi ur 
i Zt Pp o oteene X v-acety GEOR OA ET { ue per heur. 
ennise, Ernest A. F ILWAYS’ BRANCH, 19 Anders j ‘3 acetylene Welders’ | 1/84 per hi We 
aoe ...| Junior clerk : erson, Richard .. een ice, s’ | -/32 per hour ; 
4, Cee eee ore ececeress Sy 4 StS 5 ire See yi c rical fi hos | io i 
10 M GENER 78 pean: [if > | Teekor, Joseph peri gene a gam Nd Baas 
ar. | Daly, Horace bid BRANCHES, 185, be Joseph BH. .::. Bhop boy F | ae tae 
r ae seunvie ke M s 2 fl Jou all, J He absense raftsy udence 
Lie MeMill essenger ” 26, Kearne St Archibald ..| Hlectr an | 1/43 per hour. 
an, Eringt Ey at 26 , Stanley .. ical assista £258 per a 
’ gton ...| Junior po /7h per hour sane Howitt NOM oxic | Cleaner . nes sens | £268 rannum. 
POTtED sevsesece (Institute). 33 Humphries, F vereoeeee eee) Turners’ a 2) </9b rer hour. 
veveeel 4/1 per day - os, Francis ...| Technical pprentice .... ‘98 per hour 
(Institute). Banat Richardson, Cyril © | sistant. mechanical as-| oe rt hour 
mesa McMichael, Donald... Draftsman tena sila 
ge Se re | £350 per annum. 
| 350 per annum. 
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ELECTRICAL BRANCH, TRAMWAYS—/( continued). 1924 PERMANENT WAY BRANCH, TRAMWAYS—continnued, 
, f 7 . ney - 


} Campbell, John | Cleaner -/11Z perhour. q 1 ae | Bagwell, Thomas A. ...{ Labourer ........cc0ecceseeee! 1/84 per hour. 
| Hadfield, Arthur ...g...| Cleaner -/9% per hour. Goninan, Edwin E. ...| Labourer .. | 1/94 perhour. 
Jones, Phitlip G........... Electrical mechanics’ ap-) -/2} per hour. Barrat, Norman H. ...| Labourer .... 9} per hcur. 
. prentice. Z Benson, George Is. ...... Labourer .... 1/94. per hour. 
-Spaman, Francis Cleaner -/9§ per hour. Bezett, Arhur C. Labourer 1/94 per hour. 
+sKoerf, Robert ........-...| Cleaner ... -/11} per hour. Bradshaw, Arthur ......{ Labourer ............0 1/9} per hour. 
Rohan, Joseph ...........}| Cleaner ... eatetaeresie ‘11} per hour. Brodie, Arthur C. Labourer .. 1/9} per hour. 
dFiekner, Reginald Cleaner oat per hour. Skeid Lawrence. J. ...| Labourer .. 1/9} per honr. 
“Coomber, Walter 1 CICANEL.......000.sccccerease eos] = /OR per NOUr, Buffrey, Charles ......... Labourer .. ‘94 per hour. 
Fizzell, Thomas Stableman 1/9} per heur. Butt, U lysseS ............| Labourer ... /94 per hour, * 
Charles, George Engineering ERSPOEE £450 per annum. Carrington, W alter C....] Labourer ... eet Gay | per hour.’ 
| Wylie, Aubrey Cleaner . vecsees| L/19 per bony. Carter, Frederick J. ...| Lahourer /94-per hour. 
| Pooley, Sydney T. ......| Sub- station junior Si per hour. Cass, Wallace W. ......| Labourer ' 1/9} per hour’ 
Watt, Robert ............| Electrical mechanies’ ap-) -/3} per hour. Connor, Hilton C. ......| Labourer .. /9}t per haw. 
j prentice. Clough, Edward L.......| Labourer ... /9} per hour. 
| Lathleen, William Electrical mechanics’ ap-| -/3? per hour. Curtis, Cecil H. ........:]/'Labonrer .. /94 per haur. 
prentice. Daines, Herbert A ..| Labourer ... ‘94 per hour. 
Hogg, Joseph ...........-| Cleaner 5 «eeeteee] -/112 per hour. Dalzell, John T. .........1 Labourer ... /9} per heur. 
Thompson, Douglas ...| Ele ctrical mechanic 2/2% per hour. Elliott, William J... Labourer ..........0....00.0e1- 1/94 per haur.+ 
Bridger, Frederick J....| Cleaner ..........sesseceeeeeeee| -/98 per hour, Forward, Percy A.......| Labourer ..........0.5se0e--] 1/94 per hour. 
Swan, Walter H Shop HOY. s.200. casters. no 1/14 er hour. Gill, Clarence B........5.-) "Labourer ... Peeps $¥ Fer haur.< 
Borland, Arthur | Cleancr 1/12 per hour. | Gleeson, Norman T. ...| Labourer ... Tin Aoseae 9} per hour. 
Rose, John | Electrical mechanics’ ap- -/33 per hour. Goodman, John B. ...| Labourer ... Liao seeeee 9} per hour. 
| prentice. Gordon, Hugh L. Labourer cosveveees] 1/94 por hour. 
Young, Charles  .....0.+.] Cl€amer ......ccccsecccveeeonees] “/119 per hour. Gumm, George 4. .....| Labourer /O4 per hour. 
Quinnell, Norman .«...) Cleaner -/9§ per hour. Gladman, Fdward Labourer ......cc0cceseeeereee] 1/9F per Deur, 
; Hardy, Walter Labourer ; ‘9} per hour. : 
Harper, Walter R. ......| Labourer ... /9} per hour. 
Hickson, Lazarus .......| Labourer ... /9} per hour. 
Hines, James .... .-| Labourer ... | /9*F per hour. 
Hunt, William desl LABOWERE Sos sezirecvaswiseed ery ‘9% per hour. 
King, Oswald J. Labourer .....5...0.0.-00+6--61 1/94 per hour. 
Laverack, William G.... Labourer | 1/94 per hour. 
Livermore, George H. | Dabourer ...............2005+-! 1/94 per hour, 
Marshall, Harry J....... Labourer 20. .ceccseseth cece! D/SE Por Hows. 
Meaney, Denis B. ......| Labourer ...............0e0-.| 1/94 Per hour. 
Moir. Francis 2i...3.5.3.4"DAROUTeE sic ickl sac. Cece eee 
Moore, Richard H....| Labourer ......6......00 gee 00s 1/9 rer hour. 
Morrison, Robert G. ..,) Labourer 1 i rer hour. ° 
McConnell, Matthew §.} Labourer .............0:000 1/94 per hoyr. 
McFarlane, Andrew ...| Labourer ................0++--| 1/9} per hour. 
McInerney, Thomas ...| Labourer .........06+- ..| 1/9} per heur. 
McIntosh, Leslie R. ...| Labourer ............. | 1/9} per hour. 
Neale, John A. Labourer ......0s.00%% x 19} per hour. 
Newland, Thomas R....| Labourer .| 1/93 per hour. 
O’ Keefe, Robert Labourer ......... | 1/94 per hour. - - 
McMahon, Ernest J. ...| Labourer ...............-..---' 1/94 por hour. 
| Peisley, John H. | LADOWMLCT ...4ss.csessvecevsees! L/OE POT NOU. f © 
Pratt, Phillip Labourer : 9} per hour. 
| Prescott, Leslie C. ......| Labourer | 1/9} per hour. 
| Quince, Arthur N. ......) Labourer .| 1/94 per hour. 
Ragan, Joseph T. ... Labourer 1/94 per hour. 
Redfern, William | Labourer ........ . 1/9} per hour. © 
Robinson, Edward J....| Labourer ............ ..| 1/9} fer hour. 
Robinson, Edric P.......| Labourer ........... 1/94 per hour. 
Robinson, Joseph W..... Labourer ... .| 1/94 yer hour. 
Roche, George....... Labourer ......5 .| 1/9} per hour, 
Robinson, Fre derick ..., Labourer .....-. 4 94 per hour. 
| Russell, John F. -.} Labourer ....... me per hour. 
Rutherford, Alhe rt M. Labourer ..... ..! 1/82 per hour. 
Shea, Clifford Ix | Labourer : ‘d4 per hour. 
Sparks, Rupert G. ......) Labourer ... | 24 per hour. 
Taylor, Thomas R | Labourer we 9} yer hour. 
| Theak, William J. ......| LabOurer ..c0.. ccc ce ese eee ees a} per hour. 
Thomes, Edward | TRWGUTCT .......c0s.. scence gee] 2/09 HOD henr. 
Smith, Thomas J. ...... Lebourer.... ate 34 per heur. 
| Rowsell; Lionel 8. ......| Labourer ..... | 1/94 per hour. 
White, Mortimer Labcurer ....... cs 94 yer hour. 
Wilde, Leslie N. «| Labourer ....... Be ‘34 per henr. 
Wilkinson, Thomas A. ..| Lebourer ... i 94 yer hour. 
Wilson, Michael .........] Labourer ...ssec sce tee ene 94 yer horr. + 
Woodward, Bertie 8. ...) Tabourer .......-..:.000.26e.| 1/94 per hour. 
Woolley, John ».| Labourer ..... se 34 per hour. 
Bowtell, David C. ......) Carpenter ..... «| 2/2% per hour. 
Turner. David J. ......| Carpenter ....... .| ¢ /e$ per hour. 
Howard, John BE. Carpenter ....... .| ¢/2% yer hour. 
Eaton, William G. ......| Painter .......... .| £/34 per heur. 
Minchen, Samuel E. ...| Painter .........5.- sofe + ier hour. 
Sere Hb) walla — ha Lo cdartnent OS .¥over ~ a 4 per Heed 
Snail: James Ask cob 5 Rp ilanz, Wrederick A. ...| Carpenter 2/23 per hour. 
ee. ame A r. i psoas oy ( 3 : raed 8 May | Bamford, Elizabeth F...| Junior clerk ..............0.) £81 perannum. 
Summers, John W LADOUTET seveecceccsesceseee| 1/9F Per ; 


i} 

‘ 

! 
es 
wel 
! 

j 

' 











PERMANENT WAY BRANCH, TRAMWAYS, 


Ashworth, see: { Labourer | 1/9} per hour. 
Baguley, James T.......} Labourer ..........+. eae 1/9} per hour. 
Bartley, Robert | Labourer carted Jon per hour. 
Behringer, Charles E....| Labourer AC. 91 per hour. 
Bower, Alexander Labourer /94 per hour. 

3owron, Charles L. ...| Labourer 9+ per hour. 
Brough, John Labourer ........ aed 94 per hour. 
Gabot, PHIIp «.......0..0) Daa DOuUrTEr 4 .....5. as 9} per hour, 
Cambey, Henry A. .... Labourer oar 9} per hour. 
Cannon, Clarence C. ...| Labourer ........ --| 1/93 per hour. 
Cassell, Herbert H | Labourer “e 9} per hour. 
Charteris, Thomas ......| Labourer | 1/9} per hour. 
Coleman, James G Labourer ‘9} per hour. 
Curtis, Arthur Labourer ...... ----| 1/94 per hour. 
Donelly, Benedito Labourer ..--| 1/94 per hour, 
Fever, George E. Labourer a 9} r hour. 
Fulton, Frederick R. ...| Labourer .... .-| 1/94 per hour, 
Gair, Peter J. Labourer .... vase 9+ per hour, 

t}wynne, Edward F. ...! Labourer | 1/93 per hour. 
Hawker, William C. ...| Labourer ...... ee 94 per hour, 
| Holmes, William E. ...| Labourer «| 1/93 r hour. 
Jack, Charles KE. .....-..-| Labourer /94 r hour, 
TJOCKSON, JANOS ..crsccce], LADOUPEYD Acscevecosgsccccucseee r hour, 
Kearney, Charles W. --| Labourer .... r hour, 
Kenny, Williani Labourer .... yr hour, 
Kerr, Samuel Labourer .. r hour. 
Madden, Norman W. ..| Labourer .. r hour, 
Malone, Edward Labourer .... r hour, 
Mason, Alfred A. ADORE Faseeatans ace ace see ss r hour, 
Morgan, John ............] Labourer r hour. 
McCarthy, Thomas P.. | Labourer ... sy hour. 
McIntosh, Stanley Labourer .. /§ r hour, 
Neville, William A. ...| Lahourer .. 94 per hour. 
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Nibbs, Ernest T ---| Labourer ... * hour, 
Nicoll, James B. Labourer ... r hour, 
Nowland. Archibald ...| Labourer -y hour. 
O’Brien, Daniel P. ......|. Labourer * hour, 
O’Hara, Frank J. ......| Labourer ... r hour, 
O’Reilly, Percival ......| Labourer .. aS aes ace > hour. 
Payne, James V..........| Labourer ... Seon errors + per 
Peisley, John H. ...| Labourer ... t per 
Riley, William ...| Labourer ... Teeth IF t per 
Roberts, Evelyn W. ...| Labourer ... ses cvesepoeedeL/Oe Per 
Robinson, William H....| Labourer /9% per hour, 
Rockliff, Cyril .-| Labourer ‘94 per hour, 
Roper, Ernest A. ......| Labourer ....-ccssgeseceeeeoee| 1/94 per 
Rowe, James .-| Labourer 9} per 
Rubie, Harold H. .-}/ Labourer ... | 1/94 per hour, 
Ryan, Pete --| Labourer ... | 1/93 per hour, 
Ryan, Pierce J. .........| Labourer .. | 1/94 per 
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hour, a « nce ~~ Ti a rare 
Turner, Henry J. Labourer | 1/9% per hour. 1924. STORES BRANCH, TRAMWAYS. 
} Walford, Arthur B. ...| Labourer ... 9} per hour, 24 Apr. Donohue, Alfred LSPOUECT sec neeacor on nenaciees| ys Ln Pe hour. 
| Walstr, Alfred W.......{ Labourer .......s.cssceseeos-.| 1/94 per hour, 15 May Kelly, George ........-..-| StOLG DOY ...... sere eee cares 82 per hour. 
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REMOVALS. 


Date. Y Position, Rate. Remarks, 





1924, ; CHIEF ACCOUNTANT’S BRANCH. : 

15 Mar. Deegan, William MELK 0.0... secscsesssceccevergse| S2VO POF annum..{ Retired. 
9 Apr:>-| Griffin, Frederick .7...........se+e-.---| Chief cashier ..............-/ £607 per annum. Retired. 
17-May‘ | Marchant, William **,.......cccoccessese6| Clerk aL ehade  tohes atycedee el Meee per annum.. | Resigned. 


1924, LOCOMOTIVE BRANCH, 


2 Feb. Burns, Cecil Cleaner : porter eel od /9} per hour ...! Deceased. 
16 +, Rossiter, LEWIS J. .cccewccevecese | Fitter .: Seopa © 37 per hour ...! Deceased. 
Dy aioe Green, Gordon S. Ey .......ce0es .«-| Cleaner ... kde jal 1/9} per hour ...| Resigned. 
TD ane Honrard, Willian © ..scscsacsdsuccSceves ses] DULIROD amide ads dsPadnegetn. anchnly LO) DOL ORT Ae UNReU. 
OS ce WelsOn., INOLMAN. <..cccsvegeseve nce ase cke<sc)| MUMMEL 2/48 per hour ...| Discharged. 
1 Mar. | Drysdale, David .--| Cleaner. sscovveeeel 1/94 per hour ...| Resigned. 
py Des Sheehan, Felix.......-2s200:- wa], EGLEE. cv eiser's sor ay | at ; per hour ...| Dismissed. 
“10 Green, John sal agon builde T..csceccoeeeeees 2/23 per hour ...| Resigned. 
il ‘ Newman, Joseph........ ..| Fitters’ labourer ...........- 03 per hour ..| Dismissed. 
far Ashley, William ......3: ..| Boilermaker MR nexs $e ‘38 per hour ...| Dismissed. 
13“, °* | Alten Frederick: fccccstcerstbeqsduessssse] ULOUTE ies eters: wast /9% per honr ... ismissed, 
ey McGrath, Jack.......0sseesesecs ame g aslv'y hues Godse apar fes| sk POE DEL BUUL at Jeeured, 
20. - ,, Cochrane, Richard Z Bis i edistor vil heaSinl ae itters labourer seseveeeeeee| 1/102 per hour...) Resigned. 
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1924. 
24 Mar. | Manning, James | Fitters’ apprentice ......... 
2ha4. Sniith, Allan A. or} BAPOMIAN cera devas cpeaee shaves 
26" ,; Howlett, Ernest ... Shop boy ....... 
20.7 Fryer, Joseph ...... Cleaner......5.: SSOpisy 
os) > Squire, Thomas bf STIG ULRE ct ode och is bivoreans 
30. 5 Gately, Albert E. .| Oliversmith sai pees 
ee WOODIOS, TOPO... occ cseevecrsceed | Moulders’ apprentice eb 
oe) 4 Hutchinson, James. ........ .| Fireman Lop viento 
aie Shanks, Peter -.| Blacksmith 
PA 1 IOS y 0 ONES coy ose. cwsanncve con nenttoceia eee DIPIVAT® <.Go.a0s0 
i ey McKenzie, Gordon .........ccereeceeceo eee Chargeman . 
Le SFOZZATG: ODM! 5.) cscccesansscsvetepeeees Car and wagon ‘fitter .. 
es Downie, Clarence vases -| Fireman *. 
ee Booth, John W. ........ ogee apprentic c. 
oops Allen, Robert Fitter ate eadd Sa vadeck 
t Pag Matthews, Lambert Striker 
a) s. Cox, James W.. .....0. Fireman 
‘e405: Sharp, James ......... Delver 
Oy: White, David ......... Car builder 
eee Hart, George <a Blacksmith 
De Ss Kirkness, Frederick | .....ss0ss0ss0esee-e- Vitter is tunic 
ty Sone Idstein, Albert........... DP vere oe be 
pera Faulkner, Arthur Driver ai 
ee Clark, David ......... copecsaaesee] Plumber ...... 
Tins MOHRIMGTS, | SRMECS © <ovsccossscbaineen -| Fitter 
(Ame Barrett, William ..... Sra ee .| Car builders’ ‘apprentice... 
tA = Stewart, Robert .... ; Boilermakers’ helper ...... 
vs Griffiths, Henry .. - Moulders’ apprentice ...... 
Ute tae AVION: THONG! cccccceas vocscees aa Painters’ apprentice ...... 
pase Ashley, Frederick Sane Car and wagon fitter ...... 
1b aes Tempest, Robert... ....++ sy RE pot Shoe Selena a? 
ere Green, Aubrey Canyalase Fitters’ apprentice ..... 
LOct ss Anderson, Frederick ......... Structural steel worker . 
Leys Geer, George 8. cies | Messenger 
1 lig ee MIEN PODD din Wvcsastetacccitonessdemn nseet Head cleaner : 
bts. Crouch, Herbert .. Boilermakers’ apprentice... 
1 eae Jones, James RHVHEN Os eeebep onc tve stots di 
te Sivewright, Joseph .. Cad ENS has 00 as 
Lay Murray, Francis ........... Shop boy .....u;.. 5 
ee Walker, Alexander ........ soooeseee| Fitters’ apprentice pieenicct 
ig. Davies,:Charled 9)... scss\susc<timetssanay co Boilermakers’ apprentice. 
1H AICOCKS FAMIOS «co seve pices corsecpedeannenmee Head cleaner. ............... i 
hy aaa BPA CONN vsseeseesese Painters’#pprentice ...... 
ily fe 2S Gearside, Percy ....... Car trimmer epaeh = 
Pe McPherson, Edward DPLEVDY.» y cotobuncer'shcossces'ss' 
milo ee Nimmo, Raymond ..... Shop boy ... 2 
22 Harris, Frederick Call boy | 
23 || | Nettleship, Walter ... Labourer 
23... | Egan, Timothy ..| Fitters’ apprentice ......... 
24 i IRMA PLONE ALE! << <ses esses canpacesicae nah Fitters’ apprentice .........| 
ae Ridley, Amos ..... [RGIS EATcCN tial ee 
24 | | Smith, Nicholas W. Boilermakers’ helper 
Cae ee A BArey JONDS bctsvac. cases .| Shop boy ..... sl 
25, Campbell, Francis sessceeseceeseeeee]| Machinists’ apprentice “| 
25 MeRinnone Ohne <4 2 eesescteecsccasee} (DYVEr Ae ae ote 
26 RA Merb; PANGS esses dey ersemumnsmce o> Boilermaker _ mak 
23 LULTOY, AMICI ss acieensccisecssetesinesmncsss Patternmaker ...............| 
ZA Corry. William -.++.».| Boilermakers’ helper PeeAh 
29 Rees, Thomas ..........++++ SI POUEIROE cergesee cs. ststes eee ee 
30 Brownlees, Hugh. sda \veniaen .| Sub-foreman 
30. | =| Martin, Harold eae aS MOD WOW ceri icecck nett 
Si es Mintel iredss sohecie. asceascevacesys ~.0...| Assembler | 
1 May | Shanks, William ........ Were eat DETVEEL aene&. 
a Levi, Andrew .....0 0.00: Labourer ..... sheet 
Ly. Mahon, Patrick ...... Boilermakers’ helper. sate | 
ae Bush, Ernest ........ Painters’ apprentice ...... 
2p Weale, George ....... Engine trimmer ............ 
vt McDonagh, Charles. UEIROI ys eta nas Aenea 
Sey: Leach, James DBD UE OT rer ack cb ceht cesses | 
: Lovelock, Charles Machinists’ apprentice 
ae Olsson, Oscar Fitters’ apprentice .....:... | 
2. ee Wynne, Hedley Boilermakers’ apprentice..| 
ae Strathen, Matthew . Boilermakers’ helper ...... 
OF Munro, Harold R. Fitters’ apprentice ......... 
ee Tullys JON ee sacces Driver pebaapietiiee’ : 
ee Hunt, Patrick ..... NPERMOE piv trapceltar conve . 
Sos Hutton, John ..... Fitters’ labourer ............ 
9 ,, | Horner, Sidney ........ Blacksmith .......s0.ceesse03 
LO es: McGeorge, Thomas yu Call boy 
10", Jervis, Jonathan Painter 
10m. Hughes, John ..... Vireman 
LO), Heraghty, Verdi . Fitters’ apprentice, 
ch aes Brown, Alfred J. . Da OUNCT cscs .2eoinko sey 
Ns ee O'Driscoll, Cornelius Cleaner ...... 
Lf Sell, Harry es Driver ...... 
Tpia*, Freeman, John... Chargeman 
Cr ee Stuart, Alexander Machinists’ apprentice 
LG Fuller, James ........ AT ONDES rie DUI sths nsniccaiales 
Loy 2 Angelo, Gustavus Fireman ’ 
iy Smiths Thomas ..<..2..0...sceubeee Boilermakers’ apprentice.. 
Lie + Anderson, Alan: 2. o<css5ocssscksuan Fitters’ apprentice 
20 _,, Coulton, George J. .. BGekMAN. esse vee cesrass 
20) 55 Dalton, Martin J. Cleaner . 
20....5; Huntriss, Frederick Fitters’ labourer .. 
22, Smith, Daniel . Washout-man ........ oe 
23. =, Thompson, Reginald . Yitters’ apprentice .........| 
23, Huntley, Percival Boilermakers’ helper 
24, Holder, John ..... dea Driver ‘ * 
26 C,, Turner, William ..... Car builders’ apprentice... 
Qiay te McLoughlin, Robert ..... 7 i Pee 
ie 45 Parsons, Frederick ...... Labourer ......... 
28 ,, | Gant, Thomas ............ Gastitter ......... = 
“sy ;3 Petersen, Raymond CMLDOY wees vf 
30, Hannell, Eric mee Fireman ; ; at 
A Naver, TOWGd ces edewesses Fitters’ apprentice ......... 
31 ,, | Clissold, Wesley ......... Car builders’ apprentice... 
2 June |. McKean, William Forgers’ assistant ......... 
A Dollisson, Map arerry Saw-milllabourer ......... 
by a May, Leonard . Car trimmers’ apprentice.. 
be James, Ronald.. Shed Jabourer a steieweinns 
ae Morgan, Frederick . SUMBET: denne izes Seinen 
Laks Burwood, Vere N. .. RORIOE 16 ove tiartdabsceccuess 
Vee Bayliss, Aubrey ... Boilermake 
5 ,, | Davies, Isaac ...... Driver 
é , | Campbell, Alexander : ..| Turner 
6 Heydon, Francis <..s..cscsseves ssatsedsvem| BONE srmakers' appre nt ‘ice. 
————— eee 
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Rate. 


LOCOMOTIVE BRANCH, RAILWAYS —continued. 


















































SEAORE RIOR RO LPL LO NO ETON 


-/3}% per hour 
2/1 per hour 


1/1 per hour 


1/9} per hour ...| 


J 94 per hour 
2/24 per hour 
/+ per hour 


a _per hour 


to 


al per hour 


De 
733 per hour 
| per hour 
83 per hour 
3% per hour 
10 per hour 
L per hour 
per hour 
4 per hour 
$ per hour 
: 
8 


/7 

'3 

/4 

7% 

7 per bour 
4 per hour 
2 
{4} 
gl 

1 

i 


per hour 


per hour 
ae per hour.. 


per hour 


/102% per hour , 


per hour ... 
I 


3h per hour ...| 


; per annum | 


per hour ...| 


i 

§ per hour ... 
} per hour ... 
1 per hour ... 
I 
4 


er hour ...| 


ay per hour ... 
4 per hour + 


1/84 ‘per hour ... 
2/4§ per hour ... 


1 ‘a _per hour 
-/8% per hour 
1/4 per hour 
- /54 per hour 


2 Oh gd hour ...| 
-~/1143 per hour..| 
2/25 per hour ...| 
2/7 per hour...... 


-/8§ per hour 


























&2 
| 1 
» 





-/68 per hour 
1/83 per hour ... 
4 per hour...... 
39 per hour 


3 per hour ... 
- to pe r hour 


| 2/7 7 per hour.. 


(st per hour ... 
2 per hour ... 
104 per hour.. 
10 per hour ... 
£358 per annum 
Ue: per hour ... 
/11% per hour. 
ry 7 per hour...... 
1/8} per hour ... 
1/104 per hour .. 


Patel ND 


_ 





fa per hour . 4 


1/5, per hour ..! 


1/104 per hour... 
1/10 per hour ... 
1/83 per hour 
-/3% per hour 


1/84 per hour al 


1/4 per hour...... 
1/104 per hour .. 
-/54 per hour ... 
2/7 per hour...... 
2/7 per hour...... 
1/114 per hour... 
2/4% per hour ... 
-/8% per hour 


2/4% per hour ...! 


2/1 per hour 
1/4 per hour...... 
1/84 per hour ... 
1/94 per hour ... 
2/7 per hour...... 
£353 per annum.. 
-/54 per hour 

1/94 per hour ... 
2/\ per hour... ... 
1/4 per hour...... 


1/1} per hour ,;.} 


1/10 per hour 


1/94 per hour ,..| 


1/11 per hour 


1/114 per hour...| 


1/4 perhour , 
1/104 per hour... 
2/7 per hour 

-/10% per hour 





33 per annum 

‘84 per hour ...| 

3} per hour ...} 

/11 per hour 

‘1 per hour...... 
1/4 per hour...... 
1/14 per hour ... 
1/114 per hour.. 

‘9 


} 

1/8] ae hour ... 
1/84 per hour ... 
1/10 per hour ... 
1/94 per hour ... 
1/4 per hour...... 
2/7 per hour...... 
2/4% per hour ... 
-/3} per-hour 


t 
14 | 
& per hour od 
} 
1 
2 


Resigned, 
Dismissed. 
Dismissed. 
Dismissed 
Vacated position, 
Retired. 
Discharged, 
Resigned, 
Retired, 
Retired. 
Retired. 
Retired. 
Resigned. 
Discharged. 
Resigned. 
Retired. 
Resigned. 
Retired, 
Retired, 
Retired. 
Resigned. 
Dismissed, 
Deceased, 
Resigned. 
Deceased. 
Discharged, 
Resigned. 
Resigned, 
Resigned. 
Resigned, 
Retired. 
Discharged, 
Resigned. 
Retired. 
Retired. 
Discharged, 
Resigned. 
Resigned. 
tesigned. 
Discharged, 
resigned, 
Retired. 
Resigned, 
Resigned, 
Deceased, 
Resigned, 
Resigned, 
Retired. 
Discharged. 
Resigned, 
Resigned, 
Resigned. 
Resigned. 
Resigned, 
Retired. 
Resigned. 
Resigned, 
| Resigned. 
Dismissed, 
Dismissed. 
Resigned. 
Dismissed, 
Retired. 
Resigned. 
Retired. 
Discharged, 
Retired, 
Resigned, 
Dismissed, 
Resigned. 
Discharged. 
Discharged. 
Deceased. 


| Resigned. 


Deceased, 
Deceased. 
Deceased. 
Resigned. 
Dismissed. 


_ Retired. 


Retired. 
Discharged. 
Retired. 
Resigned, 
Retired. 
Deceased. 
Resigned. 
Deceased. 
Dismissed. 
Discharged. 
Discharged. 
Resigned. 
Resigned. 
Deceased 
Resigned 4 
Discharged. 
Retired. 
Retired. 
Resigned. 
Resigned. 
Deceased. 
Retired. 
Dismissed, 
Resigned. 
Discharged, 
Discharged, 
Deecased. 
Retired. 
Discharged, 
Resigned. 
Resigned. 
Resigned. 
Discharged. 
Retired. 
Resigned. 
Resigned, 








-_—~—ye—e 


eo hig 

ae LL —— 
Date. Name. | Position. | Rate, Remerks. 

RS les oe te Se 
1924, LOCOMOTIVE BRANCH, RAILWAYS.— continued. 


6 June | Crossley, William .........cesteeeereeee| Steam shed inspector  ...| £468 per annum | Retired. 

Diss Plunkett, Richard ... sae toda dee cia dy haa .| 1 84. per hour .... Diacharged. 

0 ., | Hayman, Joba ...... 2/4 per hour at Resigaesl. ‘ 
1 Stewart, VOSeph ..ccclccesecee cesses ceece 7-perhour ... Rettred. 

B 33 Smith, Wilfrod...... ccc ccecceeseeee ee eenees 4} per honr .,.| Resigned, 
) 

4 








| (SEG OE VS .s ste cracaeas vas evi ont) 
rivets -<me 
Shop boy 
Shop boy oa 





Homan e~ 





| Smith, Ronald G. per hour. .... Resigned. 
| Moffatt, William . per hour ...| Resigned. 
al ~ Collins, John .... per hour ...! Discharged. 
Alcock, Archibald ves per. hour .... Resigned. 
Tattersall, James Syenecstas | Striker’.<.2: seenenel rie per hour ...! Resigned. 
5 Mooney, THOMAS... .+. sce ceeeee eee see eee eee Fitters’ apprentice bes sNoeen | 4.per hour...... | Discharged, 
26 5, Chapman, Arthur ....ccsesceecceceeesrees) FRM@LMAN ose see eeeeee see eee eee 1/10 per hour ...| Resigned. 
26, >| Douglas, GOOrge ......ssecee eee eeeeee eee ered Fitters’ apprentice Miasadece | 1/4 perhour ...| Discharged. 


ae Coppersmith... ore iy 
Car builders’ apprentice.. ‘| 
Labourer ..... Pes al 


1 toe SOI 


w) 
> 








ep ednqu delat sda 





a 
bobo 
— 


1924. PERMANENT Way BRANCH, RAILWAYS. 


1 Bentley Sain cer<cc-cthivevescatetavacscnee| SOUCY coeececvenestrcsarcssne al 1/93 per hour ...] Retired. 
ve = Harvey, Reginald .......eeeeeeeeeeee| Bridge laborer fi:sthsestes-0cl 170% per Hour...-: Resigned, 
20 55 Dickson, Robin .......-sssesceeres Clerk .. Vinitvasdacssesnee £308 per annum | Retired. 
17 Mar. | Churchland, Alired ......-.:++++- sien Sans Fettler s+. ..| 1/10 per hour ...} Resigned. 
26 5, Maskell, Thomas.....-.ceecseeseeereere] Structural steel ‘workers’ 1/20 per hour ...| Resigned. 


o 
o 





—- 














y assistant. ; 

A 29 ,, Slight, William .c.cccssseseeseceeceeeoreee] Bettler ccccesseeeeseeeseeeeees] 1/10 per hour ...| Resigned, 
if ol a, Jensen, William .....cscccceceseeereceeers| Fettler ccccsesceccscnenee ree ere 1/94 per hour ...| Dismissed. 
Hy Bees Wolloms, James ....... Fettler .. .+| 1/10 per hour ...| Resigned. 
ak i Apr. | Wilkes, George F Fettler ...cccsseeeseeeeeseeeeee| 1/10 per hour.....| Resigned. 
Aut gy Bowen, JAMES vicccecccccecccesesscercseeee| POGtlET cos scesse cee cee eee eee sel 1/9} per hour..... Resigned. 

yA Ae Leary, JOWn ....ccccccssssscceeesceeseesseee] Fettler . veoee| 1/9} per hour ...| Retired. 

beats 2 Devitt, Sohn As ccvssscasces vosesatencanees Plumber . sf 2/2% per hour ...| Resigned. 

a ies Munro, William .....cceecsseceeveceseeeeee] Fettler ....csseeee veel 1/93 per hour ... Resigned. 

fel fy ye me McCann, John ........- : -.| Laborer pe pannel 1/8} per hour ... Retired. 

bat | b. Atkinson, Horace F Plumbers’ boy . Cie aadsacaeices 1/4} per hour ...| Discharged. 

My pS Caine, John .......-0cecscecer ces ens cce cee vee renee ee ..| 1/10 per hour ...| Retired. 

\ hal 7 Woods, Densil .....ccccceceee ere cee ene aee eee Sal seni “apprentice ~ sane PLease nos -hirootieg 
ih A, 2% She GW WU OM) ces cevesecocncesassoees| /M@bbLEE jacescseccoarssees- on eeni uly 92 PRE NOUR gan red, 

ith oo age Bttate oe seccsesgiosascecescoeee| Mettler aa eee 1/94 ete eA moured 

bo A 40° 5; Le Roy, TFONN Hiscccccccscsesccesseseovsecs| Mettler caccsccesecoceresnscesee| 1/10 per HOWL, -.>|) REMENEG. 

Pt Bei 1 le: Griggs, James ......sseceeeeseee | Laborer ...... ares cnanel ry 8} perhour ..-| Retired. 

PS ie | ‘Za, Mannix, Lawrence oc cseceeeee ces | Bridge improver . y 4} per hour ...| Discharged. 

a} ie 1 ee Hicks, Rewben ...cccccseecceceeeeeneeceeeee | GAN er sesucs-cccnnesss 1/11} per hour. -| Resigned. 

bh Bid BT Ge: Ward’ Alfred ccccccccsocssesscevenecsonee| Fettler ccscccecscenessereooreee] 1/94 per hour -.-} Dismissed. 

j rin a8, Fielder, Broderick ...ccccccceecssececceeee| Mettler ....escer eee eeee 1/10 per hour ...| Resigned. 
A + 18.<;; Tucker, Walter....cceccceceeeeesenseneceeten TAHOLEL ecco ci ches tesaccenne 1/83 per hour .. Resigned. 
Hi 22 a Gavenlock, Wilfred ......sceccreceereeeeeee| Fetther ces cceceesseeee ere ree ene 1791 per hour ..-| Dismissed. 
a 24. ,3 Thomas, David ..cccccccscceccscceceeveesee| Mettler c.ccceeoeee 1/94 per hour -..| Dismissed f 

PAR Be Arnold, Jack aeceaneseusaetaceners| SWOLULEL mevsss seuss L 9} per hour ..-| Resigned. f 
rtp Denny, George.....c.ceesecceceeeeeeee verses! Mettler ccc ceeeeeeseeneeresee ene] 1/94 per hour ..-| Retired. 
0 lee Nelson, George | aiepecuscetabeaarduedscoeee| JROROIO’ caesssenr ests ssieoe coseell L/iLO per hour .--| Resigned. 

! 


Retired. 


1 May | Wicland, “agi sete hebepeepebidece Fettler ....ccccessceccceseeseee] 1/9} per hour .. 
‘ AUD LEI Deceased. 


Millgate, Samuel . Laborer ..... we! 1/9} per hour... 







» 

3 oe Scott, Charles ....... a! Plumbers’ apprentice eae | -/9 per hour ..... Resigned. 
hs Taylor, Donald ve sessecceeeee| MEIER .-..ce eee veces) 1/9} per hour Retited. 
a; Wilson, Robert J. .....- veesececseece| F@GCIOL ..ccceessceeseseceeeeeee] 1/94 per hour .--} Deceased. 
8 Harrington, James K......... Dismissed. 


sevceseceeeee! CLOLK secceccesceeone cee ceecreces £308 per anvum.. 
sfose stone | Pettlor ccrckecassetsocegssccdeee] 2/94 per WOUL Tec 
Bricklayer seevseeceseeereeee 215 5} per hour ..- 


Resigned. 


8 Moore, “Arthur 8... 
Retired. 


9 Anable, George 


10 i Birch, James seceeccecereee! GOMBET .ccseccee sence ere eee ees i 14 per hour ..) Retired. 
1p Aes Snadden, ANGrOW ..c.csescecceceeereeeeeee| F@CHHOL cee cceereeeeee eee eee ene 1/94 ‘per hour ...) Resigned. 


Retired. 
Resigned. 





O’Sulliven, Denis ..cccccseececseeeeereeee| L&WOTOE crecccesetteee ern eee ene iy /84 per hour ..- 
20°" 5; Peters. THOMAS ..ccccceecsecceceeceeseeeee| M@tther .eecseceesseneeeee cee cee! 1/94 per hour ves 








° - : ote 






210) | Murray, JOAN 1... cceceeeeeereeeeeeseeeeee| Mettler vevecsaeeevesssssseseees| 1/9 per hour ...| Resigned. 
22... | Crilly, James- .:. Scalcahiustanccecctaace|: RGLEMGD lesen aniert.cassetivacicnt.cas 1,/ 10 per hour ... .| Resigned. 
Pa Northwood, Edward ...sc.ss. Ganger wesvacracuticeya| YS per bour | Retired. 
24 =, Francis, Philip .....+.s.eeeeere vise] Bettler ccccsscsrecsceseseeeseee) 1/9 per hour ...| Retired, 
25 2 Smith, Walter ......cccccescecssereeeeeeeene| SEPEKOT cic cee cee see ees cee eee eee! 1/10 per hour ...| Resigned. 
26 3; BRIT JON, cece cues cccctscossteidcewasienetec Wettler cliscecteassacaconcccteas|) 1,20, Der NOUls cae Resigned. 
ot ae Glecson, James R. ..ccccssccceccesecevecee| F@ttler co. cceeeceeceecseeee eee! 1/10 per hour ...| Resigned. 
i June | Delaney, William sees GAaNZer orc recccecerccsereoveecs! o). -} per hour Deceased, 
10s: James, William Fettler . secscceseseesee] 1/94 per hour ...| Resigned. 
LO. Burns, Patrick ...... tee Sub-inspector Woo «| £388 per annum | Deceased. 
eae ce Arnett, Charles V. .....sscccccosscceovesee! Kettler .....00. | 1/9} per hour ...) Resigned. 
16.45, Firth, Arthur J. ....0..scccccssessceeesenee| Drattaman £468 per annum | Retircd. 


Ne a Smith, Cecil BR. ...cccccecreccrerecneceevee| W@ttlEr ..cssecsescrccraceeee ove 1/10 per hour ...| Resigned. 
O’Brien, Thomas P.  ...ccscccccecseccecce] MCtHEL ccc serccecrecseossareacs 1/9} per hour ...| Resigned. 

Gi 5 Constable, Arthur veesess Fettler ......... cesesssesseee?y 1/10 per hour ...| Resigned. 

Crew, Alfred Fettler . Beduiveeeseses 1/9} per hour ...| Retired. 











18 | HI, George D. icesseccsceoasdtvvsmoress! Mettler « vessssseseees 1/9} per hour ...| Resigned. 
o{° 2 | Steata, Ceell Ry sccoactnessmigereeenernes| Obtler itese cscessessesessseeee] 1/9} per hour ...| Resigned. 


21 a Kunz, JOSCVH 2. sssccoecessccoscoeseee ol MECHEL sseccsesnessccscevcreene] 1/9E per hour ...} Resigned. 


1924. TRAFFIC BRANCH, RAILWAYS. : ‘ 








13 Mar. | Faucett, Stephen.. ..| Junior porter ..........+{ 8/6 per day ..... Resigned. 
20°: Tee, Edward Secevsieaeseree aah ..| Junior porter...) 7/4 por day ....-) Resigned. 
90 5, Catmore, Arthur AW, cstncateneee) Ounior POTter .....cscceeeee-| 7/4 per day ..... .| Resigned. 
re Robinson, THOMAS .....eeee eee see ees Adult shunter ..............., 15/2 perday ...| Resigned. 
a, ae Smith, Leslie C. ......cceccsecsseees -| Junior porter ........000 5/11 perday «.| Resigned. 
27 ,, | Codrington. Richard ......3- .| Adult shunter ............+..| 15/2 perday .../ Resigned. 
a7. Higgins, Charles A. .| Junior porter .........0.| 7/4 per day ...... Resigned. 
38... | Green, Samuel A. SCORE ceoel GUAT WWenleeceovetaetsecsess eo] LO/ SiPEr GAY a ..| Resigned. 
ZO tes Lane, Sydney E. ......cccceceoes oe] Junior porter ......-0+| 8/6 perday ....., | Tyismissed. 
t Apr.  Churehill, Jane E. .......... .| Gatekeeper .....cscc0eee| 14/11 per week | Resigned. - 
2 ,, | Draper, Leslie M. ....... vase] GUIALE cecccsccecceseressseeoee| 15/8 perday ...| Resigned. . 
2 ,, | Purkis, Job DB. ceecceses cee eee eee see eee ees poe and ambulance; £308 perannum | Retired. 
officer. 
2 ess Kearney, Peter A. ....ccccocccssecseseeeee| Adult voiced cpeccocssceveeel 15/2 per day ...| Resigned. 


| Harper, James ..cccccssecscesecediocseees| GWATO secasseceseeereeeseveeee] 16/2 perday ...| Retired. | 

Farquharson, Hector .......0.seseeeeeeeee| SUNIL clerk | ..| £131 perannum | Resigned. ; , 
| Parkes, Walter J. .......00+ Junior porter .... ..| 4/9 per day ...... | Dismissed. | 
| Peisley, Wilfred EF. .........- ..| Junior porter .... | 7/4 perday ......, Resigned. 
Riehards, Alice M. ... | Attendant......csececseeeseeee] 22/4 per week! Resigned. 
and quarters. | 





mae 


Ree O’ Keele, John TD), ..ccsesccsccesecceveeeng} Clerk .. | £233 per annuni | Resigned. 

3 4 Wilson, Bridget ......cccscccerecssceceeees| Attendant ‘and ‘gatekeeper! 20/7 -per week Retired. 
and quarters. | 

ees. Naylor, Martha G. .ccccecseeeseeeereereees| Gatekeeper ..ccccceeeseeeeeee] 4/8 per week and Resigned. 


| quarters. | 
9 4, | Rooney, Clara J..ccsececcsecesscererereee oes Gatekeeper .......eeeeeeeeee| 12/5 per week! Resigned. 
and quarters. | 
9 Doggan, Stanley H. ..scssccccscseseeeee| Sumior POrter ....-.0s02c0e0-] 7/4 Per day: ...... | Resigned. 
10 EF: Garrity, Alphonsts ...........5.+ Clerk A sessseseeee| £248 per annum | Dismissed. | 
il Goode, Charles..........cccsecreere ..-.| Junior clerk seseceseeee) £106 per annum | Resigned. 
wb TLeMoine, Robert L.  .s.sesecccecsooeveee! POPECY ...cccccscsscsverceesees| 14/2 per day Resigned. 
2 McCallum, David seccdooeciesccsceans| G&tCKEEDOP ssccccscooccsceeee| 19/8 peraay  «..| Disuiissed. 
18 Gee Walker, W illtam: Titan. cectcseccsoccrses Station master ..............| £298 per annum) Retired. 
: and quarters.|  . . , 
167, O'Connor, John J. ........ Junior clerk ...... seveseseeees| £LO4 per annum | Resigned. 
17 ,, | Rainsford, Meryick. Porter cssecdostiesestecresveees) ght Oo, DOT Gay. Resi ned. 
Retited. 





























15°57; Jones, Ada Se OCA Gatekeeper ..cccecescusccesae 4/8 per week and , 


: «* Quarters. : ; ly * 
a ate . ae = 


Lilia calie, 6 <eliabhel eam Sain Toate! secre’ a0 (aS ahd Feat sition Stn 7 ml 2am ee a nae 








Ls 

















Date. | Name, | Position | Rate. Remarks, 
= a = ares ss — ——— CC OO a rei 

1924, TRAFFIC BRANCH, RalLways—continued, 

18 Apr, ! Daley, DURA Ear eect acs caetten ben'scaretseocase! DBUACROMTINIASCGRY Siw. ccmesc cx: £298 per annum) Vacated position, 
| and quarters. | 

19 Kirby, Jeffery W. }) POrters ..ctastecsstabecsouyarh: 1S/S. NOL Aay Resigned, 
21 GEPOVGS, ALIA cce.cerse- Adult shunter 15/2 per day | Resigned, 
4 Hopkins, Herbert J. Junior parter * 1 9 per day Resigned, 
S455 Shellard, Edward ©, Clerk £428 per annum | Retired, 
24 (Cs, FERINGS LUCY =... ...c0ncsnes Gatekeeper 14/11 per week Resigned, 
26 ” McBride, James ia och Porter Rate 14/2 per day Deceased, 
26 ” Maurer, BUDIGY. ..cscnese cos ncantvatenstieas|h, C UMON POLUPE 5/11 per day Resigned. 
a Fe Jeffrey, Prank Re ee Be 5 eideree | 14/2 per day Dismissed. 
eae 3 Me Kean, Kenneth BR.......0.0. Areas Junior porter .......... + 7/4 per day Resigned. 
=o Whalan, David ........... « taads eeeeeeean Ticket collector ...........-| 15/2 perday  ...! Dismissed, 
30 SUOVERN UE TEs, USVI. ci. 0's sn.ncclocontece@etnn Ip ERURUOGMEN co ctaten en 5;s% sibewiene ve | 15/2 perday ...| Dismissed. 
su, Phillips, Frederick UUMIOR DOLCE © «0003 axes «ns 5/LL per day Dismissed, 

May ead ex gb Richard Porter . ‘rday ...}| Dismissed. 

” POLI PH TEAS cou one castaeenecs sda teres Car Cleaner rday ...| Retired. 

z Watson, Alfred J. Clerk : r annure Resigned, 

» ., | Gannon, Joseph ...... Junior porter r day Discharged. 
6 ” NYE DOr bh. eos coxetes Clapley ifs: GacseS ‘yy annum | Dismissed. 

is » | McCrossin, Malcolm Junior porter t per day ...... Resigned, 

F ss | Hudson, Gerald B. ... Junior clerk ..... b193 per annum | Resigned. 
ii Tee Dein, William H. Porter | 14/2 per day Resigned, 
11 | Wornes, Mary J, Gafekeoper | 19/9 per week} Retiréd. 

| | and quarters. 
11 H Eughes: NOrmian: <ccccscxccsss opscanens o09 te Gloriy SAG cc kts ateiurscoct Spee per annum Retired. 
LE 5s Thomas, Emily J. Gatekeeper ....se.se.eeeeee-| 42/2 per week} Retired, 

and quarters. 

a Ward, Lewis A. Porter 14/8 ih day Dismissed. 
Lo Re eturt, Alfred Gy .....0....0c0e Junior porter 4/1 per day ...... , Discharged. 
1o | Frazer, Oswald K.. .........+ Junior porter 7/4 per day ...... Dismissed. 
Lee we We COOMA rthur. GS.) ciscchesc'ses-s Junior porter 7/4 per day ...... Discharged, 
Cale Huxley, James ........ Night officer .| £308 per annum | Retired, 
17 Stevenson, William ... Leading porter... -| 15/2 per day Retired. 
17 | Polleck, Vincent I... ---| Porter yaaeg | 14/2 per day Resigned. 
li ie DARA CIOUIAG Wr cschaccetacccasutianwupstens | Junior porter 8/6 per day .. Discharged. 
Ny i: Cooper, Edward Av ....0c:.ccccennss serees BOPtBEy) wiecsudeesie 14/2 per day Disniissed, 
ct: | Donoghue, Mary ..........0.6 Gatekeeper ..... 12/5 per week} Retired. 

| and quarters. 
a Armstrong, George ........eeeeee Ranier Assistant Supenintensen’| £518 per annuni | Retired, 

goods . and _live-stock} | 

; transportation. | 
<0. ,, McCrae, Edwin A. Watchnian "5 14/1 per day...... Resigned, 
a Turner, Emily M. Gatekeeper ....scccesssseeee 12/5 per. week| Resigned, 

| / and quarters. 
21... | Blumer, Winifred A. shia att tae MOR AADI cx, gece gereens yse0->H4 15/1 per. week] Deceased. 

and quarters, | 
22 ,, Goodhead, Frederick .........++ De POTten ic occacsceancecenhc races? 14/2 DOP. GAV 1.5 | Dismissed, 
230 Ps, McAtamney, William Porter .| 13/8 per day Resigned. 
23 ~,, +| Bower, Horace......«... | Junior porter 4/9 per day ......| Dischartged, 
<4 ,, | Taylor, Herbert C. . .-| Porter 2... ..-| 14/2 per day ...| Resignéd, 
24>, UNOT MEK GHerIOM <u apecacesces era sceuns sre | Station-master .........-0.+ £535 per annum) Retired. 

i | and £70 rent. 
2s, Onidavie, Charies Ae s.d.tscrkaenterus<s fe@lierics os ae ahaare ce .....| £383 per annum | Retired) 
26% =, Phimmer, Ralph EB. -| Junior porter lay bh per day ...| Resigned. 
26 | Harrison, Cyril W. ..... Junior porter ...| 4/1 per day ...... | Resigned. 
26 ,, Baker; Roy. Bie sacccstnece csons Beaemcuiceateaa | Junior porter “ih 0/2 DOE OLY, pose | Dismissed. 
38. 5s MeCarrow, Leo D. Sri sieadas -| Junior porter Sewer PEL GB raass | Discharged, 
28 ,, PeHockey, Wrederih: snvectiecceastysacasoof J UDIOL CLOVE cates vacnoneeess | £106 per annum | Resigned. 
30) F | Dean, Edward Wo. iuscccgs0ccecseceranntees PCPOPLAY. iacechectsapestserees sel’ LA/o DELUAY .| Resigned. 
SOM em DUNLOP tO Dart: ceestkeee vas cptrseaserecac PAGULG SHIINGER s.vseceysstese- | 15/2 per day | Deceased, 
3 St Knight, Archibald ...........0+. eee Adult shunter ..............-| 15/2 per day Resigned. 
Mem ameer RUT AT COCHLAY 5 doce yuih cos vneate gecacecte «...| Junior porter .| 7/4 per day ...... Discharged, 

2 June. | Fitzsinimons, Elsie ...............00200000 GAtCKCE PED .cncecsus ves cours f 4/8 per week and} Resigned. 
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STEN UL Eat Bi © AEN RoREce pra ene ce ae 
FEOTING VV LUSGIID | scanaegeacesiced,ss-axe apemosl 
Brett, Ernest O. ...... 


McIntyre, Leslie T. 
Burton, Amy 





Symons, Robert M 
Harris, Vietor L. 





MG DCC Ba eo ciccn ccd tedssccco nue Menuimpecesse 
Mullholland, Frederick .....0... cee ceeeee| 
DRT PL OREN CO God recpede)p0eresusvananstss 


Reenter CATON Ey cresc ts ace cssraneeecne ss | 


BAT WICK ASMIGY Fl.) Scsiccsccotensse crass 
Benthex, Jupiel Che Vie ccneve cxv ccamcencts ce 





Dean. Thomas, veveccnv. Eker aereitoes 
Burts, GEOrge Br svaccncsss veekiney 


TAWSION, HIG Ee sii. vec deievescegueeeusteaco 
Halsey, Reginald G. . 
Ormsby, Kobert sisi ricsatices wcees cos 






Northwood); Binily: «....+<0ssseeen ses etiys<| 


Smitits Hebert. Gre” iaasaccncncpeeauspesess 
Twyford, Annie : 


Pickering, Allan R. c.°...%svwscesesere evel 
Rankin, Harry Wao ics. ccvccctvsndensns ove] 
Péthet; ATCHU?- Wa Foccsscencee cue es txeatel 
SICH, PALWar GW Sv0css cotick ade cee ence 
O'Dwyer, Phillip Bie isis owedcssvee. cote 
Pesmond, Cadehia —Mecervse..sa0s ert cos cee 


Willianis, Horace M. ... a 
PULOLLUCK-COCHid); ccsivccesvsc estes dbecnvucs } 





BIDE COLL cosvsenesi ss ven cqteedsseicep 
SPREE. CONN. Br vccnpeadacs sites cqmurare vars 
COW, RGEEY OO Areca cccceonchestateaase 
Spurway, George..... Sales pees oe eae healWeistnion 
Mar FORM” venvis avs bacietsceutcnseonstl 


Maxwell, William ........ 


Matthews, Samuel 


omen sees “4 


*46157—C 


- Acting 
























GAtCERE DOES «ce Vecieesap eopscsr] 


Station-master .....s0......- 

| 
Night officer 
Porter 
Gatekeeper 





WARDTOL GLOTEts cee cciex sep eeeaiess 
Station-miaster ....,......... | 


Office cleanen 4..:5..: ss. 002 | 
JuUNIOL POTteT ...... 050006 0%] 
AUHOTICA AU tess aca oncanice ean ts 


GAGEKCCPED wicsecoseseccsists 


Adult shumter ..........00 00] 
ACHENEGNE.. curt oe cves cevects 


Station-miaster ...........+ | 
Station-master ........0+++s.| 


POTUOR ric ge cthen se vances sitet oat 
JUNIO? POLtEr™ 22.500 oseacs ves 
Station-master ........00000+/ 


Gatekeeper 


Junior porter 
GatEKeCGPer ..cccviecssecieones 


Junior porter 
POPTOD isc cscecs ces 
Junior porter... 
Junior porter 
POrters 4 2...csheres 
GateKCe pers: c.vs5 seg ob viecwes«|| 


Junior porter 

















Junior porter 


SIGNALLING 
Vitter 
Shop boy 
Fitter 
Inspector .. 
Vitter 











quarters. 
7/6 per week and! 
quarters. 
£378 per annum 
and quarters. 
£248 per annum | 
14/2 per day...... 
4/8 per week and} 
quarters, 
£1351 por annum 
£298 per- annum 
and quarters, 
19/- per week ... 
4/9 per day ...... 
7/9 per week and 
quarters, | 
4/8 per week and| 


quarters, 
15/2 perday ... 
18/--per week. 


£338 per annum 
and quarters. 
£298. per-.annum 
and quarters, 
14/8 per day...... 
8/6 per day ...... 
£458 per annum 
and quarters, 
12/5 per week! 
and quarters. 
10/3 per day...... 
15/1 per . week 
and quarters, 





7/4 per day ...... 
14/2.per day.....- 
5/11 per day...... 
2 fk, DOr ABV cnc 
14/2 per day...... 
1/8 per week and 


quarters, 
7/4 per day «s+. 
8/6 per rt ae 





3RANCH, RAILWAYS. 


2/3% per hour 
-/11 per hour 
2/3% per hour.... 
78 per annum 
273% per hour ... 





ELECTRICAL BRANCH, RAILWAYS. 


electrical 
labourer. 
Battery labourer 


fitters’ | 


1/9} per hour 


1/10 per hour ... 





Deceased, 
Deceased, 


Lesigned. 
Dismissed. 
Resigned, 


Lesigned, 
Deceased, 


Resigned. 
Resigned, 
Resigned, 


Retired, 


Dismissed, 
Resigned, 


Retired. 
Resigned, 


Resigned. 
Resigned. 
Deceased, 


Retired, 


Dismissed. 
Retired, 


Resigned. 
Resigned, 
Resigned. 
Dismissed, 
Resigned, 
Resigned, 


Discharged, 
Resigned, 


Dismissed, 
Resigned, 
Resigned, 
tetired, 
Resigned. 


. 
Resigned, 


Resigned. 





Date. Name. Position. ate, Remarks, 


ati SREB 


- = 








1924. STORES BRANCH, RAILWAYS. 

BZ Apr. | Steel, Montague c.cserscecereeeeeereeceesee| Storeman ...... seseveve| 1/112 per hour Retired, 

5 June | Joyner, William ....ce ere eeeeee ere cee eee ees Acting 4th class ‘storeman £233 per annum..| Resigned. 
1924. GENERAL BRANCH, 

14 Apr. { MeGrigor, THOMAS «+ ecrereeeesseertseeres Clerk (Statistical)............| £308 per annum..! Deceased, 
1924, TRAFFIC BRANCH, TRAMWAYS, 

26 Feb. Arnold, Jack H. ..c-cecceseecee eee ene renee Conductor........sceeeereen0e{ 2/- per hour Dismissed, 
8 Mar. | Moss, William P -cocseaetccesee| CONGUCHOL..+ 0000+ ccoccnscnceeh LA LIZ per hour...! Dismissed . 

1S) 2 Armstrong, Thomas H cccatecesccsece| CODGUCCOL.......cescecceceeee-| 1/113 per hour...| Disnilssed. 

21 Jones, Lewis......ceeseee Conductor /114 per hour,..! Dismissed, 

21 Carter, Alfred J. « ccsidgateaescet| CODGUCtOL..050.0s500-0002--] 1/114 per hour..-|" Dismissed, 

24 , Whiteley, Harold vos cu Ceactipce| CODGUGUOT.. race nccisaciese ges ses] 114 per hour...) Resigned. 

25 ,, | Grout, Walter ....... CONAUCTOT... 02.004 eee ree eee oes } per hour...| Resigned. 

26 ,, | Rath, Leonard sn cou cae chi eda se ccs MOODOUCEOL. cclsce meses sennavces 9 
Pate, SyAney A. ..ccseeeesee cre eee sneer .| Eleetric driver —...... ; 
Pace, Edward A.sscccssecercceseeessceeeee| CONGUCCOT.....+ se eercee eee ene 
Smith, Henry 5. .... ac cosgceqeevovess}! CONGUCTOL....20 0c ececcnessss: 
Kirkpatrick, Archibald | Depot master ....... 

| Clemow, Herbert DL. ....ccesscctecceereee| COMAUCHOL... ....-0ceeeeeeer eee 

MeKnight, Thomas J. cic est se Pine terase) CONMUGLOL & 

McIntosh, Richard . y cceahtduees on] MOODGUCLOL.. 

Potts, Clarence W. o. cackenvcialle Feeese| MOORGUOUOL cokes 

Ste phens, Thomas NY. Pcsceeinavsosereceet muleebric driver 

Rogers, Alfred C. .. veessteveseee| Hlectric driver 

Mitchell, Henry J. sacsceatweevess| CONGUCLOT.siy. /114 per hour...| Dismissed. 

Manetield, John . seseccecececces| CONAUCCOL....c.e- cee eeeceeeee| 2/- Per hour...) Dismissed, 

Brady, James ... E naadscenaneders el EE LCOUr IC driver 2/0% per hour ...| Retired. 

Chapman, John R. scant eee ee] CONMHECHOR.- cess - } per hour...| Dismissed, 

Jackson, Clifford B. . CONANCTOL... 2... 2c cee rre ced ces } per hour...| Resigned. 

Green, John Vettler 4 per hour...| Resigned. 

i u 

I 

I 


} per hour...) Resigned, 
ee hour ...| Resigned, 


1 
1 
1 
/\1 
1] 
/ 0% 
1} per hour,..; Resigned. 
1 
68 
1 
1 
1 
1 


) 
} per hour... Resigned. 
per annum..| Retired. 

} per hour...) Dismissed, 
} per hour...| Resigned. 
+ per hour...| Resigned. 
} per hour...! Resigned. 
0? per hour ...| Resigned. 
0} per hour ...| Resigned. 


/A 
fe 
6 
ni 
/1 
1 
; 
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ONE WR Mee ne Nee 


/\ 

/l 

/1 
Mitsellburg, Henry seledasecasel pt CURICT cssn'« /114 per hour...| Resigned, 
Worrall, Clarence R. .. | Junior clerk... 164 per annum..| Resigned. 
| Snape, Harry M......-- | Conductor... secesessese| L/11 per hour ...| Resigned. 
| Simpson, William G. ...sseseeererer eres] Conductor.. /\1 per hour ...| Dismissed. 
Fuller, George .......+- Sr Seieeasaee|| LUODCLUCOOR. /\ 
| Allen, Frederick ......- 3] CNG GET va /\3 

Goodwin, Phillip EB. ...sceeeeeee eee ere ee Conductor i 

Kohn, August J. ccesceese ee eee ete ree ees Blectrie driver ‘01 
Welsh, Cyril B. ...| Electric driver 
os Rose, Henry Je ....seeceeee sees ...| Blectric driver 
June | Munton, William R. ye} Conductor... ... 2... 
Lembit, Alexander «--] Condnctor.......2. 0000. 
Callaby, Roscoe H.  ...-. .| Conductor... 
Murray, Jack Wo... secre eee eee ...| Conductor 
5 McGoldrick, Ernest J. ...sseeees Conductor 
Paes, Heffernan, Cyril B.  ....eeeeeeeeeee ere ere| Conductor 


20's, Crooke, Alfred J eore a tekedonoensescog| PCONGU CUO Meanaser css 
FAVOR Coc cecets see demicserenlerelsse,ess Motor cleaner ..........080+ 


23 4, Black, Jé 

1924, ELECTRICAL BRANCH, TRAMW: 
26 Jan. Domigan, Foeesses|| 27 
25 Feb. Ferrier, ROY... ..eece eee see carten sence cel OIGATOT cccceccs scnlcemuestectine|| i 
JO he eel Wa, Richard RN ots Manly oie sae eal MOLGATIOT is cawwerscrece 1 
20a, Grainger, Sydney ec daanasta nag LO ADIO! Jens incavacitusiena’s | 1, 
29 ies Lonergan, John W.....++sseeer ere seen ClCATICT Caceeunvartacens - 
20a; Garrod, Benjamin oeae Garices| MCLOGUIET aes easis oneness 
3 Mar. | Thompson, AWbrey — eeeeerereereeerer | Cleaner .......-+essss0se 

Matthews, William G. ..csseeee eee eeeees Cleaner 

Lennon, Robert ...cseceeccesee ces cescsecee| Cleaner 5 ..ccasceseenere 
Dale, Frederick G....c.ce serene reese ser ees| WIGANET ca.necesue seas 
Murray, Alfred T. ..cessssseereseeerereees ClEANET is. .c-scscescesiers 


Kearnes, Edward A. ccotente cosacscecespt SAPANOTi <cssepieameanensnss 
McKinnon, Duncan  ..esceveeseeeee ree ers CIEANEL .......000 screen % per hour...| Resigned. 


Heydon, JON C....cee eee ceesee eee serene res Cleaner .......+.+0- 2 per hour ...| Resigned. 
Rhodes, Thomas ..cceecceceoveeeeeseeerseee| PItMAN ....42000- peaeaass 3 )} per hour ...| Resigned, 
O'Donnell, Denis... cd iireaceas «cone |) CIERNET hae siecaetannnnssses - % per hour...}| Resigned. 
Walsh, John J. ccccccseecceeeeteeeeeees Cleaner .......00cecesceerceees ¥ per hour...| Resigned, 
Watson, Keith.... sev coooselicencsee| OLBAMET vase eneses svreeeene ers § per hour ...| Resigned, 
Rain. Jonn dis csc ac dueetandviewanedanet COREL ciaics cave asi valencia ncsnos ; per nour >... Resigned. 
Doovey, Herbert ob . isdhpae duleemendene| Ol ROTLED ie caren saweineale exeanian® ‘ per hour ...| Discharged. 
Ol amaniecwaeavaecs cnseceees=<"|a=/, per hour...| Discharged. 
per hour...| Discharged. 
: per hour ...| Retired 
/8i per hour ...! Deceased. 
3% per hour ...| Discharged. 
/4} per hour ..| Retired. 
/43 per hour ...| Retired. 
‘98 per hour ...| Resigned. 
ae per hour ...| Resigned. 
7% per hour ...; Resigned. 
A per hour ...| Dismissed, 
AV per hour...| Resigned. 
per hour ...| Resigned. 
ver hour ...| Resigned. 


per hour ...| Resigned. 
per hour ...! Resigned. 
% per hour...| Resigned, 
per hour ...| Resigned, 
per hour ...| Resigned, 
per hour ...| Retired. 
per hour ...| Resigned, 
per hour ...| Resigned. 
per hour .../ Resigned. 
per hour ...) Resigned, 
per hour ...} Deceased. 
per hour ...; Resigned. 
per hour ...| Retired. 
& per hour ...| Resigned, 








2 See Se eterno tos & 


ie per hour ...' Retired. 
/11% per hour « 4 Discharged. 
% per hour ...| Discharged. 
? per hour ...| Discharged, 
‘AN per hour...| Resigned. 


JOU, cca coc cec cre see ccossciennnss| Engineman 


4 per hour ...| Resigned, 
/7% per hour ...| Resigned, 
vit per hour...| Resigned. 
13 per hour...| Discharged, 
| per hour ...| Discharged. 
i 
13 
2 





Saft aasS> 


per hour ...| Resigned. 
Der hour ...| Resigned, 


tot 


Roberts, Garney ... anaieasins 

Allany EGward — ..cccccsesoneneecqereses ees Cleaner . 

Craig, Henry Joh ho sateen geeareeel| WV CET tender. 

McLean, James ..- veeseeeeeeee| Shift electrician 

Camipbell, THOMAS ..+.-eceeeereereee eee ses ‘Turners’ apprentice 

Watson, John T. seseeeceesee] COACH PAINter ... ee eee ceeeee 

Walsh, George .... veeeeeeeeel Blacksmith 

| Manning, Alfred J.... | Cleaner’. .< 0. 

Downer, Maurice seseeeeoegl Cleaner ,... 

Crozier, William wesovseeee] Cleaner 

Allison, John D. .....- ....| Junior labourer 

Doyle, Albert: 2... cessor sceees ces ces ces cee Cleaner fe caitnsd sare 

BE. Hiiest J. vicccenescessceoc-teweee| (DUDE station n junior 

Kain, James C. ....+- ..| Cleaner . soajees acltnas t 

Purcell, Vincent ..| Cleaner. per hour ...| Resigned. 

Higham, George ......seeceecee eer eee eee eee] Cleaner Sesiskpieos'esbiess.con { per howe ...| Discharged. 

Powell, Herbert ........+ * Cleaner . . Sarasc es Ht per hour ... Discharged. 

Spliet, Frederick .......:.sceeeee ..| Fitters’ apprentice De ene AAllen tid § eee ...| Discharged. 

McClure, Alfred ...... sce eee eres 2} Cleaner ......cse00+ ..| -/112 per hour...| Discharged, 

Kelly, John A........eee+s ai Cleanercgse ..| 1/3} per hour ...| Disniissed. 

Haens, VOW ses cecceeseo ses sreesccseseveoeeoe) dulectrics al nechanics ap-| 1/4 per hour ...| Discharged, 

| prentice, 
Ballantyne, Edward cecugeveeceeee| FOremans’ Clerk .:......-...) 1/114 per hour...| Deeeased. 
LoVe, Stewart .....csscccevecceecceescereeee| Ele setrical mechanics’ 2p-| 1/8} per hour ... Discharged, 

prentice. 

Murden, Thomas  ..ccccceceeeeeetereeeever FOLCMAN .ecceceeeeeceeeeeeeee| £448 per annum... Deceased. 

Haycox, William He ceccee ees eeeeee eee ees ClGADET ahiniaeds sacceeerevaeres|)=/ 122 per NOULS.. Discharged, 

PoOre, ALLTED seoccecesssesseessesdececcseoe}] Cleanel cs. 1/5} per hour ...; Dismissed. 

Roach, Vincent ....cecceece eee eee ee ere nee Cleaner cdteteitonsseeer sons] 6/112 Mer MOUr.<. Resigned. 

Speerin, Ernest ...cseseesereeeseeeeeereses| CICANGT 2b .teen-asnece ...| -/98 per hour ...| Dismissed. 
Lohan, Joseph.... ccdouciecaniebionee ae ML Lea HO? -/11? per hour...| Resigned. 

Williams, William Electrical ‘mechanics ap-| 1/4 per hour... Discharged, 

prentice. 


PERMANENT- WAY BRANCH, TRAMWAYS. 


Poole, FJONN CO,  ccscssececeeeeveeceeeee ces Labourer cssieccceeseseceeeees] 1/9} per hour ... Resigned. 
Edwards, GCOTC.....ccce cer eer career eesere Mettler, |2eh en nideewuserce en CLYDE DEE OUT. “xs Retired. 
O’Brien, Edward A. ..ccseceeces sence eee Labourer meccisteccosaeets-o+| YO} "per Dour .. tesigned. 


lidar Horace E yekhe Serves tee) PELE DOULET, =» /94 per hour ...| Resigned. 


Cambey, Henry A Taneosstevshee|/ BLUR DOULEL 
Gray, Henry A. .«.. cdonve Uheowe tes) gL DOULEL. 
Madd n, Norman . Seba kas ceeerga he ee OUTED 


Meek, John Re «... ccotivteisone tee || Las OULEr. 
Sheridan, Daniel bk PS ons hep hae dee OO 9} per hour ...| Resigned. 


Southwell, Frederick P.  ...ssweceseeee| Pettler 1/9} per hour ...| Resignea, 
Cir ffiths, THOMAS ....ce cee eee eee eee eee eee eee] Sub-inspectOr ..-.ccseveeeee| £385 per annum.. Retired. 
Duffy, George .. Sees Labourer ......+- 1/9} per hour ...| Retired. 
Ryan, Pierce, Je ccccsecseeee eer see see see ees Labourer 1/91 per hour ...| Resigned. 


Ss Nhe. wrest 


— 











1 

1/94 per hour ...| Deceased. 
1/91 per hour ...| Resigned. 
1/94 per hour ...| Resigned. 
1/91 per hour ...| Resigned. 
} 











Sydney: Alfred James Kent, Goyernment Printer—-1924. 
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REPORT OF TITE COMMISSIONERS FOR THE QUARTER 
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LEGISLATIVE 







SOU'PH 


ASSEMBLY. 


WALES. 


80TH SEPTEMBER, 1924. 





Office of the Railway Commissioners for N 


To THE HoNoRAPLE 


Sir, 


THR 


{ ) ag 

In accordance with the provisions of Section 39 of the Government Railways Act, 1912, as 
amended by the Government Railways (Amendment) Act, 1916, and as subsequently amended, we have 
the honor to submit, for the information of Parliament, our Report for the quarter ended 30th September, 


1924, upon the subjects specified, viz. :— 





RAILWAYS. 


Miles open 
1924. 
£1,729,508 
Merchandise £2,096,445 
Expenditure 


Revenue S Passenger 


Train Miles run 

Earnings per train mile 
Expenditure per train mile 
Percentage— Expenditure to carnings 
Number of passengers 
Tonnage of goods trattic 
Tonnage of coal and coke 
Tonnage of other minerals 


Tonnage of live stock traffic 








TRAMWAYS. 


Miles open 
Revenue 
Expenditure .., 
Tram miles run 
Earnings per tram mile 
Expenditure per tram mile 
Percentage-~Expenditure to earnings 
Number of passengers carried 


—iaseai~ece 6 9) sis). . RAILWAYS *214—-A. 


STATE OF 


192 


ee cal 5 eer 
. £2,047,659 J | 


THE 





Minister For RaAILwAys,— 


TRAFFIC, 





1924, 


Yew South Wales, 


Sydney, 


31st October, 


(Juarter ended | (Juarter ended 


30th Septe amber, 


1924. 


£3,825,953 


| sy {426 


5,357,188 
34d. 


vee! WOR 2h 


145,892 


iB0thSe »ptember, 
1924. 





228} | 
£872,470 
£753,890 
8,287,040 

2s. 14d. 
ls. 10d. 
86:41 


...| 82,289,907 


aya 
| 
| 


(Juarter ended 


30th September, 
1923. 


5 3769 


| £3,7 514 
| £2,631,591 
5,181,098 
14s. 5d. 
10s. 1: $d. 
70-43 
30,908,598 
1,190,9 
2,099,906 
382.7: 


73,07: 


| 
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LE LL ELE CE LEE ET I EE EE AE IS A Yt Mn ee 


(Juarter ended 
(30th September, | 


1923. 
| 
22D 
| = =£853,853 
£731,194 
7,955,194 
Ys 29d 
1: Pa ID i 
85°63 


{ 80,406,057 
| 


Increase. 


146 


£89,439 


£92,835 
176,090 


id. 

‘78 
$45,453 
40,811 
L7, 3584 
69,920 


eee 


it; ae 


Increase. 


| 


l 883 ,850 








ss ae ra cr ae pe cen the aie 2 as Eh aE a ID ea eR 


Decrease. 
7,180 
Shee Badia 'e US ieee bine Ui Pee cea arse are Manan eal a a 


RAILWAYS 
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RAILWAYS. 


11.—GeneraL ConpDITION OF THE LINES AND ACCOMMODATION FOR THE TRAFFIC. 


The permanent way, bridges, buildings, wharves and fences have been efficiently maintained during 
the quarter. Good progress has been made in the work of relaying, resleepering, and reballasting. 


The quadruplication work between Rockdale and Hurstville has proceeded, the earthworks being 
practically completed. The alterations at Hurstville are in hand and three platform reads are now in use, 


The alterations to the station buildings at Carlton and Kogarah are proceeding and the overbridge 
at Kogarah is practically completed. The Harrow-road subway at Rockdale has been commenced. 


The work in connection with the duplication between Thirroul and Wollongong has been completed 
fo) 


The quadruplication of the lines between Flemington and Lidcombe has been completed and opencd 
for traffic. 


The widening of the existing platforms and footbridge, alterations to the existing staticn Luilding 
at Lidcombe, and the rebuilding of one platform at Rookwood are proceeding. 


The widening of the existing lines in connection with the electrification scheme is proceeding; the 
engine roads, Illawarra roads and ‘Bankstown roads between the Hlawarra Junction and Redfern having 
been lifted to their new formation level without speed reduction. 


The new Milson’s Point station has been opened for traffic. 


The construction of the new locomotive Workshops, Signal Engineer’s depot, and electric car repair 
shops, Chullora, continues to make progress. 


Work in connection with the eastern carriage shed, Sydney Yard, new electric car shed, Mortdale, 
and carriage shed sidings at Punchbowl has been proceeded with. 


The buildings in connection with the new station between Eskbank and Lithgow were practically 
completed and the footbridge and booking office are in hand. 
5 5 


The works in connection with the extensions of the White Bay Power House have made good progress, 
and roofing has been completed so far as to enable a commencement to be made with the erection of 
machinery. The Zarra-street Power House has been practically completed. 


The conversion of the s.s.‘‘ Swallow ” for conveying rolling stock over the Clarence River has been 
finished and the train ferry is now in use. 


The branch line from Matakana to Mount Hope (10 miles 32 chains single line) has been closed for 
traffic. 


Departmental Coal Mine, Lithgow.—All machinery and general plant in connection with the coal 
production at the upcast shaft has been maintained in an efficient manner. The housing for the new 
electric main and tail set is complete and a commencement made to erect the machinery. The concreting 
and arching operations on the north side of the downcast shaft have been completed to a length of 66 feet. 
Good progress has been made with the erection of screening plant in connection with the surface equipment. 
The output of coal is approximately 23,428 tons per month. 


Other works necessary to provide additional accommodation for the traffic have also been proceeded 
with during the quarter. 


City anp SupurBan Exectric Raiway. 
The construction work on this railway has proceeded during the quarter. 


Bridges—The excavation for the northern half of the bridge over Cleveland-street has been 
completed, also the brickwork in abutments, piers and arches. The spandril fillings in parapet walls are 
in hand. 


The footpath arches on each side of Eddy-avenue have been completed, the footwalks have been 
graded and asphalted, and the roads opened for pedestrian traffic. Arrangements are now being made 
for the ayaa secre of the two roadway plers for carrying the main arches. 


The masonry-faced reinforced concrete arched bridge over Hay-strect was completed, the roadway 
restored and the street reopened for traffic. 


The reinforced concrete arch over Campbell-strect has been completed during the period. 


Tunnels.—The driving of the headings for the centre and side walls of the tunnel proceeding from 
Goulburn to Liverpool streets was commenced, and the opening out of the arched portion of the twin 
tunnels which are being pushed forward towards Goulburn-street from Liverpool-street was completed 
and concreted for an additional 90 feet. 


The d¢ ving and lining of the twin tunnels under Park-street have been completed. The excavation 
wt the remaining portion between Park-street and St. James’ station is completed on the down side, and 
the east side wall and centre wall have been conereted up to the double track tunnel. Considerable 
portions of the 31 feet, 27 feet and 19 feet and single arches have been completed. 
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Civy AXpd Suburban Evectric RAaibway— continued. 


‘The cut-and-cover on the Up City East side south of St. James’ station Les kccn ccmpieted at d 
the tunnel concreted. The lining of this tunnel is now complete from Liverpool-street to St. James’ staticn. 
Additional excavation is now being earricd out in the Down City East side close to the junction with tLe 
crossover from the Down Eastern Suburbs. 


The driving and concreting of the tunnels frem &t. James’ station towards Circular Quay has now 
reached a point on the boundary botween Sydney Hospital and Parliament House. 


Stations —Progress was made with the reinforced concrete work in the northern eencours of Contral 
Station. 


The excavation of the subways on the south-western side of the Livery col-strect station has been 
pushed forward and completed for a length of about 140 feet. 


The concreting of the reinforced arch piers in the &t. James’ station Las keen carried forward crd 


completed to within 50 fect of the nerth end of the staticn. The concreting of the reimiorc d main arc] cs 
of this station was commenced. 
Gencral—Proeress was mede in connecticn with the ciculating water intake to Ultimo Tovar 


House. 


The masonry-faced overhead construction ficm the northern {¢ otysth ach of Eddy-avenve bi ac 
) 


to the northern end of Campbhell-strect bridge is nearly eempleted, and the crcetion of the mcwlded paray et 
continucd throughout the entire length. 


The general excavation for the Railway Administrative Lutdircs wes 7 re eccdca with, alse conactir g 
of retaining walls and footings of the main columns. 


RAILWAY CONSTRUCTION. 


The construction of ncw lince of railway hes Eecn preeec acd with as follews 


Miles. Chains. 


Glenreagh to Dorrigo ... ee Per aor es ot £9 prereehig 76 
Molong to Dubbo sie 45 vay ae va ae ie ene 8 12 
Regent's Park to Cabramatta We a oe oa ans aid tix 54 
Sydenham to Botany ... sie sis us ee is rr Son bea LG 
The Rock to Pulletop... sc i dui oe “a eit erieD 10 
Roslyn to Taralga —... we rik sits ro i vee Epa Ae 6G 
Richmond to Kurrajony bis’ Lt owe aeh uy BAS ve fi 

Castle Hill to Rogan’s Hall yar 
Trida to Menindee _... Le ws Nae a et de re Gor J 


Glenreagh to Dorrigo Railway.—The earthworks have kecn yrectically ccmyletcd, crd the rails 
laidinto Dorrigo. All stecl bridges have been completed and ballasting hes prccccded over the lest LO miles, 
Station buildings are in hand. 


Molong to Dubbo.—The rails have been laid throughout. Full ballast has been laid for 45 milcs, 
the remainder requiring boxing up only. Staticn buildings are in hand, there as far as Yeoval appreaching 
completion. 


Trida to Menindce.—Platelaying is procecding: the rails having kecn laid over a disterce of 40 miles 
Earthworks and station yards are also in hand. The plant necessary for the bridge over the Darling 


River at Menindee has been assembled and portions are now on the works. 


Regent’s Park to Cabramatta and Enfield.— With tle exception of scme ecditicns to station buildings 
and a siding at Regent’s Park, all work is finished. 


The Rock to Pulletop.—Platelaying has been recommenced and is now proceeding towards Westby, 


Sydenham to Botany.—The work is proceeding on the steel bridge over the illawarra line and also 
at the bridge over Botany-road. The embankments between these points are being made up. 


Richmond to Kurrajong.—The earthworks are nearly finished and work is in hand in the station 
yards at North Richmond and Kurrajong. Rails have heen laid towards the Hawkesbury River where 
a new bridge is to be built. 

Castle Hill to Rogan’s Hill.—The earthworks and waterways are finished, the rails are laid throughout, 
and ballasting anak half done. 


Roslyn to Taralga.—Progress has been made with the earthworks and waterways. The alterations 
to the Roslyn station yard have been completed. 


The trial surveys from Grafton to Killarney, Cooma to Adaminaby and Dalgety, Regent’s Park to 
Bankstown deviation were practically completcd and the following curveys are procecding, ni mily, 
Kyogle to Richmond Gap. Uranquinty to Moon’s Siding, ard Cemurra io Boggahbilla. 
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IIJ.—SprrectaL Rates AND FAREs, 


A statement of the special rates and fares, and the reasons for making the same, will be found 
attached as an Appendix (No. 1), page 5. 


1V.—STAFF. 


These returns are given as an Appendix (No. 2), pages 6 to 17. 


GENERAL REMARKS. 


The earnings for the quarter show an increase of £89,439, and the expenditure an increase of 
£92,835 as compared with the corresponding quarter of the previous year. This latter increase is due 
principally to cost of increase of traffic and the basic wage. 


Coaching traffic shows an increase of £40,653, made up of increases in first-class passengers, £7,497 ; 
second-class passengers, £8,585; and miscellaneous, £24,571. 


The earnings from goods traffic showed an increase of £48,786, made up as follows :—Increases— 
General merchandise, £41,780; produce, £17,162; wool, £60,626; coal and coke, £9,054; and minerals, 
other than coal and coke, £16,194. Decreases—Hay, straw and chaff, £45,806; live stock, £49,210; 
miscellaneous, £1,014. 


The tonnage carried for the quarter shows an increase of 130,935 tons, of which the details are :-— 
Increases—General merchandise, 21,913 tons; produce, 52,801 tons; wool, 14,738 tons; coal and coke, 
47,384 tons; minerals, other than coal and coke, 69,920 tons. Decreases—Hay, straw and chaff, 48,641 
tons; live stock, 27,180 tons. 


The train mileage for the quarter shows an increase of 176,090 miles, and the number of passengers 
carried, an increase of 845,453 over the corresponding quarter of last year 


TRAMWAYS, 


The tramway earnings for the quarter show an increase of £18,617, and the expenditure an increase 
of £22,696 over the previous year’s quarter. The increase in expenditure is mainly due to a Federal Award, 
increase in the basic wage, and the cost of increased traffic. 


The tramway mileage for the quarter increased by 281,846 miles, and the number of passengers 
carried by 1,883,850. 


The tonnage of goods, the property of the Crown, carried over the tramways during the quarter 
was 360 tons; the revenue derived from the carriage of such goods amounted to £68, and the cost of carriage 
to £55. 


The extension from Bourke-place to Zetland and to Crewe-place, Rosebery, a distance of 614 chains 
was opened for traffic on 15th September, 1924. 
We have the honor to be, 
Sir, 


Your most obedient servants, 





Chief Railway Commissioner. 


At 


Assistant Railway Commissioner, 


4 


Assistant Railway Commissioner, 
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APPENDIX IL 


NEW SOUTH WALES GOVERNMENT RAILWAYS AND TRAMWAYS. 


STATEMENT of Special Rates and Fares approved during the Quarter ended 20th September, 1924 


me 
Traffic. 


Particulare and Rate. | Reason for Rate, 


Medical students who have not} School vacation fares.........c:cccseseseneesseereneeeeseeneeee cen saeen gen ens eatin 
passed the final examination, 
and who are attending hos- 
pital lectures during vaca- 
tion. 


Flowers from Hazelbrook to) One-quarter parcels rates .........cccsseeeeseeee rset eeereenaecn ees ersean eerste ces T ie 
Sydney City Mission, for | ) os a me aa 
distribution amongst sick | mee encourage 
and poor. traffic. 





Coal in departmental trucks, Ils. §d. per four-wheeled truck per day or part thereof 
Kandos Colliery to local, 


cement works. 





eee er en 


| 
Shunting, Co-operative Cold| 1s, 2d. per truck, maximum 5s. 10d. for every fifteen minutes or| J 
Stores Siding, Batlow. | part thereof. 
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APPENDIX IT, 


NEW SOUTH WALES GOVERNMENT RAILWAYS AND TRAMWAYS. 
RETURN, in accordance with Section 39 of the Government Railways Act, 1912, as amended by the Government 


Railways (Amendment) Act, 1916, showing the Appointments and Removals of Employces for the quarter 


ended 30th September, 1924. 


APPOINTMENTS. 


Date. | Name. losition, Rate. , 4 Moston: 





CHIEF ACCOUNTANT’S BRANCH. 1924. LocomotivE Draxcn, Raiways—eontinued. 


21 July | Murphy, John C. Fuelman | 1/10 per honr, 
: a. Hall, Alired W. Labourer ... 1/84 per hour. 
53 Scanlon, Edward Pumper | 1/11 per hour. 
os Pitter |. .... | 2/48d. per hour, 
Pennay, William E. ...| Call boy | 1/1 per hour. 
O’Brien, Arthur EB. ...| Call boy | 8£d. per hour. 
Hamblyn, Frederick ...) Boilermakers’ apprentice | 8$d. per hour. 
Dooley, Ernest W. ...| Fitter 2/4% per hour. 
Kade, Clifiord Storeman 1/104 per hour. 
Jones, David W. Kuelman | 1/10 per hour. 
Robinson, Wilfred G. | Fuelman | 1/10 per hour, 
| Meriick, Cyril U. Call boy | 8%d. per hour. 
| Appleton, Arthur Mouldeis’ apprentice itd. per hour. 
| Hayes, Alfred R. Shop boy . .-, L1d. per hour. 
Spencer, Henry M. ...! Car builders’ ay ..| 33d. per hour. 
Shepherd, Theodore ...| Fuelman | 1/10 per hour. 
| Arnsby, William PF. ...| Fitters’ apprentice .........| 3id. per hour. 
Bird, John 8. Fitters’ apprentice | 834d. per hour. 
Wall, Daniel J. Call boy 87d. per hour. 
Such, Fredeiick .........! Tinsmiths’ appientice | 3id. per hour. 
Burr, Henry Cleaner . 1/9} per hour. 
Fairley, Norman H. ...| Cleaner... 1/5 per hour, 
Cwilliam, Jack Cleaner. | 1/91 per hour. 
tenn, Sidney Cleaner 9% per hour, 
Cair, Edward (, Cleaner 9} per hour. 
Dunean, John L. Cleaner ... --| 1/9} per hovr. 
Watkinson, Brie W. ...} Cleancr | 1/9} per hour. 
Acott, Bruce W. ......) Cleaner | 1/9} per hour. 
Woodhouse, Vivian,.....| Cleaner. /5 per hour. 
Crummy, Arthw ..| Shop boy | 24 per hour. 
Webber, Clement | Cleaner . | 1/5 per hour. 
Jameson, Clarence E....| Cleaner . ‘3 per hour. 
Kershaw, Artbur G. ...| Cleaner. /9% per hour, 
Slade, William J. Cleaner 94 per hour. 
Egan, John J. ; Cleanei 9} per hour. 
Proctor, Norman Cleaner. /9} per hour, 
Johnston, Thomas ...... Cleaner . 1/94 per hour. 
Selems, Albert BE. Cleaner . 1/9} per hour, 
Tuner, Samuel D. ...| Cleaner... 1/3 per hour 
Beaver, William F Cleaner .. 1/9} per hour, 
Holmes, Cecil J. Cleaner .. 1/94 per hour. 
McDougall, Angus | Cleaner .. 1/94 per hour, 
Ford, Thomas | Cleaner .. 1/9} per hour. 
Shepherd. Ernest Cleaner 1/9} per hour. 
Moggs, Percy Cleane: 1/94 per hour. 
Thomson, James Cleaner .. 1/9} per hour. 
Miller, Aithut Cleaner .... 1/91 per honr. 
Yariington. William R.| Cleaner.... 1/92 per hour. 
Stevenson, Thomas ...{ Cleaner .. 1/94 per hour. 
Gardner, James O.  ...| Cleaner.. 1/9} per hour. 
McGann, William F. ...| Cleaner... 1/91 per hour. 
Doolan. Valentine DB. Cleaner 1/94 per hour. 
Leahy, Daniel Cleaner 1/9+ per hour. 
Watts, John Cleaner 1/94 per hour. 
Misher, Percival | Cleaner 1/9 per hour. 
Twesdie, Walter Cleaner 1/94 per hour. 
Riew. Oswald Cleaner 1/9} per hour. 
Cleaner | 1/9} per hour. 
Underwood. Chailes J. | Cleaner 1/5 per bour. 
King, William H. Cleaner 1/9 per hour. 
Watters, Archibald Cleaner 1/9} per hour. 
Maker, George Cleaner | 1/94 per hour. 
Saunders. Ravmond ...| Cleaner | 1/94 per hour. 
Murphy, Patrick Cleaner 1/94 per hour. 
| Grahain, David Cleaner 1/94 per hour. 
Bissett, Richard 7. ...| Cleaner --| 1/94 per hour. 
Marsh, Arthur BE. W. Cleaner 1/91 per hour. 
Wright, Cecil F. Cleaner 1/9 per hour. 
Whatley, Perey W. ...| Cleaner --| 1/94 per hour. 
Tschampion, Frederick | Cleaner --| 1/94 per hour. 
Colley, Horace D. | Cleaner --| 1/94 per hour. 
Lessells, John Cleaner -| 1/92 per hour. 
Addison, Lionel ..| Cleaner -| 1/94 per hour. 
Humphreys, John | Cleaner 1/94 per hour. 
Petrie, William Cleaner 1/9% per hour. 
Stephenson, Cyril B. ...| Cleaner -| 1/94 per hour. 
McKinnery, Timothy Cleaner | 1/9} per hour. 
Connor, Harry C. -| Cleaner | 1/94 per hour. 
Fisher, Harold.... -| Cleaner -| 1/94 per hour. 
Bosley, David. -| Cleaner .... «.| 1/3 per hour. 
Munro, George Q. Cleaner .... ---| 1/94 per heur. 
Davis, Alfred Cleaner .... -»-| 1/94 per hour. 
McCullough, Donald ...| Cleaner .. 1/94 per hour. 
Luck, Hilton Cleaner | 1/94 per hour. 
MacPherson, John ......| Cleaner 1/94 per hour. 
Bartlett, Edward ......| Cleaner .. 1/9} per hour. 
Rant, Exnest J. .........| Cleaner .. 1/9 per hour. 
Hodge, Andrew .........| Cleaner .. 1/{} per hour. 
Hudson, Randolph... Cleaner 1/3 per hour. 
Walton, Geoffiey Cleaner 1/5 per hour. 
Kitby, Stewart Cleaner 1/9} per hour. 
Boss, William Cleaner 1/9} per hour. 
Geoghan, William Cleaner. 1/5 per hour. 
Reddy, Aloysius Cleaner 1/94 per hour. 
Avery, Charles Cleaner | 1/93 per hour. 
Green, Francis B. Cleaner . 1/5 per hour. 
Anderson, Henry Cleaner . 1/94 per hour. 
Howard, Horace hitter 2/3% per hour. 
Chippendale, Jack J. Shop Boy lid. per hour. 
Hillier, William N.  ...] Shop Boy 11d. per hour. 
Bath, Stanley G Cleaner 1/9} per hour. 
Mead, Jeremiah B. ...} Cleaner 1/94 per hour. 
Howard, Arthur BE. ...) Cleaner 1/94 per hour. 
Willott, Robert F. Cleaner 1/94 per hour. 
Fitzgerald, Edwin Cleaner 1/9} per hour, 
Gainsford, William ...| Cleaner .--| 1/94 per hour. 
King, Edward J. L. ...| Shop hoy .. 64d. per hour. Slip, Charles E. Cleaner ---| 1/94 per hour. 
Claik, John N. Fuelman 1/10 per hour. Thomas, Roy V. D. ...| Call Boy 84d. per hour. 


eae reyy=nEnS=opsouDyar-aceaqanepeesDunsopSenT=snnnEEienenenseesesoenion imeear ero ear 


Junior clerk £106 per annum, 


TRAFFIC ATDITOR’S BRANCH. 
Porter, Kyle W. | Junior clerk £106 per annum. 
Bergelin, Collin Junior clerk .. .», £106 per annum. 
Sloane, Carl | Junior clerk £78 per annum. 
Lyons, Vincent Junior clerk £78 per annum, 
| Wilson, Edward .........; Junior clerk .. ..| £78 per annum. 
Ndwards, Noel | Junior elerk .. .. £78 per annum. 
O'Sullivan, John S. ...| Junior clerk £78 per annum. 
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TIVE BRANCH. 


x 


Watters, Da Ceaner 91 ner hour. 
Crowe, John ..-| Cleaner 9} per hour. 
Gaby, Perey. te | SRC ATION <2 vou thelsteaeaalde ud aaa | 1/94 per hour. 
| Owens, Kelsey we) Fitter --| 2/42 per hour. 
| Lane. George ..-| Boiletmakeis’ helper -«| 1/103 per hour. 
Fleming, Alexander ...| Labomer .-| 1/84 per hour. 
Morison, Charles Laboure: --| 1/84 per hour. 
| Chase, William .... | Fitter ..| 2/42 per hour. 
| Horsficld, Perey ....... y 1/10 per hour, 
} Caldwell, Charles ......] ; 1/10 per honr. 
| Sidehothain, Jose phd. Labowmer --| Tes per hour. 
Smith, Perey'C. .........| Labourer | 1/84 per hour. 
Ross, John ~ ...| Washout-man ... : 1/118 per hour. 
McKean, John .. ..| Fitter wees 2/4$8 per hour. 
Noli. Leste | Call Boy .. ss» 8d. por hour. 
Halliday, Chailes W. Mitter | 2/4 per hour. 
Williams, Charles M....] Fitter 2/42 per hour. 
| Connington, Ernest ... itte ‘ per hour. 
Kercher, Kdward H, ...| Fitter per hour. 
Penfold, James T. ......] Fitter per hour, 
Ditchbuin, fohn B. C...! Fitter. per hour, 
Hatherley, William... ar builde per hour. 
Isaac, Johns. ¢. | Fitter per hour. 
Coombes, Alfred .... ar builder per hour. 
Lawicnre. Robert W. 4.) Fitter per hour. 
Baber, John E. ‘itter per hour. 
Andcison, Matthew R. | Vitter per hour. 
Haves, Joseph W. Fitter per hour, 
Kvelly, John V. Fitter per hour. 
Hayter, Sidney H. Mitter per hour. 
| Capewell, Alfied FE. ...) Fitter per hour. 
Allison, James. fitter per hour, 
| Quinn, Thomas ‘itter per hour. 
Jensen, Cornelius Fitter per nour, 
Finn, Aithur W. Boilermaker per hour. 
Sinclair, Colin G. Striker per hour. 
McCarthy, Hareld Boilermakes 2/3% per hour. 
Bradioid, Vineent 8....1 Shop Boy 62d. per hour. 
Wilsop, John J. Kuelman ... | 1/10 per hour. 
Hady, Mank H. | Shop boy ... 11d. per hour. 
| Henington, Charles ...| Gastitteis’ apprentice ...| 39d, per hour. 
Bay, William Blacksmiths’ appientice... . per hour. 
Ranby, Frank M, Car builders’ apprentice...| 33d. per hour. 
Buekpitt, Wilfied BE. ...) Shop boy Hid. per hour. 
Fisher, Alhart EB. . Fitters’ apprentice 3#d. per hour. 
Pogson. John Blacksmiths’ apprentice...] 33a, per hour. 
| Lewis, Cecil J. Shop boy €éd. per hour. 
Jordan, Francis C. Shop boy 84d. per hour. 
Payne. Richaid G ...| Shop boy Sid. per hour. 
Corven, Jobn B. | Shop boy 62d. per hour. 
Coliins, William J. ......| Shop boy lid. per hour. 
| Grahoin, Denis H. | Labourer 1/8 per hour. 
Gwilliam, Alfred Shop boy 1/1 per hour. 
Hay, Gecreo Vitters’ apprentice 34d. per hour. 
Maitin, Harold | uelroan 1/10 per hour. 
Coleman, Winest Call boy Sid. per hour. 
Harris, Robkeit A. | Fuelman 1/10 per hour. 
Brown. William G. ...| Shop hoy 8id. per hour. 
Williams. Stanley C. ...] Call boy itd. per honr. 
Cardew, Cornelius . | Draftsman £258 per annum. 
Boyd. Frank Shop boy --| L/L per hour. 
Farnell, James | Fuelman --| 1/10 per hour. 
Young. Joh: Wagon builder 2/23d. per hour. 
Nolan, Charles Fire lighter .. 10 per hour. 
Horstail, William Wagon builder .... --| 2/29 per hour. 
Gane, William C, Boilermaker 2/3% per hour. 
Norman, Edgar A. K. Fitter 2/42 per hour. 
| Stapleten, “shomas  ...] Call boy -| 84d. per hour. 
Menech, Godon Shop hoy -| 1/1 per hour. 
Thomsen, Hugh Fitters’ apprentice . -| 33d. per hour. 
Small, Perey Shop koy -| 11d. per hour. 
| Snare, Leslie Fuclman -| 1/10 per hour. 
| Sutton. Patrick L. ......| Shep boy 62d. per hour. 
Missingham. Walter ...| Boilermaker 2/38 per hour. 
Mangan, Fiancis 3oieimaker... 2/3% per hour. 
McKenzie, John Tur ner Po 3% per hour. 
| Robsen, Winest Fitter ---| 2/42 per hour. 
| Shepherdson, Harry ...] Call hoy -| 62d. per hour. 
Dewis, Hilton H Fuehnan -| 1/10 per hour. 
| Turton. Henry C. Fuehinan é -| 1/10 per hour: 
Kingsell, Harold Fitters’ apprentice -| fd, per hour. 
Meestone, Kenneth BE. | Shop boy ..-| 62d. per hour. 
Hogan, Francis Car trimmer 2/24 per hour. 
Chiistophe:son, Arthur | Boilermakeis’ apprentice | 33d. per hour. 
Mooney, Tamence Shop hoy Sid. per hour. 
Mollin, William 1B. ...] Tnniorelerk  .. £126 per annum 
Saniuels, Isaac Metallurg £368 per annum. 
Magennis, Aubrey Machinists’ apprentice ...} 33d. per hour. 
Coie, William P. ......| Junior clerk £126 per annum 
Roach, James A. . .| Call boy 68d. per hour. 
King, Edward J Shop boy 63d. per hour. 
Matthews, Harold B. Shop boy 8id. per hour. 
Dunkley, Gordon Carpenters’ apprentice ...| 39d. per hour. 
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} | } 
[ Date Nan Positi ae 
e | AMC. | Position. Rate. Date. | Name. Position. Rate. 
Re fr: | ig oe Sh 4 : 
1924. LOCOMOTIVE BRANCH, RAILWAYS— continued, 1924. Locomotive BRANCH, RAILWAY s—continued 
1 Aug Miller, Arthur | Cleaner i 
. ble , ATUNUP ...eeeeee ees é 9} per hour. 8 Sept Thomas ili > nilarniankers’ sane 23 _ x 
# Timmins, Arthur. ...... I Cleanor 1/9} oat pare pt. homas, William ...... ) Ball rmakers’ Appren 33d. per hour. 
; : *epperal, David ......... | Cleaner rT * Vv re . 
1 : Perey al r, avid Ee “s Cl Ane! 1/94 per hour. Oss | Hale, Wallace G. ...... | Blacksmith 2/33d. per houre 
” asson, Frederick J. | Cleaner 1/9} per hour 9 | Wield. Geor ~tier ‘ : ; 
1 Dicks George ee ee : neh Joss | Field, George Mid. see aea | Fuelman ..-seeeeeeees ...| 1/10 per hour, 
vs ickson, George ......... Cleane1 1/94 per hour ( | Red > 1 
1», | Maisey, William f Giannan “4 I Ir. Oo ss Redish, Peter J. ...--++. Pueliman ..ceeeeeees 1/10 per hour. 
Fa aan Gearca ......... | CI eden. l 94 per hour. Ly” sg Griffith, Georgemwe.... | Call Boy ..-eeeeeees 83d. per hour. 
1 al Owens. David h......| Genet I 9t per hour. 12 ,, Maker, Annie ..........:- | Office Cleaner ...-..eeseeeeee 1/7 per hour. 
1 » Reid, William Call Bo : 1/94 per hour. 15, Stacey, William .........| Gall TOW eviscevsausetcsccen=s 6fd. per hour. 
1 Os | aropT TERA, | C} 7 20% . Sid. per hour. 15 ,, Frain, Patrick ......... Fucliman ..ccccceeceeeeeeeeees 1/10 per hour. 
; 2 a Rae etea yes 8: Dedede k coe siienvanbiRe me 94 per hour. ie, O’Hehir. Valentine O. Gall Boyt Wedacssse-sger-sbase 87d. per hour. 
1 Bryan ae) ae a ner .-. 1/5 per hour. 15 Kerr, Brie! conve etascveess | GleaneD »..--s«« 1/9} per hours 
2 ryan, JAMES ...seeeeeees Cleaner... 1/9} per hour 15 $< “Ve rae . . 
7 Lane, Spencer | inane ¢ per ; D 55 Oliver, Wilfred ......++ Striker .....++ 1/10 per hour. 
1 | hd 3s | 5 fakes Sms a | ‘leaner . 1/9} per hour, EG 59 Spice, Henry M.........-| Call Boy 8id. per hour. 
” ldwards, Reginald ...| Cleaner 1/9} per hour 15 r a teh ‘ $ 37 . 
2 | Fraser, Cecil N Clean : 1 3 a Do Baden, Leslie C. J. ...| Shop Boy Sid. per hour. 
x inate res apy, Sag ale Cl - On ] oe per hour. Des Lohan, Terence | Call Boy 64d. per hour. 
" ewe t  seeereees | Cleaner . 1/9} per hour. Lo 273 Jamieson, Jack ... Call Boy | 8Zd. per hour. 
” | Bird, Thomas 8. ...... Cleaner . 1/9} per hour 18 Nias Shapers ~ : 
1 Batme Gaoras lt Ages 4 : inh 59 Parker, Clarence ...... Fuelman 1/10 per hour. 
” Jatmian, George ........- Cleaner. 1/9} per hour ; ‘hi yaar 
ty 45 Schofield, Colin Giaanex < ] ; , 18 ,, Chilton, John A. ...++: Striker cacececcserecssesmenuors 1/10 per hour. 
1 Pama train -.... [peace 1/94 per hour. LO) 33 East, Raymond O. _...| Shop Boy ..,| 1/1 per hour. 
’ alker, Leslie S. ...... Cleaner 1/9} per hour 22 Harding, Archibald W : 30V | 6&d. per hour 
‘age Maiden. John A ec ate weapon Doe 22 3; arding, Archibald W.| Shop Boy — «.+.+s+rsesrereees 6&d. per hour. 
’ | en, JOU Asi secses | Cleaner .. 1/3 per hour 99 ee = ae ‘ P| ‘ ; 
1 | Tay] I 2 ig i . 2) ¥s Murphy, Norman J. L. | Call Boy 8id. per hour. 
” | Taylor, JAMCS ..---eeee| Cleaner 1/9} per hour 29 Bail a : \ Siu ad ar t . 
oe Prvor, Ray 1 ai = peak is : ZS 55 | Bailey, George.........-+- Call Boy 6gd. per hour. 
yor, Kaymond......... Cleaner 1/91 per hour 99 Kile ¥ ‘ : ‘ via te 68d } : 
1 | Vesper. Ralfred Naa na 4 La 95 Kilgour, Charles ......... Call BOY — ccccscccenseerenee 6&d. per hour. 
»» | Vesper, Ralfred ........- Cleaner 1/9t per hour. 22 Blackshaw, Wé aD j 7 ic 3}d. per |! 
1 Hold Willi: Tee i ZZ 55 | Blackshaw, Walter E. Fitters’ Apprentice — «+++. 8id. per hour. 
” folden, William ...... | Cleaner 1/9} per hour 2 | : } r 
1 | ‘Wricht. Jos i> [4 J rane by ae Robertson, Clarence ...| Fuelman 1/10 per hour. 
ys right, Joseph ......... Cleaner 1/9} per hour 24 ett > ‘ 3 lid + hour 
1 | Forde, Cecil | Cleaner « = - ” | Fettell, Noble R. ...... Call Boy d. per hour. 
” / de, Cecil  ..s.ceeseeee Cleaner 1/9} per hour 25 tien’ Paliie tal) Row = . 
1 Baker, Ernes la H ‘ ZO 45 Strain, Walter .....++.- Call Boy 11d. per hour. 
1 ” | paker, irnest EO ..| Cleaner 1/9} per hour. 25 | Hancock, Albert C Fuelman 1/19 per hour. 
has | Poe lage George Cleaner 1/9} per hour. sf ; y vie iw 
” | Young, Walter B. ...... Cleaner 1/9} per hour we : ¥ ed 
| AMET 2... cevcceeeccccccvescers Aa p OF 2PM ANEN x , DANCH r AYS. 
1 ,, | Laggan, Charles H. ...| Cleaner.... 1/9} per hour. gts PERMANENT WAY BRANCH, RatLwis 
ae Burns, Ernest W. .....- ' Cleaner .... 1/3 per hour. 7 June | Miller, Henry ....--+-.++- Blacksmith .......++eeseee9 2/43 per hour. 
L | Pfeffier, Harold HW. B. | Cleaner... 1/3 per hour. 2h) is O’Connor, Leslie... li Wan Gepiics:.cccccncenstegacres 1/9} per hour. 
4 » Shepherd, Theodore ...) Puelman .....-.eeeereees ..| 1/10 per hour. re Price, Thomas WO ROTICEL codesscosecavanceenssece 1/9} per hour. 
ey Rowlands, COREE ctns'e 55:8 Werelintaiie Gea cecdcasss cane ..| 1/10 per hour. Ss Thompson, Darcey .«-.++: Y Pettler: vcccess 1/10 per hour. 
Sai 55 Tilbury, Herbert We ei it tetas caecietecencans ..| 2/48 per hour. +4 McClelland. Gordon ...| Labourer 1/84 per hour. 
: ts Deve Oat dens aE Gall BOW) ch tecesaccusrsteses | 1/1 per hour. 30 | Chilcott, John J......-.-: | Structural Steel Workers’ 1/10 per hour. 
99 Smith, Alfred A. Fuelman 1/10 per , Assistant 
CAA, sees AYA) vaacnesiecseuecceunt per hour. Aes ASSISTANT. 
4 5 Usher, David L..........: Boilermaker — .....ceeeeeeeee | 2/38 per hour. 1 July | Doughty, William .....- Fettler 1/10 per hour. 
DS 33 Girsate ODATION fis sdanu--- Shop Boy  .esecceseeeseeeees 68d. per hour ih ee Hardy. Albert Fettler ...| 1/9} per hour. 
5 9 Nash, Charles Re <tegaina Shop Boy id. sed arte ieee Standring, Henry .....- Fettler | 1/10 per hour. 
2 9 Ho . Een Be KE. ...| Messenger 7hd. per hour. 1 ee Harding, Edward ....-- | Painters’ apprentice ..-.-- 11d. per hour. 
Doss Thornton, Walter ...... Meta iqitcy aes saat ae 2/42 per hour Be Morton, Francis ....--..- WP Mettler’ caccsvics\ssuetxasscab oes | 1/10 per hour. 
5 ,, | Woodhart, Frank ...... RIGREN a ibicc cece csaesdaesiein 2/42 he hour. 5 5 Quinn, Martin ....-.+.- | Fettler ......cscseseeeeeeeeeees 1/10 per hour. 
6 55 Barson, Herbert E. P SGrIKEr Ssicccesccsesesnncnceees L/10 per hour 5 Fuller, Thomas ......... Mb ottlebacecrctsan 1/10 per hour. 
6 ,, | Reece, PISVIG pease cne ce we's Fuelman 1/10 per hour. 3 49 Parish, Charles D. .....- | Fettler Pay 1/10 per hour. 
6 5, Riley, Frederick LSpieisierts | Fuelman 1/10 per hour. 7 ar Brodie, Clyde .......++++- | Plumber 2/2% per hour. 
6 ,, | Cole, William ........-+. Fuelman 1/10 per hour. 12, Neale, Alfred ....+..++++- | Fettler 1/94 per hour. 
Cre Cameron, Duncan ....-- Fuelman : 1/10 per hour. 14 ,, Bull, Ronald ....-.eeeees | Fettler 1/9} per hour. 
6 | Pow, BEATry  pyeceseesese UID YAN 0 cae cdcles casigsacserne ae 1/10 per hour. 14 Ellery, Albert C. ...... | Fettler 1/9% per hour. 
6 ,, | Wilson, Thomas ......... Fuelman 1/10 per hour. 14) 3. Hunt, Elias J. T. ......| Fettler 1/94 per hour. 
6 ¥ | McCord, Frederick ...... Fuelman .. 1/10 per hour. 14), Ross, William .. 0.0000. | Fettler 1/9} per hour. 
DURs3 | Bishop, George Aree (MEL AT Te) DOA 2/42 per hour. 1 a Molloy, John ........0-++ Fettler 1/94 per hour. 
Limcrar | Waters, Vincent ........-| Cleamer .......--+eeseeenereers 1/9 per hour. 14 ,, Dinsdale, Ernest A. ...| Fettler 1/10 per hour. 
i seed McCamley, Herbert ...| Cleaner ......s.seeseereee esse es 1/9} per hour. iit Se ea Casben, Arthur. ........- | Fencer 1/9} per hour. 
8 5, | W alker, Harry b. ....-. Shop, BOY fcc casnesse>s .| 1/1 per hour. 1 es Blackshaw, Frederick...| Labourer .....-.:sseseesereees 1/84 per hour. 
9 ,, | Chamberlain, John ...| Boilermaker 2/3% per hour. Wa Watkinson, Ernest ...... Fettler _| 1/10 per hour. 
11 4, | Giraud, Henry C. .«..... Cadet Chemist £118 perannum. 414 ,, Chamberlain, Edward...| Blacksmith .....-.:+++++++++- 2/34 per hour. 
i tee Sparks, IATIGTS beanie aio: Painters’ Apprentice ......] 4y,d. per hour. 414 5 Simons, George R.......| Draftsman £303 per annum, 
iL ae Keith, ERATARER Te fa aceite’ ss | Fitters’ Apprentice .....- 33d. per hour. iL ©; Greenwood, Arthur ...| Fettler:.....-seeeeeeeereeer ees 1/10 per hour. 
12 ” Taylor, Lawrence ... Fitters’ Apprentice ....-. 33d. per hour. 167) “5 Robertson, Thomas......| Fettler .......:+sssereeseeeeees 1/10 per hour. 
:: ” penne ar meaenrecs Call Boy Sieessecscansennaes 8éd. per hour. 16 + Ward, J ohn Bi Labourer 7 1 108 per hour. 
14 she MrMOGY, LNOWAS. ....+ Fitters Apprentice —.....- 33d. per hour. bie se Todd, William _..| Structural steel worker... 2/3% per hour. 
+ “ aed W Ladd 5 ee ade bape Cie, ERR ARR ee 1/114 per hour. i tien Davis, Ernest | Structural steel workers’| 1/10 per hour. 
” eid, David C. ....-.+ MUCIIOAN .accsseressreeeeceess 1/10 per hour. | assistant. 
ieee Kichorn, Kenneth ...... FucIman 1/10 per hour. ALTE Davis, Allan J. ....-.++. MEeSSeNGeLr ..ececeeeeereeeeeers | 64d. per hour. 
43 ” be che Ale abevecnesiece oe 1/10 per hour. 20 Gs Daley, John A. ......ees Carpenters’ apprentice 3id. per eset 
o> » Maker, Claude .......-. | Call Boy lid. per hour. 227 5; Crab. William .........0+ WIETOT Y cncscasaco es 2/4% per hour. 
ee | Collins, Bt SUR) eel fb > oie s.cieia | Fuelman 1 10 pee hour. PO, Tee Lonergan. Robert. .....- Chainman 1/8§% per hour. 
Sas Lidbetter, Alfred —...--. | Fitters’ Apprentice ...... . per hour. 22) 5 Brimmer, William H....) Radial driller 1/114 per hour. 
18 ” { Bromfield, Kenneth ...| Car Builders’ Apprentice | . per hour. ya Whelan, John J... PT am Oi cos cocubchexecanedeae 2/2% per hour. 
+ at paar en att a ence tent Apprentice ....-. . per hour. we es. Murphy, Francis ....-- Shear attendant ........++-- 1/108 et hour. 
Oo 4 | Lonergan, Brian J. ..-| Call BOy  «.---.-eessser essere . per hour. 3 Gale, Henry «..-.s.eceeees Structural steel worker ... 2/3% per hour. 
an ” Pollard, Alfred J. Car Builders’ Apprentice td. per hour. Bornes * MacKenzie, John.. Oxy-Acetylene welder 2/3% per hour. 
HH ” wen Harry praaees 5 Bhop ES Veda rte: cic Sweat clot 8id. per hour. 2507, Cocking. Frederick ...-.. Structural steel workers’ | 1/10 per hour. 
0 99 Watts, William we] FUelMan ....ceeereeees one 1/10 per hour. assistant. 
19 Hoskin, Francis .......-- AGIA. seeecasiescck'esn 1/10 per hour. ye Walker, Hugh G..........| Structural steel workers’} 1/10 per hour. 
19 ,, | Pressick, Cyril BE. .. .- | Gasfitters’ Apprentice ...| 33d. per hour. ; aa assistant. 
20 e Hanley, Alfred Mite seat | Shop Boy  .cc-eeceeseeeeeees | 62d. per hour. Dy Trefone, David Wister Meee sce ctu cycavesaeneswes 2/4% per hour. 
20 ae Cullen, Hilton .| Shop Boy —...sesseeereeesens 68d. per hour. on 3, Cooper, Arthur | Spawler  ...cceeseeseeeeeeeees 1/112 per hour. 
20. 55 Aubrey, David | Call Boy ..| 11d. per hour. 26" 53 Grand, Abijah J. ......| MG DOUTELS ocescecnnasshe<nceees 1/9} per hour. 
21 55 | Piggot, Archibald HUGIWMIGis chesss vecdssccacanrcs 1/10 per hour. Piha pes Keevers, Edwatd....-..0-| CATPEMter — ...cseeceresoeenes 2/2% per hour. 
24 . Drayton, Walter F. | Draftsman ..| £408 per annum.§ 28 ,, Keevers, Harold . ...| Painter ...-..-sssssereeseseeees 2/34 per hour. 
2 45 Plummer, Mervyn ....-- Cadet Chemist —...6e..eee- £118 perannum.§ 238 ,, Smith, Sylvester E....... Forging machine atten-| 2 3% per hour. 
25 Pr Hyslop Leonard J. ...| Car Builders’ Apprentice 3%d. per hour. ‘ dant. 
29 fe Carter, William M. ...| Car Builders’ Apprentice 33d. per hour. TR Tamsett, William ...... Striker . 1/10 per hour. 
25 a5 Smith, William D....... WHEIMA cic cttcconsvscegsoes 1/10 per hour. eS Sellwood, George .....- Striker _..) 1/10 per hour. 
29 59 Dawson, ROV ....eeeeeee | Fuelman 1/10 per hour, 28 Tievaillion, Norman Structural steel worker 2/3% per hour. 
25 re Dickman, George ....-. Machinists Apprentice ...} 37d. per hour. 25 s | Hughes, Bert ee Ny Labourer "| 1/8¢ per hour. 
Oi as Cone perlow: Thomas | Shop BOY — -seseeseeereeseees 62d. per hour. ORY fs | Masterton. Robert ...... Labower 1/84 per hour. 
. 28 Un@erwood, Arthur...) Chainman 1/8% per hour. 
26 sy McMahon, ‘homas | Shop Boy 11d. per hour. 29 Fi Wells, Joseph a a Crossing Buildeis’ assist-| 1 OF per hour. 
27 55 Goodman, Albeit .....- Call Boy 62d. per hour. ant. 
27 5 Main, Robert D. .....- | Shop Boy ild. per hour. 4 Aug. | Kensell, Andrew ...... TE DOLTAIN cde cece caseneneats 1/8} per hour. 
27 ,, | Johnson, William A. ...| Shop Boy 1/1 per hour. 4 | Bentley, Perev'i'.i.....- Rea vilea pic ctectctn nx seeaa me 1/9} per hour. 
28 ,, | Barnes, Edward T. W. | Engineering Cadet £118 perannum.] 4 Yowlett. William ..-... TDOUTCT 0c. cc. cecoddacviaseoes 1/84 per hour. 
1 Sept. | Cohen, LOWIS .....0.sn0ee Shop Boy 8id. per hour eat Webber, William H. ...| Weighbridge ALLS ts. toss» 2/3% per hour. 
1 ,, | Trotter, Gordon A. ...| Boilermakers’ Apprentice | 33d. per hour. AD aes Simpson, Henry W. ... Weighbridge fitter ......... | 2/3% per hour. 
1 ,, | Jones, James Rhee assis | Boilermakers’ Apprentice 33d. per hour. 4 ,, | Hemmingway . Edgar ..| Labourer 1/8} per hour. 
ls, West, John P.  ....--+0- Boilermakers’ Apprentice | 3?d. per hour. 4 ,, | Dann, Alfre d H..........| Labourer 1/84 per hour. 
re ss | Smith, Henry (. ......| Call Boy 113d. per | ; 4 McKellar, J al Lal , 1/84 per hour 
= } y } sevee| Ce ‘ id. per hour. wy eKellar. John H. ......| Labourel ds I . 
yay } McAlister, William —...| Call Boy | 68d. per hour. 4 Roberts. George R. ...| Labourer } 1/84 per hour. 
o 45 O Callaghan, Edward | Fuelman | 1/10 per hour. 5 Hely, Charles: ..065..56¢ PDTC | ibe scwanahins swdench sume £308 per annum 
Cae Thurston, Norman Fuelman 1/10 per hour. Ries Caftrev, Hugh EE | IWEGIOL viv accccsensnduenieteves | 1/9 per hour. 
4 55 Stubbs, Erig’’.::. aeetees Foreman’s Junior Clerk ...| 87d. per hour. BOs Coates. Frederick W. ... Fitters’ apprentice ......-- 33d. per hour. 
. ” alge Rett og W. ...| pivabers Apprentice ...| 34d. per hour. Geos Baldwin, John E. ...... Structural steel workers’ 33d. per hour, 
oo» Stuart, Donal | Shop Boy — ...cesscseeeeeeees 1/1 per hour. apprentice. | 
: 9 anaery pa te re ae a SEES MAPA AN Sisraivie ostieie hon per hour. bs, Viney, Irancis R. ....-. Structural steel workers’ 33d. per hour. 
” twynne, Wric Patrick | Call Boy .-.seceseereeeeeeeee | 1/i per hour. apprentice. 
8 9 Daskey, Percy ...-++ Nea ctl batts) | pe MReeee ey eet se | 1/10 per hour. eae: Dow. Robert ...3.....++- CHSANTIOAN © .vaccccccoseceese 1/8% per hour. 
8. 35 Roe, Frederick ......... PHEIBDS io) onecesoncsinetcmves 1/10 per hour. 5 .. | Dakers, William .......-. Fettler 1/10 per hour. 
8 5 Darcy, Arthur_ ........- | Tocl Collector ....-..:+eeeees | 1/8% per hour. 5 ., | Bushby, Alfred ........ Fettler 1/10 per hour. 
8 Kable, Percy H. G....... | Shop Boy — ...sccsssereeesers 82d. per hour. Pula Cowen, Frederick ....-. Petter 1/10 per hour. 
8 55 Cole, W illiam D. neta | Moulders’ Apprentice ...| 3id. pex hour. Go Bracewell, Louis .....- | Structuré 3%d. per hour. 
8 ;; Ovens, William F. ...... Metal Polishers’ Appren- | 33d. per hour. apprentice. 
8 M- st Pie t t= tice. — . pee Colebrook, ‘"homas DrettSman ..eccseeeeeeeeeees £258 per annum 
” Magner, John W. ...... Brassfinishers Appren- | 3ijd. per hour. BY Ss Haves, Noel L. BE. A. .| Jitters’ apprentice .....-++ 3 $d. per 3 r. 
tice. 12. ; Holzenback. Michael ...| Pettler ......+.-sseseeeeeeeee 1/94 per heur. 
3» Hyde, William ........-1 sacksiniths’ Apprentice | 3}d. per hour. 004 Clarke, Leslie C. .......-.| Fettle | 1/9} per hovz. 
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Name, 


PERMANENT WAY 


Flett, Simon 

Davis, William 
ing. Pack oF cee 
Pearce, Robert ......... 
Hough, Norman......... 
Barr, Charles «........... 
Higgins, James T. ...... 
Osborne, Percy ......... 


Cook, Arthur ............ | 


Ryan, William J. ...... 


Holstock, Harry ......... 
Harvey, William A. 


Bovis, Henry 8. ......... 


Barber, William A. 
Ross, Edmund A, .,.... 


Ashton, Thomas ...... 
Gaffey, Thomas ......... 


Poarcek: Alfred! s.césrce. 
HATTIS, DAVIE i. oeticsesse 


Carter, Walter V. ...... | 


Caffrey, Bric S. 


Taylor, Thomas ......... | 
Slocombe, George ...... 


Hogden, George ......... 


Reynolds, Kenneth B...| 


Parkins, Cecil .)ss.45..45. 


Murphy, James ......... | 


Kurtz, Adolphus ........ 
Ingram, Charles ......... 
Kirk, William 
Driscoll, Charles J 
Chaffey, Henry 
Howells, Samuel ......... 
Luckey, George .. 
Grieve, Alexander 
Henderson, Georg 
White, Archibald 
Larkin, Richard ... 
Tracey, Thomas .... 
Burland, Charles 
Read, Charles ............ 
Flavell, Rohert ......... 
Tilney, Arthur............ 





TRAFFIC 
Goodhew, Jack R. ...... 
Beal, William G ...... 
Power, William N, 
Hamilton, Dudley ¥ 
Harrison, Albert §. 
McGregor, John ........ 
DE VICG. TOSIAN.oceeces o5e 
Reid, Rachael ......... 
Andrews, Reginald G, 
Schweinsberg, Victor G. 
Creech, Cecil R. 
Rowe, Arthur R. 
Charley, Coun on, ane 
Weller, Robert E, 
Robbins, Lancelot ...... 
Livingstone, Joseph A, 
Quilty, William P. 
Ford, Ruby M. .. 
Jentsch, Harold N. 
Bailey, Henry 
Kemp, Jack L. ..... 
Dover, Charles 8. 
Goatcher, Herbert ...... 
Doherty, Elizabeth M... 





McDonald, lergus ...... 
McCarthy, Esther C. ... 


Martin, Gordon O....... 
Bradwell, ‘Thomas E.... 
Gow. Geoffrey A. 
Dooley, Martin C 
Selick, Daniel Vo. 
Ritzau, William (, 
Ryan, Arthur J. 
Wells, Hdward J. 
Stokes, Leslie W 
Faulkner, Mary J. ...... 


Vidler, Walter T. 
Carr, Dulcie FE. 


Harris, William H. 
Pead, Arthur 

Howell, Thomas ......... 
Wessell, Raymond ...... 
Maunder, Edward L. 
Giles, Albert S$. acs... 
Fitzpatrick, Claude D... 
Newburv, Cecil R. ...... 
Kristensen, Peter W. 
Flint, John ..... 
Brown, James RB. 
McKean, William 
Whittaker, Percy: a. 
Lombe, Edward 





Schubert, Charles G. ...| 


Slade, a Bee Pa poe tee 


Tisdall, Kenneth «. 
Statt rd, | el (iO Fe Ran 
erry, Albee 54 Raees eas 


“eers, William, N. ......! 


Birge, James H 
itead, Wil 
Adams, Horace S. ...... 
Allen, Charles ‘ee ee 
Mord, Lidnuel W. -....., 
Kearney, Reginald . 
Murphy, Aloysius 


























Position, 


BRANCH RAILWAYS—continued. 


| Fettler | 


POUMOL > xe, .. csebeess teedele 
ELULER Mech ashe kak nck ace 
SULTRGT }o50hs.krcwsce a sce eee 
Striker | 
BUPIRGY '-952..3cdeecones oe k cee | 
BULINOT ist d .secesnemes its 
Crossing Builders’ Assist- 
ant. 

RANT RSs sents oh aacer eee 
Tool storeman and 
Grinder. 





POUUIEY ff en. oy agseacs ce MOTE 


RN OUUUT SSE8. Jrns Saocccaekts sees 

Fettler 

Fettler 

Structural steel workers’ 
Assistant. | 

Structural steel workers’) 
Assistant. 

EWUUIBY iz. & Esa, Pesvedeiues.! 





Carpenters’ apprentice 
GUC TE ay ee eee 
ettler 
Fettler 
Fettler 
Cadet draftsman ............ 
POCBED 4 2, ee OEE... 
PSDSIOM Gs fh iFoasectocnacoseenwens 
MOUMOL lassi, totes rete ei eee 
POWUIBES oinetons eater eee 
CLUIED ose. thckeees sceneet ee | 
REM ty. a2. hears spmactencaie ae 
PORUIOL at teceasonecnecke cate 
Fettler 
Fettler 
Fettler 
Carpenter . 
Fettler .....4.. 
Labourer 
Féttler ....., 

Petuer .2c.::.. 

WORUGSE: cit. tvscre: 

PEGLEUET sna. ceesesssee ane 
PSCUEL carcen Ret atcccatc. meee 











SPRANCH, RAILWAYS, 


Janets porter 
Junior porter 
Portet shai cas 
Junior porter bmibasks 

AGU DShin ter |... << sensi ces 
Junior porter 
Junior porter 
Ollice cleaner 
Junior porter 
Junior perter 





Junior porter ..........00... 
Porter weevevieen ves sb elghel 
Junior porter Saecaeveedeenaet 
PUMMOI-GIEEH A c200 ssus.ceuce 
PUMIGH POrtel sessed. ccscct 


Adult shunter 
Junior porter 
C lerk ° 
Junior clerk 
Junior porter 
Junior porter 
Adult shunter 
Porter 
Gatekeeper 


Junior porter 
Gatekeeper 


Porter seen sik 
Junior porter .......0.05. «. 
Junior Porter -)....teatmess 
JUMIOP POFHT ....2h.cae00508 
Junior porter 
Junior porter 
Junior porter 
Lad gatekeeper 
Junior porter 
Gatekeeper 





Junior porter roles eos 
Junion porter ....:sc.cavaces 
Adult shunter 
Junior porter 


ROTGEY (/dckst: (0. Bee ece ee 
Junior porter pasekay, 
SUMMON MOT TET sose-Kh vse. | 
JOUIOK Porter <....<acbkowes 


Junior porter 
Junior clerk 


a URIOT Cleric. 2 see etee a. 
Aduit shunter beats 
OLDOM (6 Aese5 Ate cae a ce ok 
Porter se 22.0.4 2-scek eeepees 
Porter 
Porter 

























» 


1/10 per hour. 
10 per hour. 
9% per hour. 
LO per hour. 


1/10 per hour. 
1/10 per hour. 
1/10 per hour. 
1/10 per hour. 
1/9} per hour. 


1/10 per hour. 


1/10 per hour. 
1/10 per hour. 
1/10? per hour. 
1/94 per hour. 
1/10 per hour: 


1/10 per hour. 
1/10 per hour. 


1/9} per hour. 
1/9} per hour, 
s$d. per hour. 
1/9} per hour. 
1/9 per hour. 
1/9} per hour, 
1/10 per hour, 
£118 per annum. 
1/94 per hour. 
1/94 per hour. 
1/94 per hour. 
1/9} per hour. 
1/10 per hour. 
1/10 per hour. 
1/10 per hour. 
9} per hour. 
1/9} per hour 
ol 
3 
1 


10 per hour. 
10 per hour. 
1/10 per hour. 


4 per day, 


] ber day. 


8 per day, 


4/ 
13 
4/9 per day. 


15/2 per day, 
9/11 per day. 


3/7 per day, 


19/— per week. 


4/9 per day. 
4/9 per day, 
/4 per day. 


‘ 

13/8 per day. 
5/11 per day. 
£78 per annuin. 
5/11 per day. 
15/2 per day. 


4/9 per day. 





//4 per day. 
1 per day. 


} 
4/2 per day 


quarters. 
4/1 per day. 


4/8 per week and 


quarters. 
13/8 per day. 


5/11 per day. 


4/9 per day. 


4/9 per day. 


4/9 per day. 
7/4 per day. 


4/9 per day. 


7/4 per day. 


5/11 per day. 
7/- per week 
and quarters. 
13/8 per day. 
7/9 per week and 


quarters. 
7/4 per day. 


4/9 per day. 
15/2 per day. 
4/1 per day. 


13/8 per day. 
5/11 per day. 
‘4 per day, 

i ‘9 per day. 


4/1 per day. 
£106 per 
£LOG per annum, 
15/2 per day. 


14/2 per day 
14/2 per day. 
14/2 per de lV. 


14/2 per day. 


Wheowtyrw bo by to re be be 


PB PNP WWW 


t per hour. 
24 per hour. 
1/10 per hour. 
1/8} per hour. 
1/9} per hour. 
1/9} per hour. 
| 
I 


a 


WAN ee wm aTsTA~y 


£166 per annum, 
sper annum. 


2 per day. 


3 per week and 





o 
9° 
9 


‘ 

7 
7 
f 
7 
8 
8 


W bobo DO Hot 


pot pal 
q 


annum, 


CD OD END eek peal pd fed ed rd pd 


Date. | 


{ 








Name, 


TRAFFIC BRANCH RAmWAYS—continucd. 


Welsby, Stanley D. 
Blake, George ........... 


Callaghan, Veronica M.. 


Ashman, Eric W. ...... | 
Coleman. George ...... 


Glover, Frederick J. 


Kemp, Milton J. ee 


Hall, Henry G. *..2..55, 
O’Shea, George F. ...... 


Smith, Llewellyn ...... 


Full, Baden F. 
Peck, Frederick J.. 
Davis, Arthur. 


O'Neill, W ilfred ™M. PAL st 
Louis, Thomas H. ...... 
O'Neill, Bernard J....... 
MeGreal, Norman ...... 


Nobes, Ellen 


Cooper, Athol T. ...... 


Hilton, Robert 


Percival, Hilary ee 


White, Cee] T.-.. 
Wallace, Bruce A. . 
Smith, Florence BE. ,, 
Bookluek, Alexander 

Clark, John G. ... 
Allen, Ronald E. 

Flanagan, Roy S. .. 
Shakespeare, Russell . 


Hopper, Alired | 0h. o | 
Binge, Norman W....... | 
Heslin, William ......... 
Whitty, Pearl B..........] 


putes WOOIEE .tiysines 
Caton, Henry J. ......... 


Scott, George 64 


Vote, Harold W. ....., 


Graham, Marcus I. . 
Murdock, Kenneth A, 


Powell, Arthuf ......... 
Camb, Albert J. .4...... 


McCrea, Douglas J. 


Amess, Patrick A. ...... 


McPaull, Alfred 

Yates, George ..... 
Lambourn, Harold H, 
Cornell, Hezekiah 


Ritchie, James W. ...... 


O’Brien, William J, 
sadier, Allen Ryo)... 
Broadhe ‘nt, Gordon T. 


Collins, Le slie | eer nicer 
Murphy, ElJen M. ...... 


Foote, Horacce.S.......... 


Callinan, Gecrge J. 


Ingram, Jack ............ 


Cowie, George 
’ 


Watson, Norman I. 


Thomas, William ...... 


Coburn, Jack 


MeKinley, Henry E. .. 
Slade, Walter BE. ...... 
Cooper, Ernest G. ...... 


Jones, David C. 


Passlow, Herbert Ws 


Draper, George TF, 
Bowsher, Jack P, 
White, Charles €, 
Marshall, Edward R. 
Walsh, Thomas B. 


Clack, Fermont ......... 


Cornock, Erie J, 


Sullivan, Mervyn ...... 
Reidy, William R. ...... 
Gilham, Clifford R....... 
Rooke, Gordon H. ...... 
Abbott, Harry H. ...... 


Webb, Frederick J. 
Hodgins, Janes KH. 
Quinn, Ada ........ 
Latiniore, Wsther M_ 


Kingston, Leslie ......... 
Harris, Leslie J. ......... 


Sinipson, Oliver PF. ,. 
Thornton, pcrae Se 


Wdwards, James... 
Allbon, Henry i) Ae 


Bryant, Francis W. 
Brown, Max BE. 
Peachey, Joseph H. 
Cook, Blizabeth J. 
Angus, Colin R. .... 
Hollingworth, Robert A. 
Parsons, TABTEW os ese ce. 


Serimgeour, James L. .. 


ie eg) Herbert J. ... 
Hughes, 
Higgins, Kric ¥. 
Humphries, Henry A. 
Sands, Thomas Been 
Cartwright, Leslie ...... 


Stephenson, William ... 


Humffray, Arthur B. 
Ackerman, Kate M. 














Munns, woun C. o-s 





Bernard .).... 





| 
| 


Junior porter s......00 sce] 


Watchman 
Gatekeeper 


Junior porter 

Junior porter 

Lad gatekeeper 
Adult shunter ... 
Adult shunter . 
Porter 
Porter 
POrUscwGne, 55s) 
Junior porter 
Porter 


POPUL bess sk vcs esbath 


Junior porter 
Junior porter 
Junior clerk 


Gatekeeper .......thssc. 


Junior porter 
Watchman 


Junior porter ..... 


Junior porter 
POrter tees 
Attendant. 
Porter 


POTter ts.ce kta cee 


Porter 
Junior porter 
POMer Fog 
Junior porter 
Junior clerk 

POltor. ecteqcsst 
Gatekeeper 


Porter 


PULUCTA hoe ce 


Adult shunter 
Junior porter 
Junior porter 


Watchihan .......:..04 
Porter 

POPEED 1h s.5,,8. 5b te 
Junior porter has 
Portel 255 6.0iich coe 
Porter 


Junior porter ee | 


Junior clerk . 
Junior porter 


Junior porter .... HILAL 


PUREE ace bs fee 
Junior porter 
Junior porter 
Junior porter 
Gatekeeper 


Lad gatekeeper 
Porte Y . ah 
Adult shunter oh 


POrver, ws keeen ete ek 


Porter te cecctase 
Adult shunter see cos tbeas 
Porter 

Porter ere ae 
POrter w2c.incd..3P ee 


Porter 


Junior porter Pelise 
CHEK a. 5 cone eae 


Porter 


Junior porter 


Junior porter 
Junior porter 
Junior porter 
Porter 
Porter 


Junior porter 


Junior porter 
Adult shunter 
Adult shunter 
Porter dat 
Junior clerk 
Junior clerk 
Porter 


Attendant....:....2..lbe ite 


Gatekeeper 


Adult shunter chee 


Junior porter 
Junior porter 
Junior porter 
Porter 
Porter ae 
Junior porter 
Junior porter 
Junior porter 
Gatekeeper 
Porter 

Porter oe 
Goods laboure r 
Goods labourer 
Goods labourer 
Junior porter . 
Junior porter 
Junior porter 
Lad gatekeeper 
Porter 

Junior clerk 


Adult shunter 2.0 te. 


Gatekeeper 

















































Position, 


/) per day. 
4 L per day. 
4/8 per week, 
and quarters, 


5/11 per day. 


5/11 per day, 
‘4 ser day. 
5/ 2 per day. 
5/2 per day. 
3/8 per day, 
3/8 per day. 
5, M4 per day. 
5/11 per day, 
13/8 per day. 
33/8 per day. 


5/11 per day. 
5/11 per day. 
£78 ob rannum., 


4/8 per week and 
quarters. 
7/4 per day. 
14/1 per day, 
4/1 per day. 
3/7 per day. 
fl 3/8 per day. 
~ per week, 
ide per day. 
13/8 per day. 
13/8 per day. 
4/1 per day. 
13/8 per day. 
4/1 per day. 
£106 per annum, 
i 3/8 per day. 
/8 per week and 
quarters. 
14/2 per day. 
14/2 per day. 
15/2 per day. 
4, ( per day. 
7/4 per day. 
14/1 per day. 
13/8 per day, 
13/8 per day. 
7/4 per day. i 
3/8 per day. 
13/8 per day. 
7/4 per day. 
£106 per annum, 
7/4 per day. 
4/1 
13/ 
7, 





_ 


per day. 
3/8 per day : 

4 per day. 
4/9 per day. 
7/4 per day. 
12/5 per week 

and quarters. 
7/4 per day. 
13/8 per day. 
15/2 per day: 
i4 2 per day. 

1: 3/ /8 per day. 
15/2 per day. 
14/2 per day. 
14/2 per day. 
14/2 per day. 
14/2 per day. 
4/1 per dav. 
£218 per annum. 
13/8 per day. 
4/9 per day. 
7/4 per day. 
4/7 per day. 
4/1 per dav. 
13/8 per dav. 
14/2 per day. 
4/1 per day. 
5/11 per day. 
3/2 per day. 
/2 per day. 
/8 per day. 

8 per annum. 
8 per annum, 
3/8 per day. 
8/— per week. 
i4/11 per week, 
15/2 per day. 
4/1 per day. 

‘ 








5 
3 


7 
BT 
7 


pee Sean 


/4 per day. 
/11 per day. 
14/2 2 per day. 
14/2 per day. 
5/11 per day. 
4/9 fer hour. 


4 

3/8 per day ‘ 
4/2 per day. 
4/2 per day. 
4/2 per day. 
ah 2 per day. 
/1 per day. 
/7 per day. 
‘9 per day. 


/9 
/4 per day. 
3/8 per day. 

8 per annum. 
5/2 per day. 


/8 per week and 


ao 


ee as 


Junior port secveuncte| O/AL DON day quarters. » 

Gatekeeper .: 0.05). ceases 13/8 per day. 3 Howard, Leo G. .....| Junior porter 5/11 per day. 

Junior porter -| 5/11 per day. 5 Green, William R. ...... Junior porter per day. 

Junior porter | 4/9 per day. 5 | Johason, William C. ...} Junior porter iw per day. 

Junior Porter: ..5 2.14.04... 4/9 per day. 5 Crane, Thomas S. ...... Junior porter ... ure r day. 

Porter 13/8 per day. 5 Wletcher, Arthur F. ...| Adult shunter .. 2 [er day. 

Porter .. steseseseceeene| 14/2 per day. Dowling, George... Lad gatekeeper L per day. 

Adult shanter .......000.., 15/2 per day. Frewin, Wilfred C, Adult shunter ... 2 per day, 

Junior clerk ................../ £78 per annum. Brown, Aubrey A. . Junior porter per day | 


Junior Porter ssvscccrtvoce 


| 
Lad gatekeeper ............ 


4/9 per day. 
7/4 per day. 





Ritchie, Frederick A <. 
Russell, Albert J. ...... 


Junior porter 
Junior porter 














111 per day. 
per day. °~ 





9 


ooo aa 
























































































A EN PT ORES 
Date. Name, Position. Rate. Date, Name, Vosition. Rate. 
1924. Trarric Brancn, Rainways— continued, 1924, TRAFFIC PRANCH, TRAMWAYS—zconliiued 
8 Sept. | Crockett, Myrven ...... | Junior porter 1/9 per day 13 July Smith, Henry W. ...... Conductor. 1/11 per hour, 
: ; rete hte — mi Betrct + Ss per day. “4 iy Bentey thasmacee . vel so ROT tactvesiees ...| 1/11 per hour. 
b ” Aitton, Stanley G.... orter purviebWucseUbst ees nye 3/8 per day. o Shears, Hawai Peéuews ym WOON cs csv rbiviseveatsace 
9 ;, | McPhee, Alan Piero PUNO POTHOL <ahiakes cvs ave 7/4 ee day, 13 Stofestiect, William ... ( maduetor. ... ia t A sede 
9 Canning, Donald E. ...| Junior porter ..............., 5/11 per day. 13. 35 Shipp, Frederick ...... |} Conduetor.... 1/11 per hour, 

10 Buley, Frederick | Adult shunter ...............| 15/2 per day. Lh ys Toulinin, Calvert ......| Conductor..... 1/11 per hour. 

10 Besant, Lesiic .......... Aduit shunter 15/2 per day ip % Whear, John Conductor , 

33 | Sie. out 4 Ne Sic Geawae oes es ay. 5 BT. UOMM <eycad byua8 | 1 pr eh ake Wee ak 1/11 . ur. 

11 5, | Mullins, William ...... Junior porter LS ay 4 per day 13 Wootten, Albert......... CORAUCCON Fast scsadessseoeneel D/TI rer gee 

i3: f | Schnuck, Mervyn G. ... Lad gatekeeper .....c5...| 7/4 per day. lS -45 Gocdwin, Chailes H....| Conductor.... 1/11 per hour, 

CEA eal, Chattaway, James H...| Junioreclerk  ...............) £78 per annum 13 Keats. Herbert L. ......! Conductor.... 1/11 per hour. 

16°55 Tumbers, Ethel B. ...| Gatekeeper ..................) 10/3 per wee ki 138 Allen,. Walter G. ......} COnductor........5..50..50006-] 1/1) per hour. 

cm | : ss ; and quarters, 13 4, Andiew, Lawrence G. | Conductor...............0++++)| 1/11 per hour. 

ZZ 43 McKelvey; William N...! Junior porter ...............) 5/11 per day. 13 55 Balzer, Walter R. .....- CONGUCTOF......:.caveeseeeseee 1/11 per hour 

oo . « » ¢ ‘y j . . ' ; aA » 1 . . * 

22 ne i AH. Jui HOF POTtCT veveeecreeeeeee) A per dey 13 ” Blackme re. Bdward A.| Conductcr.............00.5-.5{ 1/11 per hour, 

2a #8 srown, blijah Siseeeee eee Junior POLUCT «ie erseressn.-t] Of” per day 1 es Burns, Edwaid R. ...| Conductor..............-0066-] 1/11 per hour. 

22 ,, | Griffiths, John W. ......) Goods labourer Zz yer 13 Buckston, George H. ...| Conductor 1/11 per hour 

oo Mtvonr: ‘ a 1 ~ Vy as 2 ds Sake SS ort BE ada alta ‘ 

22 | ee gg Lott ald | Goods labours t Ee 13 44 Bain, James R. Pete Tt | OT WCUON oc chAbsSabstuvevesett 1/11 per hour. 

22s eed hh hte sagidek! Goods Lah urer pe 13 3 Brooks, Reginald H. ...| Conductor............ceeeeeees 1/11 yer hour. 

22 | ivans, James Ae | Goods labourer pe 1s ” | Chaddock, Thomas J. | Conductor........-....+-+.++--| 1/11 per hour, 

2 % Kain, Frank F. ......... Goods labourer yx IS Ay Codd, Mark M. ey GORGDUCCO! cicetinesussbeasstes 1/11 per hour 

22 Lonard, Charles J ..( Goods labourer Ve 13 Croxall Richard W ( luct : 

pe 4 at a BSE. | ; ee : 4 ” , © 1OXall, Jt Lal¢ hes | ONGUCTOL... cece eee r ere eeeee 1/11 per hour. 

me | ee Gharles 4 x Seg et re ¢ Cusack, Noiman ©. | Conductor 11 per hour. 
zi 5 aod nh; arles J. «..| ad gatekeeper .....sse e+ 13 | Chapman, Alexander...| Conductol 11 per hour. 
s Madden, Archic H. ...' Porter ..... occ cee t eee eee eee 13 Edgeiten, Herbert W. | Conductor 11 per hour. 

13 Flanagan, Christopher | Conductor 11 per hour. 

1924, SIGNALLING BRANCH. 3 Hy aa a ier 2 Oe ies acia 11 per hour. 

2 4 Greenhill, Albert E. ...| Conduct Or...-..s-ceeeeeeeeeees er : 

19 May Douglas, Sidney Railway Electiician ..... 121/- yer week 3 ee tas wina, Alfred zy. ( oad hotel t abr pour 

19 3: Horsley, F ederick Assistant sectionman ... 1/10 per hour. 13 Kennedy. Charles W... | Conductor 11 per hour. 

23 June | Carter, William M. .... Shop boy .......-:ssseeseesees fd. per bour. 13, Mangold, Albert G. ...| Conductor 1/11 Her hour. 

24 5, Wale, Prank | s.c0..% ae 9 electiicians id. per hour. 13 ;, Moyean, Reginald T. ..-| Conductor.........- 1/11 per hour. 

! nentice. ; 13, Millen, William F. ...| Conductoi 1/11 per hour. 

24°% Stanton, Samuel M. ... norte electricians’ ap-) 3$d. per kevr. 3 7 Montis, Alfred I. ......) Conductor 1/11 per hour. 
prentice, 3 5, . | Muntz, William © Conductor 1/11 per how 

af a foe tig Set scsiiigbeaneg eae BO trees | J aL pet ee t ” | Pateison. Harold I. .3s| Conductor..:... 1/11 per hour. 

3 \s iillett, Leo... ...eeee BUTIDOT sanded hndec umes te et $ per hour. 3 ,, | Pittard, Albeit A.......| Conductor.. T 

a July Livermore, John W....| Tinsmiths’ apprentice...... 1. per hour. cS. | Gulahell. ( tail ea Condictor ‘5 Ne an: 

21 Gordon, Jack J. ...... gents eleetiicians’ jd. per hour. ‘. of | Radburn, George ...--. W CONGUCTOT...+..4ceecte eves - 1/11 per hour. 

: . [ _ prentice. | 3 | Redmond, William ...| Conductor........:.eeereeeeeee| 1/11 per hour. 

21 4 Strange, Kenneth neste Painters’ aq prentic AN eAe 4, d. yer hour. Loe ue 2owling, Edwaid L....| Conductor.........+--+++- ..-| 1/11 per hour. 

53. & Wellman. Aithur W. Railway electricians’ ap-| 3$d. per hour. EDL: Sheilock, Thomas B. | Conductor.........essereereee , 1/11 per hour. 

prentice. iy Stearman, Walter E. CONAUCTOL.........-2eceeeee ees 1/11 per hour 

20 ae Donswoi1th, George H. siete electricians’ ap-| 3jd. per hour. 13 <4 | Toby, Arthur DB. ...... | Blectiic diiver ..-s..eesees 1/11 per hour. 

‘ prentice, ho 35 Tebiett, Wilfred J. .| CONAUCTOL...... 02sec ee eee er 
4 Aug. | Bodle, Alfred teeeeeeecees Assistant sectionman ...... 1/10 per hour. oe ee Witiamsen, Bbur: ; | Canaitectot ee gah. Che RARE ES 1 i Fee: 
5 Ox | Ropson, Wdgar s...0c-. ane electricians’ ap-) 3%d. per hour. . Fs Robbins, Frederick T. | Condtictor........:e.eeeeeeeee 1/11 per hour. 
: ! prentice. 3; a5 Filewood, Weslie A. ...) COMAUCTOL......ceeeeeeer eee ees 1/10} per hour 
SH Stockwell, Tan 8S. ...... ped electricians’ ap-| 33d. per beur. 13 | White, William P. ...| Conductor 1/11 Ae hour 
‘ prentice. 13 ? Webb, Alfred A. ....-- |} CONMAUCTOT...... 0.0 cervcccececs 1/11 per 1 
18 at Richards, Charles ...... Assistant sectionman ...... 1/10 per hour. Lo* 3 | Macadain, Stephen J. | Conductor ONS. caterers 1/11 oe Leet: 
a0 93 Cook, Alexander .....- yaa eleetiicians’ ap-) 3}d. per Lour. 1 ” Morrison, William S. ...} Conductor.......--+. 1/11 per hour. 
‘ , ? : prentice. i pid. ,, McFarlane, Robert L. | Conductor.......-- : 1/11 per hour. 
6 Sept. | Perkins. George We se] Shop boy asthisseet teeeseeeess S{d. per hour. [3° 3 GO’ Rourke, David G. ...} Conductor.....-.-:sesesreree 1/11 per hour. 
S %& Isbester, W illiam M.... Painteis’ apprentice ...... 1d. per hour. tort Plows, Lindsay D. A" GOWAUCCOL a: cc-es se: :.e+| 1/11 per hour. 
LU 4% Pettitt, Walter ...:. .. Railway ecleetiician ..... 120/6 per week. f é ie Parkin, Richard T. ...] Conductor.........0:sseeeerees 1/11 per hour. 
3 Pearsall, Neil V.......... CONAUCCOL......0e0see eee eee ees 1/11 per hour 
» TT ReTRIO parc > « 2 5 
1924. ELECTRICAL BRANCH, RAILWAYS. 13 | Presdee, Herbert C. Conductor.........ss-eeeeeeers 1/11 per hour. 

10 June | Henderson, Thomas ...] Electrical fitter ..........- { 2/5 per hour. ‘ Symington. James 0. | Conductor.....-.-.---e.e108- 1/11 per hour. 

30 3% Wheeler, Charles ...... Electiical mechanic ...| 2/22 per hour. 1s Stenning, Norman Conductor. | 1/11 per hour. 

30 6% Duff, Charles Electrical mechanic ....-.| 2/2 per hour. #4 Starsit, Thomas... -- CONAUCTOT......21+000 cece er- 1/11 yer hour. 

30. at Miles, Duncan Electiical mechanic ...... 2/23 per hour. i: | St. John Mhomas ......| NGUCTOL...+-.2-. 2002222008: 1/11 yer hour. 

30 45 Bolger, Thomas ......... Hlectiical mechanic ...... 2/22 per l.our. 13 | Shey herd. thomas at Conger Sess AL Mae 1/11 per hour. 

SO. os Brennan, William G....| Flectiical mechanic ...... 2/24 per hour. fi3 ” Fickner, Daniel Fy -..) Conductor..---..:+2-----++-->- 1/11 per hour. 

30 -& Dehlson, Charles A. ...| Electiical mechanic ...... | 2/24 per hour. 13 » | With, John ¢ He RCE isels Conductor Quvces aapesmucey ers 1/11 per hom. 

30. ,, | Randall, John 8. ...... Blectrical mechanic ...... | 2/2% per hour. 13 in | W alton, Albert FE. | Conductor......esseeeseeee 1/11 yer hour. 

30 55 Sandoe, William H. ...| Electrical mechanic ...... 2/24 per hour. |43 ” Ts AE SAI LA Sas toy Ada2 ces hour. 

aN) sk Connor, Samuel B. ...| Electrical mechanic ...... 2/22 per hour. 13 Gibbens, Abel J. pecses | Electric GriVer --+eeeeeeees 1/11 yer hour. 

30 45 Watson, Henry ......-.. Electrical mechani¢e ...... | 2/23 per hour ly >" | Halliday, Charles R.... Sea UL or tant ten-re Sets s ay L732 pee howe. 

30 3 Pritchard, Albert ...... Electrical mechanic .....- | 2/23 per hour 1 23 Hodgson, Wilfred (. ...| Conductor IAI Se ad 1/11 per hour. 

30 % Newman, Leslie ...... Blectrical mechanic ...... | 2/2% per hou 13 >» | Harper, Leonard W.:..| Conductor......+---..+--+-0+-- 1/11 per hour. 

SO) sess Greenwood, James...... | Pleetrical mechanic ...... | 2/2? per hour. Ve ree Hughes, Allen Q. .....- |, BONGUCUOL.2<22-45+ 62555 sees 1/11 yer hour. 

14 July | Green; Ivo .............-. SEGTERCE DEL canes chonesseien = 1/11 per hour. 1; 3 Hawkins, John J. eave CONGUCLOT.«.2.-0en-rensess ees 1/11 per hour. 

14 4% Cullen, Alexander ...... sattery labourer .......-. | 1/10 per hour. 13 | Iingworth, Miles G....] Conductor 1/11 rer hour. 

14 1% Richardson, Bernard Junior labowier .......ee ee | 11d. per hour. 13 7 | Ingham, Fred :.... :. | Conductor 1/11 per hour. 

13 = Macryannis, Nicholas...| Battery mechanic ........- | 2/4} per hour. Sa James, W iliam G. ...| Conductor 1/11 yer hour. 

14%; Powell, Henry ......... Battery labourer ......++- | 1/10 per hour 3 | King, Robert .........---| Conductor 1/11 per hour. 

[2 os Lack, Finley R....... Battery labourer ......+. | 1/10 per hour. 4 | Kerry, Charles Joneses | Conductor. .<..-22-+-seecese en: 1/11 per hour. 

28 5 Golberg, Rawson ...... SHOU BOY sccnchacksseectenet | 84d. per hour. te eat ia Kerslake, James BL. 24s] COMGUCLOR: «22heneverseessecers i/11 rer hour. 

98 9% Bleach, Ernest ......... | Battery labourer .........| 1/10 per hour. 13 5, , Lowder. George B. ...) Conductor........ --| 1/11 per hour. 

OB sa Carr, James .........0-- TR OUIEE fc or dcaente: |] /9 per hour. 13 ” | Leslie, W His Stee Conductor Rese aap eee eek ee « 1/11 per hour. 

20 2% Mullett, Charles J. ...| Electrical mechanic ...... | 2/2% per hour. a ay Miils, V ictor Ey seeacenes j) COMGUCTOR. .-- ease see ces sens 1/11 per hour. 

4 Aug. Sheehan, Denis F....... POGDATIONEL ..c.saadoastaes ote | 7hd. per hour. 3 | saxter, Neil co Conductor gerttthang 1/11 per hour. 

5 45 Alchin, John W._...... | BNO) DOW co.ccscecceeanenenees | 68d. per hour. 7 an Beghiec, John C. .........} Conductor.....-.--- 1/11 per hour. 

8 3 Harkins, Frank H. ...| Probationer .............00665 | &%d. yer hour. rant Ht Conrick, John BY esses Conductor.....-.- 1/11 per hour. 

1 Sept. | Heales, Jack ............ | Junior labourer .«....+....«- | 11d. yer hour. 13 Be) ol Cosgrove, Roger B. ..:| Conductor........-. 1/11 per hour. 

24. 4 Carpenter, Keith ..| Blectiical mechanic ...... | 9/28 per hour. 13 ? | Carrch, Michael F....... Conductor.........- 1/11 per hour. 

24 | | Knox, Thomas Pf. ...... Battery labowier .......- | 1/10 per hour. 33) | Caldow, William A. Conductor.. ie 1/11 per hour. 

Los | Culbert, Edgar O. .....- Cond UCEOI. todas snes | 1/11 per hour. 

1924. STORES BRANCH, RAILWAYS. ee | Clarke, Bertie os... | CONCUCLOT......-+eeereee eee ees 1/11 per hour 

: 4 ; 13 Cunningham, George Conductor.. Pesta 1/11 per hour. 
9 July Farnsworth, WAthelren: | DUMLOL CheTRK ese cten ses ea. | £106 per annum. 13% | Doheity, Edmund B. OWA TCTOR. ch icdlclcceceuceseee 1/11 per hour. - 

15 a Seddon, WULCCU!  ebiA3% | Punior Clerk: .......-.2-.50a0) 276, Per INNUM- 13 | Dubos, Jehnry J. ....-. | Conductor.......cseeeeeee ...| 1/11 per hour. 

ry r . ad ‘ > ! a . 

21 . Tuesley, William bre TABOUTC cUbetiatedacesns base | 1/84 per hour. Loess Downes. Mortimer [ Conductori.......02.6..000-- 1/11 per hour. 

21 Downer, Chartes.........| Labower ..| 1/88 per hour. 13 ,, Allen, Stanley W. ......{ Conductor.......-0e06 erties 1/11 per hour. 

21 . Harrison, William A. | SUOLCMAN «00-0... ee eee eee 1/10 per hour. Le ts Austin, Alheit P. | COnductor.......02seeeee ere ees 1/11 per hour. 

20 Aug. Bucknell, ¢ UFC, 5200.25 WUDIOL CIOTH ss. 5 cen ccs eee | £78 per annum. 13 Bovle, Walter IE.  WOMAMCHOR: ei acee case sean 1/11 per hour. 

1 Sept. Hutson, George H. ..| £106 per annumpls,, Brown, Sydney .....++- CME TCLOTE Dee le cect sees capes. 1/11 per hour. 
1 » Pickard, Stafford | cae ..| 11d. per hour. 133 Butterfield, Herbert ...] Comductor.....ecceeeceeeeree 1/11 per hour. 
Zz yy Wyatt, George M....... Junior clerk ' £78 per annum. J1l3_,, Burns, George A. cel COOMGICEDE sss bets cvegesnccenses 1/11 per hour. 
113 Cottier, Edmund RB... | Comductor........-eeeeeeeee ees 1/11 per honr. 

1924. GENERAL BRANCHES. 13 Clifton, Sidney J. ..... Electric diiver  ....--.-----| 1/11 per hour. 
25 Aug. j Burke, Sydney C. J....) Law cletk  ..........0-06 £363 per annum. 1S i Cashmere, William P. | Cond uctor......+----02eeese0es 1/11 per hour- 
(Solicitor’s.) lS 35 Conlon, Michacl J. | Condirctor.......s.:....---.---| 1/11 per howr- 

; il pls oH Dooley, George J. oc MOMOMUUCLOL. sek tvswerecress- cms) o 11 per hour. 

1924. TRAFFIC BRANCH, TRAMWAYS. + 2 Reicks kiaatt ae ce Hae bese eee een eee esses +t pel ead 

= . Oo 45 Follers, Maitin A. ...... | Conductor... ...ceceeeeeeeeees per hour. 
7 July Woods, Herbert E. ...) Junior car cleaner ......... Lid. per hour. 13 Gaut, Edgar W. ..... RTE OUOTS sv anvb ca taresdovas« 1/11 per hour. 
: ae + Truscott, Roy.........+ Junior motor cleaner ...... 1/04 per hour. 13 Galloran, Patrick ......| Conductor..........0.eeeeee ees 1/11 per hour. 
S Rafferty. Thomas L. | Junior car cleaner ......... 1/04 per hour. ie is Hooper, Cecil ...........| COMAUCtOL.....-.-seeeeeeee ees 1/11 per hour. 
| a Burns, Thomas ......++ VOGT UGH OE eise nes sehedspesont 1/11 per hour. Ls | Hodgins, Victor 5. Conductor. 1/11 per hour. 

13 7) Oross, Leslie 8. «....-%.. MADRE CRN co sis 3 opm semiotic nn 1/11 per hour. 13 | Irving, Henry » osu ORHAER GE oes ea ss ; 1/11 per hour. 

LB oss Henderson, Jonn ..,..| COMGUCTOY.............-eceos 1/11 per hour. 13 | Jackson. Reginald P Conductor......... 1/11 per hour. 

13 Lockhead, William H. | Conductor..............-..58. 1/11 per hour. i 13 | Leslie, Th<mas Conductor Aya. Ler noes 

+ Miller, Leslie ............ | CONCUCCOL.......ceeeeeeene es 1/11 yer hour. 13 Lindow. Donald K. Conductor..........2.00e---s| 1/11 per hour. 

13 3; Merchant, James A. ...| Conductor..............-eeeee 1/11 per hour. i3 ,, | Moore, Vistor B. CONGUCEOr. ..cc.c.0c0cccreeaee| 1/11 per hour. 

13 45 Munro, Donald D. A CODEN CHON eirtas ce as one Lfal per hour. 1 hae Maker, Henry M ..| Conductor 1/11 yer hour. 

15 + Newell, Claud 1. ee G6) 1610 10) eet sc aR OAL 1/11 per hour. 13 Miller, Noyman .........| Conductor........-+++ 1/11 per hour. 

IS _ $9 Siely, Frank B. ......... CTU LICUD aus ictieecacscesies i/11 per hour. 13 Newell, Herbert ...... Conductor | 11 yer hour. 

i 
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|} O'Neill, Francis ......... 


| Turner, William H. 





Name, 


Position, 


Rate. 


Name, 


Position. 








TRAFFIC BRANCH, TramwAYs—continued. 


Pender, James’ 





| Studdy, Arthur ......... | 
| Smith, George W. 


Smith, James V. ...... 
Sevenoaks, Aquilla 
Whiteman, Alfred A. 
Watts, Charles W... 
Walcott, Norman J. .. 
Whiting, Robert C. 
White, David A. ...... 
Williams, James J. .. 
Warner, Harold ......... 
Wills, George ............ 
Crooke, Victor H. ...... 
Parkinson, William 
Walker, Ernest F. ...... 
Hollingworth John F. 
Harper, Maguas ......... 
Jones, George F.......! 
Keep, Christopher T. 
Lees; Albert We 2)... 
Logan Thistle S. °)..... 
Macey, Norman J. ...... 
Mason, William R. .. 
Marshall, Frederick J. 
Morgan, Harold .. .. .. 
Robinson, Albert G. 
Salter, Arthur G. aa 
Shepherd, Charles H..... 
Shearsby, Frederick W. 
Smith, Thomas G. ...... 
Sprague, Dudley E. 
Tamsitt, Jose) cisciescccs 
Vickery, Sidney G. ... 
Watters, Thomas W. 
Stubbs, Charles R.  ... 
Hilzinger, Arthur H. ... 
Tighe, (THOMAS) ..¢sc0 
Taylor, Malcolm L. 
Turner, Joseph H. ...... 
Willis, Alfred N. 





| Quinn, John V. ..... y 
Herbert, Thomas ...... 
Haylock, Harold D. ... 
Leahy, Michael J......... 


Newton, Arnold B. 
Oades, Alexander R. ... 
Wash, a aiaes A.n..o.a os 





Peirce, Arthur J. dee 
Patterson, Eric C. ...... 
Allan, Joseph A. ...... 
Clarke, Ernest I. ...... 
Cunningham, Herbert 
Carmichael, Roy 8. 
Crain, Stephen L. ...... 
Ford, James C. ......2.. 
Hamilton, Eric D. ...... 
Aitkenhead, Roy M. ... 
Bennett, Charles ...... 
Condon, John ............ 
Coghlan, Chas. H. ...... 
Darling, Francis L....... 
Hull, Austin A. io/..0..: 


| Harloe, Wi:liam J. 


Johnson, Charles H. 

Melton, Percy ....0. s+. 
Miles, Albert E. ......... 
Rowley, Henry ......... 
Stone, Percy R. ~...... 
Taylor, Benjamin M.... 


| Tull, George 8S. ....c.0ces 


Thicknesse, Wilfred G, 
Watson, Herbert A. ... 
Burton. Charles R....... 


Conductor. 
| Conductor 


Conductor. 








Nash, Thomas B. ...... Electric Driver 
Gayegan, Greville E, ...| Conductor............ 
Ball, William 0. ...... Conductor......... 
Bennett, James J. ......| Conductor......... 
Banbury John R. Conductor......... 
srett, Thomas N. «o}: Condtictor:.. .c. os 
Coppin, Leonard ...... Conductor....... 


Copping, Spencer G. ...! 
Cameron, Malcolm 
ox, Claude 8. 
Gray, Charles FB. ...... 
Henshall, George ...... 
Harford, Kenneth J. ...! 
Hannaford, Cyril B. 

Hawkes, Mdward 8S. 

Hughes, Taomas R. 

JOWOS, MOU Coacedecs seme 
Jackson, William C. 

Kelly, Charles E. ...... 
Kendall, Ernest V. 
Leaney, Edward x 
Lamb, Robert E. ...... 
Metealfe, Reuben J. 

Murphy. Patrick ...... 
Nelson, Edgar M. ...... 
Noakes, Percival E. ... 
O’Lough'iv, Thomas F., 





Parkins, Alfred J. ...... 
Rogers, Taomas 8. 

Ryan, ohn: Bs ane 
Street, Walter C. ...... 
Skeggs, Alfred A. ...... 
Smith, John F. ......... 


Tickel, John ~ ......c0cs 
Webb, Harold V. ...... 
Wellings, Arthur ...... 
Hyatt, Thomas J. ...... 
3onsfield, Arthur R.... 
Reilly, Patrick J. ...... 
McDonald, William S. 
Dawson, John H. ...... 
Mocney, Patrick ...... 





| Conductor,...... 


| Conductor... 


Conductor 


Conductor. 
Conductor 
Conductor 
Conductor... 
Conductor... 
Conductor... 
Conductor. 
Conductor 
Electric driver 
Conductor...... 


Cond wetorntiecoreecwest be sce 


Conductor... 
Conductor... 


CONGUCHOR 3) inves coaesiehaaee 
CONGUCLOR:\cseenvecnscucneee) 





Conductor... 
Conductor... 
Conductor... 
Conductor... 
Conductor... 
Conductor. 
Conductor. 
Conductor.. 
Conductor.. 
Conductor.. 


Conductors iiciek sods 
| Conductor, 
hGondnetor.isc sss eees 
Electric driver 

Conauetorit. .cs.snes 
MONGUMCHOT. 35 sss eee cas 
Conductor 5.522.465 0c 
Conductor....i.0.4-. 


Conductor.. 


Electric driver 
Conductor.y. accexs 


Conductor...... 
Conductor...... 
Conductor...... 
Conductor...... 
Conductor...... 
Conductor...... 
Conductor...... 
Conductor.... 
Conductor... 
Conductor.... 
Conductor.. 
Conductor... 
Conductor... 
Conductor... 
Conductor... 
Conductor... 
Conductor... 


Electric Driver 

Congductorsn ce. undeeos 
Conductor............. 
CONGUCtOR cic okest 
CODAUCtOTS 5.05405 00 
GCondneveri.. cecenscss 
Conductors. jsccsesae 
Conductor........... 
Conductor......... 
Conductor........... 
Conductor......%...: 
Conductor......... 
Conductor......... 
Conductor........... 





Conductor....... 


Conductor... 
Conductor... 
Conductor...... 
Conductor...... 


Conductor... 
Conductor...... 


VONANOLOT anid tudes ate 


Conductor., 


WONGUCUOES, fiscess weer eaeniecs 
Conductoris.s-cs aces 
Congnctor!,.ccs serene 


Conductor. 
Conductor. 


Conductorinccte.s certain 
VODCI COTE. etjeces: ae 
Conductor. ...cseo ses 
Condatetort..cnaess ee 





Conduetor 









Conductor...... 
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Conductors, ...0.c ccs 
Conductor..........<. 
Conductor............ 
COBANICTOR: .uasis ace 
Conductor............ 
Conductor............ 
Conductor............ 
Conductor..... ...... 
Conductor.......... 
Conductor.......... 
Conductor........ 
Conductor.......... 
Conductor........ 








per hour. 
per hour, 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 


per hour. 
per hour. 
per hour. 
per hour, 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per how. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour. 
per hour, 
per hour, 
ber hour, 
per hour, 
per hour, 
per hour, 
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per hour. 

/9*% per hour. 

1 per hour. 

1 per hour. 

1 per hour, 
i 
| 


per hour, 
per hour, 
per hour. 
1 per hour. 
1 per hour. 
| per hour. 
1 per hour. 
1 per hour. 
1 per hour. 
1 per hour. 
1 per hour. 
| per hour. 
1 per hour. 
1 per hour. 
L per hour. 
1 per hour. 
1 per hour. 
L per hour. 
1 per hour. 
1 per hour. 
lL per hour, 
1 per hour, 
1 per hour. 
1 per hour. 
1 per hour. 
1 per hour. 
1 per hour. 
1 per hour. 
1 per hour. 
1 per hour. 
\ 


1 per hour. 
l per hour. 


1/11 per hour. 


per hour. 





| Thorne, Reginald 


O+ per hour, 





} Mackay, Sinclair W. .. 


per hour. 


104 per hour. 
1/104 per hour. 
1/104 per hour. 
1/104 per hour. 
1/104 per hour. 
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TRAFFIC BRANCH, TRAMWAYS—continucd. 


Douglas, Reginald A. 
Abrahains, George ...... 
Bate, Marley .........0. 
Baines, Edward V. 
Baumgartner, Victor ... 
Bennett, Sidney J. st 
Border, George A. ...... 
Brooking, Thomas ...... 
Burton, Henry C. ,..... 
Cooper, Wilton J. ...... 
Cosgrove, Thomas R, 
Cunningham, Sidney M 
Deane, William J. . 


Donovan, Clement J. ... 


Farquhar, Douglas...... 


Fallon, Thomas J. ...... 
Franks, lrederick F, ...| 


Kraser, William D, 
Cold, Nathan 


Griffiths, Handsel baie 


Guillot, William FE. 


Hancox, Frederick ro 


Hilder, Ernest W. 
Hill, James (2) .. 
Hickey, Patrick .. 
Humphrey, Henry .. 
Issanchon, Russell 
Johnstone, Reginald A. 
Johnstone, Frederick J- 
Joice, Alfred G. ......... 
Jones, Leslie J. 


Kavanagh, Thomas L. | 
Lambie, Alexander ..... 


Lewis, Joseph A. ...... 
Lynch, William 8. 
Lyndon, Claude L. ... 
Martin, John en, 3.)..ecn 


May, Mark Wasi. occese ccd 


Melling, William ...... 
Misson, Clarence H. : 
Moorc, John W. ......... 
McCann, James P. ..... 
McDonald, John A, , 
McGroder, Hilary P. ... 


McPherson, Randolph G. 


McSweeney, William P. 
Nelson Richard J. ...... 
Nicholson, Thonias ..... 
O'Connor. Michael J. ... 
O'Keete, Jeremiah 
O'Shea. Michael ...... 
Hook, Thomus O. ... 
Paget, Bertrani ...... 
Parker, Arthur E. 
Parsons, Carlisle 
Rozynski, Arthur fi. ... 
Salishury, Leslie G, 
Scully, Joseph F.  ...... 
Shailer, Albert W. ...... 
Slade, Arthur J. .. 
Smith, Cecil B. .. 
Smith, Walter M., 
Sterling, Harold . 
Stevens, Harry 
Sturt, Thomas G. ....:. 
Sutherland, Harry S. 
Thomas, Matthew St.J. 





Turl, Walter €. wee 
‘Travers, Harnel .:... :. 
Erettery, Percy S: 4/2) 
Watson, Joseph W. 


Weaver, Horace ......... | 


Wax, Thomas 8. 
Wells, Herbert J. ..... 
Whitehead, Charles A... 
Wilson, Thomas CG, . 
Gobert, Charles A. ...... 
Grahani, Arthur ......... 
Hassan, Edward J. 


Nicholson, Charles 
Pecle, William W, 
Stahthut, Norman C, 
Abhott, Reginald ...... 
Bingham, Cyril BE. 
Birchel). Henry ......... 
Begos, Thomas 
Collison, Osear C. 
Crane, John H. ........ 
Darey, Clarence L. 
Davis, Alfred J. ........ 
Devenport, Reginald ... 
Tlood, Harold M. ...... 
Freestone, Arthur J. ... 
Gaal, Haroldhly. sds cecess 
Hamiiten, William 
Hammond, William 





Hardinan, Hubert J. ...! 


Ingram, Robert B...... 
Kennedy, Walter 8. 
Knight, William L. J.(2) 
Knott, George J. ..... 
Levett, Henry age 
McAlister, Robert ...... 
McCarthy, Francis ...... 
Mckenzie William R. 
Nicholas, Edmund R. 
O’Brien, Edward H. ... 
Olsen, William H. ...... 
O'Neill. Thomas PP... 
Patterson, Robert A. 
Reading, Edgar S. ...... 
Shinnick, Thomas D. 
Slattery, Michael T. 
Solomon, Nathan ...... 
Thomas, Charles F. 
Walker Clarence G. 

















..| Conduecto 





Electric driver 
CONGUCLOL....vs0cesz- ans 
Conductor... 0. hears 
MONCUCLOT<., 2s 0xtls-aces 
CONGUECTON,«.... 0s esac 
COnGUGtOT. |... 0.000. 
Conductor... <<<... 
Conductor... .......... 
Conductor... .cisecess 
COMGUCUOR ..... 00k sees 
COndUGEOT.....<.c0+ savers 
CONGUCECT.., crv denuntennoe 
WONGUCUOT is. ccnecasapaae 
MONE WBGOT  c. « ascan eames 
Conduetor...5...0saecess 
COUGHOLON.....dsvesrans 
Conductor. ...cssasnerc 
Conductor........... 
CONGRELETS,. ccicseeees 
CONGUCLGT;..<..stks 
Conducters,..s.sc- 
Conductor......... 
Conductor......... 
| Conductor.:..+. 1. 
Conductor....... 
Conductor..... 
Conductor.,.... 
Conductor..... 
Conductor... 
Conductor... 
| Conductor Sweannerne 
Conduchors:.c\envereen cose 


Conductor... 
Conductor. 


fl VONGUCEGE Aces ceeeorceeiee 
; Conductor...... 


Conductor. 
Conductcr. 


VORGUCTOES.|..isasmepaseneete 
1 CONQUCEOT 0.0 Br aepteeeee 


Conductcr,. 
Conductor. 
Cor ductor.. 


Gonductons jocccewssecs 


Conducter.. 
Conductor.. 
Conductor... 
Conducter.. 


Condueter ya se ccs 
COonGucueTs..nsssesess 
GOBADCTOR. 5 osecans ee 
Conductor........ 
Conductor,....... 
Conductor...... 
Conducter...... 
Conductor...... 
Conductor...... 
Conductor...... 
Conductor...... 
Conducter...... 
Conductor...... 


Condiuctor 

Conducter.. 
Conducter.. 
Conducter.. 
Concuctor... 
Conductor... 
Condiuctor 


Py GONATICEOT 1: baciedaicest ce 
COnduChOTe.vaecuacruse 
(Conductors vccusavecess 
COUGTCEOTS.. ive seeben « 
Conductor...) sco 3.06. 
Conductor.. ...... 
| Conductor......... 


Cenductoi, 


Conductor. 


Conductor........ 
Conductor......... 
-| Conduetor 
Conductor......... 
| Conductor....... 
Conductor....... 
Conductor..... 

Conductor..... 

| Conducter... 


Conduetor... 
Conductor... 
Conductor... 
Conductor... 
Conductor. 
Conductor. 
Condnetor. 
Conductor. 
Conductor. 
Conduector.. 
Condueter.. 


COndUCtOT..2..c0cc. 20 


Conductor... 
Conductor.. 
Conductor... 


Conductor......ccse0s 
Conductor..........c 
CCONMACEOT H. .ecsk rere 
CODGUCEOT Accuses deat 
Conductor:,....i... 
Conductor.......- 
Conductor...... 
Conductor...... 
Conductor.......... 
Conditetor.s ,rcaasee 
Corductor...... 
Conductor...... 
Conductors wensdesseshes ave 
WOndneton cue. acbhaemcsies 
Conductor...... 
Condiictorede.seseeceseueny 
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1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour, 
1/11 per heur. 
1/11 per hour. 


| 1/11 per hour. 


1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 


al 1/11 per hour. 


1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour, 
1/11 per hour. 
t/11 per hour. 
1/11 per heur. 
1/11 per heur. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 


a 1/11 per hour. 


1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per haur. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
1/il per hovr. 
1/11 per hour. 
1/11 per hour. 
1/11 per hour. 
/11 per hour. 
/11 per hour. 
/11 per hour. 
11 per hour. 
11 per hour. 
11 per hour. 
Ll perhour. 
11 per hour. 
11 per hour. 
11 per hour. 
11 per hour. 
11 per hour. 
11 per hour. 
11 per hour. 
1 
1 


1/11 per hour. 

1/11 per hour 

1/11 per hour. 

1/304 per hour. 
1/10} per hour. 
1/11 per hour. 

1/104 per hour, 
1/104 per hour. 
1/10} per hour. 
1/104 per hour. 
1/104 per hour. 
1/104 per hour. 
1/104 per hour. 
1/104 per hour. 
1/104 per hour. 
1/103 per hour. 
1 104 per hour. 
1/10} per hour. 
1/10 per hour. 
1/104 per bour. 
1/104 per hour. 

1/104 per hour, 
1/104 per hour. 
1/104 per hour. 
1/10} per hour. 
1/104 per hour. 
1/104 per hour. 
1/104 per hour. 
1/10} per hour. 
1/104 per hour, 
1/10} per hour, 
1/10} per hour, 
1/1024 per heur. 
1/1034 per hour, 
1/104. per hour, 
1/104 per hour. 
1/104} per hour, 


LLL LLL LL Te ee eR, 
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i Date Name. Position. Rate. Date. Nome: | Position, Rate. 
1924, Trarric BRaNcu, TRAMWAYS—e fined. 1924. TRAFFIC PRANCH, TRAMWAYS— continued. 
13 July | Clemow, Albert 8. ...--.) Condurtor..........6 -seeeee| L/LOT per hore. J 4. fe : Mh ae fila , 
ae | Douglas, Robert C....... Conductor.. per hour. 13 July | Loveridge, Erne st W. vs Conductor A de rae Shee aaa } 104 per hour. 
J 13 | \vasley, Alfred V Conductor archou? LS 3 se Robertson, Leo W. ...| Conductor.. | 1/104 per hour. 
; ” as + al ; sl eeeses ’ isvor.. I ur. 3 Tr = Ys > H 4 t 0 a 
” vata every ei. Ateeegem per hour. i: a ee ee, Sd | Sondnetor ‘10k set can 
3 sy iryant, Clemen . Conductor per hour. ae ie “i i = Saige tad ls 4 
2 : 7 5 , dF uctor Ob per ; 
13 ,, | Corbett, Albert E. ...... Conductor per hour. bo be Souter, Alfred Bi. assess pay repay 1/202 per hour. 
i pee | Dunk, Edwin C Conductor per hour ina, | Curtis, Lester A. | Conductor 1/11 per hour. 
: Fee ec ROS eae la ; 5 a LB i ts Rosman, Thomas Conductol 1/1) yer hour. 
+t “ “og fait Pipe Son ae pegs a per hour. 13 Ashton, Riredhy sauces. case Conductor 1/104 se hour. 
if. | Pia cis Georme i dill pag ie ae ant teers: Burdon, William ......| Conductor 1/10% per hour. 
13 Shi : I 7 iolf Coes es vee Pee LB Biddle, Joseph H. ...... ! Conductor 1/104 per hour. 
13 99 sys fe Sas olf Roc yia.ee Conductor.. per hour. ee (lewd, ATDOLE sccecdseass Conductor 1/10} per(hour. 
Pte, und patient per padi a be fa a oa 13. ,, | Davey, William E. ...| Conductor 1/104 per hour. 
” z a ’ é BS cee eel . oF yer hour. . | 
13. ,, ~| Powel 7 ‘ : ee eisiaeh | hho Bunt, Jabez, Fis. saceesen’ Conductor 1/104 per hour. 
Seer | eres Morente) Condactos ro} per hour. J13 ” | Hepvi Perey duoc] Conductor ogedens 
13 ,, Gregory Gest... Conductor im = eee 5; 13, Lewis, Jack C....-seersee Conductor... 1/104 per hour. 
13s, Williams George — ‘| Conductor. 1 fer eur, Ue hie le Febvre, Raymond...| Conductor... 1/104 per hour. 
“ Mis, (a £ «ovina ‘0 4 . Pe Tis ees G4. ast | ‘ i, 1 $4 3 
: $45 | McDonough, George I. | Conductor. .......sseseeseereee | 1/11 per hour, 3 He vane Mae Rare) rea ; 13 va eo 
| Maknia "s11t¢ 1 Co : . | = . d z S, MOSS = evvesseee | I / 4 pe y 
J ; if Beers: UPA) Fact eS aver theme es. iH oe Meaek 13. ,, | Ranyard, William B. ..| Conductor 1/ 104 per hour. 
is +9 Mull tie Fre! ain Gecas hae Best stot, ia | ts per nour 13 aS { Reynolds, James W. ay Conductor 1- LO} per hour. 
es 3 A 's 5 fLC.. nee | OU CUE sine ewissisinse'snsireigsc j { i S a : 2S ae coe 4 . : 01 ix 
18. | MeGuinnese, Losat | Conductor... nn 1/104 pet hour. |S | ee Bee | Conductor fees bate 
2 9 | Rowe, Cyril G.  ...e-++e- ‘ONAUCLOL. .. 20. e eee eee eee | per bour. i Ae natal Rete. lta ie ry } : 4 
ES 4, 1 Samcen Coorge , in aia . rey 4, Pening, Berbeit G. ..-| Conductor 1/104 per hour. 
13 ae a Beare ge p canoes pA eee enieneseine 1/11 po r hour. 12 Philips, Oscat Eo... t inmactor i 101 ad Baur, 
“tr ” _ oo ( iy 3 Breil ; foe hirhak Wile cea Seateea malin ® Ms i" per te { 13 Pitt. Thomas W Oonanotcr (AOL per bout 
- ” fanger, rank © (seceees YODCUCTOL. 2. once eect ecscccane per hour. € ” : ae grec cobs ia St AEs gape eee c , ° 
2 r : r t " { achs llis 1 . O4 Tr ’ 
4 ” ieee abe er Cone ncto} 1/11 pet hour. + | Sik apees her seeeee | . sence ree 4 ; re Masked 
oa ‘ m, 4 We Hisess ‘tor er .. é | Sayre, YG. weeee ( i 
Ror as | tren ace 3 i - yay areas \ er ene is McQuellin, William J. | Conductor 1/11 per hou-. 
13 ,, | Watson. Andrew A. ...| Conductor 1/11 per hour. 13 ,, | Brown, Robeit T. ...... | Conductor 1/11 per hour. 
x » | Stanwell, Fiederick W. | Conductor.......-. .| 1/11 per hour. f ce ae aed area K...| ieee a oe pe 
a: ae Teaney, John M. .....- | uctor....- er | _ eA a , Augustus C. ... ) v) ; Fi 
13) ye Souris va 4 | Cae a 48 fe Ue er | Howling, John W....... | Conductor 1/10} per hour. 
4 ariis, ec at ny. hour. ° OMe gy ; asPer 
a4 Murray, Joseph Us secane Conductor ayaa ewes 1 M1 per hour, ae » | Sie aes Na 4 eae pene V ek er pave 
13 a = ecg ae teh ect he oe Bike ene q es beh 13 ; Bowe, Aibert B he 4 Conductor -| J iol per hour. 
rE ee McGuirk, George T. ... Conductor: 1/11 per hour. 13 McGregor, James .....- Conductor.. -| 1/104 per hour. 
Soe > ob RES Severe ies ae opt a ea nie EY V/11 per hour. 12 | Smith, Frank .........-- Conductor | 1/10} per hour. 
LS 4 | Randall Geor Se a | Gonaotor.: ee 1/11 per haute 13 Atkinson, Vivian ’. ...| Conductor 1/11 yer hour. 
i = pancees sted vee| COMAUCLOT. 0. eeeeeneee reese 1/11 per hour. - “A ve eiere vere S ciah cio poate 1Olce by Es 
ee te fright, Clarenee W. ...| Cc GOV or ip vewaasacwaaricg one 11 per hour. os = ZW, ov OCT tL ) | a pe . 
Lore se Martin pee west, ee Paired 2 - at eh es 13. ., | Brook, Alonza V. ...... Conductor. | 1/104 per hour. 
vi eee Rope, Edward Til uae MOT BCL Oe eee roe 1/11 per hour 13... | Bayswater, William D. ; Conductor.. 1/102 per hour. 
13. 5 Kookless Sidney J MESS mir aciot Ai chr t/t per hour. 13: Black, Allen G. «...++++ Conductor... 1/104 per hour. 
LS” a2 aaah George C arr Gandieter re 1/11 per Hour. oie Buckman, Ernest E. ...| Conductor.. 1/10 per hour. 
se ght, ge C. ......| Cond ere a ticcceemucies’ U o “phe aie ari , ane eee Dene 
Ls » | Lancaster, Robert W. CONGUCEOL.....sccceeerescveees | 1/11 per hour. 13 ” Clart is, ahr oes added : th Per hou 
ise pe uetr. Otto... eee | Conductor i 11 per hour. : » aoe rf pi Goenigiat J elaguseaiasspasiea eas per heyy. 
* ' wT Noy ‘ 19 “tay su thhe ) AS) « =) 8 his ICDOL. co escccccccccvsssore an *) F 
13 ry | ere a (ethy aka Rese E oy 1 4 ey bow se ie ea Hastie, James A. CONAUCTOL.....-- cee eeeeeee eres | 1/104 per hour. 
LST es Bignell Tyne ame | i ate ER a oe 1/11 ee How Ee ey Kelly, Alfred W. COnductOLr.....---eeeeeneeeees 1/10} per hour. 
= g R ore NAUCHOL..c- 6. ve eceseesereees 1 . 3 Jit finger e eb ne BOE ; pe 
3 ” Sea subony oe eae Westen * - per bee ” aa ig rasta fee pa kareoieee ciislabidevnatnaeaewes ss : ae Bus 
ie ill, Edward J. ........- | Conductor.....- yer hour. F#!2 » Ma Y, \ « eae| CONAUCTOL...0-.sccceresererers /10% 4 
LS) ren | Gill, AMOS Hes Siscccasasc! ees 1/11 ie hour. 13 Onley, Wilfred J. ..... Conduct Or.....-ceeeeeeeeeeees 1/10} per hour. 
13 » | Greenhalgh, Fdward L.| Conductor.......-- 1/102 per hour. ES oes Papps, Roberts Oe (endaae Conductor Wie oe tiainis a siwa/sinieQisialaine 1/10} per hour. 
- » | Gibbons, William J. ...) Conductor.....--..see sree 1/104 per hour. 3 43 merce Hercules be aap eas d ie be pain 
eT) | Maher, Albert R. ...... Conductor.. 1/104 per hour. So oss Stewart, John J. ..... enductor /10% per hour. 
2 ss | Small, Oswald J.......... CONAUCHOT....-..200-seeresaeee 1/104 per hour. f 13 5 Swanson, Randolph C. Conductor -) 1/104 -per hour. 
13 zim || =e aes erect Cngnenae - ROC BEatEoe Reach. 1/104 per noe: i agen Kt gate’ Has Fae ere LY 108 oe goad 
oss elsh, Walter ........+ Conductor. 4 per hour. Boy ankin, Georg » ++-| Condu +p : 
oe aoe eparen, Miched! 13 see aera Pies aeectacnecnss at per ie Bs ” Klee Bg rep at Paace teat bee Mv 104 std 
ih aes | Cooper, Hiram 8. «| COMAUCTOL....--eeeeee ere eee eee / yer hour. f+? » eT, Lverbe eA UG i ae ? . 
ee | Gilbert Clifford ........- j ConductOr.....-.seeeserrereees 1/11 et Nour. folds "5, Thomas. Reginald H....| Conductor... 1/10} per hour. 
13 Garwell, Percy. ‘ : a3 =: 13 3rown, Robert J Conductor 1/104 per hour 
arwell, Percy ....-..+- CONAUCCOF.... seer eee eeeeneees 1/11 per hour. AW as srown, Robert J. ....-- onducte¢ t | nour. 
13 4 Gouaon, Fredorick C.... Conductor Pehecnetaes sda tigees 1/11 Set hour. $13 5, Ogden, Herbert EH. ...) Conductor 1/10} per hour. 
eae Holmes, Richard J. ...| Conductor.......eeeeeeereeeees 1/11 per hour. i oe Ridgeway, Archibald L.| Conductor. 1/104 per hour. 
a » | Hincks, Wallace R. ...] Comductor.....-..-seeeeeeeeees 1/11 per hour. 13, Barton, Arthur ......--- Conductor J 104 per hour. 
is ‘abe Kelly, Berbert P. CONGUCCOL.......--seeeeeeerees 1/11 per hour. i‘ ”» nt Bites rae nara Cancun: cecaeeesneencesencees ue me: per iain 
eae Lee, Harry ... GOnGUCHON sc seese seas a> anssies 1/11 per hour. OF sg reg, Walter E. .......-. onductor. + per hour. 
rf ” McDonald, Alexander GONG UCTOL: ses s--scnccsenones 1/11 per bour. 13 + Hutton, Wado diy neces Conduct or 1/104 per hour. 
of s | Neilson, Alfred E. ...... CON AUCHOT Es ves secennriesans ua 1/11 per hour. 13 ” Hill, Chas les Le eeeeeeee Conductor ne Ise hour. 
i3 ” Peterson, Albert C....... GONGUGLOL:....<a02-er-acrmcees 1/11 per hour. + ” ale ee seneeeeeenes A Seah ts iM per alae, 
OF ears PanT te hewn nee ' Re ha ek at tty oes /} 1 x Spee ees, Edris §S. 0 ..eeesees onducto 4 per hour. 
13 . | Scented : Bi a } saga : i‘ et sites LS: aye Smith, Lyal D. ......... 1 Conductor 1 104 per hour. 
13 655 Thompson OAMIOS haan | Conductor 1/11 per hour. VO ag Warnock. Francis M. ..; Conductor.....--..sseseeesrees 1/10} per hour. 
DD: was | Geary, Wilfied 1s Crass | Conductor 1/11 per hour. ie Francis. Phillip ........- Conductor... ..-s-cseccecaneees 1/11 per hour. 
13, Morgan, Frederick ...... | Conductor 1/11 per hour. eT Lloyd. George E._...... Conductor.......-.eeeeseeeceee 1/11 per h our, 
13 $5 Wales, Sydney C. ...... | Conductor 1/11 per hour. LOS Howard, Thomas P. ...| Comductor.......sseeeeeeeeree | 1/10} per hour. 
oH * Brandon, George J. ..-| Conductor.....--sseseeeeeeeees 1/10} per hour. e rf a acy pe Wirtehiten'2 an tae RO a En CLE MG: ; A per > led 
5 Gox, Tosco Li. .c.c--+--2 | Conductor 1/104 per hour. | 1: RTO ADIO Ag Asashinenye ONGUCCOL. .cccccecsceensicessce | } per hour. 
Lg ” Hall, Albert once ioe | Conductor. 1/103 a hour. }13 ;, Speight, Herbert ....-. | ConductOr......-..ecewsereese | 1/104 per hour. 
Ae ” Lele Harry D. ..-) Conductor. 1 104 per eae s a bi ige aueb Ji ne neve Pe eaascekirieccers she age hetigs 
os Kay, James A. ...---..s | Conductor. 1/104 per hour. Be uckey, Horace \. cee} CONGUCHOL... 2... cccccevereecees 94 pe ; 
t 99 overlie a cb PA oct ; Conducter. H 1 per a s rr eee ates A ods ponena eS cntome use vaaiee Ls Lathes 
“8 Sevin, John B. Conductor. 1/10} per hour. 3 45 ‘gan, George LT. sees ONAUCTOL.....- cece eee eter eens + pe ae 
LB tugs Sherar, Frank W. | Conductor. 1/104 ee hour. i AG be Gibson, William ........- CONGUCCOL’...-..cccvceseecesere 1/104 per hour, 
13 Myhill, Laodman .....- | Conduetor 1/10} per hour. 415 ,° Knight, Wilfred C.  ...| Conductor 1/104 per hour. 
13 ” Aubrey, Henry R. . .| Conductor 1/11 per how. j es Re Krakouer, Arthur O....| Conductor 1/104 per hour. 
13 9 Keir, Alfred W. ..-....+- Conductor 1/11 per hour. BS as } Finney, Hinest. Gr =....% Conductor 1/104 per hour. 
13 ” Quinlan, Albert D.  ...) Conductor 1/11 per hour. j 1 Sie Lomax, Harvy essere Conductor 1/104 per hour. 
13 ” Smith, William ....-..++ CONdUCHOL.......0eeeeeeeeeeees 1/JL per hour. 418, O’Brien, Patrick I. ... Conductor. 1/10} per hour. 
13 ” Thomas, Edward A. ...| ConductO0r..-.--.eeeereeeeeeees 1/11 perhour. $13 ,, Scroop, Henry L. ...+:- Conductor 1 104 per hour. 
13 ” Carr, Ernest G. ..-.---+ CON AUCHOT ic as «ae osctignenes'o'e | 1/10} per hour. $13 ,, Jennings. Harry . Conductor 1/104 per hour. 
ee ee 2h enw: [38 3 | Norge anes Ys] eau Ves toads 
aths | Blley, Sidney J. ..-..-+-- ‘ONGUGEOT: <.< nce onancsinccess 1 per hour. } 15 sillett. Wilite ae ees ondue pe . 
ae »» | Gadd, Tasman L. ......{ Comductor...+....+esrreeeeeees | 1/10% per hour. 2: Es Whitney, Rufus G...- Conductor 1 104 per hour. 
13 ” Gibson, Frede ick H. GCONGUMCHOL sacs < evssenscates sy 1 104 per hour, ; Ses ie pores Ve we eh hag ry iat ne Heed, 
a 39 ' Pringle, Arthur ........- Co ictor 1/103 per hour. Der yonoghos, Francis .--- onductor er hour. 
13 ” ahepherd: Leslie Aad tan lee | 104 a hour. | ae 3 Flynn, Kevin J. veneeeees Conductor 1/104 per hour. 
3 ” West > ieee H. ...| Conductor ite per hour. ie is pociales Saeat gts Nese. oda cre “tl gists 
Ey Slater, Wallace G. ...--- Conductor.. per hour. hes, Ash, Norman Bb. ...+: onductor.. e : 
sie Bentley, Theodore ..... Conductor.. 1/10% per cha LS. fon a S. =| ee + per nour, 
5) yy Emery, Robert R. — ..-| Conductor | 1/10} per hour.}13 ,, GWINGS, WIC. Gayesesedens onductotr 1 per hour. 
i; ” Handficld. Walter H. ..| Conductor it 104 per hour. } 15 | tae ui the es seattle Leah gatas ead ee’ Ae ie nee 
¥ SSi : es T ; tor yy hour. 2 xerts, D BATE L yess STINCTOR. ca vans tnesicsbaice ces | er a 
1h me = enipem PL poe i. i es petit Tf ae pou Ss O’Brien. Alfred J. PAP Coninttot Nunid ducal of WE Mials he’s boa eer hour. 
133 ” | Hall, William S. ...-..+-- Conductor 1/104 per hour. F135 ,, Stephenson, William = Conductor oa. oo a dee Vein mens 1/11 per hour. 
13 +s | MeLean, Murdoch Conductor.. 1/104 per hour. J13_ ,, Emery, Cecil 8. ..-..-+-. | Conductor Faskveninces pane ed es 1/11 per hour. 
a » | McKenzie, Douglas......| Conductor i aCe per hour. J13—,, Binio ra nb, a venees Seg neha pray hes 
‘ | sNamati r¥ } netor 8 or c. 3 a Soars, Ernest I. ....--+- onductor ver hour. 
3” | Mc Namara. Roy Bar tae; Cond ict Eisseeroatennnessees 1 /10 per nous 13 Se ey Fe Ponape! Dat hoe Baas 
13” | Simpson, Albert .......6 Conductor.. 1/104 per hour. 13 A ivy, Richard G. ...... ; 1 wis iP i 
13 ” Whitpaine, Ronald A. Conductor.. 1/i0% per hour. 413 Ross, Miomas Fis aaawted CONGUCLOT. .. ses eeeeee sees cs as La per hour. 
13 ” Wright, George E....... Conductor. 1/104 per hour. [13 ,, Byrne, William HH. ...| CONGUCOT... 60. ee eeeers ser eee 1/104 per hour. 
13 ” Ahrens, Fiederick C. ...] Conductor... 0... eeceeeerereees | 1/11 per hour. Sie! ss re pete oor isivadaee ne yee ; + per bi dan 
< awkins. George 1 ator . our 9 Aug I er, Kober rettler .. aukdueeae atin whens % per NC 
3” Hawkins, Ge org ere Conduc bor. MEPS ene Ly i per B mur. , ) Aug. ae aed i el qty ed nd 
3” | cis. gore if a sea mete ne cbc ebseaidiy HaPRRG pais pel eae : vi ak 3 feet | npsrieet nae Ba ene 10¢ dls ies 
> dielee Murphy, Patrick veel CONAUCCOL.....0.00 ree rereecees yer hour. ro trinham, Bernard ...... ctor... asi Peai cata 10$ p i y 
ae pape, Wedetick i j Beans Gomnetor Pence Bio Rook aoe Kea 104 per hour. }19_ ,, Fitzpatrick, George S. | COMductOr......ceeeeeerser ees] 1/104 per hour. 
LS! Clap RINGS Goccsecsouss CODAUCCOL jedassiccocvescovesers 1/11 per hour. LOT Lake, George W......-++: COnductOT......ccsceeceeseeess] 1/104 per hcur. 
13 °,, Halls, Walter W. ...... CONAUCEOT.......50.00eeeeee ees 1/10} per hour. {10 ,, Needham, Norman F. Conductor... ...ssessoseeeeeeee] 1/104 per hour. 
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Name. 


TRAFFIC BRANCH, 
Charles H. 


Lord, 
Rogers, 
Gosbell, Arthur 
Cary, Aubrey L. 
Marshall, 
Jones, 
McNevin, 
Peisley, 
Price, Frank 
Williams, 
Hughes, 
Brown, 
Pearce, 
Feld, 
Holder, 
McDonald, 
McKenzie, 


William 


John 
Karl 


Basi Gs sys 
William R. 
Harold J. 
Alexander L. 
Sylvester J. 
Leslie D. 


H. 


Vat 
William M. 
Walter H. 


Ww... 


7 
hs 


Alexander H.| 
Claude ¢ 


Newboid, Gustavus W. | 
O’Neill, Phillip ......... 
Pringle, Thomas W. 
Sharman, George T. 
Pa; Wrank® Si \ctskss%: 
Heness, Arthur J. ...... 
Broome, George W. 


sennett, Simon M. .. 
Clifford 


Cruickshanks, 
L. 

Deller, Joseph J. 

Lonard, 


Arthur H. 


McPherson, James M. 


O’Shea, Alfrancis 
Rankin, Frank 
Willox, Charles ] 


Hogan, 
Hutchison, Robe 
Kerr, James H. 

Foster, Percy I. 

Abbott, William 
Quinn, 
Barry, 
Doyle, 
DeVere, 

Williams, 
Grant, Archibald 
Long, Esbert 
Martin, 
Reynolds, 
Watson, Robert 


William Ff 
Leo C, 


Gould, Charles J. 
Alexander J. 


Anderson, 
Bone, Walter E. 
Dillon, 
McKenzie, John 
McDonald, Alec 
Hile, William 

Engledow, 


Hargrave, Henry 


Joseph T. 


John A. 


William 


Je Ss 


rt. C.... 
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William P, ...... 
William J. 


tee 


D. 


George H. ...... 
William H. 


ds eeeeee 


L. 


W illiam R. 


Ae 


Kemp, George W. 


Kennedy, Williaa 
Monds, William 
Rickard, 


ELECTRICAL 


Anthony, Trevor 
O’ Rourke, 
Aiken, 


Murray, Joseph 
Fairs, Jack 
Mitchell, 
Vincent, Bert F. 
Crockett, 
Buckman, 
Mannix, 
Joyce, Richmond 
Vox, Arnold H. 
Grumley, 
Gillespie, 
Lauritzen, 
Leech, 
Martin, John 
McDonnell, 
McGuinness, 
Patience, 
Prouse, Charles 
Rowsell, Eugene 
Ritchie, 
Robbie, 
Leilly, 
Still, 


Herbe 


Tho 


Thomas 
Re gins rg KE. 


Gace. Johu J. <.<.002. 


Baker, Alfred W. 
Casey, Owen 

Camper, John 
Davie, George 
Davis, Roy P. 


Stanley are 
rt T. 
Oscar G. 


William. 
William 
Geil ©. ced 
Thomas L. 
Michae 


Clarenc: 


n E. 
EB. 


Edward W. | 


Matthew 
Arthur R. 


he oh ab iscelbe 


J. 
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Daly, Frank.......... 
Sandilands, Richard | 
Sheehan, Charles...... 


Saisell, George 
Swarbrick, John 
Starkey, Fred i 
Watson, 
Wood, James 
Hill, Leslie T. 
Krause, William 
Kelly, Charles 8. 
Smede, 
Clements, 
Donaldson, Muir 
Dargaville, John 
Gross, Joseph 8. 
Howitt, Roydon 
Johannsen, Olaf 
Johnson, Willian 
Lees, James L. 


Alfred W. 


George T 


Albert E. ...... 


R. 
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Position tate. Date. Name. Position. Rate. 
TRAMWAYS—continue?, 1924, ELECTRICAL BRANCH, TRAMWAYS—continued. 
Conductor 1/10% per hour. {30 June , Lovell, William ......... Construction lineman 2/24 per hour. 
Conductor... ........0eeeee eee 104 per hour. [30 ,, McDonald, Leo A. ......| Construction lineman 2/24 per hour. 
Conductor........ /10% per hour. [30 ,, McKay, Daniel ......«.| Construction lineman 2/24 per hour. 
Conductor 10 per hour. { 30 Oliver, William H. Construction lineman 2/24 per hour. 
Conductor........ ..| 1/104 per hour. }30 ., | Reid, Hugh J. ......... Construction lineman 2/24 per hour. 
CONGUCOL ...20. 5.8-i coe pece.s|| 1/104 pet hour. 136 | Robinson, Hugh ...... Construction lineman 2/24 per hour. 
Conductor 104 per hour. {30 ,, | Single, John.. Construction lineman 2/24 per hour. 
Conductor........ 1/104 per hour. }30_,, Sheehan, John P. ..| Construction lineman 2/2} per hour. 
Conductor............ 1/104 per hour. | 30 Torkewitz, William B. | Construction lineman 2/24 per hour. 
Conductor... ......++ | 1/104 per hour. [20 ,, | Whitehall, Theodore Construction lineman 2/2} per hour. 
Conductor........1.....+.2+...] 1/104 per hour. | 20 | Robinson, Ernest T. Construction lineman 2/24 per hour. 
Conductor..............+...+..| 1/10$ per hour. }30 ,, | Ross, Angus.............../ Car builder 2/23 per hour. 
Conductor...........- ..| 1/10% per hour. 130 ,, | Webb, Sydney J. Car builder secseeeee| 2/2% per hour. 
CONGUCUOR:....<. ccoseecemese ene L/LOR Per hour. 4/ap —. McFadden, Syril ...... Electrical mec hanic ered 2/2} per hour. 
Conductor.......5..:.++-e00e0e] 1/104 per hour. | 30 | Field, William ......... Electrical mechanic ...... 2/2% per hour. 
Conductor...................-.] 1/10% per hour. |30 ,, Butcher, Ernest A. Electrical mechanic ...... 2/2} per hour. 
ConductoOT. ...05.20.--0s00000.] 1/10% per hour. | 30 Bitmead, Charles ...... Electrical mechanic ...... 2/34 per hour. 
Conductor.............. ..| 1/104 per hour. | 30 Palmer, Harold ......... Electrical mechanic ...... 2/2 per hour. 
CONGUCHOR.:' + .1.8. soceeete sno) L/ LOR per hour. faq >, Allen, Thomas J. ...... Linemens’ Labourer ...... 1/10} per hour. 
Conductor........0.+..++0++../ 1/10§ per hour. {30 ,, | Arundell, Thomas ...... Linemens’ Labourer ...... 1/10$ per hour. 
Conductor.....................| 1/104 per hour. | 30 __,, | Brown, Jerome ......... Linemens’ labourer ...... 1/104 per hour. 
Conductor 1/104 per hour. | 30 ,, | Cluff, Joseph Linemens’ labourer ...... 1/104 per hour. 
Conductor. tiicaessomsnceel LY Ole Der TOME. ws anodes: | Condon, Charles ......... Linemens’ labourer ...... 1/104 per hour. 
Conductor. ....056......sc00006] 1/104 per hour. | 80 | Haddow, Raymond Linemens’ labourer 1/104 per hour. 
ConductoOr.......0.s-.sseeeee0., 1/10% per hour. { 30 Haeney, David ......... Linemens’ labourer ...... 1/104 per hour, 
Conductor.............s000e0-| 1/104 per hour. | 30 Holliday, Norman W. Lineniens’ labourer ...... 1/10% per hour. 
30s, | Kembrey, Augustus Linemens’ labourer ...... 1/104 per hour. 
Conductor... 00... 220-10 se0 00 1/104 per hour. }30 ,, | Kennedy, James A. Linemens’ labourer ...... 1/104 per hour. 
CONGUCHOL... 00.8. ssscbctnts| L/1LOe Der hour gO, = Nunney, Herbert Linemens’ labourer 1/104 per hour. 
Conductor........6s.:.5....-.| 1/10$ per hour. 189 ,, Anderson, Hans ......... Labourer 3.:...:.- 1/84 per hour. 
Conductor....... /10% per hour. 730 ,, Brewer, Charles ......... Labourer 84 per hour. 
Conductor....... 10g per hour. 730 ,, | Buckley, Archibald ..,] Labourer 84 per hour. 
Conductor LU} per hour. } 30 ,, Brisbane, William H. Labourer 8} per hour. 
Condnetor:'.:..ccc3 fe asetes ss 104 per hour. S60 Caffery, William ...... Labourer 1/84 per hour. 
Conductor...... 104 per hour. |30 ,, Douglas, Robert ...... Labourer 1/84 per hour. 
Conductor /104 per hour. | 30_,, Holmes, Alfred ......... Labourer 1/84 per hour. 
Conductor /10% per hour. 730 ,, Moore, Benjamin ...... Labourer 1/8} per hour. 
Conductor oo oe 10% per hour. | 30 Males, William ......... Labourer ........s<00e-.s...| 1/84 per hour. 
CONAUCHOT 53.2% 55005.0s0052 ceemaell L/LOS per hour: W809, |, O’Brien, Bed@  ....2..! Labourer ws a; as wo os se os] LBS Her hour. 
Conductor 104 per hour. | 30 Pretty, George ‘| Labourer 1/84 per hour. 
Conductor 10% per hour. | 30 Ryan, Edward ......... Labourer 8+ per hour. 
Conductor........... 104 per hour. {390 ,, Stoneman, Norman Labourer 84 per hour. 
Conductor........... 9¢d. per hour. ] 30 Smith, Jonun Pr . 2.02 Labourer 1/84 per hour. 
Conductor..........s.seeeeeeee /9% per hour. 30 Sweeney, William Labourer 84 per hour. 
Conductor 9% per hour. se Oe Sinclair, James R. Labourer 1/84 per hour. 
Conductor........ 98 per hour. Sh: Webb, Francis............| Labourer 1/84 per hour. 
Conductor 9% per hour. 30) Worthington. Norman Labourer ........ 1/84 per hour. 
Conductor. 9% per hour. 30 Whit, Rupert 9 oa. Labourer 84 per hour. 
Conductor... .......60sseeee eee LO} per hour. } 30 ,, Brown, James  s..cc..0 Cleaner Tid. per hour. 
Conductor... .....+ see eeeeee ees 9% per hour. 1 July Latchmore, William H.| Cleaner .. 9&d. per hour. 
Conductor /9%* per hour. tees Swain, Thomas ......... Plumber 2/34 per hour. 
Conductor......... 10% per hour. ly fe Dewhurst, Clifford .. .. | Tinsmith 2/0% per hour. 
Conductor ‘9§ per hour. Th ee Cox, Edwin. ..........| Tinsmith 2/0% per hour. 
OONGUICEOR aan. sevierniorvienness 9% per hour. i) oe Abbott, William ...... AMITMET vies cut eahtricaa tee eerie 2/3% per hour. 
Conductor..............+.+- aid 10§ per hour. ieee Yoime; Hrmestik, Nl) CPW EMe rs ceases 2 /58 per hour. 
Conductor ‘9% per hour, ibN je O'Sullivan, Eugene...... | Tinsmith 2/3 per hour. 
Conductor | 9% per hour. ie a Whitcombe, Charles E.| Turner 2/3% Rer hour. 
Conductor. .. ..+..+.0...../ 1/04 per hour. 1 Batts William ......... | Fitter 2/3% per hour 
CONAUCEOT... 00.26 .0e sre ven eee 1/9% per hour. 1 Dooks Herbert .. .. | Fitter 2/54 per hour 
Conductor Pde <claceue timenininelenh ! ‘OR per hour. 1 Morris Arthur............ | Fitter 2/54 per hour 
| GCONAUNCIOT 4 .,.<5.c0sseccusssss-t Le PEL nour. it Patten, Leslie J ...... Vitter 2/54 per hour 
if Atkins, Edward F Al Fitter 2 /4R per hour 
: fad © : Laas Linehan, John .........| Fitter 2/3 per hour 
BRANCH TRAMWAYS lyin Taylor, William EH ...... Fitter 2/5% i per hour 
Electrical Mechanics’ 3%d.perhour. | 1 Stevens, William J ...| Fitter 2/34 pet hour 
Apprentice. l 5, Cahill, John J Pes 2/3% per hour 
SHOP Boy © -accivda setieede| Bde sper hour: ] Fortune, John Fitter 233% per hour 
Blectrical Mechanics’ 32d. per hour. ] Watson, Albert | Vitter Pr en tee ee Bh per hour 
Apprentice. by fea Gallard, Edward ...... | Elec trical fitter 2/54 per hour 
Shop Boy 11d. per hour. ] Ford, Ernest'C. ......... | Coach painter .......3.....3 2, 44 per hour. 
Shop Boy swawssees steed: by Da er hour. = ess bureh, Robert He. ..2..: | Coach painter ............... 2/44 per hour. 
Electrical Mechanics’ 33d. per hour. 1 O'Donnell, Francis Painters’ labourer 2) ‘5e'> per hour. 
Apprentice. 1 5; South, Harold R. ...... Car builder 2/24 per hour. 
Fitters’ Me mtice esd 33d. per hour. 13 Hazelwood, Arthur EB. | Car builder ¢ per hour. 
Labourer : tae 1/84 per hour. i Hazelwood Edward C. | Car builder % per hour. 
Labourer 1/84 per hour. i Jackson Albert PUGET caccseiteces (35 per hour. 
Labourer 1/8} per hour. Les, Lindsay Robert ...... Fitter : 5 é per hour. 
Horse Wagon ‘Driver ...... 1/7 per hour. La Anderson Robert ...... Car builder 2 pe r hour. 
Linemen’s Labourer 1/104 per hour. Lee McCuilough Robert Car builder 2/2% per hour. 
Linemen’s Labourer 1/103 per hour. ie Sumner, Robert ......... Car builder 2/2? per hour. 
Linemen’s Labourer ...... 1/104 per hour. 1 Rule, Thomas eee nee egies Fitter 2) 54 per hour.. 
Linemen’s Labourer 1/103 per hour. 1 Hackney, = vrold K. Shop boy 1 44 per hour. 
Linemen’s Labourer 1/103 per hour. LS ieee Bradford, James ...... pts) ga ee ne One ne ae 2/3 per hour. 
Linemen’s Labourer 1/10} per hovr. bf ad Petty, Rdward parte a WGEGE 5b. icctwavitecscescteten 2/3% per hour. 
Linemen’s Labourer 1/104 per hour. Le Warmer, Raymond Shop boy 1/44 per hour. 
Linemen’s Labourer ...... 1/103 per hour. | hia Baillie, William T....... PATHOL cscasy sitios easels 2/3& per hour. 
Lineme n’s Labourer ...... 1/104 per hour. ‘tenon Gough, Frederick Electrical fitter =) 4} per hour. 
Linemen’s Labourer 1/1034 per hour. j As Miskine, Thomas Hlectrical fitter | 4% per hour. 
Linemen’s Labourer 1/104 per hour. Le Hundt, Wi liam [.. SHOP HOV -t.a2cs.ten. sbeeeees Bid. per hour. 
Linemen’s Labourer 1/104 per hour. Leares Coleman, Francis ...... Blacksmith 2/3% per hour. 
Linemen’s Labourer 1/104 per hour. Lee Finnie, John B. ......... Striker 1/10 per hour, 
Lineme n’s Labourer 1/104 nee hour. Le. Acott, Charles BE. ...... Striker 1/10 per hour. 
Linemen’s Labourer 1 104 per hour. Les Stoneham, William Ty. | Striker 7.20... .ne.. sn. omeveees| 1 = per hour. 
Horse W agon Driver 1/73 per hour. se Renwick, Albert = Boilermaker oii... <e.svcase £ per hour. 
Linemen’s Labourer 1/104 per hour. Di aes Sutherland Erol. Cleaner .| 1a. per hour. 
Line men’s Labourer 1/104 per hour. ie Distant, William i. Cleaner 9€d. per hour.y 
Linemen’s L, abourer 1/104 per hour. (gees Fowler, Wilfred N Cleaner 98d. per hour. 
Linemen’s Labourer 1/104 per hour. gah oe Burke, William. wee: Electrical mechanics’ ap! 383d. per hour 
Linemen’s prenae 1/10% per hour. prentice 
Linemen’s Labourer 1/103 per hour. tes Keys, George RR. ...... | MOE teks chon centre oat | £233 per annum, 
Linemen’s Labourer 1/104 per hour. i a B lackburn, © hristophe r| Cleaner ...... 113d. per hour. 
Linemen’s Labourer | 1/104 per hour. 7 _9 Hayes, Francis Patrick | Shop boy 1/1 per hour. 
Linemen’s Labourer 1/103 per hour. | 10 ,, Wilson, William OR. Sub-station junior ...... 68d. per hour. 
Linemen’s Labourer 1/10} per hour 16 Walsham, Edgar ...... C le POMOT os eseeeseseeeeeeeeeesens * #d. per hour. 
Linemen’s Labourer 1/104 per hour, {18 ,, Hawkins, Willi: am P. Fitter’s labourer ..........4 /104 per hour. 
Linemen’s Labourer ...:.. 1/103 per hour. [18 ,, Eayes a CRASS Arise Pitter : 0% per hour. 
Linemen’s Labourer ...... 1/104 per hour. Le ete Jones, Henry e sae ses Cleancr 93d. per hour. 
Linemen’s Labourer 1/104 per hour. | 19 Tierney, John J. Cleaner 11$d. per hour. 
Linemen’s Labcurer | 1/103 per hour. {21 ,, Gibbons, Francis W. Electrical mechanics’ ap-) 3fd. per hour. 
Linemen’s Laboure @ 1/104 per hour. prentice. 
Acting Linemen’s Laborer} 1 103 per hour. [22 ,, Adamson, Harold ...... Cleaner i ‘1% per hour. 
Construction lineman .| 2/22 per hour. ae 4, : ‘arr, Thomas Possess: C leaner #d. per hour. 
Construction j ineman 2/24 per hour. aa sher, Thomas R. ...... Cleaner itta. per hour. 
Construction lineman 2/24 per hour. Se oy Set Robert. Fo csise | Cleaner 1/19 per hour. 
Construction lineman | 2/24 per hour. 9 il Plgte, MOU cckcseersesiezs | Cleaner Aig. per hour. 
Construction lineman ..| 2/24 per hour. 2) 55 Spence, Archibald ...... | Cleaner 1/1? per hour. 
Construction lineman ..| 2/24 perhour. ZO 2.5 Cassera, Peter Ac ass. Cleaner 7d. per hour. 
Construction lineman ef (2 24 per hour. i ae Bone, James .........04: Cleaner 1/54 per hour. 
Construction lineman ..| 2/24 per hour. Oe a. Bianch, John MH. sss. Labourer 1/84 per hour. 
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Date. Name, Position. | Rate. | Date. Name, Position. Rate. 
| | 
} 
1924. Euucc2 cAL Brancu, TRAMWAYS—continucd, 1924, ELECTRICAL BRaNcH, TRAMWaAyYS—contlinuwed, 
28 July | Smith, Vincent E. ...... CABENOT ce savy case 02 +, 119d. per hour. 2 Sept Barnes, William J. Shon Day veostnecenes} Lhd. Her hour: 
28 Kenny, Matthew J. GHA GRAD co.cc as vanaceqvertsssece| B2EO. PAT NOUT: 2 Glen, John S. ........-606| SHOP DOY ......eeceeseeeeseene 68d. per hour. 
ZS 45 Miller, Jon sisccersse SURMTIEE OV Adcetrccosaunatn sts 1/5} per hour. 2 Ferguson, Norman T. BHOD DOW diss seciucvedesscn | lid. per hour 
28 45 Baker, Henry sscccecesss aN RSS co sox tus essee suey 44 | 1/34 per hour. 2 OCATTOT, JAMES sicceeve oes Shop boy .| 6d. per hour. 
| Roe, William A. .........| Fitters’ apprentice ........ 34d. per hour. BY s5 Keys, Alphonsus E. BHO DOM <.siveseceesevs ...| 68d. per hour. 
SO). ss Dine, Harry E. CBRTIOR cu dec exvsnsexeeentererts Lid. per hour. 2 Jeffriess, Norman ...... Shop boy iedevathss<] O40. Het hour. 
29 » Reardon, John B. SORTIOT incovaecaeys vast: cevaees 114d. per hour. 2 McKenzie, Angus M....| Shop bOY ........seeeeeeeeeee | lld. per hour. 
ZO 55 DigteTIBEDELG We | eaescc) OCLCATICT cis cvs crc esecccur sinners | 7@d. per hour. 3g Jobson, Selby 8. | SHOD HOY vacessccredscsesseces lid. per hour. 
a Macready, Hric M.......! Cleaner ...............0s0e0+++-| 94d. per hour. 2 4; Purnell, John EB. ......| SHOP DOY ......e cere see eeeeee 1/24 per hour. 
$1... 5; Armitage, Stanley ...... Ulectrical mechanics’ ap-| 3d. per hour. 2 yy Wood, Frederick G. Shop BOY .......sseccdessseees 64d. per hour. 
prentice 2 Bellingham, Norman H.| Shop boy 1/24 per hour. 
§ Aug. Williams, Gordon 5. Wlectrical mechanics’ ap-| 34d. per hour. 2 Hanson, William J. ...| Shop boy | Sid. per hour, 
‘ prentice. | 2 Lee, Michael H. .......-. | Shop boy Séd. per hour. 
5 5 Upton, Russell H. ..... Rlectrical mechanics’ ap-| 32d. per hour. 2 Carroll, Lionel J. Shop boy lid. per hour, 
prentice. 2 45 Cavanagh, John . Shop boy lid. per hour. 
12, Taylor, Tom 8. ......+.- Electrical fitter .........0.- 2/4% per hour. 2 4; Hannan, Clarence 5 Shop boy 68d. per hour. 
LGe ss Schneider, Victor ...... Linemen’s Labourer .....- | 1/10§ per hour. eee Denmead, Cecil J. ....-- Shop boy 1/1 per hour. 
18 5; Todd, Charles R. ...... Junior ClerK .....64--se0e0e £106 per annum.} 2 ,, Jones, Keith M. ......... | Shop boy Sid. per hour. 
22 55 serriman, John 8. OIOSTIOY Toe tanesecxrensgseeeucds | 1/1 % per hour. a Davey, John H..........| SHOP DOY .....-.eseereeeere eee Sid. per hour. 
25 5s Buckley, James A. .. Electrical mechanics’ ap-| 33d. per hour. oi MeCattery, Thomas SHOP HOY «.....ccceresessesere 84d. per hour. 
prentice. | 2 ,, | Troughton, Robert ...; Shop boy 11d. per hour. 
25 55 WSs FOTO Ge eescaressiens Blectrical mechanics’ ap-| 33d. per hour. a Steed, Arthur A. ...... | Shop boy Lid. per hour. 
prentice. | aes t | McLaughlin, Arthur Shop boy 1/24 per hour. 
25 1» Iverson, Antone H. Linemen’s labourer ...... 1/10% per hour. Bre de | Barwick, Douglas ...... Shop boy Sid. per hour. 
25 » Greenwood, James E. Electrical fitter .........06. 2/4% per hour. ray | Barwick, Russell A. Shop boy ... 62d. per hour. 
25 1» Howard, Frederick G. RADOULOL -os css carn endcer esses 1/9 per hour. ae Cope, James F. ........-} Shop boy | 84d. per hour. 
25 15s Edwards, William ...... TADOUTOL iwcacecqorncdecese 1/94 per hour. 2 Noon, Harold J. ...... Shop boy S¢d. per hour. 
25 » Trigg, Charles W. ...... BADOULCL saccecnsecesusreers<s 1/9% per hour. 2 ., | Holmgreen, George...... | Shop boy 84d. per hour. 
25 Oarr, John W.  ...s0.+s5 Cleaner | 1/1}¥ per hour. me leas Dyer, Sydney ©. .....- Shop boy 84d. per hour. 
25» Calley, Phillip E. ...... Turner | 2/3% per hour. 2 4, | Murray, James GC. ...... | Shop boy Sid. per hour. 
26 5 Rainbud, Frederick J. Battery mechanic ......... 2/44 per hour. 2 Miller, Abraham ...... ShOD DOY ...-c.c-s<seeseesevse| GEG. HEY hour. 
27 McCartney, Robert A. CHOGTOY reo crccss tae reacenas 113d. per hour. ee Robinson, Ernest ...... Construction lineman...... 2/24 per hour. 
27 » FAVRE dh BOlS | WV wneninancice ar Electrical mechanics’ ap-| 3d. per hour. oe | Dugdale, William H....) Construction lineman 2/24 per hour. 
prentice. 8 ., | O’Connor, Alexander Construction lineman...... 2/24 per hour. 
27» Needs, James .........++ Electrical mechanics’ ap-, 3gd. per hour. } 5 Callaway, James ...... Leading construction line-| 2/4 per hour. 
prentice. | | | | man. } 
29 » Barling Joseph A. Electrical cadet ............ £118 per annum.) 15 | Flood, James A. ....-- ; Junior labourer | 11d. per hour. 
29) 435 Willis, William C. ...... GIBATOT ax oo cuca caoation coattails Tad. per hour. iby Lee Bax) MGrheEh occu sasoxs: 1 SOD. POVinst~ 208 ots Sid. per hour. 
30 oo» Jenner, Robert H. ...... Cleaner 11#d. per hour. {24 ,, | Codner, James.........++: OLOSNED Vista rdscantes 11}d. per hour. 
30» Higgins, Leslie B. ...... Ol aner .cacascsaatctancdses wuts 114d. per hour. 24, Asplin, Sydney J. Cleaner ustan-e.. 5% 98d. per hour. 
1 Sept. | Taylor, Jack S. ......... Cleaner .. 119d. per hour. ah 3. Tochinni, Frank ......... GUGANET Sie sciane ¢< ad badudesiess 7id. per hour, 
1) 35 | Dupine, George O.......| Cleaner .. 98d. per hour. ef oe Sadler, Alfred D. ...... CHGSMOT secotti eds ce psbeeedesces | 98d. per hour. 
1-3 Wilkinson, Cyril G. Cleaner .. 119d. per hour. 
ts x3 Hudson, George H. OHBSNOT sachs ce tcaet esos 2s 11}. per hour. 
2 » siggs, George ........-..- SHOD DOW cases sccaseesseecece 6d. per hour. : = ge Ae Ce en Breen 
a ., | Griffiths, Alfred J. ...... Bho How 6éd. per hour. | 1924: PBRMANENT WAY BRANCH, TRAMWAYS.- 
2 » | Richards, John W. Shop boy ild. per hour. 4§ 1 April | Anderson, Exnest L. 4] Fettler | 1/94 per hour. 
2 » Wall, George W. ......| Shop boy . 8id. per hour. $ 1 ,, Cox. George Be. acscs00e- Labourer -| 1/94 per hour. 
Sr ss | Jaquet, Arthur A. ......| Shop boy Vid. per hour. fF 1 7; | Conway, Cornelius G....] Labourer .| 1/9} per hour, 
2 x | Gow, Austin T. ......... | Shop boy | 41d. per hour. | 2 July | Redmond, William J. | Labourer | 1/94 per hour. 
| 4 | i | 
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Date. Name Position. Rate, Remarks. 
1924, CHIEF ACCOUNTANT’S BRANCH. 
30 Aug. | Chapman, John W.......c.ceceseesseeeeees Cera Ben COC er SECeC erence £248 per annum | Deceased. 
23 Sept. | Darby, Richard W.........i..sccsacessoees W POL m es Meiteeas thas diet acietes sce £438 per annum tetired. 
1924. TRAFFIC AUDITOR’S BRANCH. 
21 July | Foley, Gerald .......cccscrcrvecsgrecsesces JUDIGr Clerk. .ccsesctecseaves £78 per annum Resigned. 
1924, LOCOMOTIVE BRANCH, RAILWAYS. 
2 June ,; Koeppen, Franz .......c.sscsceseneeeeeeees Boilermakers’ apprentice | 3$d. per hour Resigned. 
ae Ses Cavanagh, John .. EV PERR Ero hater irc hevckewarces 2/8% per hour ... Dismissed. 
aha, Bryde, Robert Fireman 2/1 per hour Dismissed. 
Wie es Hollier; Hest... 0.0 0cescecadensselesises Driver 2/84 per hour ... Retired. 
16 ,, | Daniels, Henry W. ........-s-.scsescecseee Fireman .| 1/11# per hour... Dismissed. 
20 Walker, John Fitter | 2/48 per hour ... Resigned. 
253 Lock, Wiiliam . Driver | 207 Det ROUT. «>. Retired. 
rt Carrol, Denis Shop boy | 8£d. per hour Resigned. 
AD #35 Arnold, Claude Blacksmiths’ apprentice...| 3¢d. per hour Resigned. 
Dit Jamieson, Stephen Driver | 2/24 per hour ... Retired. 
Bh <3, Blackley, SAMCS «22. cscccnesesncseregosees Fireman 2/1 per hour...... Resigned. 
r+ i Stuart; Donald ......... FOUCTMIARE?D ® cc scercwesw er 2/3& per hour Resigned. 
ZB 55 Godden, William G. PIPEVET: Kiveapcaeess cvmetnatmete | 2/24 per hour ... Deceased. 
AT re Mill, William D. . BIGhSIS vocug crete even shane 2/4% per hour ... Deceased. 
29) ..,; Quick Willian « Giksissscexcaveecateeregs OST DHUASY © a atesecnteiiercawus 2/5 per hour...... Retired. 
BOueey Guest, Charles E. Boilermakers’ helper ...... 1/104 per hour... Deceased. 
S05 | O’Shea, John J. EGER? Gouesut exch cin viereeteoanw 2/4% per hour ... Retired. 
1 July Bigs, DORE DIY” ce sexe -i< Sub-foreman moulder 2388 per annum Retired. 
By iss Leighton, Thomas WALCIINGIN Stas siwsivcs ewer 1/9t per hour ... Retired. 
ay Ss FONAS, VOSOP 6 one. si. cecewaieagmwn dee vedere White metal worker ...... 1/94 per hour ... Rotired. 
i ss Speed, Walter .........ccereseceessceneeees Painteis’ apprentice ...... 11idd. per hour... Dismissed. 
ae 55 Turton, Arthur BIGUOR: Fcsetaencsscper eet snieeste | 2/48 per hour ... Resigned. 
on isa Rowe, James ........ 53 | MALE IEIB BR sets 053 conse teer cans .| 1/11 per hour ... Retired. 
o 55 eile Henry 3. cies. ..| Assistant engineer ......... £882 perannum Retired. 
Bess Spike, William............:.seceeeeeseeeees PRRAV ORG ae dtes's pec scper aires andes 2/7 per hour...... Retired. 
5 ,, | Oldfield, Wallace...............seeceeereees Moulders’ apprentice ...... 1/8 per hour Discharged. 
ure ) McOolran- JONN =..sc5+<sesneeenre DELG OE cee ce ces ts veeite thane 2/7 per hour...... Retired. 
8. 55 Pestall, Keith W. SGD DO fe cus e consstootuoanyion 1/2¢ per hour ... Resigned. 
(ip ee Donn, Edgar ........ Driver 2/7 per hour Deceased. 
ct ee Edwards, Hric H. Drivel 2/7 per hour Deceased. 
Os. Gates, THOMAS:........ccccceccegencernnssse Cleaner 1/8 per hour ... Resigned. 
Os; | Lovering, PUD © scccccsesvenccsiecsesses Call boy 64d. per hour Discharged. 
oh Gibson, William A. .......5505 5s .ccccees Striker 1/104 per hour... Vacated position. 
BE as AtKInsOne CROMAS cs .cdexnugs der tebetavecs Sub-foreman boilermaker , £388 per annum Retired. 
Bg Wallace, Robert B........cc-ss2cseceseee. Double-head screwer ...... | 1/118 per hour... Resigned. 
Le 55 Davidson, Alexander ....16s.,5sss05 e080 Boilermakers’ apprentice | 1/84 per hour ... Discharged. 
eae Hansen, James Il. .....:.ccccsessces ceases Fitters’ apprentice .........| 3$d. per hour Resigned. 
15 ,, | Hardie, James Vitters’ apprentice ......... | 1/14 per hour Resigned. 
NS ee Whalan, Albert DKAUINEE 1o duc carvan desea, | 2/1 per hour.....- Resigned. 
LS; Gilmour, James SEATOTIATE Gah ay cas eakecterny wun | 2/0% per hour ... Retired. 
18 ,, Hopkins, David ) Gas Work? sts ces weiee | 2/1} per hour Deceased. 
Lois Newham, Maurice Shop boy lid. per hour Resigned. 
ZL, Hammell, Bernard Striker 2a, os | 1/10 per hour ... Dismissed. 
Sage Gillon; Roberb Jcsieic.dcane says Cleaner ....., | 1/94 per hour Resigned. 
fae Ms Sivyer, Herbert. ..........00.%,. | Fireman | 2/1 per hour...... Deceased. 
4 Robbie, Ronald ............ Plumber | 2 2% per hour ... Resigned. 
ue a Noble, Alexander Kuelman .| 1/10 per hour ... Resigned. 
- Townsend, William Car builders’ apprentice ‘| 1/1} per hour ... Discharged. 
= Carter, CRALMICS...22600sceacccedsccccsccsssve Chargeman .| £313 per annum Retired. 
99 | Cook, Frederick ......ccccccorcareesessose Fireman ... 2/1 per hour...... Resigned. 
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Date. Name. 

1924. 
23 July | Lamb, Frederick .............. 
y >: A | Smith, Arthur ......... 
pe Johnson, Percy ...... 
24 iy, Hancock, George...... 
24 1. Martin, Harold R. . 
24 us Wood, Norman, J. ... 
20. iy Delaney, Gordon W. 
25 McLeod, Keith C. 
Noes Hines, Joseph ....... 
23 5, Hopwood, Cecil ...... 
23 A Brennan, Norman J. . 
S05 cs Stacey, William H. 
a0 tx Miller, Robert ......... 
aL: dias Hart, Sarmuel ..... 
ST; Drayton, Henry .... 
3 fs | O'Donnell, Thomas... 

2 Aug. Lutton, William .... 

a McLaughlin, Patrick 

4 | Collins, Michael D........ 

4 Fahy, Richard 

TAR Chapman, Frank 

5 Bown, John A. 

We Bundy, Alfred E. 

Giols Gallagher, Arthur 

O15 Edwards, Thomas 

7 | wpeeby, George) ii.ceaseascbemecrs 
7 | Skewes, Harold J. 

7 Wright Jase pits: sa..ee aces 
ants McNamara, John 

8 MeCallum, Allan A... 

8 Robinson. Benjamin ........... 
9 O'Donnell, Walter 


oie 
16 
LG. 
LS iss 
18 
LS) as 
10 Lc: 
Zi), 235 
DOG; 
99 
Zo 5s 
23, 
Zo! Biss 
23 
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25 es 
FG fe 
26 
96." 
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Dili. Mins 
Zo | tos 
28 
LAS as 
A ee 
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es 
Z 
art ahi 
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Te ee 
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ig 2h 
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a) Tes 
1924, 
2 Apr. 


May 
25 June 


20 

26 

brA 8) 

30 ” 
L July 
4 
» 
Gas 
GO yay 
+3] 

1] ’ 

11 

LG as 

16 

21 : 


Oc 
SB) ay 
Oo sy 
aD iss 


16 ,, 
19 , 
4 URES 
24 (,, 
?4 

26, 
Zien 
2% : 
ZO. 5; 
30 ” 


| Turner, Walter A. 





| 
} 





Holdsworth, Errol 


Hazlett, Henry.\ farscnecsccssseee 


Gollan, JobM © siscereecaccess 
Coxhead, Samuel............ 
Brown, Kenneth .............- 
Wallace, John R. 


Davis, William I. 
Walsh, Thomas) tageesd tanec 
Mulley, Walter ........ 

Ward, William R. 


Messer; William). .ccccccstececcae. 


Bell, David ...... 
Barker, John 
Brown, George Ie. 
Melvin. David 


ERATIaS, Willie. cadet. cee ae 


Seanth, GeOree Gowkeswanedewcsasoat 


James, Hilton 


Atkinson; J ONN scscosaicavsecns 

Smith, Wiliredss. cccoeccsesse 
 ivans, Warodal ea sssceeee:. 
Quick; Mervynessrntrceceaxees 
ByrnG, CHOVICT aces vavaunateceat 


Neal; (GOOrge' 7 ics series tines 
Morrissey, James.......... 
Smith, Harold........... 
KeKay, Alexander ..... 
Oi enir, J Onn Catseseses 
Liovd (AMOS caw tisere ss 
Hughes; Keith cis.neersr cers 
Clissold; ‘esliew! <t-..v.ccenses 
PATsOUS, ATURUY tector csaccs 


Walker, Locksley ...........00¢ 
Murray, Willian BH. oh. 2ccccse- 


Green, John 


lane; Alfred cave trsssetcccteeuvene 
ELONdTY; HOnTy ssp yaneceeeoes 


Doyle, Edward J. 
Wray, William J. 


Herrsy Cecil ate aeeesertadscscaasees 


Jackson, William F. 
Beavis, William.... 
Green, Edward .. 
Watson, Thomas 
Wright, Leslie ..... 
Mutch, Samuel 
Stanford, John - 
Bruderlin, William ... 
Sotheram, James 
Bye, Glenroy ......... 
Mutholland, Charles 
Philpott, Leslie 
Perrott, David 














Position. | 


! 





Rate. | 


Remarks, 





LOCOMOTIVE BRANCH, KAILWAYS—continued. 



























PERMANENT WAY 










Bales, SOM | cssanstevasiee sssanceectat tenses 
Carter, Herbert ion. sssleccvaagensev@areeneae 


Cook, Ernest J. C. ... 
Bear, Charles M. 


Allborn, WHAM «sss scfenu sclaudenieven 


Laker, Arthur ..... 





Hammond! SOW. a cccsieoc ese ecswesmereennes 


O’Dwyer, Patrick ....... 
Fuller, Thomas....... 


Woods, Randle. i5)..c ues asccnoitaceseiene 


Piper, Cecil 





Dowling, Alured .. 


Hilt Roland onece ax 





Garner, GeOrge ci vcsices éxiccecaretudapcenees 


Ford, Frederick R. . 
Boon, George C. .... 
Guest, William ...... 
Tallon, Robert .......... 
Rundle, Frederick....... 
Greentree, Frederick .. 
Campbell, Ewen D.... 

Scroeder, Thomas .. 








Buckley, GeOrge. cai cvescsi.sis op Seeeedon eee 


McCusker, John H. ...... 
Stewart, James F. 


Blumer, Ernest eee cei rer PN 
| White, Alfred 


(an ae RR aR eT a RRS SE NR NR RS a ea A na Ne Rb te Re a ON a rN Ae EC EE RN ETN SAS SRN ESAT ie Rarer ttt tani eR 











[ RETIOY: veninns os uetose css onccencae 


Car builders’ apprentice... 
BULROR PAs ioe ches ceseenngnhenrioes 
DAVE cok nceevsencnvccsnsinnnps 
Puelm an jacnssseuccs~cverr-eas 
Boilermakers’ apprentice 
SDOP DOV. 0s sccanseverevsenscs 
Obl von aOR Re rn 
PATOMMA ics casdabinececst pense 
Fitters’ apprentice ......... 
BHELER SG Veaknds sine asehestacghes 35 
CIGHINCT cian cess anpenragsesecbes 
Blacksmiths’ apprentice... 
Moulders’ apprentice ...... 
DA DOUDGT Ff. cons eeamke <r st 
Uk oy eee ENR Beay Toor etc 
Lrom\mould@r  cc..caeegscecn 
Washout-man «<. 025-052 -29p 
Driver 
Brassfir 
Car builders’ apprentice... 
Machinists’ apprentice 
Fitters’ labourer ...........- 
Roilermakers’ apprentice 
(PUIMER este chanesteronbesekes 
Vitters’ apprentice ........ 
GleBnere nec. - aan -eneene es Ne 
Car and wagon fitter ...... 
FBZING TUIMECT G iecescicnivee sas 
PAGELMNAT acces calsisisicem vas ee ee 
Leading wheel tapper and 
studder. 

Boilermakers’ apprentice 
Fitters’ apprentice ......... 
CarsDulaer! ac vac sumeweaneng 
PUTAMER sy noe e sens iectb oes vee 
Fitters’ apprentice ......... 
WUTOMIAR Wis co Uaayeccnnatentet caer 
BGGEDD Ueacte teenie etaiev eh ae ae8 
Machinists’ apprentice 
SROPMOOVpakidess caer ersnnee 
BRODIDOY, sant cascaesdecaeasuse 
CISA OM elepercunccrecatersseueee 





<a YROOUTED, aaliccass qarseectecec ee 
bh CAP DUUGET acs cistesdensbate es 


Witters’ apprentice ......... 
fitters’ labourer ............ 
BING AT eo witarase chic tenes 
Boilermakers’ helper ...... 


Fitters’ apprentice ......... | 


Foreman’s junior clerk 
Fitters’ apprentice ......... 
Fitters’ apprentice .......: 
DPI OT Sees aa cemncert ments rss 
3oilermakers’ apprentice 
Hirelighter’ | .c.gwesscuucecen os 
Plumbers’ apprentice ...... 
PO SAMINCT Uoncemacnaiieis spears 


eal BUOD: DOV sacucsns os tecaactiee 


Boilermakers’ helper ...... 


Plumbers’ assistant......... | 


Driver 
Cleaner 
Tube Gleaner Fi .c:sersaccens 


SHOP DOW certe renetaee aan 


Fitters’ apprentice ......... 
Gleaner wusc scccvnecodeecer ates 
Oylinder filler’ do42d05<.2<c0s 
Gleam OP iti cyease cd oceneenaes 
Boilermakers’ helper ...... 
IDTLVOTIA t oscedisseastesersseet 
WEGCGT ei cameten hance roheren ee 
Boilermaker | s5....éteeschees 
BOUGYMANOT Ranicsesonsscte 
BOUECTMAKCL” as csvssseveces 





WONCEDE iis 00 ceresscanccsinevinas 
Rettled vsssccp teenec acs bow eee nee 
Gv Glo Dr wisesste sect beseece ott 
LaDOULER IN ee seecsasies eset ts 
(FRI VET encis dibeeisss wh nphees any 
PiGtilot Ae sstede tcuites veereydesiyes 
Pet tle ts. vies-wsslewclecenrsersace 
BOGGION sans oie aaetns jeoese seats 
Sub-IMSpecton Ge. jce eae seeced 
De ATtSMAD ck pose coeds ces une 
Cleric. seven hints pevsiees veraies 
MeGSSON BOL). s2, sc dss sos sects 
Rettlon isi stivnich seshve ka ccuciene 
BGtG er tet hespanthice cocises nes 
Fettler coe cee cee cee scs css coecse 
Bridge carpenter ............ 
ER DOUTCLIS, cectescabived secinee 
Fitter’s labourer ........++:. 
CATDPONERE ice seca o> scriestisscieos 
Pianer RoW odnabtalcets ates 
Rettlengieates cevencuecenes 
Fettler ... Samo lone oP sinat leap 
Labourer giccre ess kesecre ss zoe 
LA DOUPCD as sotech dev necisnceseines 
LiGDOUTET WH Seces since cteesecine « 
Clerk cu. seas 














Hee hohe bo 








Structural steel workers’ 


apprentice. 

Fethlort isvivisiitegestecret cess i 
Fettler . 
Fettler . 
Fettler . 
GRAN QOT vac tcatewshnet pabieacmtea 
Rough carpenter ............ 
Sub-foreman 

Fettler tee oie ss 
Fettler .......006. 
Pettlor coh vii. 
Fettler . rere 
Febtler oni diidvsistondadereow 
Bettlor wessideddess<teossensssss 














3% per hour ... 
4 per hour...... 
43 per hour ... 
7 per houwr...... 
10 per hour ... 
t per hour...... 
1d. per hour 

24 per hour ... 
2/1. per hour...... 
1/4 per hour...... 
2/4 per hour ... 
1/5 per hour...... 
1/4 per hour...... 
10d. per hour... 
1/84 per hour ... 
1/94 per hour ... 


) 


2/0% per hour ... 


2/7 per hour...... 
9d. per hour 
1/4 per hour...... 


1/8} per hour ...| 


1/104 per hour... 
1/4 per hour...... 
2/3% per hour ... 
1/4 per hour...... 
1/94 per hour ... 
2/2% per hour ... 
2/1 per hour. 
1/10 per hour ... 
2/0% per hour ... 











1/1} per hour ... 
1/4 per hour...... 
2/4} per hour ... 
1/10% per hour 
L/8} per hour 
2/1 per hour.. 
2/4% per hour ... 
1/4 per hour...... 
Sid. per hour 

Sid. per hour 

1/9} per hour ... 
1/84 per hour ... 
2/33 per hour ... 





1/4 per hour...... 
1/104 per hour... 
2/1 per hour...... 
1/104 per hour... 
1/4 per hour...... 
1/44 per hour ... 








1/4 per hour.. 
1/4 per hour.. 
2/7 per hour...... 
9d. per hour 

1/10 per hour 
54d. per hour 
2/1 per hour., 
1/2} per hour 


1/1043 per hour...} 


1/103 per hour... 


2/24 per hour ... 
1/94 per hour ... 


1/104 per hour... 
Sid. per hour 
1/84 per hour ... 


1/94 per hour ...} 


1/10% per hour... 
1/9} per hour ... 
1/104 per hour... 
2/7 per hour...... 


2/3 per hour .,. 
2/3% per hour ... 
2/44 per hour ... 
2/3 per hour ... 


BRANCH RAILWAYS, 


‘9% per hour ... 
/94 per hour ... 
94 per hour ... 
/10% per hour 
11 per hour ... 
94 per hour ... 
9+ per hour ... 
/9% per hour ... 
£388 per annum 
£3503 per annum 
£388 per annum 
64d. per hour 
/94 per hour ... 
‘10 per hour ... 
/94 per hour ... 
‘34 per hour 

83 per hour ... 
103 per hour 
‘23 per hour ... 
2% per hour ... 
94 per hour ... 
10 per hour ... 
8} per hour ... 
103 per hour 
/94 per hour ... 
£248 per annum 
1/4 per hour. 


ft a pe ee ep 


+ 


RRB eH IDIoR eee 


1/94 per hour ... 
1/94 per hour ... 
1/10 per hour ... 
1/9} per hour ... 
1/114 per hour 

1/10? per hour 

£388 per annum 
1/914 per hour ... 
1/94 per hour ... 
1/94 per hour ... 
1/10} per hour 

1/94 per hour .. 


2/4% per hour ...| 















Discharged. 
| Discharged. 
Resigned. 

Vacated position. 
Resigned. 
Discharged. 
Discharged. 
| Resigned. 
Deceased, 
| Discharged. 
Dismissed. 
| Dismissed. 
Resigned. 
Dismissed. 
Retired. 
Resigned. 
Retired. 
Retired. 
Deceased, 
Resigned. 
Discharged. 
Discharged. 
Resigned, 
Discharged. 
Resigned, 
Discharged. 
Dismissed. 
Retired. 
Retired. 
Dismissed. 
Retired. 


Discharged. 
Discharged. 
Retired. 
Deceased. 
Discharged. 
Resigned. 
Retired. 
Discharged. 
Dismissed. 
Resigned. 
Resigned. 
Dismissed. 
Resigned. 
Discharged. 
Resigned. 
Resigned. 
Retired. 
Discharged. 
Resigned. 
Discharged. 
Discharged. 
Retired. 
Dismissed. 
Resigned. 
Resigned. 
Deceased. 
Resigned. 
Retired. 
Vacated position. 
Retired. 
Resigned. 
Retired. 
Resigned. 
Discharged. 
Resigned. 

| Resiened. 
Resigned. 
Retired. 
Retired. 
Retired. 

| Discharged. 
| Discharged. 
Resigned. 


| 


Retired. 
Resigned, 
Retired. 
Resigned. 
Resigned. 
Retired. 
Retired. 
Retired. 
Retired. 
Resigned. 
Retired. 
Resigned. 
Retired. 
Retired. 
Deceased. 
Resigned. 
Vacated position, 
Retired. 
Resigned. 
Resigned. 
Retired. 
Resigned, 
Retired. 
Resigned. 
Deceased. 
Resigned. 
Diccharged. 


Resigned. 
Vacated position. 
Dismissed. 
Resigned. 
Dismissed. 
Resigned. 
Deceased. 
Deceased. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 





1/94 per hour ... 


Resigned. 





ere 












































































































































































Date. Name. Position. Rate, Remarks, 
1924. PERMANENT WAY Brancu, BAILWAYS—continued. 
0 Aug Comipton, ADraANAM ..... cee eee eee eee eee eee BlACKSMIGH....000 600 cc00s 2/3% per hour ...! Retired. 
30 ’ Williams, Arthur oF WOUULOT ‘cannes .| 1/94 per hour Resigned, 
10 Sept Moore, Hugh .......cceece cee veeeeeceeeerees Labourer .| 1/84 per hour ..., Resigned. 
lI Jeston, William Yardman .. | 1/11 per hour ...) Retired. 
ie ee Burns, Robert ...........-. Fettler 1/9} per hour Resigned. 
le & | Higgins, John ........ Meee tes aah OUOR 1/9} per hour ...| Resigned. 
LD. as | Hurford, Gladstone... ... cs. cee ese eee cee ees NE Be danitrka es £5308 per annum n | Letired. 
it ieee | Smith, Bushby M. Labourer ol a 8} per hour Retired. 
16° Bruggy, John Bricklayer teustcetcavess| 2p So DOL, DOUL: Resigned, 
ly Bee Carey, James CIATINOT coo cea tech eiverccuaesst, LLL® Dex NOUE Retired. 
20). ss Kelly, Herbert ....... Fettler MEA MTR 1/10 per hour ...! Resigned. 
St oes McConnell, James Fettler 1/9} per hour Deceased. 
1924. TRAFFIC BRANCH, RAILWAYS. 
31 May Neary, Walter ........0ccccsecsessessseceoee| StATION-MASTEL ..... 600000000 £298 per annum | Retired. 
and £60 rent. | 
2 June | Rosengreen, Stanley ...........ccrceeceeee| POTTED ...cceeseerreseceraeeeee] 13/8 per day Resigned. 
Ge ss | Davies, Thomas eae ves reeaeibes sen eueH? AGULE shunter. 15/2 per day Retired. 

6 ,, | Lutherborrow, Keith bard Cea e | OLLON DULtOL 5/11 per day Resigned. 
9 | De Plevitz, Reginald ............ Porter aes 14/2 perday ...| Resigned. 
Lay. se Toomey, Joseph J. c.nceccnssseece Junior porter seeeevs| ety) SoPOLr GAY) casictee Discharged, 
Len Se Pearce, Albert... .cayes<vseovnn Watonmnan visivcheces ev ecdccsn Sel PELGay...... Resigned. 
23 Fenton, Adeline ..........cesccossseseeeee| Gatekeeper ....... 14/11 per week tesigned. 
Ze 5; Patfield, Wallac> A. Junior porter 7/4 per day ...... Dismissed, 
24 55 Webster, Alice M. Gatekeeper 14/11 per week Aesigned. 
2a 55 | McLeay, Arthur R. Porter bt caevitaneremecsale Lajas Per GAY Resigned. 
As eee Black, Hugh WOtCHMan wae tsrstactesss) DESL perday Dismissed. 
25 TDZOry. LESS BR. sevacescccosscasevsceacn| POLTCD © s Aleavees saneceseesnseee|) LA/S POL day Discharged. 
25 Clarke, William R. .............02s-++ee+-.| Junior porter 8/6 per day ...... Dismissed. 

26 | Wilkinson, Edward A. Leading hand ...............| 19/8 per day ....| Retired. 
27 ~., ‘| Sadler, George L. Reliet OMCCT.........00.ee00| £268 per annum | Dismissed. 
27 Woolford, Hkdward 1). HOFUIMOE CLOTK cat .adtens see sheared & 164 per annum | Retired. 
7) Greenwood, George FP. ............+e+-+.| Junior porter | 7/4 per day | Discharged. 
27 Reynolds, Clifford .........-.ceeceeeeeeeeee| SUDION porter .. ...-..+-- | 4/9 per day | Resigned. 
SO ys ORE ANTI csc ee eee ee ted. Seal, AVUCNOADN Ge tezscus ancovssseste LO/L Der week Resigned 

| and quarters. 

30; | Burns, Thomas. Fienestaccveeteeeedas 1) SUULON DOLLCL§ sc ccvdaen evens | 10/3 per day Dismissed. 
BU 35 Nesbitt, W illiam E. Junior porter ...............| 4/9 per day ...... | Discharged. 
1 July Davis, Norman J. Junior porter ...............| 7/4 per day Resigned. 
1 ,, | Forbes, Alexander Junior porter 7/4 per day .| Resigned. 
Roe | Rodger, Winton. cc cis he ctecetacnesne> Junior porter -| 8/6 per Gay sce | Dismissed. 
Lic as | Newell, Victor........... Porter aks .| 13/8 per day ...| Dismissed. 
os | Stafford, John J. Adult shunter 15/2 per day | Resigned. 
Te ce SONGS... WAIN. race eae ee EL NS DHTtC TE ete ae een La 2 DEL GhVe fact noplened:, 
2 .. | Bladen, Thomas ...........ccccecseo-e0e| Watchman ..........+. 14/1 perday ...| Resigned. 

ype Cook, Reginald A. Junior porter 4/1 per day ...... | Discharged. 
See wel) Skits, ETO! Deco. POvteTe: sassies ccceyt one <a 14/2 perday ...| Dismissed. 
Biel ae Hopson, Hi sold C, POVCOR cs islecavtsiessaies ves 14/2 per day...... | Dismissed. 
a) iss | Ferrier, John J. ...... Peet ate le LCOLUGL) wiadi.vcle dels serenecwns'« 14/8 per day ...| Dismissed. 
ee MOL, THOMAS. .v.cccsns oes cnecee oes Junior porter 8/6 per day ...... Resigned. 
S75 Kelly, Alban G. Raisasenarestisex sue Porter Peete cersee lh La 2eper dayne.) Dismissed, 
b. Clere Clee ODD Ue ceed descr coceenteespeegesietallir ay ba tLOT- master Set benine avstnae £208 per annum| Dismissed. 
and £50 rent. | 
93.4; Brian, Albert J. see rdpesteedenteevsas|| SP UULOT, POT ver 10/3 per day | Dismissed. 
Tile ip Kannan dOUN) U4 cc.0r-ercqccnevevereseetns] SxeLlon O1COL £: ns per annum | Deceased. 
LO) 3; Handley, Crosby H. .. Night officer 248 per annum | Dismissed. 
Re Irs Carrs Peel Mies. pcssqes Junior porter wa g) 6 per day ...... | Dismissed. 
EU shies Irvine, Frances Gatekeeper ...............-.-.| 12/5 per week} Resigned. 
| and quarters. 
10 ,, | Lynch, John By ........e cee eee eee eee eee eee) POPter .... cer eereerene eee cer ens ry 8 per day | Dismissed. 
Waar Hocking, Amelia ...........-.scseeeeecce eee Gatekeeper /3& per week and| Resigned, 
quarters, 
LO7 ys PMN ealar mALICN Mineman. tress crenverecte EA TECNO AN Us 2 s.chuasesacets cc i0/ 0. per week and| Resigned. 
| quarters, | 
Books cere , Henry. Guard 17/8 per day .../ Retired. 
Ee. tty Bue kman, John..... Clerk. ia £308 per annum | Vacated position, 
LB 55 Parkin, Joseph B. ..... se-ceeee ...| Adult shunter i 9/2 per day Resigned, 
16 ,, | Kirkham, Francis ...............-..0s0..-| Gatekeeper 3 per week and! Resigned. 
quarters. 
Ge es Spence, Donald K. ..........00000000e08-+5) Junior porter 8/6 per day ...... Dismissed, 
Ls: Cleary, Frederick GQUATC hi esecowes seni 17/2 per day Dismissed. 
TOS os Littlejohn, Harry Signalman ..... 15/2 per day Dismissed. 
IRD ae Perry, George R.. ..... 3.000060. Junior porter 10/3 per day Dismissed. 
Ue Sonneman, Antonio Guard Bie tif 16/2 per day Resigned, 
ZL 55 Riddle, Caroline J. .......ccessceeeseeeeee) Gatekeeper .........s-e000--| 4/8 per week and) Retired 
quarters | 
4 le ae Pte Caed O1Le eM are eee a ee OH GUAT Gin eectsaty trecinciddessne| 4 LOO DOr Gay tesigned. 
A Convery. J aMGg bl. tu secon esendesdactt Clerks), £218 eee annum Lesigned. 
2m Box, Theodore .......000. 6 Night officer .eaeeeee] £268 per annum | Deceased. 
2 ize || Rowe, William A. Junior DOLUCTY ch sceneerenmuce UpAr per Gay. <2... | Resigned. 
24 ,, | Pratt, Stanley H. Guard 15 8 per day ...| Dismissed. 
ya ae Dean, Alfred Porter 14/2 per day | Resigned. 
25 ,, | Babidge, Jack 8. Junior tah r 8/6 per day ......| Resigned. 
Obes | Higgins, Vincent P. Clerk. De leticccdicesss| S2Oo Pet anuim. | Dismissed. 
26 ,, | McConnell, Douglas Clerk .....-..00secseseeeeeeeees-| £293 per annum | Dismissed. 
26: Davidson, John Junior porter 7/4 perday ...| Resigned. 
26 ,, | Callinan, George J. Porter 13/8 per day Resigned. 
Bie Mes Hartford, Mark Guard 17/8 per day Deceased. 
2S: 755 Hannan, Victor ......... Junior Hee 5/11 per day Resigned. 
3 Denham, William Porter 14/2 per day Dismissed. 
ee | Skelly, Norman H. Sis .| Junior cler k £131 per annum | Vacated position. 
DOMES WROrd. JOH Adi ca cyessocsceonssscctsoaeees+| CUMOL POLtEr 4/1 per day Resigned. 
30 ,, | Field, Albert H. Junior porter 8/6 per day Resigned. 
3 re Duberley, Frank Adult shunter 15/2 per day Resigned. 
3 » | Mills, Henry C. Guard Ss 17/8 per day Retired. 
ol, Adams, Harry A. Junior porter 7/4 per day Dismissed. 
3 5 | Fitzgerald, Ernest Porter oteugaee 14/2 per day Resigned. 
1 Aug. | James, Mary H. Gatekeeper 4/8 per weekand| Resigned. 
| quarters. 
in | Galloway, John 8. Head shunter 19/2 per day | Dismissed. 
5 ,, | Kell, Leonard '. Junior porter .| 7/4 per day | Resigned. 
Gu Crothers, Robert bL. Night officer ..| £268 per annum] Resigned. 
Miers Brooking, Sydney kh. Porter peaneenerciceaaes tee (he horDer aay Deceased. 
8 ,, | Curry, John M.- OnE eect Adult shunte To. 15/2 per day Resigned. 
Sea's; Sheehan, Margaret P. Gatekeeper 19/8 per week} Resigned. 
and quarters. 
Briss Lewis, Henry W.s...seescessceveeseeeeses| JUMOr porter .| 10/3 per day ...| Resigned. 
Bt 55 Hadden, James caacemed weoeeeee| Chargeman seseseeseseeeee| £348 per annum.| Vacated position. 
& ,, | Henkel, Albert..........:-scessscreeeeeeeee) Adult shunter . 15/2 per day ...| Resigned. 
> ,, | Carter, Robert C. Junior porter 7/4 per day Dismissed, 
aaa Nelson, Leslie £ Junior porter 5/11 per day ...| Resigned. 
De | Stanley, Agnes.... Gatekeeper 14/ V1 per week Resigned. 
il .,, | Mahoney, Cecil Junior porter .| 10/3 per day ...| Dismissed. 
iL . Vane, Allen £. Porter seladders see craiesess {it Lo/ O. DEE day | Resigned. 
y WE Abell, Owen... Adult shunter ..............5| 15/2, per day | Resigned. 
Toe 3 Maloney, Walter a Junior porter ..| 8/6 per day Dismissed. 
oe Forwood, James ........-.++ Porter “ 13/8 per day ...| Resigned. 
aes, Adams, Innes G, oe, SO POTTED vere ees i clecevicsesse|| Lier DOL AaVir. evs Retired. 
ae 5s Foster, Reginald S.  ....cscseccecereeeeee, CLEP K cesses ese cee eee eee eee ees £308 per annum) Resigned, 
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Position. 

















Date. | Name, 
| 

1924. 
14 Aug, Gar vies AMI cc. scancsctoat eaten 
15 Ashford, James R. .........3.02. 
16: os | Grives, Albert R. 
165 2 W yer, Bernard S. 
LS eae Kemp, Leslie J. ance tne kesene aaa 
LS” yy Morris) Bernard Js., siis0 eee 
22S Pickering, Sarah A. 
ZL ee | GROSS; DEONATU dis. cccuececccenctteeee. 
22 | Jenkins, James C, 
Se | Emery, Frederick ........... 
2 es | Surmerhayes, Roy L. 
mo | Harley, Henry 
26 | Sleight, Edgar O. 
26 Coull, Donald ...... 
26 .,. | Campbell, Harold J. 


a 

29 

29 
Sie. 

a0 oo 
] Sept 
9 
ee 
i 
ose 
ates 
D8 
9 

LO 

in + & 

Lt 

ll 5, 

1M) Ihe «3 

12 

i 

15 

LS ee 

Tes 

is, 

Be 

20 “5 

Zo 

PARE 
1924. 


19 July 
7 ee 
2 Aug. 
LO. 
19s 
6 Sept. 
10 


” 


1924. 
11 Aug. 


1924, 
8 July 


=0 Sept. | 


1924, 
5 July 


2 Aug. 
Rg 


” 
1924, 
16 June 


1924, 


31 May 
30 June 
2 July 


oD oa 
Ot 
ib] B Ps 
LD) ss 
Li 53 
220 
Dain ie 
PA 
BO!" 
ek ge 
1 Aug 
9 
Si 
Alt 
‘ ” 
hs Fey 
oan 
sot eee 
Or hee 
Lee 
| a 
pies 
Peer 
Loe"e 
Lb. 4 
Mie ae 
LS 5 
19 
2° ge 
26. 
20 te 
ah tes 
Ue 
28 ,, 
$0.) 53 
30 3, 


. | Lewis, James W. 





Mawson, Joseph T. 


Teece, William T. 
Gordon, Immanuel 
Meade, George ...... 
Davis, ATtihur. ...¢-s <0 
| Darby, Augustus A. 





Lewis, Eliza 


Green, Charles H. ey A epee eS 
| Gilbert, Bitte Moc. «sccs odeenedee diac 
Crockeub; Hrnest \..s2.<c deeadi ete: 
King, Arthur W. 
Angel, Sydney P. .... 
Stephens, Frederick .............: 
McDonald, William C. 
Caddy, John <pihiwemie cle,cestdniaoataatee de 
AINOTC;. MISMONG® ...c.5seensaeuxicss eee 
Ward, Vincent P. an ajsnclans siccinde tearoom 
Gill, Brederick Jc cscs.< dee eee 
Taylor, Reginald 
Milligan, James W. 
Kerr, David ..... 
Moflitt, Donald E whwteieade 
Golsby, Clifford I. .:...... 
Jenkins, Flora 











Murphy, Aloysius D.. 2o...asaee deseo 
Spicer, Herbert 8S. 
Ewin, Clarence A. 
Moran, James .......... 
McCarthy, William C. 





HEAT CHET, CATLUCH.cccenen ieee ee ee Ac nee 
Williams, John J. 
Lich, Samuel 

| Burton, Alfred 

| Jeater, Ernest ..... 

Buekton, George 

tix, Lawrence 


eee ee eevee eenceresscee | 





Dawson, James 


Hartshorn, Francis 
See, Andrew 


McLeod) John ..ccct.:...c1 Seen 
Gallagher: Jolin cc..cec.ct canes 
Quirk, Thomas <A. 


| Bremner, John 


Winkler, Gerald J. 
peely.. William J 2:......0. eee one 
Chandler, Laurence P. 
Mitcherson, Arthur C. 
Fletcher, Arthur B. 
PSEMIUD, CATTNVUN. cron esepnctneeeen tee 
Adams, Charles H. 
Fenton Arthur Met... 0. eters 
BOW CUM ONG seenteessnee mene eee } 
Ryman. Charles! sicecssc0t cee eee 
pimyth, Roger Bh.) wrote es | 
McNab, Archibald 

Duple TGeOrge 52 inn cek eee ee 
Boag, Stanley G. 
Graham) ATthur = .;cc..c cose eee 
Hamilton, William H. 
| Markcrow, Albert E. 
Eyles, Leslie W. ..... 
Passlow, Aubrey J......... 
Caldwell, Duncan 
Piercey, Harry ces: 
Allan, Joseph A........ 
Lonsdale, Frank BE 











Brooker, Henry T. ...... 
Butterfield, Herbert 
Burton, Charles R. 
Messenger, Frank W. 
McGreal, Thomas 

Banwell, Henry H. 
Brown, Walter C. 

Vickery, William G. 
Long, William T. 
Watt, Owen HB. 
Boxell, John 





J 





Gardiners Dlias’ 2. yee een 
Bentley, Theodore ©....22:4..00)e. eos 
Eiib Leopard |)... cache ee reeae 
Jeffrey, Robert C. 





| Supervisor 


Trarric Branci, RA 


Porter 
Porter 


Junior porter ......... 


Porter vaetars 
Junior porter 

Night ofticer Reds g 
Attendant.............. 
Clerk wetuasy 
Night officer 

Junior porter 
Junior porter 
Junior porter 
Porter Sakae 
Junior porter .. 
Porter 


Stationmaster ............... 


Guard 
Clerk : 
Signalman 
Porter 


AWDIO? POTTER <5 «.5.2ccccncs 


Junior porter 


Attentive: Deng ee oe 


Junior porter 
Gatekeeper 


Junior porter 


Relick OfACOL.......c0ceesce ced 


Porter 


Night officer 


Night officer 
Ticket Collector 
Porter aE y 
Junior porter 
Junior Porter 
Ticket collector 
Guard: ...... sae 
Junior porter 
Junior porter 
Junior porter 
Gatckeeper 





Lad gatekeeper 
Junior porter 
Porter divastes 
ERS POCO oo.c.b). dvcacce, 
Junior porter 

















Rate. 


eA ST 


Remarks. 





WAYs—continued. 


4/2 per day 

4/2 per day 

$ per day 

ver day 

. day 

r annum. 
r day 

‘Tr annum 
‘rT annum 
7/4 per day 
8/6 per day 
‘ 
} 
f 





4 per day 
14/8 per day 

t per day 
14/2 per day 
£298 per annum 

and £50 rent. 
17/2 per day 
£308 per annum.. 
16/8 per day 
13/8 per day 
8/6 per day 
4/9 per day 
29/7 per week 

and quarters. 
5/11 per day 
4/8 per week and 

quarters. 
5/11 per day 
£313 per annum 
14/2 per day 
* 





308 per annum 
IS per annum 
14/8 per day 
14/2 per day 
10/3 per day 
5/11 per day 
15/2 per day 
17/2 per day 


4/9 per day ... 

1/9 per day 

5/11 per day 

12/5 per week 
and quarters. 

per day 

4perday ...| 
2 per day 

38 per annum | 

4 per day 


NOG SG 


Tih ~1-4 


SIGNALLING BRANCH. 


Machinist 


Labourer 
Miller 


BRORUDOY tectced: teens 
Railway electrician 


ELECTRICAL BRANCH, 





9/93 


Peikiaiaisis dew wah waisicctsia | 2/2 per hour 
Fitters’ apprentice ......... 


| 33d. per hour 
1/84 per hour ...| 


2/2% per hour ... 


..| £488 per annum | 


8d. per hour 
| 120/6 per week | 


} 


RATLWAYS. 


> 


Electrical Mechanic ...... 2/23 per hour ... 
3] 


STORES BRANCH, R 


3rd class storeman ...... 


AILWAYS. 
1 i per hour 


| 





Retired. 
Retired. 
Resigned. 
Resigned. 
Discharged. 
Dismissed. 
Retired. 
Lesigned. 
Resigned, 
Resigned. 
Resigned. 
Resigned. 
Deceased, 
Resigned. 
Dismissed. 
Retired. 


tesigned, 
Retired. 
Retired, 
Resigned. 
Deceased. 
Resigned . 
Ketired. 


tesigned. 
Lesigned, 


Resigned. 
Dismissed, 
Resigned. 
Retired. 
Dismissed. 
Resigned. 
Resigned. 
Dismissed. 
Resigned, 
Retired. 
Deceased, 
Resigned, 
Discharged. 
Resigned, 
Resigned, 


Discharged. 
Dismissed. 
Dismissed. 
Retired. 
Resigned, 


tesigned. 
Resigned. 
Resigned. 
Resigned. 
Retired. 
Resigned. 
Resigned. 


Dismissed. 


Resigned. 


104 
Acting 4th class storeman) £233 per annum | Resigned. 


GENERAL BRANCHES. 


Senior law clerk 


Billiard-room attendant 
Rest house attendant 


ESTATE AGENT’S J] 


TRAFFIC BRANCH TRAMW: 


Junior motor cleaner 
Hleepric dviver © <:.::cieces. 
(CONGUCUOES occ5a csatsiss Laeeee 
CONGUCEOR:o scesdentoesouances 
WODAUGBCOIS. aeay sods osce ieee 
MONMUCIOD cen sadek smear areete 
Conductor 
Conductor. 
Clerk 
CORGUCEOI: 2, 3455..0cnaheesaenne 
Electric driver 
Conductor 
CODGHUGHOE: 5.0 -cnha eek 
Steam motor driver 
CONGNCEOM .nac.scschcetee 
CODGUOTON <..ccnctchioctes 
CONMUCEOR. -..c00c2 ene: 
Electric driver ...... 
MODGUCHON. «+ encccetdeee 

BR GRiIET! tere tt cas ter athe He 
PERTPEI  s. Sove tacad bareeeeeeee 












Conductor 
Conductor 
CrATSOTICE OI: «cc ceeweeain ea 
Electric driver 
Conductor 
Conductor 
DONRAUOChOT: ©. 8s 20k Oe 
Electrie driver 
Sub-inspector 
CONGUCEOL. os anos eee cmtee 
Eleetric driver 

Conductor... ....<< 
Conductor.. 














-! 2/4¢ per hour ...| 


£640 per annum 


29/1 per week ... 
13/8 per day 


3RANGH,. 


£548 per annum 


AYS, 


L/O%. per hour } 
2/04 per hour ... 
1/1i per hour ... 
1/11 per hopr ...| 
1/11? per hour | 
1/11 per hour ... 
1/11 per hour ...| 
1/11 per hour ...| 
1/11} per hour 

2/04 per hour . 

} 1/11 per hour ... 
1/11? per hour 


10% per hour 
10% per hour 
10% per hour 
Og per hour ...| 
/10% per hour... | 
114 per hour 
98/- per week .. 
1/10§% per hour 





2/0% per hour ... 
| 1/11% per hour 
1/10% per hour 
1/10% per hour 
1/10 per hour 
| 2/0% per hour ... 
1/10% per hour 
1/10% per hour 
| 1/10¢ per hour 
2/0% per hour ... 
£328 per annum 
1/10§ per hour 
1/112 per hour 
1/10 per hour 
1/104 per hour 
2/08 per hour . 





Resigned. 


| (Solicitor’s). 


Resigned (Institute). 


--| Vacated position (Rest Houses), 


Deceased. 


Dismissed. 
Retired. 
Dismissed. 
Resigned, 
Deceased. 
Dismissed. 
Resigned, 
Dismissed, 





£278 per annum | Resigned. 


Resigned. 
Resigned. 
Dismissed. 
Resigned. 
tesigned. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 
Retired. 
Resigned. 
Deceased. 
Dismissed. 


103/6 per week | Retired. 


Letired. 
Resigned. 
Resigned. 
Resigned. 
Resigned, 
Retired. 
Resigned. 
Retired. 
Resigned. 
Retired. 
Retired. 
Resigned. 

tesigned. 
Resigned. 
Resigned. 
Resigned. 


1/10% per hour | Resigned 





- 
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Date, Name. Position. Rate. 

1924 TRAFFIC BRANCH, TRAMWAYS— continued, 

1 Sept. | Miller, Norman CONG UOEOT os ccs Geuceennevietvesa 1/10% per hour 

3 Hall, Charles 8S. Electric driver ............ 1/118 per hour 

3 yy Kelly, Patrick J. .....ccssccsossccesevess Electric driver  .........+.+ 2/0% per hour ... 

6° = MGGhell HERE ccc teks snes sensccesssans Ganger ...... 2/14 per hour ... 

Bias Mulcahy, Henry J.......... Conductor... per hour 

G5 Anderson, Onarles G. ..........scccecccees P. CONGUOUOR: £58 .ccsseuesseears % per hour 

3 oy. Stapleton, JAMES.........crecseccereccenoes CONUUOGON acces ae ost amscunewe & per hour 

84 MaePariane, Al'an 8. .......ccseccoesseess COBMUUGLOR se dcesnaasvceeovcucn per hour 

oe EERCOEG. WIMIGIUL 0 uccavecsvccvudawas CONAWOCGL conus cc nudeaedececass § per hour 

9 ;, | Funnell, Ernest E. Conductor... & per hour 
106%. | Fuller, James H. WCF VUVER NS «ar cakes coos nae § per hour 
: he as Benson, Walter E. GONdUCGON ss skasis oon eta senses per hour 
ll ,, POORON EP CUBBIE Vat weiss cnuscahauects tenet Electric driver  <s..5...0.. 2/0% per hour 
WL 855 ASULADD COOL QO Fs asc czas deagestancacens Checker ...... 1/9% per hour ... 
12 5 Boeck, Marcin in. <:.sse ene Conductor... 1/10% per hour 
16 ,, | Brown, Albert E. t PONGUCEONC sasvevsunueutaeeds 1/10% per hour 
Te +35 BRODGTLEODS GOW ot scxcudievunsaxaeunwasel CIONGUGHOR site. he Noses eka Odes 1/104 per hour 
LS. *5) Bingham, Percy ...........+.- Conductor... 1/10% per hour 
2 DPSHG: PRGA ate caksesadrduontecs vecud’’: CONGUGHOR sss 053etascerades 1/10% per hour 
22 ARIE IST WUT Ol. casein duamvessscvernsonceusl Blectric drive 2/0% per hour ... 

1924. ELECTRICAL BRANCH, TRAMWAYS. 
28 June ( Minehan, Martin J. .......seccecseeceees GlesnOlra.t cs tecesnvas tesa pes 1/1} per hour ... 
80, PODEING SUATICW ve caceacacdsetansinsecnnes Leading electrical 2/5 per hour 
mechanic. 

4 July | Wolstenholme, Stanley ............0.+0 OleRN GTA Aerator ser aes 113d. per hour 

4 5 | Barnett, Ernest F. ......... W OIGANOTieacccdys vccesste neice 1/1} per hour ... 

T » | GOB HENGS Ae wedandchagaerteseucherss Electrical mechanics’ ap- 1/4 per hour 

| prentice. | 
ee PR LIAIYS, EIS VAG sc aercaersamd the ace Recesesecune Gleaner A. o.éscsbusten ones 93d. per hour .. 
15 ,, Dowling, Ernest . Acting battery labourer ..-| 1/10 per hour ... 
1G; Kerr, Robert K QB aN OT ch asssnieccncn ine ones 113d. per hour 
Lie 3s | Abbott, John J. . GIGS tats ahwtes cae bet ne atue | 11#d. per hour 
LO 5; SLOLGN ay POD Gre r: car vincaccdecencccsteurcee Electrical mechanics’ ap-| 1/4 per hour 
prentice. 

19 ;, (BBS GAR RIBIOEIN gs calves coe Creteawres toceas ogee Gleaner t. vearreseveesncaveress 98d. per hour 

20 ha. Burnett, Henry C Electrical assistant  ...... £323 per annum 
2605; Smede, Alfred W. Linesmen’s labourer ...... 1/104 per hour 
27 (, FIT VOLNEMyseedes srs dee Rivavleeereetsacuasuae WlGANET Mas erecm tase te cuaecewoss | 1/1} per hour ... 
30 ,, | Latchmore, William H. ..............+.+ Gleaner sae tasees ete aeane ce 98d. per hour 

80. 3, Anderson, William F. Cleaner 1/1} per hour ... 

AU See MTT. SOSAD DG ut-hwaraskcless che eveass ce Electrical mechanics’ ap-| 1/4 per hour 

prentice. 

6 ,, Furlong, Lawrence J. ...s..scsseseceees Electrical mechanics’ ap-| 1/4 per hour 

| prentice. | 

O55 DEHATG, GROWL Lie os ccsewnecssceeescossssainss PSEA GT) ta atele ca caats sleinieie ainreiniel elo | 2/22 per hour ... 

O53) mule Ortias OliverR. 9 sse...ca- Glednetitatcte cccoixeriaesenst 113d. per hour 
Cle oe Bowie, William H. ......... UPTO cosas sinc raceeanemtense | 2/3% per hour ... 
ss SIGHS LUIV ITU cre eden eases ovarnactancioncet CIGRNOM. wegeasrca tees 11}d. per hour 
ie Deans PNOGD Brice oc cocase acacase’seslen ClodMer <. scscocsancesaes | 7d. per hour 
EO. 5, Willis, Edmund J. ......... Sub-foreman ..| £388 per annum 
Ss 5 Whittaker, Albert E. .... Cleaner eccecseeeetcanendencices | 1/1% per hour ... 
20 _,, Crawford, James ....... POP ATtSITAI Perce secesesene ne £375 per annum 
ee) PICTHGW COUT ditcsuccaceccakecsdlesndnesoesee Glamor an ores caste aes ee | 112d. per hour 

6 Sept. | Newham, George D. CIAO) cence cu saesees secant ens © 93d. per hour 

O53 Gillespie, Vincent Gleanenan csc sescceseace 92d. per hour 
es Colless, John Linesmens’ labourer | 1/108 per hour 
cea Parker, James CRAR iat tdcracccod keteeokensast £308 per annum 
LOI: Hogg, Sidney CICAN OE Sonac o=cetaees swveres aces 1/12 per hour ... 
15; Mullins, James W. ......ccccsceccsscsceees | Cleaner | 113d. per hour 
22 =, Moss, William Cleaner 113d. per hour 

2 Oct. | Carr, Thomas | Cleaner 72d. per hour 

as fads Byleveld, Leslie C Cleaner 113d. per hour 

fl924. PERMANENT WAY BRANCH, TRAMWAYS. 

a duly |) Hodgson, Frederick .....<c,sceseceense se | Labourer 1/94 per hour ... 
20° = 55 PUTA PEP APE OTE i ole ee ccecerdcenenaned nas le Risthlonge: sre. tecte ce 1/92 per hour ... 
26755 Mason, William H. Labourer 1/924 per hour ... 
30 —5, Kernick, Henry Labourer ..| 1/94 per hour ... 

1 Aug. | Bulman, Robert Ganger . 1/114 per bour 

2 55 Morgan, Edward ee .| Fettler ... 1/9 per hour ... 
199s PLAIN Orble ccthatecasusiee ret ceieencetens | Labourer 1/9} per hour ...| 
21 ,, IF EDOM AG hea eae nadac eer acas cones LADOUTET. sos. cccsceccestaresr | 1/94 per hour ...| 

G Pepe b Or Ole vbrancis) Haivacconsscers res os oe riessape Ea bOUTCLy cae ss eeanet -erceres ns | 1/94 per hour ... 


Remarks, 





tesigned. 
Retired. 
Deceased. 
Resigned. 
Dismissed. 
Resigned. 
Resigned. 
Retired. 
Resigned. 
Vacated position. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 


Resigned. 
Resigned. 


Resigned. 
Discharged. 
Discharged. 


Discharged. 
Resigned. 
Discharged. 
Resigned. 
Discharged. 


Discharged. 
Resigned. 
Deceased. 
Resigned. 
Resigned. 
Resigned. 
Discharged. 


Discharged. 


Resigned. 
Resigned. 
Deceased. 
Resigned. 
Resigned. 
Resigned. 
Resigned. 
Deceased. 
Resigned. 
Discharged. 
Resigned. 
Deceased. 
Retired. 
Resigned. 
Resigned. 
Resigned. 
Discharged. 
Discharged, 





Resigned. 
Resigned. 
Resigned. 
Resigned. 
Deceased. 
Retired. 

Resigned. 
Retired. 

Resigned, 
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1924. 


LEGISLATIVE ASSEMBLY. 


NEW SOUTH WALES. 


REPORT FROM THE SELECT COMMITTER 


ON THE 


CLAIMS OF MR. GEORGE H. DINGLE 
AGAINST THE RAILWAY COMMISSIONERS; 


TOGETILER WITH THE 


PROCEEDINGS OF THE COMMITTEE, 


MINUTES OF EVIDENCE 











ORDERED BY THE LEGISLATIVE ASSEMBLY TO BE PRINTED, 
20 November, 1924. 








SYDNEY: ALFRED JAMES KENT, GOVERNMENT PRINTER 


1924, 
¢ 53809 242—a [7d.] 





EXTRACTS FROM THE VOTES AND PROCEEDINGS OF THE 
LEGISLATIVE ASSEMBLY. 


Votes No. 21. TuHurspay, 14 Aveust, 1924, 

3, Criamms or Mr. Georae H. DINGLE AGAINST THE RAILWAY CoMMISSIONERS :—Mr. Walker moved, 
pursuant to Notice,— 
(1.) That’a Select Committee be appointed to inquire into and report upon the claims of Mr. 
George H. Dingle against the Railway Commissioners, for services rendered during the years 1919 
and 19: 20, 
(2.) That sueh Committee consist of Mr. Ball, Mr. Thorby, Mr. Molesworth, Mr, Ness, Mr. George 
Cann, Mr. Anderson, Major Connell, Mr. Fitasinsons, and the Mover. 
(3,) That the Progress Report from the Select Committee of the Session of 1923, together with the 
Minutes of Pr oceedings and Evidence of the Committee, be referred to such Committee. 
Debate ensued. 
Question put and passed. 


Sane 


SSR 
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PT ee 


Votes No. 63, THurspay, 20 NovemsBer, 1924. 


_ ~~ 


8. Craim oF Mr. Georce H. DINGLE AGAINST THE RatLwAy Commissioners:—Mr, Walker, as 
Chairman, brought up the Report from, and laid upon the Table the Minutes of Proceedings of, 
and Evidence taken before the Select Committee, for whose consideration and Report this subject 
was referred on llth August, 1924. 

Ordered to be printed, 
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1924, 


CLAIMS OF MR. GEORGE H. DINGLE AGAINST THE RAILWAY 
COMMISSIONERS, 


REPORT. 





THe Sevect Commirrer of the Legislative Assembly, appointed on the 14th 
August, 1924, “to inquire into and report upon the claims of Mr. George H. Dingle 
against the Railway Commissioners, for services rendered during the years 1919 and 
1920,” and to whom was referred on the same date the ‘ Progress Report from 
the Select Committee of the Session of 1928, together with the Minutes of Proceedings 
and Evidence of the Committee,’ have agreed to the following Report :— 


Your Committee, having examined the witness whose evidence will be found 
ety hereto, find :— 


. That George Helson Dingle was instructed to report upon the condition 
and prio al of various yards of the Railway Department—he did so, and _ his 
investigations extended from 13th October to 10th December, 1919, havi ing made in 
all 38 bee 


That Dingle retired from the service on the ground of ill-health in 1893. 


3. ‘Two years subsequently he re-entered the service and reached the age of 
retirement in 1915, being then 60 years of age. 


The Department, however, fixed his retirement for 12th October, 1918 
and this was extended for one year by the Chief Commissioner, during w hich 
period he was placed on special reclamation work and he actually did retire at the 
end of 1919. On account of his reports a reclamation officer was subsequently 
appointed. 


5. Your Committee are of the opinion that, as disclosed by the evidence, 
Dingle was a zealous and painstaking member of the Railway Department, and on 
account of his reports a great saving of apparently waste material was reclaimed 
- to thousands of pounds. 


That his work was always of a highly satisfactory character, as testified 
to by ea present and past Departmental Officers examined by your Committee 
and his reports were considered most valuable to the Commissioners. 


7. During the time your Committee has been taking evidence Mr. Dingle 
has been put to an expenditure by Counsel and other expenses of upwards of £50. 


Q 
5 . 


a claim of £1,000 by Dingle is as follows :-— 


That he was dismissed from the Railway service by reason of 
eae made by him in his reports of surplus and waste railway stock and 
materials to the approximate value of £1,000,000 under the control of the 
Railway Commissioners. 


That he was appointed by the Railway Commissioners for the 
purpose of reporting upon such surplus and waste stock and was not adequately 
compensated therefor, 
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3. By reason of such reports the Railway Commissioners appointed a 
special reclamation staff officer and employees for the purpose of dealing with 
such surplus stock and materials, which has resulted in and will continue to 
result in a very considerable saving in the expenditure required for the 
administration of the railways and in other ways. 

4. That such reports reveal maladministration on the part of officers 
of the Railway Commissioners, which is now dealt with, following on the 
reports of the claimant. 

5. That the reports of the claimant have been of immense public service 
to the community. 


9. Your Committee, in view of the long, loyal and meritorious service 
rendered by Mr. Dingle, recommends his claim to the favourable consideration of 
the Government and that he be paid the sum of £150, or such other sum as the 
Government may determine to compensate him for his valuable work as temporary 
reclamation officer, and also to reimburse him for his expenses in connection with 
the inquiry. 

R. B. WALKER, 


Chairman. 
No. 3 Committee Room, 


Legislative Assembly 
Sydney, 19th November, 1924. 
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1924. 


PROCEEDINGS OF THE COMMITTEE. 


THURSDAY, 28 AUGUST, 1924. 
The meeting called for this day postponed by order of the Chairman. 





THURSDAY, 4 SEPTEMBER, 1924, 
MemBerS PRrEseEnT ;-— 
Mr. Walker, | Mr Ness. 


In the absence of a quorum, the meeting called for this day lapsed. 
| ; s 5 


I'UESDAY, 9 SEPTEMBER, 1924. 
MEMBER PRESENT. :-— 
Mr. Ness, 
In the absence of a quorum, the meeting called for this day lapsed 


WEDNESDAY, 17 SEPTEMBER, 1924. 
Members Present :— 
Mr, Walker, Mr. Thorby, 
Mr. George Cann, Mr. Ness. 
Mr. Walker called to the Chair. 
Entry from the Votes and Proceedings appointing the Committee, and referring the Progress 
Report of the Session, 1923, read by the Clerk. 
Mr. F. C. Garside (Controller of Stores, Department of Railways), made application to represent the 
Chief Commissioner for Railways.—Leave granted. 
Committee deliberated. 
Parties called in. 
Present :—Mr. F. C. Garside (Controller of Stores, Department of Railways), appeared for the Chief 
Commissioner for Railways. 
Ernest Edward Lucy (Chief Mechanical Engineer, Department of Railways), called in, sworn, and 
examined. 
Witness withdrew. 
Adjourned until Thursday, 25th September, at 2.15 o’clock, p.m. 





THURSDAY, 25 SEPTEMBER, 1924. 
MeMBER PRESENT :— 
Mr. Walker. 
In the absence of a quorum, the meeting called for this day lapsed, 


ne 


WEDNESDAY, 1 OCTOBER, 1924. 
MEMBERS PRESENT :— 
Mr. Walker in the Chair. 
Mr. George Cann, Mr. Ness, 
Mr, Anderson, 
Present :—Mr. ¥. C. Garside (Controller of Stores, Department of Railways) appeared for the Chicf 
Commissioner for Railways. 

Mr. Garside addressed the Committee. 

Mr. Dingle addressed the Committee. 

Re-assembling of Committee to be arranged by the Chairman. 


WEDNESDAY, 








a , aetna . que: alent 


Mr Anderson. 


MEMBERS PRESENT :— 
Mr. Walker in the Chair. 


i 
WEDNESDAY, 19 NOVEMBER, 1924 
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LEGISLATIVE ASSEMBLY. 


NEW SOUTH WALES. 





MINUTES OF EVIDENCE 


TAKEN BEFORE 


THE SELECT COMMITTEE 


ON THE 


CLAIMS OF MR. GEORGE If. DINGLE AGAINST THE 
RAILWAY COMMISSIONERS. 





WEDNESDAY, 1i SEPTEMBER, 1924. 


Present ,— 


Mr. RK. B. WALKER (in tHe CHarR). 


Mr. GEORGE CANN, 


Mr. NESS, 


Mr. THORBY. 


Ernest Edward Lucy, Chief Mechanical Engineer, Depart- 
ment of Railways, sworn, and examined :— 


1. Mr. Dingle.| In giving evidence on a previous occasion 
you were asked were my reports of amy value to your 
Department, and you answered that they were of no 
value. Do you adhere to that statement ?—Yes. 

2. Do you consider that the pulling up of the railway 
for some 6 miles about Glenbrook after my report was 
made was of any service to this country’—The Perma- 
nent Way Branch and its movements are not within the 
scope of my operations or administration, therefore | 
eannot answer that question. 

3. Will you say that all the stuff taken from the Clyde 
yards, since my report was made, is of no value?—I 
“cannot answer that question. 

” 4. Mr. Ness.| It was stated that Clyde was the receptacle 
for all yards?—That is so. 

5. Mr. Dingle.| You stated your visit to the ‘Clyde 
Was prior to my inspection, when you found everything in 
bins+—Some scrap material is kept in bins. Other 
material is kept in heaps. Wheels and axles are kept 
in what are called wheel parks. 

6. What has become of the material taken from the 
Clyde yards since my reports were made?—The major 
part of the material which was at Clyde at the time of 
your report has sitice been used dr disposed of iri one way 
or another. It is a perpetually moving quantity of a more 








or less liquid nature, inasmuch as fresh serap is being 
added to the quantity of material there whilst other 
material is being taken out. 

7. Material had been lying in the Clyde yards for a 
considerable number of years before you took charge. Do 
you know anything about that’—No. 

8. Do you know anything about material that has been 
lying at Granville for forty years ?—I cannot answer that. 

9. Do you think my reports, in which I pointed out that 
hundreds of thousands of pounds worth of stuff were lying 
in certain places, have been of any value?—No, because 
those reports did not disclose material lying about un- 
known to the Department and unrecorded. 

10. What have you got recorded and what have you 
buried in the Clyde yards?—Everything in the Clyde 
yards was recorded. 

11. What quantity of material has been supplied frée to 
the Broken Hill Company, to Hoskins, and to other com- 
panies during the four years of the war?—The records are 
available in the Department. 


12. Mr. Garside.| The records of the scraps were pro- 
duced to the Committee. 

13. Mr. Dingle.| In connection with the Alexandria 
yards there wére about 140 cases of glass. About one 
third 6f that glass, which had been there for six years, 
was destroyed. Was it of any advantage to the Railway 
Conimissioners t6 know that glass was there?—I do not 
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Witness—E. E, Lucy, 17 September, 1924. 


think so. I recollect your report and the mention of a 
case of glass, but the case of glass did not belong to my 
branch. 

14. Do you remember anything about thousands of 
carriage springs in the Redfern yard {—Yes. 

15. Were they of any value;—what has been done with 
them?—Some of those springs were obsolete; some were 
there for rebuckling and reconditioning, and some for 
scrap. Ss 

16. What has become of them?—There are always heaps 
of springs in the carriage works yard; they are per- 
petually being added to and taken from. 

17. Was my report with regard to that stuff of any value 
to you?—No: I knew the springs were there. I had 
lists of them, of their condition and sizes, kept in accurate 
and proper groups. 

18. Why were the springs allowed to remain there so 
many years?—During the war, and towards the end of 
the war more particularly, I deliberately stored up all 
sorts of material, from second-hand boilers down to all 
classes of pin material, not knowmg when the war would 
finish, and having in mind that I might have to put old 
boilers, with greatly reduced pressure, back again on to 
engines to work very much smaller loads; but at any 
rate to keep the railways going, because at that time we 
were prevented by the Munitions Ministry at Home from 
getting any more new material. 

19. If you were so anxious to keep this material fer the 
benefit of the railways, why was it given free of cost to 
certain companies?—Free of cost—I cannot understand 
the question. 

20. Is it a fact that this material was passed over free 
of cost to Hoskins, the Broken Hill Company, and the 
Newcastle Proprietary Company?—I have no _ recollec- 
tion of such a thing. 

21. When I visited Sutherland, I found material for 
two tanks, one erected, and the other on the ground, with 
which nothing was done until I reported upon it. Was 
that report of any value to the country ?’—I should think 
not, because the tank and its location would be known to 
the Department. 

22. Mr. Thorby.] What was the object in view when 
Mr. Dingle was appointed to make certain reports to the 
Railway Department?—Mr. Dingle told the Locomotive 
Works Manager that in his opinion there was a lot of 
material lying about. Mr. Warren, the Locomotive Works 
Manager, repeated that to me. Knowing Mr. Dingle, and 
the large quantity of material we had at Clyde, I thought 
to check all the material lying there. I therefcre agreed 
with Mr. Warren that he should send Mr. Dingle to me to 
make arrangements for him to commence the inspec- 
tion, 





Was any action taken by the Department as the 
result of the information contained in Mr. Dingle’s re- 
ports ’—No. 

24. No action whatever?—No, beyond comparing his 
reports with the list already extant in my office to see if 
there were any discrepancies, particularly to see if there 
was something mentioned in Mr. Dingle’s reports which 
was not in our office records. 

25. Was there certain information contained in Mr. 
Dingle’s reports which was not in your office records ?-— 
No. 

26. Nothing whatever ?-—No. 

27. When was the economy committee appointed——be- 
fore or after Mr. Dingle’s reports? 

28. Mr. Garside.| It was appointed in 1915. 

29. Mr. Therby.] Were the 8,000 axles, referred to as 
lying in the Clyde yards on 19th December, 1923, con- 
demned axles, or are they still lying in the Clyde yards? 
—Those that remain unused are still lying in the Clyde 
yards waiting to be used. They represent a pre-war pur- 
chase. 

30. Is it not a fact that the Railway Department, im- 
mediately after Mr. Dingle submitted his reports to you, 


bo 


did take action to have a general clean-up of all the yards 
and depots, and to record or put to use material lying in 
the various yards and depots/—No, we did not com- 
mence any general clean-up to any extent of second-hand 
material until the war was well over and new material 
was available. Speaking from memory, it would be about 
a year after the war terminated before we were able to 
get such material—as, for instance, boiler plates. 

~ 31. Your opinion is that Mr. Dingle’s reports were of 
no material value to your Department ?—That is so. 

32. Chairman.]| Was a reclamation officer appointed 
after Mr. Dingle’s reports came in?’—I cannot remember 
whether the reclamation officer was appointed before or 
after Mr. Dingle’s reports came in, but I do not think 
the appointment of a reclamation officer would be borne 
upon in any way by Mr. Dingle. 

33. You remember the reclamation officer was appointed? 
—Yes. 

34. Who was it?—Cockburn. 

35. Mr. Dingle has never been paid any special re- 
muneration for his work?—Nothing beyond his ordinary 
pay. 

36. Mr. Dingle.] Do you remember writing a letter to 
Mr. Hamilton authorising him to allow me to inspect 
your stock’—Yes. 

37. Was that an appointment or not?—I wrote a letter 
of introduction to Mr. Hamilton for you as an authority 
to enable you to walk about the yard. 

88. Was that an appointment or not’—It was not an 
appointment. 

39. Chairman.] It originated through this note: “The 
bearer, Mr. Dingle, is to be permitted to inspect any 
scrap material, wheels, axles, tyres, &., at your premises. 
FE. Luey, 7th October, 1919”%—Yes. Obviously if I had 
not given a memorandum of that sort the waggon superin- 
tent at Clyde would have asked him, “What are you doing 


here?” 


40. Mr. Dingle.| Do you remember seeing me when I 
came to you from Mr. Warren ’—Yes. 

41. Did I make any reference to Mr. Starr meeting me 
there2—I cannot remember any detailed conversation so 
far back as that. 

42, T will refer to a period further back. Do you re- 
member meeting me with a deputation on the morning 
of the strike?—Yes, I remember you somewhere about 
that time. 

43. Were you ever down at White Bay?—Many times. 

44. Did you see the state of that yard?—Yes, I would 
notice the state of it. 

45. Mr. Ness.] Was construction work going on there 
at that time?—Yes. Mr. Kendall was just taking over 
what was known as the old iron or steel works, 

46. Do you remember Mr. Melville reporting at your 
office the words I said to him?—No. 

47. Was the burying of material in Alexandria yard 
known to you’—No. 

48. Would you be surprised to learn that material is 
buried there, also under the shops recently erected there; 
do you know what the shops are built on ?—They are built 
on the formation of the earth embankment. 

49. You are positive of that ?—Yes. 


50. Mr. Ness.] A complaint was made by Mr. Starr to 
the Commissioners that certain material was buried. 
Certain prospecting took place. Do you know if any- 
thing was found ?—No. 

51. Mr. Dingle.] Is it a fact that my reports were 
sent to the heads of other branches of the railway ser- 
vice?—I cannot answer that question definitely, but I 


have an impression that on one or two occasions ex- | 


tracts may have been sent to other branches. I do not 
recollect whether they were or not. I think that where 
some matters were mentioned in your reports which ob- 
viously related to other branches I sent extracts frem 
your reports to those branches. 





Sydney: Alfred James Kent, Government Printer—1924. 
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1924. 


LEGISLATIVE ASSEMBLY. 


NEW SOUTH WALES. 


UNIFORM RAILWAY GAUGH. 


(EXPLANATORY MEMORANDUM RELATING TO THE REPORT OF THE CONFERENCE OF COMMON- 
W KALTH AND STATE MINISTERS (1923) UPON THE PROPOSED UNIFICATION OF AUSTRALIAN 
RAILWAY GAUGES, PARTICULARLY IN REGARD TO THE KYOGLE-BRISBANE RAILWAY.) 


Ordered by the Legislative Assembly to be printed, 16 October, 1924. 





Statement for the Premier’s use in the Legislative Assembly. 


Uniform Railway Gauge. 


Mr. Horsincron asked me on Tuesday night a question regarding the unification of the Australian 
Railways and the ratification by Parliament of any proposals in connection therewith. 

The report of the Conference of Commonwealth and State Ministers held in May and June, 1923> 
was tabled on 6th September of that year. It will be observed from pages 101 et seq. that the Royal 
Commission on Uniform Railway Gauge which reported on 22nd September, 1921, recommended the 
making of provision for :— 

(a) A 4 ft. 83 in. gauge railway from Fremantle to Kalgoorlie, linking with the existing railway from 
Kalgoorlie to Port Augusta ; 

(b) A 4 ft. 84 in. gauge railway from Port Augusta to Adelaide (part conversion) ; 

(c) Conversion of the whole of the 5 ft. 3 in. gauge line of South Australia and Victoria (including 
the conversion of the 3 ft. 6 in. line between Terowie and Peterborough in South Australia) ; 

(d) A 4 ft. 84 in. gauge railway linking Sydney and South Brisbane via Macksville, Kyogle, and 
Richmond Gap. 


The estimate for this scheme is £21,600,000 made up as follows :— £ 
(a) Alterations to existing railways and structures... oe oa hae 9,012,000 
(b) Any new lines necessary ... — eh 4 a: — ne 6,873,000 
(c) Adjustments of rolling-stock ... a sh ve e “i 5,715,000 


Total an en ae “pr 40 oh an £21,600,000 


These recommendations were considered at a conference of Premiers with the Prime Minister in 
Melbourne in November, 1921, when it was resolved :— 

That the adoption of a uniform gauge is, in the opinion of this Conference, essential to the development 
and safety of the Commonwealth. 

That the Commission’s recommendation of a 4 ft. 84 in. gauge be accepted. 

That the Commonwealth shall prepare and circularise to the States a draft agreement to give effect 
to the recommendations of the Commission. 

That steps shall be at once taken by the Premiers of all the States to consult their Governments with 
regard to the said agreement, and the financial obligations of the parties thereunder, and that 
the conclusions arrived at shall be communicated to and considered at a further Conference in 
January, 1922. 

The further Conference was held in Melbourne on 17th and 18th January, 1922, and no decision 
was arrived at. 


The Commonwealth Government, as a result of reconsideration of the position, submitted an 
alternative scheme for the consideration of the States at the 1923 Conference. In view of the financial 
situation the Federal authorities believed that adding to the already high interest charges on the existing 
lines was inadvisable, especially in view of the fact that the expenditure involved in the scheme previously 
submitted would not, to any extent, aid in the development of new country, which was a matter of such 
vital importance to Australia, particularly in regard to the migration schemes of the Commonwealth. 
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The following alternative scheme, which would promote development of new country and would 
largely minimise the existing difficulties in connection with the breaks of gauge, and would not in any 
way conflict with the larger scheme of unification should such be agreed upon at any time, was therefore 
suggested by the Commonwealth for the consideration of the State Governments :— 


That a 4 ft. 8 in. gauge line be constructed between Port Augusta (South Australia) and Hay 
(New South Wales). 


. That a 4 ft. 84 in. gauge line be constructed between Kyogle (New South Wales) and Brisbane 


(Queensland). 
The approximate costs.of the above proposals are as follow :— £ 
1. Port Augusta to Hay (500 miles)... it ony ae oth = ree 4,500,000 
2. Kyogle to Brisbane (87 miles), including strengthening of existing line between 
Grafton and Kyogle... ist a; Re ul #5 “ae ae %. 3,500,000 
Lota Warts mi sat at Hf: ate sy: ce note £8,000,000 


As a result of the opposition of South Australia and Victoria the Commonwealth seed sg were 
not adopted. The Minister for Public Works and Railways for New South Wales stated that the New South 
Wales Government was practically agreed regarding the cross-continent connection, the only difference 
being that it considered the country would be better served by the completion of the line to Broken Hill 
which had been three-parts constructed, than by the construction of a standard gauge line between Port 
Augusta and Hay. Mr. Ball pointed out that the development of the Murray Valley had already been 
provided for by the Border Railways Agreement between Victoria and New South Wales under which 
no fewer than four railways were being built into Murray lands, and four bridges were being constructed 
over the Murray River. 


As New South Wales, Queensland, and the Commonwealth were prepared to proceed with the 
construction of the Brisbane to Kyogle line, the Prime Minister stated that he would subsequently confer 
with the Governments of the two States me ntioned, with a view to seeing whether action could be taken 
to carry out that section. 


It is understood that the Commonwealth Government is now in negotiation with the Government 
of South Australia regarding other sections. 


The Acting Fremier of Victoria stated at last year’s Conference that his Government could have 
understood the Commonwealth proposing a line from Trida to Menindie. 


a 
Sydney: Alfred James Kent, Government Printer—1924. 
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Ordered by the Legislative Assembly to be printed, 7 and 9 October, 1924. 
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COPY OF COMMISSION. 


GEORGE the Fifth, by the Grace of God, of the United Kingdom of Great Britain and Ireland, and of the 
British Dominions beyond the Seas, King, Defender of the Faith, Emperor of India. 


To our Trusty and Well-beloved, 


SIR SAM FAY, Kr., J.P., 
SIR VINCENT RAVEN, K.B.E., M.Inst.C.E., M.I.M.E., M.I.E.E.— 


GREETING : 

Know YE, that We, reposing great trust and confidence in your ability, zeal, industry, discretion, 
and integrity, do, by these presents, with the advice of our Executive Council, authorise and appoint you 
to inquire into the management, equipment, and general working, including the finance, administration, 
control, and economy of the Railway and Tramway Services in New South Wales, and more particularly : 


(1) The organisation and running of the passenger and goods traffic, the services rendered, the scales 
of fares and freights operating, and the financial returns. 


(2) Matters appertaining to the organisation and conduct of the Mechanical Section of the system 
in relation to the respective types of locomotives and rolling-stock adopted, cost, economy of 
life and use, equipment, renewal, and maintenance charges, 


(3) Matters relating to the construction, renewal, and maintenance of the permanent way, including 
| station equipment and the systems of signalling and interlocking adopted. 


| AND we po, by these presents, give and grant to you, or either of you, full power and authority, 
with all proper or necessary assistance at all times, to call before you all such persons as you may judge 
necessary, by whom you may be better informed of the truth of the premises, and to require the production 
of all books, papers, writings, and other documents as you may deem expedient, and to visit and inspect 
the same at the offices and places where the same or any of them may be deposited, and to inquire of the 
premises by all lawful ways and means. ANp Our further will and pleasure is that you do, within the 
space of six months after this, Our Commission, or sooner if the same can reasonably be done, certify to 
Us, in the office of Our Premier, what you shall find touching the premises. AND WE HEREBY command 
all Government officers, and all other persons whomsoever within Our said State, that they be assistant 
to you in the execution of these presents. AND WE DECLARE this, Our Commission, to be a Commission 
for all purposes of the Act No. 29 of 1923, intituled ‘‘ The Royal Commissions Act, 1923.” 


IN TESTIMONY WHEREOF We have caused these Our Letters to be made Patent, and the Great 
Seal of Our State of New South Wales to be hereunto affixed. 


Witness Our Trusty and Well-beloved Sir DupLey Rawson Srratrrorp bE Cuarr, Admiral 
in Our Royal Navy, Knight Commander of Our Most Honorable Order of the Bath, 
Member of Our Royal Victorian Order, Governor of Our State of New South Wales and 
its Dependencies in the Commonwealth of Australia, at Sydney, in Our said State, this 
ninth day of May, in the year of Our Lord one thousand nine hundred and twenty-four, 
and in the fifteenth year of Our Reign. 

(Sgd.) D. R. S. pe CHAIR, 


Governor, 
By His Excellency’s Command, 


(Sgd.) GEORGE G. FULLER. 


re ae ce 


Entered on Record by me, in ReaisteR or Patents, No. 40, page 13, this twenty-sixth day of May, 
one thousand nine hundred and twenty-four. 


For THE COLONIAL SECRETARY AND REGISTRAR OF RECORDS, 


(Sgd.) E. B. HARKNESS, 
Under-Secretary. 
per H.D. 
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ROYAL COMMISSION ON RAILWAYS AND TRAMWAYS, 





REPORT. 


—— 





To His Excellency Sir Duptry RAwson SrrarrorD DE Cuatr, Admiral in the Royal 
Navy, Knight Commander of the Most Honorable Order of the Bath, Member of 
the Victorian Order, Governor of the State of New South Wales and its Dependencies, 
in the Commonwealth of Australia. 


May 1T PLEASE YouR EXcELLENCY,— 


1. We, your Commissioners, appointed to make a full inquiry into the finance, 
management, equipment, and general working, including the administration, control, 
and economy of the railway and tramway services in New South Wales, and more 
particularly— 

(a) The organisation and running of the passenger and goods traffic, the services 
rendered, the scales of fares and freights operating, finance and financial 
returns, 

(b) Matters appertaining to the organisation and conduct of the Mechanical Section 
of the system in relation to the respective types of locomotives and rolling- 
stock adopted, cost, economy of life and use, equipment, renewal and main- 
tenance charges, 


(c) Matters relating to the construction, renewal, and maintenance of the permanent 
way, including station equipment and the systems of signalling adopted, 


have the honour to submit the following report :— 


I.—_INTRODUCTORY. 
Appointment of Royal Commission. 


2. The appointment of a Royal Commission was announced by the Premier 
on the 22nd December, 1923, the members being Sir Sam Fay and Sir Vincent L. Raven, 
to whom your Commission was issued on the 9th May, 1924, authorising and appointing 
those Commissioners to inquire into the above-quoted subjects. 


3. The appointment of this Royal Commission was the result of discussions in the 
Legislative Assembly upon railway administration generally, including the reappoint- 
ment or otherwise of the present Railway Commissioners. As a temporary arrangement, 
and pending the report of your Commission, the services of the Railway Commissioners 
were extended until 3lst December, 1924. 


Conduct of the Inquiry. 


4. Your Commissioners arrived in Sydney on 9th May, and immediately proceeded 
to issue a questionnaire of sixty items (subsequently amplified) through the Minister 
for Railways to the Railway Commissioners. Statements were also obtained from the 
same source as to the duties of the various chief officers, and the general organisation 
and administration of their branches. We have also called for, and perused, the 
Minutes of the Board Meetings of the Commissioners, the Committee Meetings, and the 
various Officers’ Conferences, and have also analysed the complaints, numbering some 
hundreds, addressed to the Railway Commissioners by the public over a period of six 
months. In conjunction with our personal observations, these have probably given 
us as much information on the subject of the New South Wales Railways as the evidence 
placed before us. 


5. Commencing on 13th May, we travelled over the whole of the main lines, 
and, with few exceptions, the branch lines, of the New South Wales State railway system. 
We devoted thirty-six days to the tours of inspection, travelling 9,580 miles in that 
period, and inspecting the plant and facilities.. In the course of these tours, which 
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were undertaken primarily to enable us to become acquainted at first hand with the 
location, general layout and equipment of the track, stations, and buildings, we ascer- 
tained the traffic conditions of the lines, the facilities provided for the handling of various 
classes of traffic, the nature of the country served by the railway network, and the 
methods of local supervision and working. ‘To this end an inspection was made of 
passenger and goods stations, refreshment-rooms, locomotive and electrical workshops, 
sheds, and manufacturing establishments, stores, yards, signalling equipments, and the 
permanent way, together with other essentials of railway service, while conversations 
with the local supervisory officials helped us to appreciate the nature of the railway 
problem in this State. These tours of inspection also enabled us to study the detailed 
organisation of the various districts on the spot. 

6. With the exception of a tour to Broken Hill and an inspection of the lines in 
the Riverina area, we were accompanied—at our own request—by Mr. J. Fraser, 
C.M.G., Chief Railway Commissioner, in order that we might have the advantage of 
ascertaining at first hand such information upon the layout of the lines and various 
phases of railway working as we required. The Chief Traffic Manager, the Chief Mechani- 
cal Engineer, and the Information Officer also accompanied us, while traffic and loco- 
motive officers were present in their respective districts for the purpose of explaining 
the various features of the railway system in their areas. 


7. The tours of inspection were completed on 11th July, and at intervals between 
journeys evidence was taken on oath from the Commissioners, the principal officers 
of the Railway Department, and also from Mr. F. A. Coghlan (Auditor-General), Mr. E. J. 
Sievers (Valuer-General), Mr. J. Spencer Watts, of Messrs. Smith and Johnson, Public 
Accountants, Sydney, who made a report to the Railway Commissioners in 1921 upon 
finance and financial methods, and Mr. J. Spence, Director of Finance at the Treasury. 

8. Regular sittings were commenced in Sydney on 15th July, and one day’s 
hearing took place at Newcastle on 20th August. Evidence was taken on twenty- 
eight days. In all, twenty-eight departmental officers and twenty-five representatives 
of public bodies and associations were heard in addition to the gentlemen named 
above. The list of witnesses is given in Appendix 3. 

9. It became evident at an early stage of the inquiry that the system of financial 
control under which the railways and tramways are dependent upon the yearly budget 
of the State, coupled with the fact that no reserves exist to meet wasting assets, dominated 
the organisation, and through it the efficient and economical operation of the transport 
services. We have, therefore, placed Finance and Financial Control in the forefront 
of our report. 

10. Summarised, the Terms of Referénce fall into five main heads, as shown 
below, and we deal with them in that order :— 


FINANCE AND FINANCIAL CONTROL. 
ORGANISATION. 
MANAGEMENT. 


(a) Permanent Way and Works, 

(6) Signalling, 

(c) Mechanical. 

(d) Electrical. 

(e) Stores. 

(f) Operation. 

(g) Rates and Fares. 
TRAMWAYS. 
MISCELLANEOUS QUESTIONS. 


A final section contains a Summary of our principal Recommendations, 


Railway Development in New South Wales. 


11. The first attempt to introduce railway communication in New South Wales 
was in 1846, but it was not until 1848 that a company entitled The Sydney Tramroad 
and Railway Company was formed for the purpose of constructing a railway from 
Sydney to Parramatta and Liverpool, with possible future extensions to Goulburn 
and Bathurst. This company, however, made very slow progress with the work, which 
was ultimately taken over by the Government. Meanwhile, another com) any had 
been started in 1853 with the object of constructing a railway from Newcastle to Maitland. 
This was no more successful than the Sydney company, and shared the same fate. 
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12. The Government, on taking possession of the property of the defunct 
companies, carried on the works with energy and on 26th September, 1855, opened the 
line from Sydney to Parramatta, while communication was established between Newcastle 
and Kast Maitland on 11th April, 1857. Thus, practically from the inception of railways, 
the Government has managed and operated the railway transport services and now, 
except for a few short private lines, the whole of the system in New South Wales is 
State-owned. In the first decade after the opening of the Parramatta railway, 129 
miles were built, in the second decade, 294 miles, and in the third, 1,295 miles of con- 
struction took place. From 1885 to 1895, 799 miles were added. Railway development 
rapidly proceeded, and during the eleven years from 1914 to 1924, the route mileage 
actually increased by over 39 per cent.— from 3,967 route miles to 5,523 route miles. 

13. The Statutory relations between the Government and the railways, as 
contained in various Government Railway Acts, provide for the appointment by the 
Government (i.e., by the Governor with the advice of the Executive Council) of Com- 
missioners as a corporate body under the name of “‘ Railway Commissioners for New 
South Wales.” For the purposes of the Acts the railways and tramways (including 
equipment and lands are “ vested absolutely” in the Commissioners. They are 
authorised to work and manage the railways, but their powers are circumscribed in 
several important respects. Expenditure is limited to moneys appropriated by Parlia- 
ment, and all receipts are to be paid into the Consolidated Revenue of the State day by 
day. Moneys for additional stores, plant, rolling-stock, stations or other accommodations 
considered necessary to meet traffic requirements have to be sought by application 
through the Minister for Railways. Approval of by-laws must be obtained and as 
rates and fares are imposed by by-law this entails a submission to the Government of 
any proposed increase or decrease in charges. Hxaminers of candidates for permanent 
employment in the Railway Service have been appointed by the Chief Commissioner. 
An Appeal Board to deal with appeals by the staff against punishments must have a 
Chairman appointed by the Government. All regulations as in the case of by-laws 
must receive Executive authority before becoming operative. 


Important Facts and Figures. 

14. Prior to the detailed consideration of particular questions, it will probably 
be of advantage briefly to outline the salient points of the railway system and the 
financial results of the New South Wales Government Railways Undertaking over the 
past few years. Comparisons over the period of eleven years are included in this review, 
but it must be observed that such comparisons should be regarded with caution, owing 
to the disturbing effect of the war period vitiating the accuracy of conclusions drawn. 
wholly upon the figures here presented. The unification of accounts on the railways of 
Australia in 1921 also led to certain changes in the methods of calculating figures, and 
this is a further complicating factor. We give the figures, which are extracted from the 
annual reports, in order to show to some extent the nature of the problem with which 
we were confronted on our arrival. 

15. At 30th June, 1924, the New South Wales Government Railways open for 
traffic represented a capital of £93,355,167, this being divided as follows :— 


RaInbway CAPITAL EXPENDITURE AT 30TH JUNE, 1924. 


1. Acquisition of land, property, &c., used in connection = 
with railway working (approximate)... eh, ... 4,243,659 
2. Construction of lines and works open for traffic ... ... | 67,945,357 
3. Rolling-stock— £ 
(a2) Locomotives e. af ‘1 7,332,764 
(b) Coaching stock ... be. ey 3,594,290 
(c) Freight stock oa AL «; 5,317,145 
——_——__ 16,244,199 


4. Manufacturing and repairing works and 
plant— 
(a) Land and buildings a re 1,340,660 
(6) Machinery and plant P, cs 1,685,731 


3,026,391 
5. Miscellaneous expenditure ... tt <8) ie 332,561 
6. Vote for purchase of stores and materials ... af ree 1,563,000 
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16. The New South Wales railways extend from Albury, 
and Murwillumbah in the north, a dist 


in the south to Wallangarra 


The most distant western terminals are Hay, Trida, 
tween 470 and 522 miles from Sydney. 
e other along the North Coast, 
rest of the system by the Clarence River at Grafton. 

523 route miles of lines, of which 4,875 are single 
riles on 30th June, 1924, this comparing with 3,9673 
1914, increases of 39 per cent. and 42 
1924, the Railway Depart- 
suburban services and 10,744,868 on the 
809 and 8,896,612 respectively in 
goods, coal, coke and 
245,842 tons for 


ranging be 
at Broken Hill and th 


17. The system comprises 5, 
track, and represented 6,261 track n 
route miles and 4,403? track miles at 30th June, 
per cent. respectively. During the year ending 30th June, 
ment carried 117,356,316 passengers on the 
ese figures comparing with 77,431 
The corresponding figures for freight traffic ( 
ear ending 30th June, 1924, and 13, 


country services, th 
the year 1913-14. 
live stock) were 15,693,127 for the y 


the year ending 30th June, 1914. 


18. The total revenue for the year 1923-24 was 
expenditure £10,917,491, thus 


xii 


There 


Tocumwal, and Bombala 
ance of 900 miles. 
Bourke and Brewarrina, these 
are two isolated sections, one 


the latter being cut off from the 


leaving £4,699,086 net revenue 


required to meet interest obligations. 


£7,742,241 earnings, £5,409,820 working expenses, an 


expenses, £2,332,421. The percentage of working expense 


years in question was 69-91 and 69°87 respectively. 


19. The brief summary in the preceding paragr 
siderable development has taken place in the last c 
ten years, largely owing to the incidence of the 
development, it is to be noted that since 1913-14 
per cent., revenue 102 per cent., working expenses 102 
121 per cent. 


{ 





decade, and w 


Net Earnings. 


£15,616,577, and the working 


to cover the amount 


Ten years ago, the corresponding figures were 
d balance after paying working 
s to receipts for the two 


aphs clearly indicates that con- 
hile in the course of the 
war, there have been variations in 
capital expenditure has increased 52 
per cent., and interest payments 
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ie the Fae Gross Working ; eee 
ep | Sere eae ¥ Se =>. 3 Per cent. Surplus or State Loans 
ae CoRR oy | sere: Shaye Amount. of Profit to ; Hehicis in attributable 
capital interest on to Railways. 
invested. State Loans. | 
£ oy LA £ £ “3 3 
1914 | 61,264,869 7,742,241 5,409,820 2,302,421 3°87 + 209,367 3°6685 
1915 | 65,583,274 7,616,511 50115162 2,305,349 3°60 | — 23,331 3°6694 
1916 | 68,825,592 8,006,078 5,661,168 2,344,910 3°45 — 223,749 3:7774 
1917 | 72,008,621 8,380,085 | 5,915,360 | 2,464,725 3-50 | — 394,064 4-0933 
1918 | 75,050,450 8,954,880 5,940,447 |- 3,014,433 4-10 — 28,916 4-1738 
1919 | 76,601,591 | 9,958,173 6,904,450 3,053,723 4-03 — 211,817 4-35 
1920 | 79,318,917 13,083,847 9,570,984 3,512,863 4-48 — 129,125 4-6863 
1921 | 82,304,194 | 14,267,205 11,032,677 3,234,528 4-01 — 577,032 4-7608 
1922 | 85,552,871 15,213,019 | 11,116,802 4,096,717 4-88 — 121,164 5:0635 
1923 | 89,276,871 15,221,333 | 10,649,974 4,571,359 5-22 | + 84,056 5-1606 
1924 | 93,855,167 | 15,616,577 10,917,491 4,699,086 5-13 | + 5,669 5-1606 
1{.—_ FINANCE 
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II.—FINANCE AND FINANCIAL CONTROL. 


Commissioners’ and Treasury Capital Figures. 

20. In reviewing the financial position of New South Wales railways, a 
difference presents itself as between Railway and Government figures by reason of 
the fact that the capital assumed by the Railway Commissioners refers to lines open 
for traffic only, whereas Treasury accounts include moneys spent on lines under 
construction, interest upon which is not charged against railway administration 
until completion and the opening of lines for traffic. At 30th June, 1924, the 
capital commitment in railways and works open for traffic was £93,355,167. At 
the same time the State indebtedness upon those lines and works, plus lines under 
construction, totalled £98,851,357. There is roughly £104,000,000 sterling 
(including tramways) represented in the loan account of the State out of a total of 
£210,493,974 resting upon the Consolidated Revenue Fund. 


21. In sixteen years, viz., since 1908, the railway capital. account has been 
doubled, and since July, 1918, there has been an addition of £35,701,389, or 62 per 
cent., whilst mileage of line increased by 41 per cent. during the same period. 
The railway capital, revenue, expenditure, and interest figures from July, 1913, to 
30th June, 1924, are given in the preceding table, while the diagrams on pages x and xi 
show how the revenue was earned and how it was spent in 1913-14 and 1923-24. 


Interest Charged to Railway Account. 

22. Over these years the deficiency in net revenue necessary to meet interest 
charges upon that portion of the Consolidated Loan Account of the State 
attributable to railways totalled £1,410,106, and it will be observed that only in the 
years 1914, 1923, and 1924 was there a surplus over and above the interest charges. 


23. In this connection it is well to note here that the Railway Commissioners 
are not altogether satisfied that the interest charged by the Treasury to their account 
hasbeen strictly correct. Mr. Hartigan, the Chief Accountant, in answer to the 
query (Q. 1): ‘ Does the interest on capital represent the actual rate at which moneys 
for railway purposes was raised?” said ‘‘No. The interest is calculated on the 
capital invested at the average rate of interest paid on the whole of the State loan. 
The Railway Commissioners are advised of this rate by the Treasury, but have no 
means of checking the correctness thereof.” He said further (Q. 37) “I have never 
been able to ascertain how the average rate is computed. The ‘Treasury advises us 
of the average rate, but I personally doubt whether that rate is correct. It is 
questionable whether we are not being overcharged by too high a rate.” It is very 
desirable that this point should be cleared up. 


24. The figures tabulated in the preceding table bear the impress of the war 
directly and indirectly. Increase in the purchase price of coal and materials was 
£1,095,000, municipal and water rates account for £58,000, while wages—increased 
to meet the enhanced cost of living and reduced hours of work—represent over 
£3,105,000 of the difference between the 1914 and 1924 expenditure. How serious 
is the burden upon the railways of the rising rate of interest on the State debt is 
shown by the figure of 3°6685 per cent. in 1913-14 and 5'1606 per cent. in 1923-24. 
The actual cash difference under this head between the two years is £1,357,000. 
We deal elsewhere with the war effect upon the rolling-stock, and also the 
disturbance of the suburban electrification programme. We might, however, add 
that the adverse effect of the war upon railways generally would appear from’ these 
figures to have been less in Australia than in many other countries of the world. 


Capital Expenditure Charged to Working Expenses. 

25. The working expenses shown in the facing table include certain items, 
properly chargeable to capital, estimated at £80,000 per annum. In theory, the 
necessary renewals are included in the working expenses, but no provision has 
been made for meeting wasted and wasting assets year by year, and there is no 
reserve of any sort for renewals. 


Provision of Funds. 


26. The manner in which railway funds are provided follows British 
Budgeting methods. Some time before the end of the financial year, the chief 
officers 
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officers prepare estimates of expenditure on capital and revenue accounts for {1 ¢ 
coming financial year. ‘The Chief Commissioner criticizes these estimates, together 
with the estimates of prospective revenue, and submits them to the Minister for 
Railways, who sends them on to the State Treasurer for later submission to 
Parliament. Mr. Fraser’s evidence (Q. 158) upon this aspect of the question was 
to the effect that the departmental estimates of expenditure required, both on loan 
and revenue accounts, have generally been greater than the amounts which the 
Government has been able to provide, and expenditure in both connections has, 
therefore, been restricted to the lowest possible minimum. 


97. In answer to a written request for further information, Mr. Fraser 
furnished a paper stating that “The Loan Estimates, upon submission to the 
Treasurer, were always returned to the Commissioners with an intimation that a 
certain sum only would be made available for their requirements, A stated amount 
must be allocated for new lines construction. Asa consequence, the original loan 
programme had, of necessity, to be revised, and many urgent and necessary works 
deferred, while others in progress had to be stopped until funds were made 
available.” Mr. Fraser further said that “he had to have regard to what it was 
possible or practicable to spend in relation to the revenue likely to be received, and 
the interest which must be met during the year.” On this subject, the following 
extracts from letters to the Minister for Railways dated 16th August, 1919, 27th 
April, 1920, and 26th April, 1922, are illuminating. 


16th August, 1919. 

In reply to your communication of the 11th instant intimatiug the views of the Minister for Works 
and Railways, with regard to the Loan Estimates submitted by the Commissioners for the current financial 
year, I am directed to say that, as desired, the various items for which provision was made in the Loan 
Expenditure have been further considered by the Commissioners, who regret that they are unable while 
considering the urgent requirements of the community to reduce the amounts set down for the various 
works proposed. 

Firstly it should be taken into consideration that the amount of work which can be produced for a 
given sum will be lower during the current financial year than during any previous period in which records 
have been kept owing to the higher wages now being generally paid, and to the high value at which the 
cost of materials is still maintained. 

You question the possibility of the money asked for being expended, and in this connection I might 
point out that in some years before the war greater expenditure relatively was incurred than that proposed 
for the present year while the business to be catered for was less. In the year 1913 the total amount 
expended for rolling-stock and additions to lines, duplications, &c., was £2,772,030, but the work 
then carried out for that sum could not be carried out during the current year for a less sum than about 
£4500,000. Similarly in the year 1914 works costing £3,485,279 were carried out under the headings 
abovementioned. To carryout a similar amount of work to-day would cost about £5,500,000. It would 
appear, therefore, that as the Department was able prior to the war to, without material difficulty, expend 
the large sums of money mentioned, there should be no difficulty with better appliances in completing 
works to the amounts provided on the Estimates for the current year. 

Incorporated in the amount for rolling-stock are vehicles most urgently required in the handling of 
the passenger business of the City, and urgently required to permit of the carriage of all the products of 
the State which may be offered for transport, and I am desired to stress the importance to the community 
of the provision of adequate rolling-stock to permit of workers in the State to produce from day to day 
and transport from day.to day the maximum tonnage practicable, as only in this way will the financial 
position of the State be greatly bettered. 

The Commissioners believe that the proper equipment of existing railways to enable the daily business 
to be satisfactorily carried on is a matter of greater urgency than any other work or works which could be 
submitted, for the reasons stated, i.e., that the financial position of the State depends upon maximum 
production, and maximum production cannot be achieved if the transport services are in any respect 
inadequate. To make this service adequate in all respects, rolling-stock which has been referred to in 
apecial communications must be provided, and the facilities for dealing with that rolling-stock at certain 
stations throughout the system where serious congestion at present exists are practically equally urgent. 

There is, in addition, necessity for the housing of large numbers of the staff to prevent the serious 
grievance which frequently arises from the discomforts endured owing to lack of suitable accommodation. 
The provision of such residences will probably tend to produce greater contentment, and contentment is an 
essential condition to the satisfactory working of any business. 

With regard to the duplication of the lines, I am directed to intimate that the completion of the 
works on the Illawarra Line as between Tempe and Rockdale, between Otford and Coalcliff, and between 
Thirroul and Wollongong, are essential to permit of the reasonably satisfactory working both of the suburban 
passenger business, and the heavy mineral business which is derived from that line. The work between 
Bowenfels and Wallerawang is also of an urgent character owing to the difficulties in operation which occur 
when the business is at all heavy, and a very considerable amount of the business being now a mineral 
business this will remain heavy despite weather conditions. 

On the main Southern Line there is a weak link between Murrumburrah and Demondriile Creek, 
to which is due frequent irregularities and difficulties in working the heavy through business which occurs 
during good seasors, and also in bad seasons when live stock is being moved from place to place. 

With 
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With regard to the amounts required for Tramw 
required to complete the erection and equipment 
progress, and which should be completed at the e 

The additional amounts suggested by the Minister have been added to the 
the Commissioners are not aware of any urgent works demanding the expe 

The Commissioners note that it is not the ( 
with works in connection with the City R: 
that the transport facilities in this City are 
Cabinet to defer for a further twelve months 


ays, the largest item of expr 
of the new power-house at Newca 
arliest possible date, 


nditure is the sum 
stle, which work is in 


Loan Kstimates, although 
nditure suggested. 

active commencement be made 
ancial year, and desire me to say 
now in such an unsatisfactory position that the decision of the 
the commencement of the only work which can give the required 
relief is a decision of very grave moment to the city and suburban population, and a decision which the 
Commissioners think should have the most earnest reconsideration by the Cabinet before confirmation, 
and it is hoped is only a tentative resolution in this connection, 

The suggestion of the Minister wit 
can perhaps be met if labour offer 
work being properly procee submitting a revised propos 
with railway and tramway construction in conformity with the Minister’s desire. 
on the Sydenham-Botany line, owing to the fact that it must be nine to twelve months before a quite con- 
siderable number of bridges on this line can be completed (owing to material having to be imported from 
England), the ultimate cost of the work will if now taken in hand for the speediest possible completion, be 
considerably increased beyond the estimate for the work previously furnished, owing to the fact that a very 
great deal of the earthwork on this line is filling to embankments of onsiderable magnitude, and that filling 
must be conveyed over various streets crossed on temporary bridges which will entail quite a considerable 
expenditure. From the point of view of economical construction the preferable course would be to complete 


the bridges and use them for the transport of the material required fer main line construction, However, 
as the work is urgent, the desired acceleration could be given, 


rovernment’s wish that 
ulway during the current fin 


h regard to the expenditure on the 
8 to a sufficient extent to enabl 
ded with, anée the Commissioners are 


Molong to Dubbo connection 
e the whole of the railway construction 
al in connection 
To accelerate the work 


27th April, 1920. 

ago that this Department has had to conduct its services under very 
owing to the fact that funds have not been made available to provide 
necessary equipment and accommodation, and you were good enough to ask that I should set out the 


position so that consideration might be given by Cabinet to matters Which are deemed important. Difficul- 
ties in working would naturally be due to lack of — 


1. Rolling-stock, 
2. Shop or shed accommodation. 


3. Track, 
and I will deal as briefly as possible wit] 


I mentioned to you a few days 
serious difficulties for some years past, 


1 these matters under these headings. 
Rolling-stock, 


» particularly by the residents of the suburb 
to the overcrowding of suburban trains and trams, but the remedy f 
drastic one than the mere provision of additional passenger cars steam operated, though pending the 
construction of city and suburban electric railways, additional cars hauled as at present must be put 
into service. The position with reg 


gard to rolling-stock generally in comparison with the business done is 
disclosed in the appended table :— 


Complaints are made daily 8 of this city with regard 
or such complaints must be a more 




















- at eas | Ton Miles | ‘ Engines |. Cama 28 i Waren 
Year, Passengers Carried. | (Goods), | (No.). (Nose (No.). 

; os re 

1898 Sex 23,233,206 | 273,400,624 | 498 | 736 9,442 
1908 “8d 47,487,030 | 617,642,314 676 937 12,110 
1919 nel 98,568,768 | 1,237,805,869 1,280 1,795 20,798 








It will be seen that though the business was about four and a half times as great in 1919 than in 
1898, engines, carriages and wagons were only slightly more than doubled in number, and similarly while 
the business in 1919 was double that done in 1908, engines, ‘artiages and wagons increased relatively 88 
per cent, 90 per cent., and 71 per cent. 

It is true that the outbreak of war made it impossible to get material for the 
stock, and there are still serious difficulties in obtaining such materials, while 
200 per cent. above pre-war rates. Yet it is clear that the Government must view favourably the necessity 
for providing funds for this work, or embarrass seriously the transport of the travelling public, and of the 
material produced in and required by the people of the State as a whole. 


construction of rolling- 
prices are approximately 


Shop and Shed Accommodation, 

Some years ago the attention of the then ( 
accommodation to provide adequately for the 
the position has since become more 


rovernment was drawn to the need for 
maintenance of the additional rolling- 
acute. The present repairs shops at E 
thirty-four years ago for the maintenance of 426 engines and 600 carriages, and without material additions 
are called upon to-day to maintain 1,300 engines and 1,795 carriages, and as already shown by the table 
which shows the increase in business each engine and each carriage has double the work to do than was 
done per unit when these shops were erected. Similarly in connection with country running sheds and 
carriage sheds, while the number of engines and carriages has more than doubled in the past twenty years, 
shed accommodation has been added to, to cover only a very small percentage of th 


additional workshop 
stock then in use, and 
veleigh were erected about 


at increase. 
Track Accommodation. 


During the period between 1910 and 1916 runnin 


working track provided at a few depot stations, but at 
business hag enormously increased t 


ducting that business, 


g track was materially added to and additional 


a great number of important depots where the 
here has been no addition either to track or other facilities for con- 


In 
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In the foregoing I have briefly mentioned some of the greater matters for which money will be 
required, and have included information with regard to the business done in relation to the rolling-stock 
and equipment which should demonstrate that the allocation of funds to provide more adequately for 
the work is a matter of urgency. I have not specifically mentioned loco. water supplies, many of which 
are entirely inadequate for present business, nor have I included in the above reference to the present need 
for additional tramway rolling-stock, or the electrification of tramways now steam operated. External 
pressure may be brought upon you with regard to the latter, and the need for additional tramcars in the 
city is obvious. 

My chief desire for the moment is to show that money is urgently required to satisfactorily equip 
existing railways; the construction of new lines, and the partial isolation of rolling-stock upon such lines 
must accentuate present working problems, and as it is I understand the policy of the present Government 
to rapidly complete railway extensions now in hand, it will, I trust, be your policy also to provide that 
equipment for existing railways without which the business cannot be much longer carried on. 


26th April, 1922. 

I attach, for your information, copy of a letter which I addressed to your predecessor on the 27th 
April, 1920, indicating to him certain difficulties under which the work of this Department was then being 
conducted owing to the lack of rolling-stock, to lack of suitable shops and equipment for the maintenance 
of rolling-stock, to lack of accommodation at certain of our larger depots for the proper conduct of our 
business, and, although this point was not elaborated upon, to the serious lack of suitable water supplies 
for locomotive purposes throughout the State. I have to request that you might read the letter in question, 
and would like to submit certain further figures which demonstrate that this Department has been called 
upon for years past to conduct the railway and tramway services with totally inadequate facilities. It is 
true that we have carried on the transport services and have effected savings which may be termed colossal 
by demanding and getting increased efficiency in every branch of the Department, but the time is approach- 
ing, and is indeed very near, when with our present rolling-stock and present accommodation at various 
places for dealing with the purely departmental end of the business, we will not be able to carry on. 


Rolling-stock— Railways. 


Dealing first with rolling-stock, the table hereunder shows the number of engines, carriages and 
wagons owned by the Department in 1914 and in 1921, in comparison with the actual work done in those 
years :— 





Increase 
pér cent. 





Railways— 
Goods ton miles—paying 
Goods rolling-stock— 


1,037,910,619 1,418,385,987 37 


Goods open 


Goods covered 


Meat trucks 
Live stock 
Brake vans 


Suburban 
Country 


Passengers carried— 





14,784 
980 
344 

2,504 
49] 


19,103 


16,063 
945 
428 

2,889 
605 


20,930 





9 
24 
15 


23 
9 








77,431,809 
8,896,612 


86,328,421 


110,255,795 
10,479,345 


120,735,140 





Passenger rolling-stock— 
Special and sleeping cars 92 | 96 
First-class 391 467 
Composites 190 218 
Second-class 805 961 
Brake-vans 163 | 138 
281 | 289 





1,922 2,169 








Engines 1,065 1,301 








The work increased, as you will see, by about 384 per cent., but the wagon stock was increased by 
only 9 per cent., passenger rolling-stock by only 13 per cent., and engines by only 22 per cent. That there 
must be considerable additions to the rolling-stock 1s obvious from these figures. 


Tramway Rolling-stock and Work. 


In 1914 approximately 261 million passengers were carried, and in 1921 the passengers carried totalled 
278 million, an increase of 17 million. The tramway rolling-stock owned by the Department in 1914 was 
1,469 cars, while the total number of cars in 1921 had decreased to 1,424. These figures show that the 
Department had to carry 17 million more passengers in 1921, with actually 45 less cars, these latter 
having gone out of service owing to their being unfit in every respect for the services which have to be 
given to-day. 


Railway 
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Rauway Track, 

In connection with the track and railway construction generally, I pointed out to your predecessor 

that the mileage had increased from 1914 to 1921 by about 30 per cent., but the business had not increased 

in a relative degree. The following figures with regard to construction generally see 
of further close consideration by yourself and your colleagues :;— 


m to me to be worthy 


| ( 08 EB Percaptaaa 

| 1914, 1921. Increase. Increase: 
Route miles of line ......... 3,967 5,018 1,051 26 
PPOWUIGUOIN Sys cdiacen doce. cexesi, 1,868,000 2,100,000 232,000 12 
Wamibal GOgts) 05s co cacecacecsanies £61,264,869 | £82,304,194 | £21,039,325 34 
Tonnage of Goods ............ 13,245,842 | 15,563,131 | 2,317,289 17 





The fact that from 1914 to 1921 there was very little increase in goods business carried on the railways 
in comparison with the increase in mileage and railway capital, is to some extent explained by the fact 
that the mileage of line opened for traffic increased at a much more rapid ratio than the increase in population, 

I give these latter figures for two purposes, viz., to show (1) that the population of the 
State is relatively much better served to-day by the provision of railways than has been the case 
time previously, and (2) that money has not been made available to a sufficient extent to enable e 
and appliances to keep pace either with the increase in mileage or the increase in work. 


at any 
quipment 


Waiter Supplies. 

With regard to water supplies, the position in this State, from a railway point of view, is most 
unsatisfactory. The quality of the water in all districts where the business is heavy is extremely bad for 
locomotive purposes, and the cost of boiler renewals owing to the corrosive and destructive effect of the 
only waters available is very great, and involves very heavy expenditure annually in repairs and renewals 
of boilers, which with better quality water could be very greatly reduced. 

I mention these various points as briefly as possible so that you may possibly appreciate some of 
the difficulties under which we are working, and you may be able at a later stage to obtain sufficient funds 
to enable the position in respect of the various matters mentioned to be greatly improved. 


28. From the letters reprinted above, and the general trend of the evidence 
we have received, it is evident that considerable pressure is brought to bear upon 
the Chief Commissioner to reduce estimates year by year in order to enable the 
Treasurer to produce a balanced State Budget, the inevitable result of State financial 
stringency. Railway expenditure and revenue looms largely in the Budget, the 
capital expenditure, as previously noted, accounting for nearly one-half of the total 
State indebtedness of, roughly, £210,000,00U sterling. From 1914-1924 inclusive 
the interest charges have increased by £2,570,363 per annum, and it thus becomes 
a vital consideration in the balancing of the State Budget as a whole. At Q. 369 
Mr. Fraser produced a letter bearing upon the 1923-24 estimates, in which it is 
stated that the estimated revenue expenditure of all Departments of the State 
exceeded the revenue by fully £1,500,000, and that it would be necessary to reduce 
them by that amount. 


Waste due to Budgeting methods. 


29. Another aspect of this question is the late passing of the Budget by the 
Legislative Assembly. Although the financial year begins on Ist July, authority 
for working on the estimated basis is not given, as a rule, until October or 
November, the result being that in many instances moneys voted cannot be spent 
between the time of approval and the following June. Until the Budget is passed, 
Departments are debarred under the Audit Act from spending more month b 
month than they did on the average during the previous year. Thus, as Mr. Fraser 
properly said (Q. 875): ‘Taken in conjunction with communications of the kind I 
have just read, it has a deterrent effect in connection with the mapping out of a 
programme of expenditure during a given year. No one in an administrative 
position can lay out a programme of expenditure for a whole year unless he knows 
that the money will be made available to spend, because if you are mapping out a 
programme for twelve months, you really want to begin to spend on the first day 
of that twelve months and continue your expenditure fairly consistently throughout 
the whole period. That is a thing which the Railway Department has never been 
able to do, either from loan or on the working expenditure side.”’ 

30. Mr. Hutchinson, Chief Engineer for Railway and Tramway Construction, 
replied in the negative to a question (Q. 1829) as to whether he gave a date for the 
completion of a new line. Asked why he did not (Q. 1830) he said: ‘* Because 
you never know what money you are going to get or how long it will take you to 
complete.’’ The following questions and answers are also recorded. 

28910—b Q.1834, 
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Q. 1834.—What expenditure in your particular branch is there authorised within the next four 
or five years ?—That is never known. I do not know to-day what amount of money Iam going to get 
for this financial year which we have just commenced. It is impossible for anyone under the method 
of voting money to-day to lay down a fixed plan and arrange an organisation extending over, say, a p2riod 
of two, three, of four years. It is quite impossible, because Governments change. Incoming Governments 
have different views about lines from other Governments, and the amount of money they vote depends 
just upon the will of Parliament. 

Q. 1844. When it is decided that a now lin? shall b> mad> in th> country, is not a vote taken for 
vour estimate of cost 2—No; an Act is passed, but it do2s not follow at all that the line will b2 prozs2dd 
with at once—they might not even construct the line that is authorised by Act of Parliament. There are 
lines which have ben authorised by Act of Parliament years ago waich are not built to-day. Nordo thoy, 
when they put an Act of Parliament through, at that time raise the money for bailding the lin. Tho 
process which is followed is—after the Act is passed the Minister will say to the Railway Commissioners, 
“We are going to place a certain sum of money this year on the Estimates, and we wish you to have that 
line started.” That is the way the’ line is started, and only the particular amount of money is voted for 
that year. 

Q. 1845. Apparently there is a committal by the Government more or less for an exp nditure 
over the next few years of two or three million pounds at least !—To-day there are six lines for wnich there 
are Acts of Parliament. Presumably those lines will b> built, but no instructions have yet been given to 
the Commissioners to build any of them. They run into a good deal of money. 

Q. 1846. Upon which a good deal of monzy has b2en sp2nt in survey ¢—_Yes. 

Q. 1847. Then what dos it m2an to you under the existing organisation; do2s it moan that 
when you have a railway half constructed you are suddenly told there is no more money available !—We 
have lines that we are finishing now that were closed dowa owing to the fact that there was no money to 
construct them. That, I think, was largely due to the conditions prevailing in war time. That would b2 
rather abnormal, of course. But what do2s happen is, say I had a railway 50 milss to build at a cost of 
£300,000 or £400,000, I might b2 ordered to commence the construction of that, and on the vote £50,000 
might be put dowa for the first year. That moans that you cxnnot carry out your work in the most ex- 
peditious way or the most economical way, and that is one of the difficulties I always contend of carrying 
out the work by day labour, which is our principle to-day. Ifthe line is let to a contractor the Government 
has to provide the whole of the money, otherwise the contractor would bzing enormous claims if he was 
blocked, and quite rightly so. 

Q. 1848. We have looked through some of the minutes which you have made from time to tim? 
at your monthly conferences, and of course we could not help being struck by some of the remarks which 
youhave made. According to these minutes you have said from time to time that you could not economically 
carry out the work ?—That is quite correct. 

Q. 1849. And that you could have finished the lines very much earlier 1—Yes. 

Q. 1850. And have earned money by the railway, which was not possible because you were 
stopped for the want of money ?—Yes. 

Q. 1851. Does it mean that when you are stopped in that way you get rid of your staff ?— 
No. If you have a line going on and you are so to speak dribbling through the work your organisation 
practically has to be the same, because you have to take the time and you have to look after the men, and 
you have to do everything. You might perhaps have a clerk or two less, but that is all. You have to have 
the engineers there, and you have to have your organisation. You will not have the number of labourers ; 
of course you only keep the number of labourers on that you can afford to keep on—that you pay for doing 
the work. 

Q. 1852. As far as your administrative staff is concerned, you have to keep them going; your 
overheads are the same ?—Practically the same. You would not have quite such a large staff, but you 
would have pretty well near it. 

Q. 18524. With regard to your actual operating staff, those men would be got rid of—I mean 
your navvies {—Yes. Ihave two lines going on to-day. I got £50,000 last year for one of them and £83,000 
for the other. asked for a great deal more than that. During the last year I have limited the expenditure 
each month so as to keep within that at the close of the financial year justended. That was not an economical 
way of doing it at all. If the Commissioners had been able to get it from the Government and had said to 
me ‘* You go ahead as fast as you can; we will supply the funds,” the lines would have’been nearly finished, 
and economy would have been created in every way. 

Q. 1853. So that it amounts to this, that the whole of your plant for the construction of your 
railway is lying dead, because you cannot construct continuously ?—A good deal of it. As regards those 
two lines I mentioned, of course, I did not send the plant on to the job, because I knew the conditions wacn 
I was starting. 

Q. 18534. In your view would not it b2 more economical to wait until there was a certainty 
of getting the money and going straight ahead with the work 2—My view is that it would pay the Govern- 
ment if they are short of money to say “ We shall only begin the number of lines that we can finish, and 
that our money is capable of letting them go ahead at the fastest rate at which they can be done.” 


81. In the year 1923-24 it is to be noticed that, in accordance with 


Ministerial request of February last, the amount spent on electrification of suburban 
lines and other works was £661,000 less than the sum sanctioned under the Budget. 


32. Dr. Bradfield, Chief Engineer for Metropolitan Railway Construction, 
gave the following evidence :— 


Q. 1883. Have you made any progress plan of the construction of the City Railway 1—Showing the 
work from month to month ? 

Q. 1884. Showing when you are going to finish }—That depends upon when the money is made 
available. 

(J. 1885. Did you make the estimate for the railway Yes, originally. Q.1886, 
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Q. 1886. When you made the estimate did not you 
to finish the work in five years. 

@. 1887, That is to say, your estimate was based on the 
construction on an economical basis ?—Yes. 

Q. 1888. I presume that your estimate was more or less an economical one based on time 1—Yes. 

Q. 1889. I gather from you that you do not anticipate finishing to time?—No. We have not the 
money available to start on the western side of the City. The money so far available is to go on to St. 
James’s and open up to there. 

Q. 1890. Have you up till now been held up for money ?’—To this extent : 


amount of money. This year I asked for about £900,000. Tam going to London on Wednesday, I do 


not know how much has been made available, and probably the oftice will not know for another two 
months, and probably the amount asked for will be cut down to about half ; and, of course, you cannot 
prepare any scheme of work until you know what money is available. 
Q. 1891. You started your financi 
until the end of October or Novemb 
from the lst July to 30th June. 


@. 1892. How can you construct economically under such 
we cannot. We do the best we can. We do not overload the st 
expand the staff if we get more money available tl 
available, 

Q. 1893. It is quite possible that your date of five years may be seven 1—It may be ten or twelve 
by the way it is going, with an estimated cost of 43 million, and an expenditure of £360,000 a year. 

83. It is abundantly clear that the loss to the State by reliance upon a 
yearly budget for construction of railways is very serious, how serious that loss is 
we have not been able to determine with any degree of accuracy. Loss is not 
limited to actual cost of lines, because delay in completion—due mainly to 
interrupted construction, in many cases repeated over and over again—involves a 
postponement of revenue from these pew railways and there is, as a consequence, 
a burden upon the funds of frozen capital which, under business-like management, 
would have been avoided by rapid and continuous construction, Moreover, waste 
does not end with completion of the works, because waste of capital is reflected in 
the Loan Account, upon which interest has to be found by the Railway 
Commissioners year by year, and we thus have the spectacle of the Consolidated 
Loan Account being augmented each year by large sums representing not revenue- 
producing expenditure, but moneys thrown away because budgeting methods will 
not fit the requirement of a large commercial undertaking. 

34. The evidence shows that, even with a Budget passed at the commencement 
of each financial year, loss would arise, but when the responsible engineers have to 
wait four months for knowledge of the amount allotted to each line, it becomes 
even more embarrassing and wasteful. In effect, it means only eight months of 


the year within which the engineers are safe in spending such moneys as the 
Budget gives them. 


anticipate a date 1—We anticipated being able 


time it would take you to finish the 


We asked for a certain 


al year at the beginning of this month, and you will not know 
er how much money you can spend in the financial year !—That is 


a system as that ?—Of course, candidly 
aff in any shape or form; but I cannot 
an we think will be made available until it is made 


8c. The Sydney Chamber of Commerce sent us the following expression of 
opinion :— 

“ (a) They consider the management of the New South 

does not give the Commissioners the effective control of the railways which they should have. It is 
considered desirable that the State debt, incurred on beh 


alf of the railways and the development of same, 
should be allocated as the capital of the railways, and Separate stock—guaranteed by the State—issued 
for same. All future moneys raised for railw 


ay purposes should be by railway honds guaranteed by the 
State. 


Wales railways, as at present constituted, 


“(b) That the Railway Commissioners publish a balance-sheet in the ordinary way as any trading 
concern, in fact, that the whole accounts of the railways be prepared and conducted on similar lines to 
those used by railway coupanies in other parts of the world. 


“(e) That the Railway Commissioners, when the conditions described in (a) and (6) have been 
brought about, should provide primarily for a return on capital so as to cover the interest chargeable on 
the bonds which have been issued on behalf of the railways, and at the same time provide money for 
replacement and depreciation, and, to a certain extent, future extensions and improvements.” 

86. The Mayor of Newcastle, and Generai Paton, representing the Newcastle 
Chamber of Commerce, advocated the control of finance by the Commissioners. 


Loss upon Developmental Lines. 


37. The loss upon the working of developmental country lines has been the 
subject of a good deal of evidence, the equity of relieving the Railway Com- 
missioners from any loss upon these lines, including interest on capital outlay, being 
stressed by representatives of various associations. It was urged that the country 
as a whole benefited by these railways and that, therefore, the loss should be borne 
nationally and not put upon that portion of the community who pay rates and fares. 
Sir Mark Sheldon (President of the Sydney Chamber of Commerce) said that the 


Government 
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Government should not have the right to order the Commissioners to build a 
developmental line unless they were prepared to guarantee the Commissioners 
against loss. Mr. Thorby (President of the Farmers and Settlers’ Association) 
contended that Consolidated Revenue should stand the loss on such lines, and that 


some of the increased income accruing to the Lands and Forestry Departments 


should be credited to the Railway. Mr. Kidd (Vice-Chairman, Producers’ 
Association Central Council) (Q. 3008) instanced the Wyalong and Lake Cargellico 
line where the Lands Department reaped a gain of £13,000 per annum by the 
presence of the railway, and the Railway Commissioners showed a loss of £8,000 
upon the working of the branch line. He further pointed out that increased pro- 
duction meant increase in taxation paid through Income Tax Commissioners. He 
advocated an arrangement similar to that in Victoria, where railways are relieved of 
some portion of loss upon non-paying lines. He would not say that the making of 
any of the New South Wales lines was unnecessary, but the cost during a certain 
developmental period was, in his opinion, “out of place in the railway profit and 
loss account.” Mr. Binnie (President of the Stockowners’ Association) stated (Q. 
3118) that :— 

“The Dubbo to Werris Creek line has been urgently needed for the last thirty years by the 
stockowners as a stock-saving line in drought time. That line took ten years to build—about 156 miles of 
it easy country. ‘The live stock lost during the last twenty years that this line would have saved would 
have paid for this line several times over. I have seen the wastage on this line which I think might 
amount to 50 per cent. of the cost ; and our fares and freights must be calculated on it. The earthwork 
done has frittered away or been blown away ; the effort has been desultory and scattered and without any 
co-ordination. IT believe that material for the Werris Creek end of this line was taken away to another 
line, and I have heard that this has been done on every line in the course of construction ; and material 
has been sent to jobs without relation to the different quantities balancing one another, @.g., rails with 
shortage of sleepers or of fish-plates or of bolts. ‘The patchwork system of construction is a heavy strain 
on the taxpayer—the capital outlay for years being without use of earning power, I should like to quote 
briefly from Hansard of November last, at page 2113—it is on the Dorrigo railway, referring to the 
repair of damages on unfinished lines: ‘On the Dorrigo railway it has amounted to £150,000. What 
expenditure was ‘neurred in connection with the repair of damages I do not know, but it can safely be 
said that the wastage on this line amounts to anything up to £300,000, the greater part of which is 
directly chargeable to damages, most of which would have been avoided had the line been pushed through 
as other lines have been. The cost of repairing damages, wiping off depreciation, and meeting’ interest, is 
nearly as much to-day as the estimated cost of the line.’ ” 

88. The Commissioners’ report for 1923-24 gives £1,207,824 as the loss, 
including interest, upon certain lines, but no credit is given in arriving at that 
figure for earnings upon main lines from interchanged traffic. Of these lines, 2,026 
miles have been opened for traffic during the past ten years, and upon them the 
capital is given as £16,645,839, and the loss in 1924 £592,324. It is obvious that 
these figures do not represent the value to the State of the penetration of the 
interior by new lines, inasmuch as the augmented value of Crown lands and forests, 
and the increased taxable income, not only adjacent to such new lines, but generally 
throughout the State, is absent from the Commissioners’ accounts. We are of 
opinion that some share of these revenues should inure to railways opened within a 
period of ten years. We have given consideration to the possibility of levying a 
rate upon lands benefited by new railways. On the face of it such a tax can be 
justified, but, as pointed out by the Valuer-General (Q. 8958) the difficulties of 
collection upon an equitable basis have rendered previous attempts in this direction 
impracticable. We have, therefore, fallen back upon a direct contribution from 
Consolidated Revenue. The simplest method of arriving at what the sum should be 
is by taking the actual loss and reducing it by a percentage representing the value 
of interchanged traffic with other portions of the railway system. We put this at 
831 per cent., which, on the figures before us, would leave the amount to be borne 
by Consolidated Revenue in 1923-24 at £394,882. In Victoria, we understand, 
the percentage paid the Railway Commissioners under a similar system of relief is 
60 per cent. 

39. The effect these non-paying lines have upon the financial results of 
railway working in New South Wales is clearly brought out in the following 
statement. If credit had been allowed the Department for full loss on non-paying 
lines, there would have been a surplus each year since 1914 inclusive, instead of a 
deficit in all but 1914, 1923, and 1924. ‘The financial results over the period would 
have been an accrued surplus of £6,866,410 instead of an accrued deficit of 


£1,410,106. Even on the Victorian basis, a deficit—quite an insignificant one— 
would have resulted only in 1917 and 1921, and the net results would then have 
been an accrued surplus of £3,555,804 instead of an accrued deficit of £1,410,106. 


RESULTS 
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Resuts of working for the years ended 30th June, 1914 to 1924, allowing (a) full credit for losses on 
non-paying lines, and (4) credit for 60 per cent. of losses on non-paying lines. 


























Result if credit had been Result if credit has been 
allowed Railway | allowed Railway 
| Actual Result, Department for fullloss | Department for 60 per cent. 
on non-paying lines. of loss on non-paying lines, 
Year ended ; _7 ee Sod ae, See” 
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ete oak 5669 | ow... | 1,108,980 | ......... GUT, OOU easiness 
Totals ...; 299,092 1,709,198 | 6,866,410 | ........ ° 3,613,864 | 58,060 














Absence of Reserves. 


40. The absence of any reserve for the renewal of line and rolling-stock, 
already referred to, has been provided for in part by charging such renewals as 
have been carried out to working expenses. Particulars of these we deal with 
under the heads of rolling-stock and engineering expenditure. That there should 
be a renewal fund to provide for obsolescence as well as wasting assets and so keep 
the charges on a level basis, year by year, is undoubted. The accounts, as they 
stand, do not disclose the actual position, inasmuch as wasted assets are not 
represented by cash to meet original capital values. This was pointed out to the 


Railway Commissioners by Mr. Webster Watts in 1921, and that gentleman, in his 


evidence (Q. 135), stated :— 


It is very necessary to equalise the charge for renewals, and it seems to me the only way to do it 
is to form a reserve fund. What I was, and am still, afraid of is that if there were stringent times, the 
Government might use the fund so created. If it were definitely under the control of the Commissioners, 
there would be no such possibility. 


He said further (Q. 145) :— 


In my opinion, the problem of reserve for renewals can only be satisfactorily dealt with if such 
fund is absolutely undey the control of the Commissioners. 

(. 146. That means that the whole of the finance would be under the control of the Commissioners ? 
A. I should think so, or they would arrange their loans, and it might be said that they would save interest, 
though I do not know that. 

Q. 147, If they had an adequate reserve there would be no more difficulty in their raising money 
than there is in the case of independent railway companies?” A. That is so. 

Q. 148. We should be glad to hear from you how you think it should be done? A. Provided the 
reserve should be under the control of the Commissioners, I think the wasting assets should be divided 
into groups, and an estimate made of the utility lives of the assets comprising such groups. Having 
obtained this table it would be a matter of calculation to find out the amount which would be properly 
allocable against profits, This amount would approximate a certain percentage of the total assets, and 
this percentage would be taken as a basis for the following year. 

Q. 149. By the percentage of total assets, you mean the capital cost? A. Yes. It would be necessary 
to revise this percentage from year to year, as the totals comprising the respective groups would naturally 
vary. Apart from this there is the question of obsolescence and supersession, and I think in addition to 
the depreciation reserve, adequate provision should be made for the replacement and renewal of assets 
which may become obsolete or may be superseded before the expiry of the expected utility lives of such 
assets. As what should be considered an adequate reserve in this regard will be difficult to determine. 


Mr, Coghlan, the Auditor-General (Q. 1164) agreed that, from his experience of the 
accounts generally, a reserve would be a decided advantage. Mr. Fraser also 
concurred, 


41. In the seven years prior to the war a total surplus, after paying interest 
charges, of upwards of 3 millions sterling was paid into Consolidated Revenue. 
Had this amount been placed to reserve for renewal of rolling-stock and line which 
was deteriorating day by day, a very different state of affairs would have appeared at 
the present date. 42, 
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42. Assuming that reserves upon the lines indicated elsewhere had been 
in operation in 1923 and 1924 the net revenue figures for those years, after 
giving credit for such renewals as were carried out, and capital items charged to 
revenue, would have been, respectively, £3,619,675 in 1923 and £3,841,749 in 1924 
instead of £4,571,359 in 1923 and £4,699,036 in 1924. 

43, lo make up for past deficiency in reserve is more than the railway 
account can bear, and it should be noted that our recommendation under this head, 
whilst preventing a further slipping back, will not provide for the past which must 
be made good out of revenue as and when renewal arises. 


Financial Situation of the Future. 
44. In order to form an idea of the probable financial situation in the near 
future we have obtained estimates of the requirements, in terms of money, of lines 
and works under construction, as well as those to which the Government is 
committed, and also the capital expenditure necessary to carry out works such as 
suburban electrification, which is a‘corollary to the City Railway, and also rolling- 
stock and new workshops at Chullora, &c. ‘The total figures given us, including 
past expenditure on existing lines, are as follow :— 
(1) Expenditure on existing lines and works to 30th June, 
1924 ie — we ech ry xe ... £93,355,167 
(2) Expenditure to 30th June, 1924, on lines not yet 
completed ... 


wie rat ay Sie se! ey 5,496,190 
(3) Further estimated expenditure on the City Railway ... 5,800,000 
(4) Estimated expenditure on new lines already sanctioned 
and those not yet approved Ay te 5 se 6,200,000 
(5) Estimated expenditure on additions to existing lines, new 
rolling-stock, electrification of suburban railways, new 


workshops at Chullora, &C. +e wy oa .. 28,000,000 


a 


£183,851,357 











45. The present financial position of the railways, as disclosed by the figures, 
coupled with the evidence upon which we have commented in reference to absence 
of reserves, and waste upon constructional works, together with the effect of 
budgeting methods upon the management generally, is not satisfactory. It is less 
satisfactory from a prospective point of view. The trail of ineffective and hampering 
fmnance is in evidence throughout the railway administration, Thata drastic change 
of method is imperative needs no elaboration. 

48. New South Wales is not singular in respect of its present methods of 
financing State railways. We have already said it follows the principles of British 
Parliamentary budgeting. It is beyond doubt that when the principle of yearly 
State Budgets was established it was intended to apply to national establishments of 
army and navy, education, sanitation, and such like. It was certainly not devised 
to meet the needs of a commercial undertaking. It might with difficulty be made 
to suffice in the case of a comparatively small concern, but it, by no means, covers 
the financial requirements of a large railway system. Experience in India and 
other parts of the British Empire where there are Government-owned railways has 
proved that, whilst the contro! by means of a yearly Budget may be necessary and 
desirable in relation to ordinary departments of State, it does not and cannot permit 
of a great commercial institution being financed economically, nor enable it to 
render that service to the community of which it would otherwise be capable. 
Finance from year to year as part of a consolidated State Budget has been found 
altogether inadequate to meet the demands of a transport organization which needs, 
above all things, elasticity in dealmg with money problems as and when they arise. 
{The rigid Budget of a State has failed when applied to an organization whose 
functions include not only the transport of people and things from place to place, 
but is a building and manufacturing business of large proportions, as well as a 
buying and selling agency on no mean scale. Everybody in the State, either as a 
traveller or as a dependent upon essential supplies, is interested in its effective 

services. Any failure inflicts loss or discomfort upon the whole body politic. 
' 47. Where the people own the railways, there must obviously be public 
control up to a point, and there will always be Parliamentary criticism of an 
essential 
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essential public service, whether State or privately owned, but there appears to be 
no adequate reason why ordinary business principles should be lacking in either case, 
more especially under State ownership, where the absence of such principles is, in a 
measure, responsible for the criticism which arises in the Legislative Assembly. If 
it is to be held that constitutional necessity blocks the way and cannot be overcome, 
then it fully justifies the belief of many people in Australia and elsewhere, that a 
Government cannot successfully manage an industrial undertaking. The form and 
ceremony of a yearly State Budget have no virtue if they stand in the way of efficient 
and economical working and management of transport, and the consideration, 
therefore, of some other form of control becomes necessary, 

48. The railway system of New South Wales is a great and valuable asset, 
whether measured as a revenue-producing machine, or as the principal agency in 
the rapid development of the country. Despite certain deficiencies, to which we 
call attention, it reflects credit upon those who have been responsible for its 
management. It is capable, under good administration, of producing large net 
revenues and of providing cheap, speedy, and adequate transport throughout the 
State. On the other hand, in the absence of the immediately necessary and far- 
seeing system of finance, it may easily become ineffective as a developmental agency, 
as well as a serious burden upon the State. 


Control of finances by the Commissioners. 


49. We are unable to suggest a satisfactory solution of the disabilities 
suffered by the Railway Commissioners, apart from taking finance out of Treasury 
hands and the giving to the Commissioners control of their own funds. This means 
the elimination of, roughly £110,000,000 (including Tramways) from Consolidated 
Revenue Account, and the setting up of a separate Finance Department under the 
Commissioners, who will be responsible for the renewal of loans as they become 
due and the raising of any future capital required for extensions and equipment of 
line, rolling-stock or works. 

50. Adopting the figures at June, 1924, as supplied to us (para. 44), the 
Commissioners, under such a scheme, would find themselves with, roughly, 
£100,000,000 on railway account represented by terminable loans guaranteed. by 
the State, the renewal of which would lie with them. This amount includes 
expenditure upon lines partly constructed. They would also, under their forecast 
of future requirements, need, within the next seven years, to seek further capital 
of not less than £35,000,000. This is alarge sum. The major portion of it cannot, 
and ought not to be postponed, because it follows upon expenditure already incurred 
in respect of the City Railway, the electrification of suburban lines, construction of 
Chullora workshops and other smaller commitments. We deal with Tramway 
expenditure elsewhere. Ustimates of the various works making up the total further 
expenditure are as under :— 


RAILWAYS. 
Existing Lines :-— 
Rolling-stock : 
Engines oe ... £8,000,000 
Carriages b ae ... £2,400,000 
Wagons re ... £800,000 
—— £6,200,000 
Additions to existing lines, including such 
works as provision of new workshops, 
locomotive depdts, increased accommo- 
dation at terminals and other stations 
throughout the system, &e. sf ay 
Electrification of Railway lines (existing 
suburban) and including additions to 
Power-houses 1 uy Sas fed 
Duplication of Main Lines, including com- 
pletion of works on the Northern and 
Western Main lines and additional 
tracks on the Main Suburban, Illawarra, 
and Milson’s Point lines... a .  £3,000,000 
—_———  £23,000,000 
Railway 





£3,800,000 


£10,000,000 





~——- > 


oe ATEN 


grat eae ee ae ee on ee ee -~ ~ 
oe Ee ee a yg _— 
: : >a = 5 a 7 ——. - 2 
ee ee Se . ges 3 ee 
Se ee : : 


==> x — 


zoe -v- 


——= 


+ 
Tw 


<= rz < 
NR Sein DO re Spee ee ney arene tae ae ne eee 
ness : SA ERT : 
_ ~ ee 


Railway Construction :— 
City Railway (now in progress) 3 ..  £5,800,000 
New country lines already sanctioned and 
others not yet approved ... ail ...  £6,200,000 
— £12,000,000 


£35,000,000 


51. Included in this estimate, it will be noted, is £6,200,000 for lines already 
sanctioned and others not yet approved, and also £3,800,000 for additions to stations, 
accommodation, &c., a portion of which may possibly be postponed for some time, 
but even after making some allowance for this we think that the cost of works 
which may reasonably be expected to be provided during the coming seven years, 
together with new rolling-stock, can be put down as not Jess than £35,000,000, or at 
the average rate of £5,000,000 perannum. In our view this is the limit that should 
be aimed at. It is possible that, with the electrification of the lines, many proposed 
items of expenditure will, in consequence of increased facilities, be found to be 
unnecessary, or, if desirable, not absolutely essential. Turning to the revenue side 
of the account—taking 1923-24 figures as a basis—the position, after adjustment 
by debiting reserves for renewals, and crediting a percentage of the loss upon 
unremunerative lines opened during the past ten years, as well as capital expenditure 
charged to revenue, shows the 1923-24 net revenue to have been £4,236,631. 


52. At the end of seven years interest charges upon the above sum of 
£35,000,000 at 6 per cent. would be £2,100,000, but it is reasonable to expect that, 
although the rate at which money can be obtained here is now about 6 per cent., 
such a high rate will not continue throughout the period, and it should be put at a 
lower total figure. Even if it does so remain, past records show an increase of net 
revenue in seven years, from 1918 to 1924, of £2,284,361 ; but for reduced rates and 
fares in the latter year to the extent of £481,000, it would have been £2,715,361, 
whilst reduction of working expenses—unless any disturbing influence supervenes— 
should, upon the carrying into effect of our report under each head, more than make 
up for any difference due to the provision of reserves. 


58. It would be idle for us, with the very limited knowledge we have of the 
State’s productive and commercial probabilities, to venture upon a forecast of future 
revenue based upon observations of our own, but past records, even with war troubles 
intervening, show remarkable progress, and, given a like prosperity in the next 
decade, the expenditure proposed by the Railway Commissioners should prove 
remunerative. It may be that the City Railway and electrification of suburban 
lines will not overtake interest charges for two or three years from the date of 
opening for traffic, but that the greatly improved facilities, which are so urgently 
needed, will eventually repay, we have little doubt. The desideratum, above all 
things, is to complete them so that their full use may synchronise with the opening 
of the Harbour bridge. | 


54. There is no sign of a backward tendency in the prosperity of New South 
Wales. On the contrary, revenue estimates of the Chief Commissioner for the 
current year are for an increase over last year of £1,000,000 in gross receipts upon 
the railways asa minimum. New South Wales is straining at the leash for increased 
and improved transport. It can be relieved by statesmanlike provision to meet 
present needs and the probabilities of the future. 

Raising of Capital. 

55. It would be unwise to recommend any hard and fast rule by which 
further capital should be raised by the Railway Commissioners. That must depend 
upon money market conditions from time to time, but the obvious possibility must 
be considered of competition between Treasury requirements for the general 
purposes of the State and appeals by the Railway Commissioners to the money 
market for funds. It would be desirable that future capital for railways should 
differ from ordinary State loans and new sources should be explored by the 
Commissioners independent of the Treasury. It might. take one of several forms 
to be decided upon as the necessity for issue arises. We consider that probably a 
Joan with a sinking fund covering, say, thirty years, either by repayment at the end 

of 
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of that time or by drawings every five years, would, at the present time, appeal to 
a considerable class of investors, especially as the moneys would be applied to 
expenditure upon reproductive works. In such a case, it might be a railway issue 
as a first charge on net revenue without Government guarantee. The Government 
would be guarantors of all loans behind it. 


Yearly Balance-sheet recommended. 


56. In making these recommendations, we couple therewith a continuance 
of the present liability of the State to meet interest during construction upon new 
lines. We do not suggest that the promulgation of rates, fares and charges by 
by-law sanctioned by the Government should be altered. We consider that if at 
any time the Government arbitrarily fixes rates or charges that are not reasonably 
justifiable, then upon a certificate of the Auditor-General any loss be recouped the 
Commissioners by the Treasury. 


57. We advocate the submission of quarterly and yearly reports to the 
Legislative Assembly in accordance with past practice, together with a yearly balance- 
sheet showing capital, revenue, and net revenue, followed by departmental accounts 
in the usual company form, and a forecast of the capital commitments for the follow- 
ing year. ‘This should bear the signatures of the Chief Commissioner and the Chief 
Accountant, and be certified by the Auditor-General. 


08. We recommend that the railways be so worked and managed that the 
gross receipts shall not be more than sufficient to cover working expenses, reserves, 
and the interest on capital—including sinking funds—that in the event of a surplus 
it be devoted to reduction of rates and fares. If on the other hand a loss appears, 


that rates and fares be increased to cover the deficit. 





Question of Transfer to Private Management, 


09. Two representatives of important interests mentioned the question of 
transferring the railways to private management. We have no evidence that public 
policy which decreed that railways in New South Wales should be State-owned and 
managed is likely to change, but if at any time such should be the case a scheme 
somewhat similar to that shown hereunder could probably be carried out :— 


SCHEME IN BROAD OUTLINE. 


1. The net earnings of the railways to be capitalised at twenty-five years’ 
purchase, 


2. The amount thus arrived at to be treated as Government capital in the 
undertaking. 


3. A company to be formed to work the line, this company to raise additional 


capital on the security of the line without any guarantee from the 
Government. 


4. The net earnings of the line after the formation of the company to be divided 
between the Government and the company in proportion to the capital of 
each. 

As an illustration it may be assumed that, before the formation of the company, 
the net earnings are £5,000,000 per annum. ‘The assumed Government capital 


would be :— 
£5,060,000 x 25 ... a C4, = £125,000,000 
Capital raised by company, say.. ... £20,000,000 
100,00) 





After additional capital invested by the company, the net earnings to be 
divided in the proportions of :— 


ti? to the Government, 


and 


Tas to the company. 
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60. With net earnings of £7,250,000, the rate of interest on the assumed 
Government capital and on the company’s capital being always the same, the 
division of earnings would be as follows :— 


Government share. Company’s share. 
£6,250,000 £1,000,000 
(5% on £125,000,000). (5% on £20,000,000). 


Such a scheme would enable the Government gradually to relieve itself of the 
responsibility of either providing or guaranteeing capital. 


61. It must be understood that we are not recommending this, because, in 
addition to other reasons, we are of the opinion that, provided our recommendations 
are carried into effect, the value of the railway property in a few years will be such 
as amply to repay the State for bearing the burden during the lean years, when the 
system was being built up. 
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I1I.—ORGANISATION. 


62. From their inception the railways of New South Wales have been 
controlled and managed under what is generally known as the departmental scheme 
of organisation, centred in Sydney. ‘That it proved efficient while the railways were 
within easy reach and traffic was comparatively light is evidenced by past records. 
To-day, however, the line extends from Queensland to the Victorian border, a 
distance of 900 miles. Upon the completion of the Broken Hill connection, 
moreover, there will be nearly 700 miles of line between Broken Hill and Sydney, 
while from the latter place to other terminals in the north, south, and west are 
distances of 400 to upwards of 500 miles. Altogether the system comprises over 
5,500 route miles of railway and serves an area having many variations of climate, 
with pronounced differences in regard to local conditions, products, possibilities, and 
transport requirements. A chart showing the present scheme of organisation is 
given on the following page. 


Monthly Conferences, 


63. The control of departments as at present exercised is mainly by means 
of monthly conferences, eleven in number, viz. :— 


Permanent Way Committee, 
Locomotive and Stores Committee, 
Traffic Committee, 

Tramway Committee, 
Construction Committee, 

Finance Committee, 

Ticket and Fares Committee, 
Medical Committee, 

Staff Committee, 

Institute Committee, 


Ambulance Committee. 


In addition there are departmental committees of traftic officers, locomotive officers, 
permanent way officers, construction officers, and the metropolitan railway 
construction conference. In order that the various departmental activities may 
readily be grasped, it is the practice to submit to the monthly committees and to the 
Board meeting information set out in graphical form, Approximately 400 graphs 
are prepared monthly for these meetings. 


64. The aim and object of these conferences and committees are to ensure 
that every matter of importance is brought under review monthly and to enable the 
Chief Commissioner to exercise personal supervision over the work of his departmental 
officers, In the words of the Chief Commissioner “the spirit of the organisation is 
tliat personal supervision is exercised throughout.” 


65. Where important works are in progress or large expenditures proposed, 
frequent visits are necessary, and apart from day to day distractions, urban and 
suburban problems press for solution, inter-State communications demand time and 
thought, while the growth of mechanical and electrical manufacture in railway 
workshops has followed increased mileage and increasing traffic density. Thus, 
however much time and energy a Chief Commissioner may be able to devote to the 
co-ordination of organisation as a whole, the calls upon him in a variety of other 
directions are such as to render it impossible for a single mind to keep the personnel 
in step or meet to the full public demands from distant centres, 
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Defects of Centralisation. 


66. Centralisation leads distant officers to lean too much upon the central 
organisation thus divorcing them from the responsibility which is theirs, and for 
which they are appointed and paid. They are not afforded that opportunity for the 
display of initiative and diligence so important to a “live man.” Centralised 
management fosters the division of responsibility and control of train movement 
and of commercial effort, and it results in the frequent calling to head-quarters of 
distant officials to discuss questions of failure or complaint which could far better 
be dealt with locally. The loss of many days per annum of valuable time and the 
absence of these officials from their districts are points of importanee in this 
connection, 


67. Examination of Board and Conference Minutes, together with evidence 
submitted to us, shows that centralisation with its attendant circumlocution no 
longer enables the Commissioners to manage the various interests committed to 
their charge as effectively as would be the case under a system of decentralisation. 
We are, therefore, of opinion—and Messrs. Fraser and Fox concur in our view— 
that the time has come for New South Wales to follow other countries where 
extensive systems of railways under a single management are subdivided in respect 
of operation and maintenance, thus leaving the supreme head of the administration 
free to devote his attention to matters of broad policy, planning of developments 
and general control, and allocating responsibility on the transportation side to 
competent area officers and on the technical side to system officers stationed at 
head-quarters. 


68. That the defects of centralisation have not escaped the notice of members 
of the public who are acquainted with railways abroad is shown by evidence 
tendered on behalf of the Producers’ Association Central Council, the Mayor of 
Newcastle, and the Sydney and Neweastle Chambers of Commerce. 


Composition of Railway Commission, 


69. Dealing first with the composition of the Commission we consider that, 
having regard to all the circumstance surrounding transportation in New South 
Wales, there should be :— 


1. A Chief Railway Commissioner, 

2. A Financial Assistant Commissioner, 
3. A Power Assistant Commissioner, 

4, A Tramway Assistant Commissioner, 


and that there should also be appointed three Area Commissioners, responsible to 
the Chief Commissioner, and acting under regulations and instructions applicable 
to the system as a whole, for operation, commercial matters and maintenance 
within their respective areas, the keynote being centralisation of principles with 
decentralisation of details, thus making for greater economy, more effective working, 
and improved relations with freighters and the public. 


Area Management, 


70, We suggest that one Area Assistant Commissioner with offices at Sydney 
Should take charge of the metropolitan and southern area, as shown on the map. 
This area comprises approximately 1,616 miles and has a traffic density of 96,575 
tons per mile per day on passenger, goods, and departmental trains. The time-tables 
and the distribution of rolling-stock throughout the system should be co-ordinated 
through the Assistant Commissioner of the metropolitan and southern area. 


71, A second Area Assistant Commissioner, with offices at Newcastle, to take 
the area from Hornsby northward as shown on the diagram. This area comprises 
approximately 1,741 miles, and has a traffic density of 73,195. 


72, A third Area Assistant Commissioner with offices at Bathurst to take the 
lines from Lithgow westward as shown in the diagram. This area covers approxi- 
mately 2,173 miles and has a traffic density of 29,090. 
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The Chief Commissioner and the Financial, Power and Tramway Assistants, 


73. The Chief Commissioner to have responsibility to the Government for 
carrying into effect the provisions of the Railways Acts, and his decision upon all 
matters coming within those Acts should be final in all respects. 


74, The Financial Assistant Commissioner, being specially qualified in 
financial and accountancy matters, to have general supervision of the banking, 
accountancy, audit, and statistical offices. We advocate an enlargement of the 
Chief Accountant’s responsibilities. The Chief Accountant should be Chief 
Accountant in fact and not merely in name, and should have included in his depart- 
ment all the Branch Accountants, the present working arrangements between the 


head of each branch and the appropriate section of the Accountant’s Department 
being maintaincd. 


79, The Power Assistant Commissioner should control all establishments 
connected with the production of power, whether steam, electric, or otherwise, work- 
shops, line installations, and the coal-mine. The changed and changing character 
of modern power appliances, coupled with the recommendations we make elsewhere, 
invest this appointment with special significance, and we attach great importance to 
it in view of the bearing that an experienced and wise decision will have on the 
traction problems in sight. 


76. The Tramway Assistant Commissioner {o control the tramways, electric 
and steam, 


Chief Officers at Head-quariers, 


77, The Chief Officers at head-quarters would be as follow :— 


(1) A Secretary, under whom should be the Information and Publicity Officers, 
together with Advertising and Institute matters ; 

(2) A Solicitor to deal with the whole of the legal work of the Department ; 

(3) A Chief Engineer who, with the necessary assistance, would supervise the 
survey and construction of new lines and works (the City Railway 
excepted), and the maintenance and renewal of existing lines, including 
signalling ; 

(4) A Chief Engineer for Metropolitan Railway Construction, his duties 
remaining as at present ; 

(5) A Chief Mechanical Engineer, responsible for the design, maintenance, and 
renewal of rolling-stock, the management of locomotive workshops and 
plant, and the Supervision of running sheds ; 

(6) A Chief Electrical Engineer in charge of power-houses, electrical workshops, 
the design and equipment of electrical appliances and plant ; 

(7) A Chief Accountant, responsible, with proper assistants, for all accountancy 
and audit work ; 


(8) A Cashier to deal with all cash receipts and payment of wages ; 
(9) A Comptroller of Stores, responsible for the purchase—under the instructions 
of the Commissioners—of all stores, an1 the custody and distribution 
thereof ; 


(10) An Estate Agent and Manager of Railway Refreshment Rooms and Cars. 


78. The staff of each Area Commissioner would comprise an Engineer 
Assistant, selected by the Chief Engineer, a Mechanical Assistant, selected by the 
Chief Mechanical Engineer, and a Traffic Superintendent (Operating and Commercial). 
The Engineer and Mechanical Assistants to report monthly through their Area 
Commissioner to the Chief Engineer and Chief Mechanical Engineer respectively 
upon work performed, the state of works and machinery under their charge, and 
take instructions thereon. In addition to this the responsibility of the Chief 


Engineers, civil and mechanical, to be exercised by frequent inspection by themselves 
or their principal assistants. 


79, The Area Assistant Commissioners, given a wide discretion with 
encouragement to develop the areas under their charge, and being clothed with the 
necessary authority to deal with problems as they arise or seek advice when in 
doubt, would relieve head-quarters from a mass of detail and correspondence, 
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Being in direct contact with freighters and the people in general, they would be 
enabled to familiarize themselves with the conditions, ideas, and needs of each town 
and district, and obviate formal communications and orders from the Chief 
Commissioner. They should make management personal, as distinguished from 
distant management, which tends to appear impersonal. Many of the local 
grievances to which our attention has been directed could promptly be dealt 
with, or would probably never arise, under the more direct and authoritative super- 
vision of the Area Assistant Commissioners. We suggest that formal conferences at 
head-quarters should not be held more often than once in three months. Monthly 
conferences, apart from taking officers from their daily duties, consume much time 
and thought in the preparation of details, and often develop into a series of inquests, 
with resultant irritation to the staff, who had far better be employed in studying 
future requirements rather than in bemoaning the past. 


80. The District Superintendents would continue as at present, with such 
geographical adjustment as may be necessary within their districts. We refer 
elsewhere to their particular duties. Whilst the Area Commissioners require a 
competent head-quarters’ staff, it is considered that there need be little, if any, 
ierease in the total personnel, having regard to the release from the present central 
organization of a number of able officers available to fill positions in the areas. It 
is notable that when a somewhat similar form of decentralisation was introduced 
upon the South African Railways a reduction was effected in the number of officers. 


Selection and Appointment of Commissioners. 


81. With regard to the selection and appointment of Commissioners, the 
desideratum is to secure harmony and team work in its fullest sense at head- 
quarters. If that is attained its influence for good. will be felt from the top to the 
bottom of the Railway Service. Its absence means the reverse. Viewing the 
making of the appointment, not as a function of Government in the ordinary sense, 
but as the selection of a general manager to run a business undertaking, we are 
convinced that the appointment of a Chief Commissioner by the Government should 
begin and end at that appointment. It should be left to the Chief Commissioner 
to select his own assistants. 

82. We do not overlook the fact that this places all appointments in the 
hands of one man, but his is the responsibility and upon him would fall the result 
of failure. Moreover, his share of the work and his personal comfort are so involved 
in the choice of competent and tactful assistants that he is not likely to be influenced 
by any motive other than that of securing the very best man for each position. 
This suggestion follows practice in Canada and elsewhere, and none can say that the 
outcome has been anything but satisfactory. Tf politics enter into appointments 
of this character, apart from other obviously objectionable features, it leaves a 
loophole for blame being distributed over several heads in the case of failure, and 
thus becomes detrimental to the entire undertaking. 

83. As a general proposition we may say—Governments come and Govern- 
ments go, policies change and are reversed according to the political hue of the 
Ministry of the day, but the transport needs of a State are constant, they are vital 
factors in the everyday life of all the people and should not be made in any way 
the shuttlecock of polities. They should be free from influence of either party, 
and when once a Chief Commissioner is appointed he should be trusted to carry on 
his duties to the best of his ability in his own way, subject solely to the limitation 
of his powers in regard to rates and fares, staff, and other matters of defined State 
policy. 

84. We do not think that the practice of making appointments for a definite 
term of years is calculated in the long run to produce the best results. A. Chief 
Commissioner should have a vision and an aim beyond seven years. There is a 
risk of a good showing being made at the end of such a period without due 
regard for the future of the business. As an alternative to the present system, we 
suggest that the appointments should be without limitation as to time, and that the 
Commissioners should be deprived of office only on proof of misbehayiour or 
incompetence. In the latter event compensation should be given on the basis of 


five years’ full salary. As justification for giving such compensation, we regard 
the 
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the Government as responsible for an incompetent Chief 
latter as responsible for incompetence in his assistants. 

man; it is his misfortune if he proves incompetent for th 
to fill. It may be said that he should pay the penalty of 
satisfactorily, but such a man is not circumstanced 


Commissioner, and the 
It is not the fault of the 
e post he has been selected 
failure to fill the position 


as an artisan or labourer, He 
cannot walk into the next street and get a job. F 


Failure to a Commissioner of 
ar positions open to him, and the railway 
ake made in his appointment. 


Railways means ruin. There are no simil 
undertaking should pay for the mist 


Salaries of Commissioners. 


85, It may not be within our province, but we venture to offer some remarks 
upon the question of salaries. Hitherto the rates fixed by Parliament as remunera- 
tion to the Commissioners have been altogether out of proportion to that given in 
other countries for positions of similar responsibility. Apart from the Com- 
missioners’ salaries as such being upon a low scale they have an effect upon the pay 
of the principal technical officers who cannot obtain even as much as an Assistant 
Commissioner, although the pay of the latter is below the figures easily secured in 
industries outside the railway by engineers of known capability and experience. In 
recent years there has been a general recognition of the fact that the difference in 
value between a first-class man and a mediocrity as head of a large industrial 
undertaking or section thereof is not to be measured by a few thousand pounds per 
annum. Furthermore, in the past few years there has been a general rise throtigh- 
out the world in salaries as well as in wages. This is & question of securing and 
keeping the best men it is possible to obtain in Australia, and, reviewing it in the 
light of official salaries in this part of the world, we think that, as a ininimum, they 
should be, as to thé :— 


Chief Railway Commissioner 


ay iss +s» £5,000 per annum. 
The Financial Assistant di asi iss £4,000— ,, 3 
The Power Assistant iit 77 Ne . £4,000 _,, 43 
The Tramway Assistant tie ii £8,000 5; 5 
Hach of the Area Assistant Commissioners ... £2,500 ,, ij 


86. The carrying into effect of the various recommendations we make in this 


section of our report will, we have every reason to believe, achieve the best results 
with the least expenditure of time and money, 
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IV.—MANAGEMENT. 


(a) PERMANENT WAY AND WORKS. 
Mileage. ; 
87. The route mileage of line for the maintenance of which the Chief 
Engineer for Existing Lines is responsible, totalled, at June of this year, 5,523, 
with a track mileage of 6,261, consisting of 4,876 single, 1,197 double, 28 triple, 
155 quadruple, and 5 quintuple tracks. The total track mileage, average single 
track, including sidings, maintained for the year 30th June, 1924, was 7,316 
miles. 


Grades and Curves. 

88. The striking features of the line are sharp curves and steep gradients. 
The main route from Sydney southwards has many short sections of 1 in 40 to 
1 in 66, and there are considerable lengths of 1 in 75. The Western main line to 
Bathurst is even worse, with portions as stiff as 1 in 31, and, in the reverse direction, 
1 in 40. On the Northern route 1 in 40 is common. It may be said that until 
the plains are reached there 1s no section without abnormal gradients and curves. 
The configuration of the country is such that without enormous expenditure 
these disadvantages cannot entirely be overcome. Here and there some alleviation 
may ensue by re-alignment, but not sufficient to permit of any material reduction 
in the cost of working and maintenance. 


Rails, Sleepers and Ballast. 

89. The standard rail is of the.“ T”’ type, and varies in weight from 100 
to 60 lb. per yard. Rails of 100-Ib. section are laid within the metropolitan area, 
while 90-lb. section rails are the standard on the main trunk lines to Cootamundra, 


Wollongong, Orange, and Werris Creek, the remaining mileage on the trunk lines 


being renewed with 80-lb. section rails. The latter section is adopted as standard 
for the principal branch lines, but there is still a lot of 713-1b. rails, while ploneer 
lines are laid with 60-lb. section rails. When re-laying 1s necessary, ploneer lines 


are re-laid with 80-lb. section recovered rails. 


90. The standard road provides for ironbark or other selected hardwood 
sleepers, 8 ft. x 9 in. x 44 in., laid eighteen to a 40-ft. rail length. The general 
world standard is 9 ft. x 10 in. x 5 in., but experience over many years has shown 
that the Australian heavy wood sleepers of a smaller size are satisfactory. The 
rail joints are staggered, with sleepers spaced 2 ft. 34 in. and 1 ft. 8 in. at joints. 
Ballast is, as to the bottom, hard sandstone, 3 in. gauge, and at the top 25 in. 
blue-metal. Pioneer lines are ballasted with earth, strengthened where necessary 
with gravel, sand or ashes. Quarries for the provision of ballast have been opened 
up in each division, the ballast being dealt with in hopper wagons and plough-spread. 
The permissible axle-load is 20 tons 7 cwt. on main lines and from 17 tons 7 cwt. 
to 13 tons 4 ewt. on branch and pioneer lines, according to the weight of rail in 
use. The track isnoisy. We suggest that experiments be made to overcome this. 


Construction and Maintenance Costs. 
91. As representative of constructional and maintenance cost per mile, 
we have been given the following examples :— 


PERMANENT Way CONSTRUCTION AND MAINTENANCE Costs. 


Double Track. 
Section Constructional Maintenance 
Stairt eany cost per mile. cost per mile. 


£ £ 
Southern Line— 
Granville to Goulburn is we ae ae 1. 42,528 794 
Sydenham to Bankstown .. ‘ a Ase wee 25,292 504 


Western Line— 


Granville to Kelso... at ‘in AIF ati imdb ete 890 
Syduey to Newcastle— 
Strathfield to Hamilton eee ere ete ere tee 37,150 692 


Permanent 
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Permanent Way Construction and Maint 


Single Track. 


nance Costs.—continued. 


refit Constructional Maintenance 
Feetions cost per mile. cost per mile. 
Southern Lines— 
Wagga to Albury ae tete et Sean asa 19.978 487 


Southern Branch Lines— 
Junee to Hay, and Cule 
Western Line— 
Bathurst to Bourke ... 
Western Branch Lines— 
Blayney to Demondrille, N 


| led 9 . 
airn to Corowa... ne ee 6,347 261 


7,840 216 


yngan to Cobar, and Orange 7,242 B47 
to Forbes, 
Northern Line— 
Branxton to Wallangarra 13,579 350 
Northern Branch Lines— 
Werris Creek to Narrabri itn ao a ee 6,785 247 
North Coast Line— ef 
West Maitland to South Grafton ap aap cue Le GUO 208 
Pioneer Lines. 
Southern Branch Lines— 
Yanco to Griffith, Wyalong to Lake Cargelligo, Stockin- 4,973 162 
bingal to Caragabal, Galong to Boorowa. 
Western Branch Lines — 
Dunedoo to Coonabarabran and Coolah, Parkes to Trida, 3,908 136 
Parkes to Narromine, Bogan Gate to Tottenham, 
Dubbo to Coonamble and Merrygocn, Nevertire to 
Warren, Byrock to Brewarrina. 
Northern Branch Lines— 
Muswellbrook to Merriwa, Narrabri to Inverell and Mun- 3,818 184 


gindi, Narrabri to Walgett and Pokataroo, Tamworth 
to Barraba. 

92. Constructional costs 
mountains, and to a certain ext 
traffic density. Re-laying, 
estimates by district engine 
Lines. 


follow the heavy character of wor 
ent maintenance is under a simil 
re-railing, and re-sleepering are the 
ers, and are checked by 


ks over the 
ar influence, plus 
subjects of yearly 
the Chief Engineer for Existing 


Re-laying, Re-railing and Re-sleepering. 

_ 93. For the year 1922-93 254 
re-railed and 192 miles re-sleepered. 
miles re-laid, 86 miles re-railed, and 190 
carried out. A statement show 


miles were re-laid, while 474 miles were 
In 1923-24 the programme covered 444 
miles re-sleepered, but this was not fully 
Ing the cost per mile of re-sleepering, re-railing, 
and re-laying complete for the years 1922-99 and 1923-24 is appended. 

STATEMENT slowing cost per mile of Kte-sleeping and Re-railing, and total cost and 


length of work done of Re-laying complete of 100-Ib., 90-1b , §0-lb., and 75-lb. 
track for the years ended 30th June, 1923 and 1924, 











Cost per mile, Relaying complete—Total cost and work done, 







































































oc 
Tears 100 Ib, rails, | 90 Ib. rails, 80 Ib. rails. 75 Ib, rails, Total. 
S0th | Re- | Re- |- ———_| : | : ———_—___ 
June. | slecp- | rail- | 1) dts: ‘nt Ne aoe ee | ¥ 
ering. | ing. | Total | Work | we | Total | Work pe: Total | Work’.| [8 | nota’ | work or | Total | Work a 
cost. | done, | nae cost, done, ny cost. | done, | Lay | east, done, ail | cost, done. | mile 
| | | | ! { } a = 
; | ae a) ebrde (aee s| | a | 
| £ £ £ |mech.| £ | § m. ch. £ | S50, tN Oh. lee of irs m.ch.| ‘£ ffi im.eh.| £ 
1923 ;.. 1,152 | 2,369 6,514 | 1 bed 3,563 | 10,479 | 3112] 3,330 56,863 | 18 65) 3,145 5,879 | 2 33 (2,437 79,735 | 25 373) 3,132 
| | 
te ree Mee f | | ee | cee 
1924 ... 1,039 | 2,321 19,992 | 5 46} | 3,584 | 39,728 | 1] 66? | 3,357 | 49,204 | 15 13} | 3,243} 18,368 | 7 oo 2,438 {127,292 | 40 93 | 3,172 
| | 
} | | | 
ee eee Sb ve ie ee = 


section, twenty years; 713-lb, section, forty y 
years,” 








94. Since 1888, 1,094 miles of track have been completely re-laid, 3,261 
re-sleepered, and 1,244 re-railed. 


95. The average life of rails is given as: 


 100-Ib. section, eighteen years; 
90-lb. section, no experience of life, as such rail 


S were first laid in 1915; °80-lb. 
ears, and 60-lb. section, twenty-five 


96, 






















‘ 
: 


. —— — 
——S oe 
= 
- 7 — - 
= SS = 


a . 
a 
= 
ae 


= ones 


a 
Ss 


i rw + 
a mall 





=~ . I~ = = = 
a a = ct Jo >= — 
= we ry = “v= <=) 
_ a i re a 


Te 


oe = Se ze 


Sa 


= a 
le 


XXXVI 


96. No cash reserves exist to meet te-laying, the work done year by year 
as a result of inspection being relied upon to keep the lines up to standard. This 
means.itregular expenditure in one year as against another. Calculated upon the 
life of rails, there should be an average of at least 200 miles re-laid each year. 
Future costs cannot be determined. Based, however, on present price of materials 
and labour costs, a figure may be given of £3,000 per mile, a total of 200 miles 
of £600,000 per annum. In the event of a less mileage being re-laid in any one 
year, we consider that a reserve, representing wastage, should be set up to provide 
for the future and to keep accounts under this head level year by year. 


Permanent Way Workshops. 


97. There are five workshops for meeting permanent way and other 
requirements. At White Bay, Sydney, the preparation of structural steelwork 
for power-houses and workshops is carried out, as well as 4 variety of other things 
such as stéelwork for upcast and downcast shafts and screening plant for the 
coal-mine. Repairs to pumps and winches, concrete mixers, steam shovels, and 
a number of articles for tramways and concrete atticles of sorts are also 
manufactured at White Bay. 


98. At Lidcombe the manufacture of fish-plates, crossing gates, barrows, 
and permanent way tools is carried on. The preparation and in many cases 
the assembly of all wood materials in connection with erection and repairs of 
buildings and bridges, including refreshment-room fittings, 18 also done. These 
shops form a despatching centre for nearly all oregon and redwood required 
for railway and tramway construction and repair, approximately 3,000,000 
super. feet being handled, milled and dispatched to the various districts each year. 


99, At Newcastle the fabrication of’ steelwork for bridges, gantry and 
jib cranes, switches and crossings, trolley wheels, dog spikes, fishbolts, nuts, rivets, 
insulator pins, railbending for City railway, &c., &c., 1s carried out together with 


_eastings—brass and iron—the latter up to 5 tons in weight. (eneral repair work 


for the Newcastle Division also comes here. 


100. At Goulburn the workshops provide for the manufacture of cart 
weighbridges, wirewoven work, corrugated-iron tanks, cisterns, galvanised baths, 
stove-pipes, tools, small iron, brass, gunmetal, and aluminium castings, and general 
repair work for the Goulburn Division. A concrete plant turns out water-troughs, 
foundation blocks, posts, and other articles. The use of ferro-concrete on the 
railways of New South Wales is a distinct feature (and has undoubtedly done 
much to reduce the cost of many articles hitherto having a short life owing to 
climatic and other conditions). Serer 


401. At Bathurst, in addition to repairs and the preparation of points 
and crossings, fencing material, &c., &c., plumbing work for railway and tramway 
needs, such as tanks, guttering, down pipes, stove-pipes, fire buckets and so on 
is dealt with. . 


102. Speaking generally, these shops are well equipped and managed, 
the class of work turned out being good. 


103. In addition to maintenance and duplication of lines, the erection and 
maintenance of power-houses, station buildings and workshops, the supervision of 
the departmental coal-mine comes within the duties of the Chief Engineer for 
Existing Lines, but he is not concerned with survey work or the construction of 
new lines, for which the Engineer for Surveys and the Engineer for Railway and 
Tramway Construction are respectively responsible. The upkeep of stations. 
and buildings is satisfactory. 


7. 


Organisation of Branch. 


104. The technical staff of the Chief Engineer for Existing Lines includes 
a Chief Assistant Engineer, Supervising Engineer, Inspecting Engineer, Principal 
Designing Engineer, two head office Surveyors, Inspector of Bridges, Inspector 
of Timber, and a Superintending Engineer of the coal-mine. ~ iPeio 


105. For engineering purposes the system 1s divided into four divisions, 
each controlled by a divisional engineer, stationed at Sydney, Goulburn, Seer 
an 
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and Newcastle respectively. The sections of the North Coast line, Grafton to 
Murwillumbah, and Casino to Kyogle, a distance of 167 miles, are under the control 
of a Chief Inspector. The section from Broken Hill to Menindije (73 miles) being 


isolated from the general system, is controlled by the Tramways Manager in 
conjunction with the Broken Hill-Tarrawingee Tramways. 


106. The Metropolitan Division, with Sydney as head-quarters, extends 
to North Goulburn on the Southern Line, Raglan and Werris Creek on the Western 
Line, and the Illawarra Line (South Coast) to Nowra, including branch lines, 
a distance of 1,379 miles. The Southern Division extends from North Goulburn 
to Albury, (Victorian border) and all branch lines, a distance of 1,731 miles, 
The ‘Western Division extends from Raglan to Bourke and all branch lines,. a 
distance of 1,382 miles. The Northern Division extends from Gostord to 
Wallangarra (Queensland border) including branch lines to Mungindi, Walgett, 
Pokataroo, and Inverell on the north-west, and South Grafton on the North 
Coast, a distance of 1,490 miles. 


107. Each Divisional Engineer has an inspector for permanent way, an 
inspector of buildings and bridges, and sub-inspectors for each district into 
which his section is divided. There are also timber inspectors and the necessary 
surveyors and draughtsmen attached to each division. Resident engineers are 
employed for new works of magnitude, as occasion arises 


108, The average number of men in a line gang varies. In the metropolitan 
suburban area six men are employed; on the main lines four, and on branch 
lines three. Where necessary motor trolleys are provided to enable the 
maintenance staff to move easily and quickly over their lengths. The average 
length of line maintained by each gang is main line, single track, 8 miles, and 
branch lines, second class, single track, 104 miles. 


Monthly Conference. 


109. A conference, of which the Engineer for Existing Lines is chairman, 
is held at the head office each month, with the principal officers responsible for 
the maintenance of way and constructional works, including Assistant Engineer- 
in-Chief, Supervising Engineer, Principal Designing Engineer, Divisional Engineers, 
and Resident Engineers, when matters appertaining to maintenance and con- 
structional works are reviewed, and consideration is given to suggestions for 
improvements in the methods of carrying out the works in the most economical 
manner, number of staff employed, and the necessity for Increasing or decreasing 
requirements as the work demands. | 


110. Generally the upkeep of the line is sufficient for the present traffie 
requirements, but with electrification a higher standard of maintenance will 
probably be found necessary in the Sydney area. 


Railway Construction Branch. 


111, The engineering staff for the construction of new lines was formerly 
under the Minister for Public Works, the lines being handed over to the Railway 
Commissioners for working upon completion. In 1917 constructional work was 
handed over to the Commissioners. New lines come into being as the result of 
local application to the Public Works Department, which takes evidence through 
a standing committee. Trial surveys are made, estimates prepared, and reports 
forwarded to the Minister by the Commissioners. The standing committee 
having reported in favour of new lines, and Parliamentary sanction being given, 
the Commissioners may be instructed to proceed with the work, when a permanent 
survey and plans and sections are prepared—and upon the necessary money being 
provided for a year’s work construction is commenced. 


High Cost of Surveys. 


112. Surveys appear to be exceptionally high in cost, the estimate for the 
Glenreagh to Dorrigo line, for example, being given as £22,158. It was explained, 
however, that the country through which the line passes presented abnormal 
difficulties. In this connection we are of opinion that benefit would accrue from 
the supervision. of this work by the Chief Engineer for Existing Lines, as recom- 
mended in Part III of our report. : : 
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Speedy Construction Essential after Line is Sanctioned. 


113. Estimates of total cost of constructing lines are of little value, having 
regard to the practices described in Part II of our report, but there can be no doubt 
that the final costs have been inflated quite unduly by the long-drawn-out methods 
of construction. These uneconomic methods should certainly be avoided in future. 
Once a line has been sanctioned the money should be made available for its speedy 
completion, thus enabling the capital spent to be interest-bearing and not unpro- 


ductive. 


114. Constructional plant to the value of £150,000 1s in use upon these 
lines, and additional tools, stores, and material required are requisitioned from 
the Comptroller of Stores. Locomotives are supplied by the Chief Mechanical 
Engineer. Rails and fish-plates are supplied under contract. Dog spikes and 
bolts are made in the workshops of the Chief Engineer for Existing Lines, or at 
Eveleigh Shops. Sleepers are bought directly from the cutters, preferably in 
the neighbourhood of the new lines. 


Construction Branch Technical Staff. 


115. The technical staff under the Chief Engineer for Railway and Tramway 
Construction consists of a Principal Designing Engineer, two Inspecting Engineers, 
two Inspectors of Machinery and Plant, and twenty draughtsmen. In addition, 
Resident Engineers in charge of each line under construction are employed, of 
whom there are at present ten. 


116. The Engineer for Surveys has a staff of sixteen Surveyors, of whom 
two are Inspecting Surveyors, and twenty-one draughtsmen. 


117. It is probable that but for the fact that the Construction and Survey 
Engineers were transferred as separate departments from the Public Works 
Department to the Commissioners, all their work would have been under the 
supervision of the Chief Engineer for Existing Lines. It is certainly desirable 
that the engineer who takes over responsibility for maintenance of the new lines 
should also be the authority for survey and construction, and in our report upon 
organisation we recommend this. Moreover, the employment of three engineers 
-+ndependent the one of the other makes head-quarters engineering staff top-heavy. 


118. The City and Suburban Railway Construction is a very special work, 
and is properly under a separate and expert engineer. His technical staff includes 
a Principal Designing Engineer, a Designing Engineer, a Supervisor of Construction, 
a Supervising Engineer, and the necessary complement of draughtsmen. 


Early Completion of Metropolitan Electric Railways urged. 


119. The total expenditure on the City Railway and the Kastern and Western 
Suburbs Railways was, at 30th June, 1924, £1,091,112. An increasing sum of 
money will be lying idle on these works until they are available for traffic, and the 
desirability of bringing them to completion at the earliest possible date needs no 
other demonstration. The saturation of tramway services is calling for relief 
as well as the suburban steam-train services. Even under the speediest possible 
construction, congestion of existing facilities promises to be far more serious than 
at present before the city lines and the electrification can be completed. 


IV.—MANAGEMENT. 


(b) SIGNALLING. 


420. In accordance with the Commissioners’ policy this Branch has been 
considerably enlarged during recent years, more particularly in the direction of 
automatic and power devices. Increased expenditure consequently arises, but 
the railway has been vastly improved from the point of view of safety and facility 
of operation, a total of 300 miles being under automatic control. Automatic 
signalling is at present being installed at various places, while improved methods 


have recently been introduced at Sydney. 
Responsibility 
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Responsibility of Signal Engineer. 


121. The Signal Engineer is responsible for the installation and maintenance 
of all signalling and interlocking apparatus on the railw: ys and tramways. Line 
Wires and poles for telegraph, telephone and safe working instruments are also in 
his charge, the line wires in the Sydney and Newcastle areas excepted, these being 
under the Electrical Engineer. Telephones throughout the system are also main- 
tained, with the exception that certain telephones in Sydney and Neweastle are 
maintained by the Electrical Engineer, as are also telegraph instruments and 
batteries throughout the line. We think it would be an advantage to place all 
these under one control. Power for signalling purposes is supplied by the Electrical 
Branch up to the transformers used for signalling, the Signalling Branch taking 
over from the secondary side of such transformers. 


Signal Branch Workshops. 


122. Workshops—to be transferred to Chullora—exist at Sydney and 
Auburn, for the manufacture of apparatus required for signalling and interlocking 
purposes. Certain articles appertaining to signals are made in the electrical en gineer- 
ing workshops or at the Newcastle engineering shops. Wire is purchased under 
contract, as are also signal point mechanisms, relays and transformers. In the 
signal shops are made station indicators, office furniture, luggage barrows, lamps, 
footwarmers and other things. At Auburn a ferro-concrete plant supplies material 
not only for signalling but for station buildings. The decision of the Commissioners 
to concentrate manufacture at Chullora is evidently wise, and in the interests of 
economy, not only in this particular case, but in others where the making of similar 
articles is going on at a number of places under separate branch control. 


Signal Branch Technical Staff. 


123. The signal engineering technical staff comprises two Assistant Outdoor 
Engineers, one for electrical and the other for mechanical work, one Assistant 
Engineer, a Chief Draughtsman and eighteen draughtsmen. There are also twa 
electrical supervisors, two inspectors and two sub-inspectors for Sydney, one 
inspector and two sub-inspectors for the Metropolitan Area, an inspector at 
Goulburn, an inspector and sub-inspector at Cootamundra, similar staff at 
Bathurst and Newcastle, an inspector at Tamworth, and a relief inspector. For 
construction work in Sydney there are two inspectors and one sub-inspector, and 
on the Molong-Dubbo Railway one inspector and one sub-inspector. The total 
number of employees in the Department is 1,357. 


124. For the workshops there is a Works Manager, Assistant Works Manager, 
and twelve sub-foremen, Supervising 451 men. There are also an Assistant 
Engineer for steelwork and ferro-concrete, two sub-foremen and draughtsmen. 


Safe Working Equipment. 


125. The safe working equipment in use on the lines now includes 433 
signal-boxes, 23,679 lever units, 475 blocks instruments, 496 electric staff and 
tablet instruments, 16,372 miles of line wire, 1,132 power worked points and 
signals, and 423 automatic signal arms. 


Advantages of Automatic Signalling. 


126. The policy of installing automatic signalling on certain country lines, 
in some cases where the traffic is comparatively light, would at first sight appear 
somewhat extravagant, but actually it is a direct economy. Although the initial 
cost and maintenance of automatic signals are slightly higher than that. of manual 
signalling, it must be borne in mind that the eight-hour day and the relatively 
high rate of wages in New South Wales have an important bearing on the subject. 
With manual signalling three shifts of men are required at every station and 
crossing loop, whereas automatic signalling necessitates personnel only at the more 
important stations. As an illustration, the Molong to Dubbo line may be cited. 
This line, 80 miles in length, under manual signalling would require the staffing 
of sixteen stations and crossing loops, but with the automatic installation only 
five stations need be manned. Further. with light traffic and under special cir- 
cumstances, the whole 80 miles could be controlled by one man stationed at a 
convenient point. 


Signalling 
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Signalling Developing on Sound Lines. 


127. It is an admitted fact that the replacement of the human element by 
safe mechanical operation increases the safety of working which, apart from 
the question of cost, should be the first consideration in determining the method 
to be used. We consider the Commissioners are justified in continuing along the 
lines they have adopted, and that the system of signalling generally is proceeding 
on sound lines, varying in accordance with the importance and density of the 
traffic. We suggest, however, that before determining upon the power to be 
employed for signalling the City Railways, consideration should be given to the 
advantage of using one power only, viz., electric. To extend the system at the 
Sydney terminal with an auxiliary power in the shape of pneumatic is unnecessary, 
and cannot be used or maintained without expense. On an electrically operated 
line ample power is available, and should suffice for all signalling requirements. 


Signal Branch should form part of Chief Engineer’s organisation. 


128. In connection with the organisation of the Signal Engineer's Branch 
we think economy and improvement would result from a combination of the 
electrical and mechanical assistants under one head. Further we consider that, 
as this branch is so mixed up with the engineering generally, not only in the work- 
shops but upon the line, it should form part of the Chief Engineer's organisation 
as indicated in Part III of this report. 


IV._MANAGEMENT. 


(c) MECHANICAL, 


129. As the biggest spending department of a railway undertaking, the 
branch administered by the Chief Mechanical Engineer requires special attention 
in an inquiry of this nature. A correct appreciation of the relative efficiency 
of the Department calls for close observation and inspection of the workshops, 
running sheds, locomotives, and rolling-stock generally, and a critical examination 
of cost figures in the light of existing conditions, and in comparison with other 
railways. The views and recommendations advanced in this section are, therefore, 
of special importance, as they directly affect expenditure and have a vital bearing 
upon economical and efficient railway operation. 


130. This Branch is under the control of the Chief Mechanical Engineer, 
who is responsible to the Railway Commissioners for the proper maintenance 
and upkeep of rolling-stock, pumping stations, cranes and machinery in outside 
places such as docks, &c., running sheds, and the control of engines at those places, 
together with the running staff connected therewith. He is also responsible 
for the supply of all water for railway purposes, except where supplies are available 
from shires or town councils, and for the operation and maintenance of the hydraulic 
power station at Newcastle and ‘the mechanical portion of the loading cranes. 
In addition, he is responsible for the electrical equipment of the electric trains 
to operate the Sydney Suburban Services and Underground Railways. 


131. The gas required for carriage lighting is manufactured in gasworks 
controlled by the Chief Mechanical Engineer, these being established at McDonald- 
town (adjacent to Eveleigh), Junee (on the main Southern Line), Bathurst (on 
the main Western Line), Newcastle and Werris Creek (on the main Northern Line), 
but, as it has been arranged to convert all gas-lighted carriages to electric lighting 
within five years as from January, 1924, these gasworks will be dismantled within 
that period. 


Organisation. 


132. The accompanying chart shows the organisation of the Chief 
Mechanical Engineer's Branch. This indicates that the Department has two broad 
divisions, both functioning under the head of the Branch through an Assistant 
Chief Mechanical Engineer. One branch is primarily concerned with locomotive 
matters, and the other, under a Principal Assistant Engineer, with carriages, wagons, 
research, &c. The Head Office staff numbers 277, 112 being officers, 132 clerks, 


and 33 wages staff. . 
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133. For operating purposes, the system is divided into four divisions— 
Metropolitan, Southern, Northern, and Western—as shown on the accompanying 
map, Which also indicates the various locomotive depots. 


134. The rolling-stock to be maintained by the Chief Mechanical Engineer's 
Branch included, as at 30th June, 1923, 1,341 steam locomotives, 2,188 coaching 
vehicles, 21,577 freight vehicles, and 1,906 service vehicles as shown below :— 


STATEMENT showing Locomotives, Coaching Stock, Goods Stock, and Service Stock 
on the Books at 80th June, 1923. 


ee emery nc cer a we ee en ONL ate ae ns et Re 


Tractive Power. Capacity. 










































































Vehicles. Number. Vehicles. Number. | 
Total, yee ee | Total pete 
a Be = ~ ‘ | | 
LOCOMOTIVES. | lb, tb: GOODS STOCK. | tons. tons. : 
Steam hac aiccsncteenseahcheeteeetiencrs 1,341 | 31,970,297) 2358115 | Box<Goods) WagOns in. c0rs lens cases] alice see aman coer Bs 
| | Open Goods Wagons ..... esse... 14,050 =. 216,853 15 | 
—~ | Cabtle Wagons vi. tee irts ns ante cue 1,260 7,840 6 : 
Capacity (Passengers). | Sheep Wagons ........ccseseeeersereee 1,697 10,530 | 2 | 
sehan Naber CoaloWacondirg.. assem sninaint cs 1,550 | . 20,244 | ‘ 
iy ate }olcaee te | Aearegetper | pLOas ren Van een ae hearer 1,006 12,598 | 13 
j Vehicle. | Refrigerator Vans ......+. .--..--.4; 241 3,494 15 
pera veer’ = a og a ee EP OWOECAV ADE oe pecnape tenet ae nee 61 410 | 7 
we a | WlaG MV aPOnsarre.cnssseasetemretsad tas: 83 934 12 
COACHING STOCK. | Bolster Wagons ger. rcenemnnetne. 915 39,215 33 
| Brake Vans 23 cy.c-.s ete aaaee taaives 64415 ci. Tees 
Passenger Cars- | Other Vehicles 351.50. .pe-nveso ant 70 735 11 
Jat Clase eteetico screens io eo eton mere 470 26,013 | 55 ae Bay | 
2nd Class........ er er eee | 982 59,507 | 61 Tata] ent be eee 21,577 | 303,933 M4 
Composite .....c.ccececeneeere sossevees 220 11,752 53 ee eens 
Sleeping Cars— ) 
Dat: Class scares mec teaede ns tectenewes's 86 2,260 26 SERVICE STOCK. Number. ) 
Qnid. Clase coc. vex trnccecds tosses sosiners | er amen | Sameet SEE: | seecenens ? 
Special Cars ....01..s000ce0ssengesssconssss 13 28 2 | Casualty or Break-down Vans...... 39 
Parlour 'Cars. sks cissscecscossepie coc soepes| Muteoaea. 1. |] Mareen deren | memes socal Water (Drucken eee 164 ) 
Dining Cars ........s0seeeereesereeeereees 1 38 33. Loco. Coal Trucks 2..5.:00 ssaptiusene: 284 | 
Mal Vans (ein. .c essa cetiee areca onte neon PATE be eA vi the. sco anaSae Ballast Wagons Dee Fa EN gh SPINES A AE 712 
Luggage Vans ...c..cccsesessseeeeseeene| eres |e caters | seearens Gag Vehicles @.c7.0<.25. een eae 26 
Carriage Trucks ..........0:eeeeeeceerees De eee Workmen's) Vanscce-ceseeheeecas sane 26 
Horse! Boxes Sr icc) .ce es este atantenare : Vi2t|; eo. eae oem Store Vas et eee 39 | 
Hoearses ioe. cses ccs cesies Pot heeeeesereeeens Ae icc eee Wie see ce cael Cranes (not Locomotive) <7 6 ee ee oe” Oe eee 
Motor Passenger Vehicles ..... ..... 2! §2 | 41 Plough Vansisec.cgens eee ee 11 
Brake Vansecc petceerccdeeereees sete 139 i] Sale tetooceens Motor Inspection Cars sR 2 ea 8 
Other Vehicles enc .ssc.cctsegoepasecsean Dial meee weet Pay (Ark: v20lschteln etactuce genet ae 
Other iV eniclegieeetc ses oncescenee sane 604 
Total Secs peer 2,188 | 99,738 46 Total it: eee 1,906 














As the figures for the twelve months ended 30th June, 1924, were not 
available when sections of this part of the Report were prepared, it was necessary 
to utilise those for the previous twelve months. The 1924 figures would not materrally 
affect the position. 


135. The head-quarters of the Branch are at Eveleigh, (Sydney), where also 
the principal locomotive and carriage shops are established. Wagon shops are 
situated at Clyde in the suburbs of Sydney. While the major portion of the 
repairs are executed at these places, a fair amount of such work is performed at 
Honeysuckle Point, (Newcastle), and, especially in connection with locomotives, 
at various running sheds. 


iF Locomotive, Carriage and Wagon Works. 


136. The principal locomotive shops are situated at Eveleigh. They deal 
with the building, renewals and heavy repairs of locomotives, and also execute 
new boiler work for any of the other shops in which repairs are carried out. 


137. At Eveleigh there is a very complete and up-to-date foundry, both : 
for cast-iron and steel, together with a section for non-ferrous metals. This 
foundry is equipped with tools for machine-made castings, and over 60 per cent. : 
of the work is performed under a bonus system of payment, which seems to give : 
satisfaction to the men and enables the work to be carried out speedily and econo- 
mically. 
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Iron Foundry. 


138. All cast-iron required for locomotive and carriage and wagon main- 
tenance is made in the foundry, as also a considerable quantity of cast-iron for 
the Permanent-way, Electrical and Signal Branches. The heaviest castings dealt 
with in average work weigh about 30 cwt., but castings up to 17 tons have been 
made satisfactorily, and no difficulty would be experienced in casting up to 25 
tons. There is very little hand-carrying of metal, as the foundry is divided by 
portable tracks of about 20 inch gauge, which are arranged to serve rows of moulders 
on either side of each track. These tracks carry ladles of from 5 ewt. to 3 tons 
capacity which are filled from the cupola receivers. By the use of this method of 
metal pouring and moulding machines, the output of brake-shoes for one machine 
moulder and labourer has been brought to 300 per day of eight hours, which is, 
we are given to understand, six times the rate obtained when the work was done 
on the floor and metal was hand-poured. The machines for fire-bar moulding 
and piston ring moulding have been developed and built in the Eveleigh Works. 
We are informed by the Department that, on the former, two moulders produce 
per day, with the assistance of a labourer for half a day, moulds for 168 fire-bars, 
whereas previously two moulders produced 28 per day. The average cost of 
completed castings, including all shop charges, is 13s. 9d. per cwt. Recently, the 
practice of using semi-steel was introduced for all more important castings, such 
as cylinders and superheated headers. Considerable experimental work has 
still to be done with semi-steel, but at the present time much better metal is being 
obtained at lower cost than when grey iron was exclusively used. 


Steel Foundry. 


139. The present steel foundry occupies about 12,400 square feet of area, 
but roughly 60 per cent. of this will be taken over by the iron foundry after the 
completion of an extension covering 22,000 square feet which will become the 
steel foundry. The steel foundry equipment includes : 


1 1-ton stock oil-fired converter. 
4 moulding machines. 
1 core-making machine. 
1 drilling machine. 

] sawing machine. 

2 double floor grinders. 
1 rumbler. 

3 chilian mills. 

1 annealing furnace. 

1 brick core oven. 


The heaviest steel casting produced to date weighed 31 cwt. Gallery or multiple 
moulding is adopted extensively for small castings, and the process has been 
completely successful. The output for twelve months ended June, 1924, was 
462 tozs, equal to 11:8 lbs. of serviceable castings per man-hour. The average 
cost of completed castings, including all shop charges, is £1. 13s. per cwt. 


140. In the new section of the steel foundry, a Greaves-Etchell 3-ton electric 
furnace has been installed. The addition of this furnace will enable all require- 
ments for steel castings to be made, including a large proportion of steel centres 
to be supplied to contractors for the manufacture of new rolling-stock. 


141. The area of the whole of the foundry —embracing iron, steel, and brass— 
is 69,330 square feet, but this excludes the extension of 22,000 square feet pre- 
viously mentioned. The foundry should be able to deal with all the railway 
castings required, no matter which department calls for them. Such a scheme of 
concentration presents advantages from more than one point of view, and, although 
it has been suggested that this might mean delay to certain classes of work, we 
see no reason for this, provided the work is properly conducted. 


Pattern Shop. 


142. The Eveleigh pattern shop stores and deals with all the patterns for 
the foundry. These patterns, in the aggregate, are extremely valuable, and it 
is unfortunate, therefore, that a better scheme of storage is not employed. In 
many sections the patterns are untidily stacked, and, to say the least, it must 
be 
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be a matter of difficulty and expense for required.patterns to be obtained. On 
thé New South Wales Railways, owing to the number of different classes of loco- 
motives, coaches, wagons, and machines requiring renewal, there is necessarily 
a large stock of patterns, and it is our view that they should be stofed on 
a systematic—and adequately catalogued—basis in a commodious. and well 


tight building. We recommend that an improved arrangement along these 
ines should be brought into operation immediately. 





Forge. 

148. The forge is well laid out and equipped, and is capable of supplying 
all the necessary work, up to the largest forgings, in a cheap and economical 
manner. We noticed, however, that some of the heavy forgings were not made 
near enough to the template and, therefore, carried too much weight. This, no 
doubt, is due to the heavy press having only recently been brought-into use, and 
the matter will probably soon be rectified. 


Smith’s Shop. ; 

144. The smith’s shop seems to be well equipped, and should meet all the 
needs of the Department. Drop-hammer work, however, might be done with 
advantage. 


Spring Shop. 

145. We understand that the spring shop supplies all the springs for the 
rolling-stock—locomotives, carriages, and wagons—and we find that the cost of 
manufacture, as compared with bought springs, is greatly in favour of the Railway 
Department doing the work. The spring failures, however, appear to be heavy, 
and this will be remarked upon in another part of the Report. td 


Machine Shop. 


146. The machine shop has a good proportion of up-to-date and satisfactory 
machines. A good deal of attention, we should judge, has been given to this. 


The machines are driven by electric motors. the shafting being arranged in groups 


where one machine is not of sufficient size to require a separate motor. The 
layout of these seems in every way suitable. 


Method of Dealing with Locomotives coming in and under Repair. 


147. The method of dealing with locomotives under tepair, and of following 
up the work may be described as follows :— 


148. The general condition of engines is reported monthly by steam shed 
inspectors to the Locomotive Superintendent, and, in addition, special reports 
are forwarded whenever necessary, advising the exact condition of engines in 
need of general repairs. When the Locomotive Supetintendent directs that an 
engine shall be stopped, a repair sheet—giving particulars of all visible nécessary 
repairs—is prepared by the steam shed inspector concerned and forwarded to 
the Chief Mechanical Engineer, who holds complete records of the history of each 
locomotive and its boiler. After the addition of information concerning mileage 
and time since last repair, the repair sheet is forwarded to the Works Manager, and 
by him to the foreman erector of the shop ih which the repairs are to be under- 
taken. 


149. The works at Eveleigh contain three separate erecting shops, known 
as the new locomotive shop, the old erecting shop, and the large erecting shop. 
The work in the machine atid fitting shops is sectionalised as far as possible, 
complete equipment being installed in each section to deal with all operations 
necessary within that section. After an engine is stripped, the wheels, axle-boxes, 
side-rods, valve motion, piston valves, air pumps, boiler mountings, &c., are 
delivered to the respective sectional sub-foremen, each of whom is responsible 
for completely repairing one particular part or group of parts. 


150. As an aid to the speedy execution of locomotive repairs, a number of 
spare parts are maintained so that an engine need not be kept waiting for the 
repair of the particular parts stripped from it. This applies more especially to 
boilers, axle-boxes, and wheels. a ae 
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151. If, from the information given on the te 
repairs are of a light nature, such as repairing a fr 
or any light work not involving the complete 
of any shops where parts for such an engine are to be repaired are advised (form 
marked “A’’) of the fact that the engine is to be treated as a running job, and 
they have instructions that work for such engines is to take precedence of other 
work in order to get the engine speedily back into traffic. 


pair sheet the necessary 
actured frame or renewing tyres, 


stripping of the engine, the foremen 


Form “A.” 





Date in Shops. commen 


observed after stripping. 


motive Works Manager fixes th 
completion of repairs. 


engines to fifty days for re-building or converting from 
engines of the heavier classes, 


Foreman............... 


Please note that Wag. id 6 running job. 


Will you please notify Sub-Foremen in charge of 
Sections to have material for same expedited as soon as 


possible. 


Progress System. 
152. 


Loco, Works Manager. 


If the information on the repair sheet shows that repairs of a medium 


or heavy nature are necessary, the engine is stripped, after which the sub-foreman- 


in charge makes out a defect list (form “‘ B iy 


showing defects which can only be 


Form “B.™ 


New South Wales Government Railways—Loeomotive Branch. 


SCHEDULE OFFICE, 


Part of Repair List, Engine No... C1 ASB veceesinnn 
wmmnmemnaimnnmocheduled out 


Frame 





Cylinder covers 

Cylinder cocks eee ke aS 
» cock shaft and rod enfin Sa REA 3 

Steam chest “sc. 4 

Steam chest covers 


ee rwvevees eeneners PuSvress suevvees BeeDates soveveC™ EveSERGY SowTeuee srerEor® sventere soserese 


woreesees PTIOGs cos emeen Freee ees ren seets heveenes HeereeeD, 


Mes eo So ganas 
prdcevalvéed™cieeee een oo 
backerings, &c. __- scsmusath 


Bude:bara 2275 lie 
Slide bar brackets 
Valve chambers .... 
BIGUION  ineemeaeties Leercsi cn 
Reversing W. shaftooccccoo 
Reversing shaft bracket 
f nut screw and wheel 
Reversing screw bracket 
Reversing rod 
PASO BUAL - eis heto aa 
Brake shaft bracket 
Brake hangers occ. 
Brake thrust rods . 
Brake pull r0d8 cesses. 
Brake screw and nut arenes 
Brake cylinder _......... 
Brake air drums . 
Copper pipes a2 
Snifter valves .. 
Buffers 


om ebensous susvevas SUMBESoG eve mveen eseesiee preveses ovevbwns pveovave seupebeT seeves 
OOHUNTVy COUYNTED CUULOITD GUEVEEDS FYEELEOS er¥st0~0 EFODENYD EPETOUDE OFbIEONS eonscars sevesnes owonsee 
) PRIPIER ore re eee Seren 


Te AENEENS OWLETTS FUNETDTL #8PEEDES PUmeTY FrDeTEN FEEREERS sseverts sesssrey 


MIAETTY 94H HS FYNABLOS O¥TrETED FOOSEER HOPE HeTE Seres 





SOHN ELUN SHOET IND BpnOeENN ovensens sentenes peveenen 








Ot nHe DNEHENNY aeneetan vereees 


“ennennd gnnveeen oproeven senusven ovvenens euvueven vesssvee someones oneesnen susyvest ossveses vvveseen 


These times 


After the 
28910—d 


ance NAGUTE Of Repairs memmenenmnnn 


Pas FNC Ege Sk ee ie RNS TS 
DODO PUES Sic pee 
Compensating beaMS emu 
Compensating pin 
Compensating shaft ........... 
Compensating brackets 
DUpie cent rest eee a, ae aly sta 
Bipie: radian <a 2 ue, Sh say 
Bogie post and sleeve veo. 

Bogie cradle links 
Bogie pins 
i Lt tc: 
Pin aid bracket oc ceccnc.. 
Rocker firebar gear 
ptesin pipes: Letwtes. 
LS See ee ve oe 
Blast pipe Bem. section oeccmmsmemmmecco. 
Blast pipe blower nozzle 


OnTONNOE URROwEN euneeHaD vennnes suetenen aunreneD oy. 





rere 








PUCHOOR mk wee eS os. 
EDULE: OERLGHP Laima seers gil soo 
Smokebox front and door Fe a eet 


LLL) Saree rere at Eee ean 
Boiler mountings 
Injectors scans 
Exhaust injectors ... 

Labsreaters ji... 

Release valves 
Draw hook occu, 
Sandboxes vales and SGSbiNgS — dere, 
Superheaters 











Foreman. 


From the information made available by the engine 
repair sheet, by the defect list, and from his own personal observation, the Loco- 
e time considered by him as reasonable for the 
vary from eighteen days for the smaller 


simple to superheated 


scheduled time for the engine repair 


has 
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has been determined, copies of form “C” are made out covering all the parts 
of the locomotive to be repaired in the sectional shops, and showing the dates 
on which the part or parts must be supplied in completed state to the erection 
shop. As far as practicable, the sequence is fixed to ensure delivery most advan- 
tageous to the foreman erector. When sectional work is completed, the sub- 
foreman fills in the form and delivers it to his foreman, Should there have been 
any delay, the reason is noted. 
Form “ (C.” 
New South Wales Government Railways. 
X2479 
MATERIAL TO BE DELIVERED. 


New Loco. Shop. 
Old Erecting Shop. 
Large Erecting Shop. 


Engine No. Class. | Date to be delivered. | Date completed. 














er 
Norg.—This slip is to be returned to No. 1 Room, Loco. Works 
Manager’s Office, immediately work is completed. 


Loco. Works Manager. 
o 


453. The schedule officer maintains two records of the progress of repairs, 
one made up from the return of completed forms, similar to form “ C,” and a record 
card, “‘ D,” which is kept posted daily from his own personal observation. These 
records are analysed periodically by the Works Manager and his assistant, and 
any sections in default for late delivery of material are discovered and suitable 
action taken. The Assistant Chief Mechanical Engineer holds a meeting weekly 
with the Locomotive Superintendent and Works Manager, and reviews the output 
of repaired engines for the previous week and all delays to engines under repairs. 


154. A complete system of inter-shop transport has been developed to 
facilitate delivery of material between erecting shops and machine and fitting 
shops, and includes an elevated electric runway cantilevered from the shop front, 
and having branch access to all necessary shops. There are three electric storage 
battery shop delivery trucks and a caterpillar tractor in service for moving parts 
from shop to shop, whilst a further three electric trucks are on order. Five high- 
speed standard gauge steam locomotive cranes are employed to do all the heavy 
lifting to and from shop trucks outside the shops and in places not served by shop 
cranes. 


155. Assuming the arrangements outlined are followed and the progress 
system is carefully supervised, the repairs should be dealt with in such a way as 
to get the maximum quantity carried out within the works. The practice in 
force in New South Wales has been dealt with in some detail, as it 1s felt that 
the organisation for bringing in engines for repair and carrying them through 
is of the greatest Importance. 


No Standard Gauges in Use. 


156. It is, however, noted with regret that no system of standard gauges 
obtains, either in the machine shop or in the fitting shop, and no interchangeability 
of parts can, therefore, be relied upon. This, of course, reflects itself in delay 
and high maintenance costs. 

ForM 





TON peer, OLAS 


ee oe MUD-FOreman Se we. Date 1p... 


PARTICULARS OF REPAIRS .... 


a eenenenseennereeenenersereeee 


Form ‘ D.” 


et ae . Date out 





Stripped. 


Shop. | 


Smiths | Machine | Fitting Welding 


Shop. | Shop. Shop, 


Coppersmith’s 
Shop. 





Tinsmith’s 
Sr 











BAO ORiei S., 


OS canted OEE LA a a tle ul 





10p. Delivered Complete. 





In. | Out. | 


In. 


Out.| In. 


Out.| In. | Out. 


In. Out. | In. 


| out, | Assem. | Erect. | Erect. | Sched. \ 
"| Depot. | Shop. | Shop. | Date, 








BE OMOT AMOLLEUS. Ec atess ise ceseesinelin 


Brake shaft (weld) .......... 
Brake shaft bkts (weld) ..... 
Reversing shaft (weld) 


Horn blocks (weld) ............ ee 


Axle-boxes (fitting) ........... 
sand gear (mach) ............ 
Brake shaft (mach) ........... 
Comp. beams and pins ........ 
Hngine frames 4.235... 005.0000 





Brake shaft bkts (mach) ............ 


Bogie frames (mach) a 
Reversing shaft (mach)......... 
Reversing shaft bkts (mach)...!. 
Horn cheek plates ........... 
Cylinders or covers ........... 
PUGD DARE Otc, sccnancr acs apes ocees 


Horn blocks (mach) ............ ca 


Pistons (complete) | 
Slide valves and buckles ..... 





Brake hangers ...... MEE ada eeaes za 


Springs 
RPO INES) sates tcesavccett chest 
Piston valve liners ............1. 
Wheels from mach. shop......!.. 
Axle-boxes (boring) ............ 2 
Blast pipe (bottom) ............ I. 
Blast pipe (top) 

Steam pipes and cones 
BOgie: DOXEM #4550... sche vec eeee 
Steam chest covers ............ 
Boiler mountings ............... 
Piston valves (complete) ...... 
Exhaust injectors ..:............ 


ION: COBO. vivsvececcessecess — 
General brass fittings .........|... 
Wheels (complete) ............... be 
Bogie wheels (mach) ............ owas 
Coupling rods (complete) ......}...... 





Connecting rods (complete) ... 
PREM OGING .¢ySvctces ose ccveaue 
PR AMOIEOUG: posateetvatevers xvas ces 
Westinghouse air-pump ...... 
Super. elements (weld) ......... 


Bilstem bu Desmeeee, 25 ech cence eee ee 


Super headers (mach) ads 

Bogie post and sleeve ......... 
Bogie centres ...........0.sceseeee 
Reversing Screw ......6....0000 
Reversing nut............ssesseses 
PEMIMRBM texas slodhavcagcsees«xasNennd 04%. 


Cie Ss pox tron’ and door... 


Silencers 
PRUIETADRAINE vcs. cctcccsstterceee 


Super elements (mach) ......... eS 
Boiler mounted for test ...... - 


SPICE VADER Ov cecowsdexetpevctsane 
Boiler fitted to frame ......... 


W’house brake pipes.........—.. 
DON ay ni cnass teens esse cdhass 
Re aieicadcnec) oxenridsos cash 
Spark arresters ..... 





Engine to weighbridge .........|..... Cea eee 
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Boiler Shops. 


157. The boiler shops are quite inadequate, and are costly, but we shall 
not deal with these in any detail, as they will shortly be transferred to an entirely 
new site at Chullora. The plans, layout, and buildings for the new boiler shop— 
which we have seen—appear generally satisfactory and of sufficient size to account 
fully for all the present and immediate needs, inasmuch as the electric traction 
proposed will mean a reduction rather than an increase In boiler requirements 
for some considerable time. 


New Engines. 


158. So far as the building of new engines is concerned, this is not being 
attempted seriously owing to the large amount of repairs required, which the shops 
at Eveleigh cannot at present deal with fully. 


Honeysuckle and Out-Stations. 


159. There are a certain number of repairs of-a light, medium, and heavy 
nature carried out at Honeysuckle (Newcastle). We consider these shops are 
inadequately laid out and equipped for economically dealing with the work, and 
if the repairs now carried out there cannot be dealt with at Eveleigh—which 1s 
only 100 miles away—new and better arranged and equipped works should be 
provided at or near Honeysuckle. There is also a power station at Bullock Island, 
Newcastle, and six electric cranes of 15 tons capacity, and seventeen hydraulic 
cranes, also of 15 tons capacity, to deal with the coaling at the docks. The staff 
employed in the power-house, and also on the maintenance of the mechanical 
portion of the cranes, is controlled by the Locomotive Branch. The coal shipped 
approximates 5,000,000 tons annually. 


Staff Comparisons. 


160. Before leaving the locomotive workshops at Eveleigh and Honeysuckle, 
it is interesting to compare the number of men employed at these places with 
those at Horwich, Crewe, Derby, and St. Rollox on the London, Midland and 
Scottish Railway of Great Britain. It will be seen from the following statement 
that the staff employed per engine repaired on the British Railway was about 
half the number required in New South Wales. This should be given very 
careful consideration by the Chief Mechanical Engineer. Unless the position 
in New South Wales is due to the old and varied classes of locomotives it would 
appear that a considerable reduction could be made in the staff. For instance, 
comparing with Horwich, where there are practically similar works to Eveleigh 
(including manufacture of steel castings), it will be noticed that, while the staff 
is much the same, the number of repairs carried out at Eveleigh is about half, 
and that, in addition, twenty-one engines were built at Horwich compared with 
five at Eveleigh. It is important to note that, while less than half the work 1s 
done at Eveleigh as compared with Horwich, the amount paid in wages is approxi- 
mately 80 per cent. more :— 

Locomotive WorksHops—Srarr AND OvurputT—l923. 





Engines Staff Engine Staff 

















| which | employed Repairs employed F 
Workshop. | Staff. underwent per (Heavy per aa et 
| heavy heavy | and engine : 
| repair. repair, | medium). repaired, 
“fi cs eee as ch ceca nes ds 
| | 
London, Midland and Scottish Rail-| No. No. No. No. No. No. 
way— | 
Horwich ... ee ee w-| 3,885 808 4-81 888 | 4-38 21° 
Crewe... mae a ore] (M3007 1,478 5-20 1,841 4:18 30 
Derby .. pe ie ...| 4,659 1,500 3°58 1,347 3°46 10 
St. Rollox ode oi Fe By ie 359 4:96 407 4:37 =e 
New South Wales Railways— | 
Eveleigh a ae | 3,476 352 9-88 | 447 7:78 5 
Honeysuckle... on | 410 35 11-71 49 8:37 











161. The following are the particulars of the staff employed in connection 
with the repairs to locomotives at the workshops at Eveleigh, Honeysuckle and 
Lismore. Lismore is a small shop dealing with the repairs which, owing to its 

isolated 
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Isolated position between Murwillumbah and Grafton—a distance of 147 miles — 
are obliged to be carried out there until the bridge is built which is in contemplation 
over the River Clarence. 








| 





| Wages Staff | 
Workshop. Officers. | Clerical Staff. | (other than Total. 
running), 





vehlecmaliias = - SI 


Eveleigh Locomotive shops ... hee nd bist 93 | 46 | 93,480 3,569 
Honeysuckle ... es: ts + ni Pel 16 8 | 402 426 
Lismore Me he be AF 5 2 38 45 


Newcastle Power Station 27 27 











_ , 162. A number of light and medium repairs are done at the out-stations. 
This is neither desirable nor economical, and cannot be excused on account of the 
distance from head-quarters, as engines requiring repairs can always be arranged 
to work trains to the place where the workshops are situated. 


Running Department. 


163. The Running Department is directly under the supervision of the 
Locomotive Superintendent, who is responsible to the Chief Mechanical Engineer 
for the whole of the running sheds, and the repairing and maintenance of the 
locomotives stabled there. He has under him one principal assistant and four 
divisional locomotive superintendents, as shown on the organisation chart at 
paragraph 132. The running of the passenger engines is arranged by the 
Locomotive Superintendent, but running control of goods engines is entirely in 
the hands of the Traffic Department. 


Repairs at Out-Stations. 


164. A considerable amount of repair work is done at the out-stations, 
and many of them are equipped with the necessary machinery for this work. 
The value of this machinery is put down as approximately £90,000. It is un- 
economical and in every way undesirable that repair work should be carried out 
at many separate places the methods at which might vary considerably, and, as 
Stated elsewhere, it is recommended that repair work should be concentrated as far 
as practicable. 


165. The system has grown up in New South Wales by reason of the 
difficulties in the direction of enlarging the accommodation at Eveleigh, which 
was built in 1888 when there were only some 400 engines in service. Land was 
more readily available at places outside Sydney, and, in addition, it was then the 
policy to instal certain machinery in the existing running sheds as being less 
expensive than the erection of suitable workshops. As a result, the practice 
adopted has led to increased maintenance costs and has also had a great effect 
upon standardisation. In the case of Honeysuckle Works, these were built prior 
to the Eveleigh Shops in connection with the separate railway then in existence 
from Newcastle to the north. The following statement clearly shows how 
engine repair work has grown at the out-stations and decreased at Eveleigh during 
recent years. 


Toran WaGEs CHARGED To ENGINE REPAIRS. 











Date. | Eveleigh, | Honeysuckle. Other Depdats. 
Yo 70 % 
1910-1] 60-44 5:77 03°79 
1911-12 59-63 5°72 34°65 
1912-13 58-41 5°36 36°23 
1915-14 55°89 5:16 38:95 
1914-15 53°31 5-01 41-68 
1915-16 55°32 5:37 39°31] 
1916-17 54-71 5.27 40-02 
1917-18 50-92 4-11 44-97 
1918-19 50-00 4°36 45-64 
1919-20 49-52 4-84 45-64 
1920-21 51°18 4-66 44°16 
1921-22 50-74 4-68 44°58 
1922-23 50°65 | 5:19 44-16 
1923-24 49-50 5°94 44-56 
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166. There is very little cov 
which are principally of the ro 
good deal of the work c 
the repairs are removed to he 
in portion will in most cases be sufficient, as it 1s 
running repairs should be effected at out-stations. 
Number of Running Sheds. 

167. It is an advantage to reduce the number 
possible, with due consideration to traffic conditions, 
While we consider it advisable to draw atten 
dations in this regard. 


working. 


no definite recommen 


an con 
ad-quarters, as has 


Future Control of Loco. Running. 


iv 


und-house type, 
veniently be de 
been suggest 
thought that not 


ered-in accommodation at the running sheds, 


but, on account of the climate, a 
In time, when 


alt with outside. 
ed, the present covered- 
hing but ordinary 


of running sheds as far as 


and the exigencies of the 
tion to the point, we make 


468. In our view, the Traffic Superintendent, together with the Mechanical 
Assistant in each area, should be responsible for the economical working of all 
the locomotives when out in traffic, and, to this end, under the suggested area 
scheme of organisation, the Mechanical Assistant should be responsible to the 
Area Assistant Commissioner as well as to the Chief Mechanical Engineer. 


169. It will be seen from the following statement that quite a substantial 
staff is employed at the various running sheds in connection with the repair of 
locomotives, and, if such repairs were transferred to head-quarters, it is considered 
that saving in staff would be effected. The statement also includes the number of 


drivers, firemen, cleaners, &c., stationed at the several sheds :— 








Running Staff. 





Wages 
Neri Staff 
Running Shed. Officers. oe other than ; Cleaners Saye 
running). Drivers. Firemen. and shed 
hands. 
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Metropolitan —_ Divrsion 
Running Sheds— 
Eveleigh 50 27 304 268 283 517 1,449 
Clyde 1 3 22 43 52 49 170 
Enfield 20 12 218 121 132 234 737 
Thirroul ... 5 3 28 4] 43 49 169 
Hornsby 5 3 25 | 52 66 69 220 
Picton 5 2 11 15 18 24 15 
Southern Division 
Running Sheds— 
Goulburn ... 16 12 207 69 74 161 539 
Harden 6 4 68 31 33 60 202 
Cowra 4 3 26 20 21 38 112 
Temora 5 2 17 12 14 36 84 
Cootamundra 2 2 13 9 13 30 69 
Junee 10 8 121 52 62 124 376 
Narrandera ] 1 13 1l 12 19 57 
Western Division 
Running Sheds— 
Lithgow AW 6 59 44 56 124 300 
Bathurst abi 10 183 50 55 134 443 
Orange 2 2 18 17 21 27 87 
Parkes 43 2 3 24 13 17 32 91 
Wellington 4 1a 25 8 10 24 72 
Dubbo 5 2 22 19 27 66 141 
Nyngan 1 1 5 5 8 15 35 
Northern Division | 
Running Sheds— 
Broadmeadow 17 14 lt 107 123 202 636 
Port Waratah 8 6 ric! 86 97 419 393 
Taree 2 2 14 19 24 47 108 
Murrurundi 3 2 15 15 18 34 87 
Narrabri West 4 2 25 14 18 43 106 
Werris Creek 9 7 94 37 44 127 318 
Moree 1 1 9 a 9 16 43 
Armidale 4 4 46 225 35. 93 210 


ee 





























Carriage Shops. 


170. The carriage shops, which are also situated at Eveleigh, are congested 
and are laid out in a way which makes it difficult to pass a large nu mber of vehicles 
through with the speed desirable. When the alterations to the railw ay in con- 
nection with the electrical service are completed, the difficulties in the carriage 
shops will largely be increased. 


171. There are a number of up-to-date and useful machines in the carriage 
shops, and, on the whole, no exception can be taken to the work done, but, as 
before stated, they are congested and consequently not laid out so as to deal with 
the work in sequence and in the most approved way, thus causing a certain amount 
of delay and expense which would otherwise be avoided. 


172. In view of the carriage stock being inadequate—even for existing 
requirements—and of the defects in the present shops, it is very desirable that 
these should be the next removed to the new site at Chullora, more especially as 
the shops for the new electrical stock are at present being put up there. 


173. Details of the staff engaged in the repairing of carriages are set out 
hereunder :— 

















Clerical | 
Workshop or Running Shed. | Officers. Staff. | Wages Staff. ! Total. 
Eveleigh Carriage mores a 39 27 1,213 1,279 
Honeysuckle ay ert: 46 46 
Lismore ... tr ote | 15 13 
Sydney ... = Sa 3) | i 90 97 
Metropolitan Division aE Sheds— | 
SE RSTOULe | see * el 2 2 
| . 
Hornsby ... 7 2 2 
Southern Division Running Sheds— | 
Goulburn ... 2 fa ay + 6 6 
Hardenj — °... an Ase red 2 2 
Cowra 7 1 1 
Cootamundra .| 1 1 
Junee + <6 RS ae rs a a 4 
: | | 
Western Division Running Sheds— | 
Lithgow... aa i — 5 5 
Bathurst aes 2 : 8 8 
Orange cs ee ae | af 1 1 
Parkes oe Ae ay oe se 2 2 
Dubbo .| 2 2 
Nyngan | 1 1 
Northern Division Running Sheds— 
Broadmeadow bi “| 1 ] 
Taree “+ 1 1 
Murrurundi a 1 l 
Narrabri West . 1 1 
Werris Creek .| 4 4 
Armidale ... a3 Be byt 2 2 

















Wagon Shops. 


174. The principal wagon shops are situated at Clyde. No building of new 
stock is carried out there, the whole of the works being devoted to wagon repairs. 
Most of the wagon repairing is done in the open— only one small shop, 166 feet 
long by 61 feet wide, with four roads, being reserved for extra heavy repairs. The 
other shops are devoted to wheel turning and to such blacksmith and carpentry 
work as is necessarily attached to wagon repairing. We are assured that, on 
account of the climate, it is unnecessary to have shops for wagon repi airs, but we 
are of the opinion that at the principal wagon repair depot more covere .d accom- 
modatien would be an advantage. a 

175. 
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175, Certain repairs are carried out at different parts of the railway 
system, such as Enfield, Bathurst, Lismore, &c., and, so far as wagon repairs are 
concerned, this is an advantage, as it is very desirable to deal with them speedily 
and as near as possible to the place at which they are required. 


176. The staff employed in connection with repairs to wagons is as 
follows :— 





Workshop or Running Shed. Officers, | Clerical | Wages 




















| Staff. Staff. Total. 
Clyde Wagon Shops... «4. a 18 10 726 754 
Honeysuckle ey op ‘ae bas : 46 46 
Lismore ... 2 i a ies a “ef 12 12 
Darling Harbour bus ss oy 1 AP 39 40 
Alexandria e. aks ist Pe 1 nea 17 18 
Metropolitan Division Ruuning Sheds— 
Enfield... ca v6 es) 29 29 
Thirroul... ye es re: 2 2 
Hornsby 3 3 
Southern Division Running Sheds— 
Goulburn ... af ve 8 8 
Harden .| 4 4 
Cowra é Ay. #2) 1 1 
Temora_... ae ty af, 1 1 
Cootamundra 2 2 
Junee f 7 7 
Narrandera... 1 1 
Western Division Running Sheds— 
Lithgow is 7 7 
Bathurst 20 20 
Orange 2 2 
Parkes 2 2 
Dubbo 2 2 
Nyngan 1 1 
Northern Division Running Sheds— 
Broadmeadow 2 2 
Taree 1 1 
Murrurundi os ee fa 1 1 
Narrabri West... ‘pe ASS, 1 1 
Werris Creek ca 5 5 
Moree tp ae te oa, 1 1 
Armidale | 2 | 2 








Multiplicity of Locomotive Types. 


177. In visiting the workshops and running sheds and noticing the various 
types of engines, both ready for work and undergoing heavy and light repairs, 
one cannot help being struck with the great variety of types—some of which are 
very antiquated—and also with their dirty and untidy condition. Some of these 
engines have been in existence for fifty-nine years, and the average age of those on 
the line to-day, viz., 1,391, is twenty-two years. When it is pointed out that 
39°38 per cent. of these engines have been built during the last ten and three- 
quarter years, it will be understood what ancient machines some of the remainder 
must be, with an average age of twenty-eight years. 


New Locomotives and Maintenance Considerations. 


178. During the period of ten years prior to and including June, 1923, the 
Commissioners have found it possible to increase their locomotives from 998 to 
1,341, or 34:37 per cent. of the stock in 1913, and, in view of this, it is difficult to 
understand 
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understand the complaint of the great difficulty in getting materials, &c., for the 
necessary repairs and maintenance of their locomotives. <A statement showing 
the increases is given hereunder :— 














Twelve months Number of Miles open 
ended June. Locomotives. for traffic. 
1913 998 3,930 
1914 1,065 3, 9674 
1915 1,162 4,134} 
1916 Foire) 4,188 
1917 1,275 | 4,437 
1918 1,282. | 4,6794 
1919 | 1,279 4,8243 
1920 | 1,279 5,015} 
1921 | 1,301 5,042# 
1922 1,321 5,116 
1923 1,841 5.3173 
=~ 
Inc. 1923 over 1913, 34-37°/ 35-31% 





It is true that in 1919 and 1920 nothing was done in the way of increasing the 
stock, and it may be assumed that at that time difficulties arose with regard to 
material, but in 1921 the stock again began to increase. The railway lines open for 
traffic, it will be noticed, have also increased by 35-31 per cent. in the same period. 
The opening and equipping of these lines for traffic must have meant a considerable 
usage of material of various kinds, and it might fairly be argued that the main- 
tenance should have been of first importance. The Chief Mechanical Engineer 
himself states “‘ that the whole locomotive position has been considerably influenced, 


firstly, by the incidence of the war and the high prices which obtained after the 
armistice and until quite recently.” 


Locomotive Branch Efficiency Factors. 


179. In considering the Locomotive Department, there are three factors 
which stand out pre-eminently, and certainly require special consideration. 
These are (1) the high cost of maintenance, (2) the unusually large number of 
engine failures, and (3) the excessive coal consumption. 


180. Maintenance costs can be reviewed from two points of view—by 
comparing a period in 1913 with 1923, and judging the results after making due 
adjustments for the increase in cost, both of wages and material, and also by 
using the maintenance figures of New South Wales and drawing a comparison 
with other railways, either in Australasia, in Great Britain, or even in America. 
The difficulty of justly comparing operations on railways working under different 


conditions is appreciated, but it is only by such comparisons that avenues of inquiry 
may be opened up. 


181. As a result of our tours over the system and inspection of various 
running sheds, we are forced to the conclusion that high maintenance costs must 
be the consequence of the many classes of engines—some quite out of date— 
and the conditions under which they were being overhauled. It was quite common 
to see hot smoke-box doors, while an unusually large number of locomotives 
were seen with the gear taken down for heated or worn brasses, &e. 


182. An examination of the costs fully justifies the conclusions at which 
we had arrived. Locomotive maintenance cost for the twelve months ended 30th 
June, 1914, was £612,521, and the stock of locomotives 1,065, giving an average cost 


per engine in stock of £575. For the twelve months ended 30th June, 1923, the — 


maintenance cost was £1,671,400, the stock 1,341, and the average cost per engine 
£1,246. To the 1914 figures should be added the 1923 increased percentages in 
respect of the higher wages and dearer material. These are, wages 66-13 per cent. 
and material 69 per cent., making the maintenance cost £1,023,009 and the average 


cost per engine £961, which compares with the figure of £1,246, for the twelve 
months ended 30th June, 1923. 


Cost 
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Cost Comparison with 1914. 


183. These figures show that the costs have increased, when worked out 
on a similar basis, as much as £285 per engine, and this unsatisfactory result 
follows the institution of a bonus system in 1917 and the expenditure of a large 
sum in new machinery. The only explanation given to us was the larger engines 
which had had to be repaired, but it must not be overlooked that those engines 
are the latest built, and ought to require a comparatively small amount of repair 
for some years after being put into traffic. If even the same cost per engine as 
in 1914 had been upheld—after due allowance for the higher wages and dearer 


material—the saving to-day would have been £396,435 per annum. 


184. We now pass to the differences which may be discovered between 
the New South Wales cost and that of other railways in Australasia and in Great 
Britain. These are given in the following table :— 


Maintenance of Locomotives, 1923. 

















| 
. . | Cost of | No. of Average | Revised 
Or PanY. Maintenance, | Locomotives Mogae on basis 
a * | Locomotive. English Costs. 

New South Wales ae ta 1,671,400 | 1,341 1,246 | 121* 
Victoria... my ron cE 669,666 | 789 849 | 4917 
Queensland... ee ot 457,974 | 698 | 656 3807 
South Australia on e4 394,437 | A94 | 798 | 462 
Western Australia... AS 222,282 | 421 528 -| 306T 
New Zealand ... as 383 501,172 | 639 784 | 4547 
Great Western = of 2,043,309 3,944 518 Soe 
London and North-Eastern ...| 3,742,859 | 7,398 | BOG Th Satie age 
London, Midland and Scottish | 5,358,986 | 10,292 SE euler ht ak ee 
Southern “oh a aa 1,135,477 | 2,258 BOS eine Mersey 








* This figure has been compiled on the basis of wages being 100 per cent. higher than in England 
and material 35 per cent. 
+ Reduced in the same ratio as in the case of New South Wales. 
From the English costs must be deducted the cost of painting the locomotive. 


185. The figures in the foregoing table show that the maintenance costs 
in New South Wales are high when compared with those of other railways. When 
questioned on these costs (Q. 2514), the Chief Mechanical Engineer said the only 
explanation he could give—outside the present methods of dealing with repairs 
and the ancient rolling-stock—was that more powerful engines had been put into 
service during recent years, and also that engines had been improved by super- 
heating. As, however, we have previously pointed out, these larger engines are 
the latest built, and consequently should require small repairs, if any, to their 
boilers, and certainly be the lowest in general repairs on account of the short 
time they have been in traffic. Consequently the explanation given is one we 
cannot accept. So far as superheating is concerned, moreover, all the British 
railways have done more in this direction than the New South Wales railways. 


High Average Age of Boilers. 


186. Reference has also been made to the fact that the water is bad, and 
that this has a serious effect on the ldcomotives. At the same time it is agreed 
that the matter has been investigated carefully, and that various methods have 
been adopted to deal satisfactorily with the water. While it is admitted that bad 
water is detrimental to effective and economical locomotive "maintenance on any 
railway, the fact remains, as shown inthe following table, that the life of the 
boilers condemned in 1923 averaged over sixteen years, this being a longer average 
life than is usual on British railways. Most railways have considerable trouble 
with water on various parts of their system, with which they have to deal to 
prevent disastrous results, but, from the evidence we have received, and our own 
observations, we cannot agree that this is a sufficient reason for the relatively high 


maintenance costs. 
Details 
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Age. | Age. 
Boiler Class Date : Re __|| Boiler Class Date (gk Gat s 
No. ; Condemned. | No. caf Condemned. | 
| Years. | Months. | | Years. | Months. 
-_—~ — = = ae —_ — — 
784 iW 2nd Jan. | 15 fe 440a L. 17th May 15 8 
473a FB; 2nd Jan. 18 6 408a B. 26th May 19 
278a D. 2nd Jan. 20 3 450a O. 12th June 20 
65a B. 8th Jan. 15 8 34a CG. 28th June 18 a 
532 fi Sth Janu” (or 17 10 389a B. 13th July 16 7 
659a, .) .-8. Lith Jan. *|. 34° 5 265a D; 13th July 18 10 
763 dhe 17th Jan. | 14 6 475a E 19th July 14 3 
279b D. 24th Jan. | 18 6 30a K. 25th July 16 1 
229a B. 20th Jan. | 19 2 || 682 ¥: 2nd Aug. 17 9 
270a D. | 18th Jan. 20 1 |, 820a S. 30th July ia wey Fs 
629 he 25th Jan. 19 6 || 1013 8. Ist Aug. 10. | 8 
52a | M. 3rd Feb. 16 6 || 460, | P. | 7th Aug. oma ee 
37a K. 3rd Feb. | 16 | 3 305a L. 13th Aug. 20797) 8 
474a E SthyBebs tie 16 | 9 1000 S. 20th Aug. Phas) 2 
55a B. | 8th Feb. Lo? || 4 692 FB Ist Sept. 17 8 
687 EB 24th dane bh Lt 3 114b A. 18th Sept. 14 | 10 
SOT EST 1s S 14th Feb. | 14 | 7 1010 Ss. 17th Sept. ie alt 
Ta 1 17th Feb. | 16 10> 729 rE. 17th Sept. Cg ere: 
519a E 19th Feb. | 18 | 5h 996 S. 2nd Oct. Fig... 6 
467a P: 27th Feb. | 18 | 5 |) 15la 15th Oct. 1977 AT 
388a D: Mite Hebe’ pe TGR) We ee ite CG. 15th Oct. Sie | 7 
479a Ba eeoiths Febap + lag ben Gyre G97 P. | 15th Oct. 16 
832 PR; 5th Mar. | 13 Tis): in. ~ 782 Ty 15th Oct. 15 ae 
110a A. 6th Mar. | 16 | 10 || 384a D. | 18th Oct. S06 eS 
242a B. Toei Marea tee 20 fe or ee 718 Pe | 26th, Oct: Lzes.| 2 
813 s. 10th Mar. 1B |  660a S. 29th Oct. | 15 | 2 
16a E. 19th Mar. | 16 | BP) ie. 68k le dist Oct, | 17 10 
209a B. 2ist Mar. | 19 | 10.1). 850 Ane 8th Nov. | 14 tf 
410a B. 28th. Mar. | 19. | 9 424a K. 12the Nov. }-213_.} 5 
508a PB. U4th'Apr. | 14 | Soe i S6L Ay l7th Nov. | 14 | 7 
759 Ty Tridy Mays te 14 at 10 jh . 930 N, dine Nov. | la of | 4 
752 dy Tth May me 12 11 1005 S. the Degen eh Line | 5 
683 P. | 12h May -| 17 8 1016 S, | 15th Dec. Ties, sss 
674 T. | 12th May 19 6 | 
} 














Total—67 boilers. 


Average age 16 years 4 months. 


Engine Failures. 


187. The question of engine failures requires close attention. A failure 
is measured in railway practice when time is lost by a train due to the engine 
having some defect which prevents it from keeping the scheduled time, no 
matter what the cause may be. This is usual on most railways, and on those in 
New South Wales if a passenger train loses five minutes, or a freight train ten 
minutes, through the fault of the locomotive, a failure is recorded against it. 
On the London and North-Eastern Railway, Great Britain, with which line we 
propose to make comparisons, the practice is five minutes delay all round—both 
passenger and freight. 


188. The comparison is by the number of failures to the train miles run. 
On the New South Wales railways the train mileage has added to it light and 
assisting miles, while on the British railway both these are eliminated. This 
gives a greater advantage in mileage to the Australian railways, while they also 
get the allowance of ten minutes instead of five so far as freight trains are 
concerned. The figures are for the twelve months ended 30th June, 1923, in 
the case of New South Wales, and for the London and North-Eastern Railway 
tle year 1923. They show that in New South Wales there was one failure for 
every 4,225 miles run, and in the case of the British railway one failure for 
every 39,863 miles run. This confirms the opinion we had formed when 
considering the condition of the locomotives that the failures would be high. 
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189. Bad water is given as one of the reasons for these failures, but, in 
our view, the water which causes failures can be dealt with. It was stated in 
evidence by the Chief Mechanical Engineer (Q. 2581) that means had been taken 
to deal with the water at various places. 


190. In a statement handed in by the Australian Federated Union of Rail- 
waymen they draw very forcible attention to the dirty condition of engines and 
pomt out the impossibility of making a close examination. Our own observation 
bears this out. 


191. The question of lubrication has been raised and careful consideration 
has been given to the points brought out. In all the circumstances we see no 
reason to make any departure from the practice now adopted, which appears to 
give satisfaction to the Chief Mechanical Ingineer. 


192. Notice must be taken of the spring failures, which appear to be 
unusually high, In ten months there were found broken in the locomotives 
of New South Wales 2,912 springs, and, as will be seen from the evidence of the 
Chief Mechanical Engineer, he does not consider it a large quantity (Q. 2563). 
We can hardly agree with this. What is exactly the cause should be the subject 
of very serious investigation, as we feel confident that means can be found to 
reduce this number very materially. 


Coal Consumption. 


193. In dealing with the question of coal consumption, it was found that 
no system is in force for the weighing of coal to be used by locomotives. This 
is also brought out in the evidence given by the Chief Mechanical Engineer 
(Q. 2586a). He stated (Q. 2598) that the existing practice is to accept the estimate 
of the fuelman who puts the coal on the tender. No kind of record is kept of his 
estimate and little reliance can, therefore, be attached to it from the point of view 
of estimating coal consumption for any particular engines. In our opinion it is both 
desirable and necessary to introduce a means by which coal supplied to individual 
locomotives can properly be weighed or closely estimated. This should not 
involve any great expense, and we are convinced that some expenditure would 
be justified by the results obtained. 


Comparative Costs of Coaling Engines. 


194. The method adopted in regard to the placing of coal ‘upon the 
tenders varies at several of the depots. In certain instances the coal is loaded 


' by hand from truck or stage; in others, hand-filled skips are tipped to the 


tender ; again bunkers are filled by conveyor belts and the coal gravitates to the 
tenders by chutes, &c., as will be seen from the statement set out hereunder :— 


Handling of Coal, May, 1924. 








7 














Tonnage | Handling 
Depét. Method of Loading Coal into Tender. placed on | Costs per 
| Tenders. ton. 
d. 
Eveleigh Elevator .... Bunker filled by conveyor belt—Gravitates to tender by| 19,953 47 
chutes. 
Eveleigh ... ... Hand-filled skips tipped to tender... co ‘ii | 5,045 23-2 
Hurstville... .... By hand from truck or stage to tender or as 5 726 11-4 
Homebush ... ...| By hand from truck or stage to tender... sie eo) ve 807 10-3 
Sydney : ...| By hand from stage-to tender ... an us ae ...| 2,255 17-2 
Enfield L ...| Coal bunker filled by trucks propelled up ramp and coal) 9,573 | 3-1 
gravitates to tender by chute. 
Penrith fe. ..., Coal bunker filled by conveyor buckets. Gravitates to| 1,023 6:4 
tender by chute. 
Valley Heights ...| Coal bunker filled by trucks propelled up ramp, and coal} 1,642 2°8 
gravitates to tender by chute. 
Thirroul ... -..| Coal bunker filled by trucks propelled up ramp, and coal) 2,422 2-1 
gravitates to tender by chute. 
Clyde - .... By hand from truck or stage to tender aS a she bt 18-8 
Hornsby _... ...| By hand from truck or stage to tender fei Ag | 3,263 175 
Milson’s Point .... By hand from truck or stage to tender a eae Pe 1,199 11:8 
Picton get »», By hand from truck or stage to tender sa is i 484 _ 17-3 
Total, Metropolitan... i ...| 49,939 8-5 
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Handling of Coal—continued. 


Tonnage | Handling 





























Depot. Method of Loading Coal into Tender. placed on | Costs per 
Tenders. ton. 
| | d, 
South Goulburn _....| Coal bunker filled by trucks propelled up ramp, and coal 2,965 58 
|  gravitates to tender by chute. 
Goulburn ..| Priestman’s Coal Crane, with grab and buckets (partly by; 2,778 11°9 
| hand). 
Harden at .... Coal bunker filled by trucks propelled up ramp, and coal 3,760 1:8 
gravitates to tender by chutes. 
Demondrille ... Coal bunker filled by trucks propelled up ramp, and coal) 1,878 | 2-4 
gravitates to tender by chute. | | 
Cowra th .... Coal bunker filled by truck propelled up ramp, and coal — 1,987 | 1G 
gravitates to tender by chutes. 
Cootamundra .... By hand from truck or stage to tender an at oe 912 11-7 
Temora rr .... By hand from truck or stage to tender - es eel 721 16-4 
Junee Me ..._ By coal crane with buckets, and partly by hand... | 5,344 18-1 
Albury af .... By hand from truck or stage to tender 7 a se 750 16-4 
Culcairn ... .... By hand from truck or stage to tender ere fy: a3 418 12-8 
Narrandera ... .| By hand from truck or stage to tender | 716 | 11-6 
Ly 13 ee 
Total, Southern er ey ‘1 22,229 | 9:5 
saLaetl 
Lithgow... .... Hand-filled coal skips tipped to tender from elevated stage.... 5,612 11:3 
Wallerawang .... By hand from truck or stage to tender es ye =| 743 15-0 
Mudgee 96 ...| By hand from truck or stage to tender er 7 ai 904 12-4 
Bathurst... ...| Hand-filled coal skips tipped to tender from elevated coal; 4,158 | 14:7 
| stage. | 
Orange .| By coal crane with clam-shell bucket (partly by hand) ie: 1,356 | 13°9 
Parkes | By hand from truck or stage to tender = a 53) 988 | 16-2 
Wellington ...| By air hoist, and buckets hand filled ... Lei ay | 15496 13-8 
Dubbo FF .... By hand from truck or stage to tender Fi 3 -| 1,508 | 15-4 
Nyngan .| By hand from truck or stage to tender 575 | 13-8 
| | ee Se 
| Total, Western ... ee hye: so LF 340 13°5 
Lm caatncepcindnes Cae gst 
Broadmeadow .... Coal bunker filled by trucks propelled up ramp, and gravitate} 12,176 51 
| coal to tender by chute. | 
Singleton... ...| By hand from truck or stage to tender bas gh a 762 14-0 
Port Waratah ..-| Coal bunker filled by trucks propelled up ramp, and gravitate) 5,801 1-6 
coal to tender by chutes. | 
Taree ee ...| By hand from truck or stage to tender a | 2,664 15-0 
Murrurundi ... ...| By hand from truck or stage to tender es 5 a 934 21-4 
Werris Creek ...| Coal bunker filled by trucks propelled up ramp, and gravi-| 5,565 4-4 
tates coal to tender by chute. | 
West Tamworth ...| By hand from truck or stage to tender - ste Seal 294 12-7 
Narrabri West ...| By coal crane and clam-shell buckets (partly by hand) sei 1,272 12-2 
Moree Be .... By hand from truck or stage to tender +r i tis 481 16-6 
*Armidale... ...| By “Holman” coaling plant conveyor belt to bin, and| 2,741 15-4 
gravitates to tender. 
Tenterfield... ...| By hand from truck or stage to tender 4 tr ke 790 22°6 
Total, North... az ee | 30,480 T-4 
Grand Total ... aN ..-| 122,988 9-1 











* Armidale is also supplied with coal crane and clam-shell bucket. 


195. It will be observed that the handling costs per ton of coal placed on 
the tenders differs very considerably at the several depots, ranging in respect of 
the month of May, 1924, from 1-6d. at Port Waratah, where the coal bunker is 
filled by trucks propelled up the ramp, the coal gravitating to the tender by chutes, 
to 23-2d. at Eveleigh, where hand-filled skips are tipped to tender. In our opinion 
it 1s desirable to arrange as far as possible for the standardisation of the method 
of loading coal into tenders, and as, generally speaking, the handling costs appear 
to us to be excessive, we consider that close attention should be given to this point, 


Cost 
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Cost of Coaling Appliances. 
196. The cost of coal loading appliances is set out below :— 

















Depot. Nature of Appliance. ie ert : cna | Remarks. 
tons. “3 
Eveleigh Elevator ...J Bunker filled by conveyor; — 1,500 20,703 | The only mechanical handler 
belt. Coal gravitates to tend- on the system. 
er by chutes. 
Enfield os ...| Bunker filled by trucks pro-| — 1,600 15,013: \ "PRP, . Ri vectwugeerseeuerane es 
pelled up ramp. Coal gravi- 
tates to tender by chute. 
Valley Heights a 4 Fe 300 G4 ths SoC ag fie, Sorter cera Peers 
Thirroul ..... ee a - yy, 400 PR YA ROR thir e. Beem ease 3 
Demondrille... ne ke fa uy 1,000 20,024 | Also includes expenses in 
connection with ash hand- 
ling pits, &e. 
South Goulbura “ * > a 800 13,603 | Expensive earthworks neces- 
sary. 
Harden at | 71,200°-4 10,627 etre ett en eee 
Cowra eres : A Wlre0024 A Gio87 EES ae ec re 
Broadmeadow 7 + ~ Sa 1,000 14,343 si bskeeinatance’ Oomeeye 
Port Waratah 746 . 3 a 550 1, G20 thi > snadtecst concn stcese emma 
Werris Creek W. + Be ts 800 0,902 A Beas ceahete eee eee 


Dene: | 197. Excluding the Eveleigh Elevator, the cost of the appliances installed 
ae amounted to £114,127, and the coal placed on tenders during May, 1924, at the 
ten depots enumerated was 47,769 tons, the handling costs averaging 3-65d. per 
ton. At the other depots (excluding Eveleigh Elevator) the coal placed on tenders 
was 55,266 tons, and the handling cost 15-42d. per ton. The difference in the 
costs is so noticeable that it would appear desirable for immediate consideration 
to be given the installation of these appliances at certain other depots, especially 
where large quantities of coal are handled as at Hornsby, Sydney, Dubbo, Clyde, 
Taree, &c. 





Pr Coal Consumption Comparisons. 

Wan 198. As a means of emphasising our view that the coal consumption on 
the New South Wales Railways is excessive, comparisons have been made on an 
engine mile basis with certain other railways in Australasia and in Great Britain, 
with the following result :—- 


Consumption of Coal, 1923. 

















lbs. per 

Company. Engine 

Mile. 

. New South Wales ... et naa ee 85-18 
Victoria te us ¥f .¥ a 73:19 
. Queensland ... ‘+ M2 - ...| 60°70 
South Australia... a0 a 51-43 
Western Australia ... vA ae fy. 93-80 
| New Zealand oe = me en 56-76 
Average, Australasia ee 72:00 
Great Western ae Si ah sae 46:19 
London and North-Eastern es ot 58:05 
London, Midland, and Scottish ... uae 58-61 
Southern... oh Bs Ae ae 45-71 
Average, Great Britain...) 54-85 





199. When it is realised that if the coal consumption per engine mile in 
New South Wales had been at the same rate as the average for Australasia—the 
latter being much higher than the average for Great Britain—the annual saving 
would be at the rate of £122,258, it will be recognised that there is urgent need for 
considerable improvement. 

200. The reasons given for the excessive consumption of coal in New South 
Wales are :—(1) The large tractive effort of the engines; and (2) the difficult roads 
to be negotiated both with regard to curves and grades. These reasons, however, 


do not appear to us to justify the high coal consumption. | 
Tractive 











bx 
Tractive Effort in Relation to Coai Consumption. 

901. The tractive effort on the New South Wales Railways is 23,751 Ibs. 
(Q. 2603), and on the London and North-Eastern Railway 20,120 lbs. Increasing 
the coal consumption figure on the latter railway in the same ratio as the tractive 
effort bears to that of the New South Wales Railways, the result would be a con- 
sumption of 68-53 lbs. per engine mile, as against 85-18 Ibs. in the case of New South 
Wales. It will be seen that the difference is still considerable, and, on the engine 
mileage run during the twelve months ended 30th June, 1923, there would have 
been a saving of £154,446 if the New South Wales consumption had been on the 
same level as the amended L. and N.E.R. figure. 


Curves and Grades. 


202. We do not overlook the difficulty of a frequent decrease or increase of 
load over varying grades, but if all possible regard be had to the grades and 
curves of the sections over which engines have to run, we are of opinion that the 
coal consumption per engine mile, as compared with other systems, is not accounted 
for by the physical aspect of the New South Wales Railways. There is no doubt 
a certain amount of punishing of engines—due in all probability to the age of a 
number of them rendering them unfit for strenuous service—and this is reflected 
in the number of burnt smoke-box doors we have observed, while it has a bearing 
not only upon maintenance costs, but also upon coal consumption. 


203. It will be seen in the evidence given by the Chief Mechanical Engineer 
(Q. 2596) that he is not at all satisfied with a comparison made on an engine mile 
basis. The coal consumption per 1,000 gross ton-miles, which he suggested as a 
more accurate basis of comparison, is not kept on the railways of Great Britain, 
but, as the Chief Mechanical Engineer had referred to the Eastern District of the 
United States of America (Q. 2606), as being more nearly comparable with the 
railways here, we have obtained the figures relating to that district, the comparison 
being as follows :— 


Consumption of Coal per 1,000 Gross Ton-miles (including Engine and Tender). 
lbs. 
Eastern District of United States of America Lae i ... 159-00 
Western District of United States of America... Pe ... 160-00 
Southern District of United States of America ... ed ... 165-00 


Average—United States (Class 1 Railways) ... ret LOLO0 


New South Wales Goverament Railways ... es we ... 290-33 


204. Steam blowing from packing and various parts of the locomotives, as 
also from wasting steam through the safety valves, the latter due to neglect in 
having the steam pressure too high, add to the coal consumption. We have 
noticed a very large number of engines wasting steam in this way, and suggest 
that special instructions be given to prevent such unnecessary consumption. 


205. We are undoubtedly of opinion that the consumption of coal is 
excessive, and that no means exist of discovering which locomotives or groups 
of locomotives are the worst offenders, inasmuch as no attempt is made to find 
out the coal consumption except as a whole. As this is a weakness which should 
be cured before it develops more seriously, we recommend that careful consideration 
should be given to the question, as we are confident the coal consumption can be 
reduced. 


Coaching Stock. 
206. We are of opinion that the railways are inadequately equipped with 


coaching stock at the present time, and this is borne out by the evidence of the 
Chief Mechanical Engineer and the Chief Traffic Manager. ‘The Chief Mechanical 
Engineer states further that, by the end of 1926, the Commissioners anticipate 
obtaining 300 suburban carriages for the electrical service, by which time they 
expect to dispose of an equal number of old vehicles. It is true that the seating 
and standing accommodation of the new stock will be greater than that which 
will 
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will be retired, nevertheless, if electrification bears out past experience—and 
traffic density increases as a direct consequence of improved facilities—then the 


better seating accommodation will not put the Department in any stronger position 
so far as stock is concerned. 


207. There are at the present time 107 different types of coaching stock, 
some of which are very old and should be replaced. The Chief Mechanical Engineer 
in his evidence (Q. 2867) stated that he expects to reduce these to twenty 
different classes. In view of this, it must be acknowledged that a number of 


carriages should be built without delay over and above those to be used on the 
electrical service. 


208. It has already been pointed out that the shops are quite unfit to deal 
with the maintenance and renewals required at present, and, as the number of 
vehicles should be increased, the position will become more acute. The building 


of new carriage shops at Chullora is, therefore, vital, and cannot be too strongly 
urged. 


209. The cost of maintaining the carriage stock is high, as will be seen 
from the following particulars :— 


Maintenance of Coaching Vehicles—1993. 

















Company. Cost of Coaching | con oat on Oa 
Maintenance. Vehicles, | Vehicle. of Oc oo Sa 
ee tay a Fy ceil 
New South Wales ... iv & et Fs as 419,789 2,188 | 192 | 112* 
Victoria oh “38 a Pe ‘is 405,252 | 2.587 | 157 92t 
Queensland ... 0 oF +6 oH v5 rs 151,663 | 1,042 146 | 85f 
South Australia $3 om Se ‘as oe eae 128,491 | 716 Lie 1047 
Western Australia 60,141 485 124 727 
New Zealand 191,774 | 1,498 | 128 | T4F 
Great Western a ee - et if | 809,984 | 10,139 oe Pa aie 
London and North Eastern S: 7 at | 1,804,814 21,218 So Fi AO Mh, ee 
London Midland and Scottish 1,998,406 | 26,603 19-6 Ub ttc 
Southern a we 715,561 10,073 CL Nag] Baaeeee 








* This figure has been compiled on the basis of wages being 100 per cent. higher than in England and material 35 per cent. 
+ Reduced in the same ratio as in the case of New South Wales. 


From the English costs must be deducted the costs of painting the vehicles. 


210. In his evidence, the Chief 


Mechanical Engineer quoted a figure of 
£112 (Q. 2822) as the average cost 


per vehicle for the coaching stock in 
Great Britain. He has, however, since agreed that he had included items which 
were not at all comparable, and the figure as now accepted stands at £80. No 


doubt, if suitable shops were provided and the old stock replaced, a considerable 
reduction in the maintenance costs would result. 


Wagons. 


211. It is not the practice for the Railwa 
When they are required, the construction is 
the trucks as early as possible. 
the year that, as the contractors 


y Department to build new wagons. 
let out to contractors who deliver 
The Estimates, however, are passed so late in 


have to get their material from abroad, it seems 
from the evidence given by the Chief Mechanical Engineer that sufficient trucks 


cannot be procured. We consider this should be obviated, but, in view of the 
comparatively small number required annually to keep up the stock, it would 
not be economical to build and equip shops to carry out their own manufacture. 


212. The erection of shops and equipping them with up-to-date machinery 
for the economic building of wagons would involve a very considerable outlay, 
and, unless the shops were constantly filled with work, a large capital would 
necessarily remain idle. This would more than outweigh any extra cost which 
might be incurred through the purchasing of trucks from outside sources, and we 


think improved purchasing arrangements, in anticipation of requirements, should 
be introduced. | 


213, 
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213. It has been brought out in evidence that at certain periods of the 


year—especially during droughts—there is a shortage of sheep trucks. This 
requires careful ere tion and it is thought that consideration might with advantage 
be given to the designing of a combined truck to get over the di fficulty. It is, 


howev er, desirable in developing a vehicle of this description that it should have 
the approval of the traders who are going to make use of it, and they should be 
consulted both during the design of the truck and its trial before putting any 
number of them in hand. 


214. On some railways trucks with end doors are used, thus enabling cattle 
to be loaded at one end of a train and run through from truck to truck. The 
suitabliity of such a method for New South W wise might well be considered. 
Ordinary open goods wagons have on occasion been used, and, although causing 
certain suffering, have eased the position in the movement of starving stock. 


215. The Chief Mechanical Engineer in his evidence (Q. 2929) gave a 
figure of £11. 8s. as the average maintenance cost per wagon in Great Britain. 
Here, again, he subsequently agreed that he had included items which were not 
at all comparable. The figure as now accepted is £7.4s. In the Chief Mechanical 
Engineer's evidence (Q. 2930) reference is made to various comparisons 
between Great Britain and New South Wales, but it was later agreed that the 
figures were not accurate. It will be observed from the following comparison 
that the maintenance cost per wagon is higher in New South Wales than elsewhere 
in Australasia, with the exception of Victoria, and is higher than in Great 
Britain :-- 


Maintenance of Goods Wagons (excluding service vehicles) year 1923. 








| Re No. of Average Revised 
Company Cost-of Goods cost per on basis 
pany: | Maintenance. | Wac is W: I of English 
agons. agon. Saas 
| = ie Costs. 
| 
7 ; hee pe Tian © ce a hae 
New South Wales = a, “eo ans bee 429,186 21,577 20 12* 
Victoria bs ae An bd. au 1 ne 393,190 19,211 20 12+ 
Daneennine ieee Nl © ce liectecsmh.g) etl) 2,188,467 13,840 14 gt 
South Australia i. ae os ae ae aa 154,606 9,231 ys 10+ 
Western Australia be ay a ae igs 85,773 9,670 9 DT 
New Zealand ee fe2 ie ia se ae 343,847 25,576 3 8t 
Great Western : " a mat aa ae 744,530 | 86,249 GWOT MAR eh 772 
London and North Raeerie A * ae ...| 2,914,029 281,748 ere taeer ss cena?! 
London Mid. and Scottish + Sade oD eel O21 979 302,550 Gs es, 


Southern Ae oe meh as, a4 a 305,669 35,905 ESI Si Teka See 





* This figure has been compiled on the basis of wages being 100 per cent. higher than in England and material 35 per cent. 
+ Reduced in the same ratio as in the case of New South Wales. 


216. The wagon stock generally is in very good condition, and, in connection 
with the comparisons made, consideration sl.ould be given to the fact that the 
average carrying capacity of the New South Wales wagons is greater than on 
some of the railways quoted. It should also be borne in mind that all freight 
vehicles in New South Wales are fitted with automatic brakes. This does not 
apply generally in the case of the British railways, and would have an effect upon 
maintenance costs. 


Automatic Couplings. 


217. It was decided to adopt the automatic coupling in Australia with the 
expectation of being able to increase the loads and to deal with the coupling and 
uncoupling of trains in a more rapid manner than at present. It was also expected 
to reduce the total weight of the vehicle and the maintenance costs. This form 
of coupling had been decided upon in conference between the Commissioners of 
the various States, and the necessary alterations are being carried out as funds 
permit in each of the States. We have looked through the correspondence and 
have examined the coupler, and are satisfied that everything possible is being 
done having regard to the funds at the disposal of the Department. 
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High Maintenance and Running Costs. 


218. It will be noted from the foregoing remarks that the maintenance 
costs, failures, and coal consumption so far as locomotives are concerned are 
considered high. This is largely attributable to the fact that many of the engines 
are old and obsolete. They are, therefore, not up to their work and should have 
been renewed some years ago. It is not wise to keep locomotives in existence by 
indefinitely renewing their various parts. This was an old practice but experience 
has taught railway managers that it is undesirable and in every way uneconomical. 
The only way adequately to meet the necessary changes due to obsolescence and 
other causes is to wholly renew a certain number of locomotives annually or, on 
the basis of the expected life of the stock, allocate a sum every year to a reserve 
fund in order to meet renewals as and when it is convenient to carry them out. 


219. Part II of the Report makes reference to the absence of any renewal 
fund to provide for obsolescence and wasting assets. After having given careful 
consideration to the utility life of rolling-stock, we have come to the conclusion that, 
on the New South Wales Government Railways, the renewal life of a locomotive 
should average thirty-five years, for coaching stock twenty-eight years, and 
for wagons twenty-five years. The capital cost of locomotives in 1923, was 
£6,937,260, carriages £3,514,054, and wagons £5,224,316. On the utility life 
bases mentioned above, and on the capital value of the stock in existence in 1923, 
this would mean the setting aside of £198,207 annually in respect of locomotives 
or the provision of thirty-eight engines; the setting aside of £125,502 in the case 
of coaching stock, or the provision of seventy-eight vehicles; and £208,973 in the 
case of goods stock, or the provision of 939 new wagons, making a total of £532,682. 
As we have emphasised elsewhere, nothing like a sufficient amount has been 
spent on renewals, and we understand this has been largely influenced, so far as 
locomotives and carriages are concerned, by the proposed electrification of the 
suburban lines which will release 157 engines and 300 carriages. 


220. It is also absolutely essential that adequate workshops should be 
provided in order to deal with locomotive repairs at headquarters, as it is not 
economy to carry out repairs at small and outlying shops scattered over the line 
where various metods may be adopted, and where the constant supervision of 
those in responsibility at headquarters is impossible. It may be difficult and 
unnecessary to build new locomotive shops at once, and it would probably be wise, 
after moving the boiler shops and also the carriage shops to Chullora, to rearrange 
Eveleigh, and concentrate the repairs at that place, in the meantime purchasing 
new locomotives outside. : 


221. In the course of time the locomotive works should also be moved 
to the new site and laid out in such a way as to allow of all the repairing and 
building to be carried out there. Until this is done and the old stock replaced, 
little hope may be expected of any considerable reduction in the maintenance 
costs so as to be able to compare satisfactorily with an up-to-date and_well- 
equipped railway. The number of engine failures on the New South Wales 
Railways should also be brought down to a normal basis with improved 
maintenance. Further reason for the abnormal quantity of failures which 
exists at present is the fact that there is an insufficiency of locomotives to deal 
with the work, as shown by the small number in reserve and the large proportion 
under repairs or waiting to go into the shops. An improvement in this respect 
will also have to be made before satisfactory results can be expected. 


922. It is also noticeable that some of the engines with small wheels ot 
51 inches diameter are timed to run at too high a speed, and this, coupled with 
the rough roads that have to be traversed in certain sections, probably tends 
to break the springs and wear out the moving parts. 


223. The excessive coal consumption is due no doubt to the difficulty 
in maintaining the engines, but, apart from this, arrangements should be made 
so as to enable those responsible to have definitely brought before them the 
classes of engines and also the depots which are the highest users of coal. 


224. In concluding this Section we desire to emphasise the fact that out 
of the total working expenditure, the department supervised by the Chief 
Mechanical Engineer spends at least 50 per cent. On the New South Wales Railways 
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in 1923, although nothing was spent for renewals, a sum of £5,247,980 is shown i 
as the cost of the Chief Mechanical Engineer's Department out of a total . 
expenditure of £10,649,974. This conclusively shows that special attention Hi 
must at all times be paid to this Department, as it is vital, in the highest interests | 
of the undertaking, that the Mechanical Engineering Branch should be governed 
in the most approved and economical way. 


Proposed Standard Locomotives. i? 


225. The number of different classes of locomotives is thirty-nine (Q. 2478), i 
many of them being of obsolete types. It has, therefore, been essential to | 
consider what types should be perpetuated so far as can be determined with 
a knowledge of the traffic, and the gradients and curves of the railways over 
which it has to be hauled. The conclusion we have arrived at, after going into 
the matter carefully with the Chief Mechanical Engineer, is that the engines 
which might be standarised as useful and of modern construction could be 
reduced to ten different classes. Hight classes now existing are enumerated as 
follows and are shown in diagrammatic form :— 


Class. No. ie 
Passenger. S 145 Ni 
ie 191 } 
N 5 it 
NN 35 i 
NN2 25 
Total Passenger es re, 401 
Goods. it 280 i 
TE 190 | 
K 150 i 
Total Goods ... ee ha 620 ; 


ao \ 


Grand total ... 1,021 


226. There are to-day 1,391 engines, of which thirty-four are not worth 
repairing and twenty are used by the engineer on construction work, thus ii 
leaving 1,337 for the purpose of working the traffic. This would mean that ) 
316 would be left as old obsolete engines at present in traffic which would not 
be considered as standards. Of these, 157 will be thrown out of traffic when 
the electric scheme in connection with the new bridge is finished and the lines 
up to Hornsby, Parramatta, Bankstown and Sutherland are electrified, thus 
leaving 159 to be replaced, which should be done within the next four years. | 
At the end of this time a standard class of engine will be adopted, and the costs \ 
of maintenance, &c., which are now high, should then be greatly. reduced. 


227. Amongst the ten standard classes will be two newly designed 
locomotives, one passenger and the other goods, which will deal with the 


heaviest class of traffic, and which appear to be in every way suitable. The hit 
designs of these have been examined and substantially approved by us. They 1 
will be powerful engines, and, so far as can be seen, should be able to deal } 


satisfactorily with the heavier class of traffic carried over the New South Wales thy 
Railways. Diagrams of these are also shown. 


Standard Carriages. 


228. There are at present 107 types of coaching stock. These have 
been considered very carefully and, so far as passenger-carrying vehicles are 
concerned, it is our opinion that they might be reduced to eight different 
designs which are shown in diagrammatic form. Those selected as the future 
standard are of the latest types, but it will take many years to get these established, 
as the total passenger-carrying stock to-day is 1,760, made up of eighty-nine 
sleeping cars, 710 ordinary main line, and 961 suburban coaches. The number 
of those in the standard types is 210, leaving 1,550 to be replaced. A large 
number of these will be replaced with the new suburban electric service, but it 
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will still leave many to be dealt with in course of time. From an economic 
standpoint, the aim should be to reduce the standards to as few as possible, and, 
when they can be brought down to our proposals, considerable saving should 
result,-while the Traffic Department would be assisted materially. 


Electric Traction essential for dense Suburban Traffic. 


229. Electric traction has been carried out in many countries, and, from an 
operating point, with complete success in every case. It has not always, in the 
first instance, been adopted with the hope of immediate financial reward, but 
for the reason that on urban and suburban lines conditions have arisen with 
which steam traction cannot effectively cope. If the transport needs of the public 
are to be met in thickly populated areas, speedy and constant train services must 
be provided by those responsible. 


230. The growth of suburban travel and requirements, especially at the 
rush hours, is so great that it can only be met by trains carrying a large number 
of passengers at frequent intervals. It, therefore, requires a means of transport 
giving quick acceleration and high speed, while, from the point of view of economical 
working, it is desirable that trains may readily be divided and run in smaller 
units at such times as the traffic requirements are relatively light. This necessity 
is met by substituting electric for steam traction, and it has usually been found 
that electric working leads to substantial economies in operation and other incidental 
advantages which in the end fully justify the capital outlay necessitated by the 
change. It may also be stated that, where heavy gradients exist, electric traction c 
is most advantageous as the maximum power and even over load can be exerted “i 
without doing any harm to the machine. This cannot take place with the steam : 
locomotive, as great care has to be exercised in order that the steam may not be 
allowed to drop. 





City and Suburban Railway. 


231. The New South Wales Railway system around Sydney lends itself 
in a most remarkable way to electrification, from its dense and congested 
traffic, its steep gradients, and the proximity of coal-fields. It has long been 
realised by the Railway Commissioners that the ever-increasing growth of the 
passenger requirements in and around Sydney must be met by improved railway 
and tramway services, and various Royal Commissions have been appointed to 
consider the matter and report thereon. It is understood this dates back as 
far as 1890, but nothing was finally submitted to Parliament until the end of 
1915, when a part only of the scheme was sanctioned. This scheme, which was 
prepared by Mr. Bradfield, was for the City and Suburban railway to be electrically 
operated. 


232. The work was commenced under an agreement with Messrs. Norton 
Griffiths & Co., in 1916, but, on the agreement terminating in May, 1917, work was 
resumed under the control of the Railway Commissioners. This continued only 
until July of that year when it was stopped by the direction of the Government. 
The work was again started in February, 1922, but with authority for only a part 
which is progressing at a very slow rate, and is only dealing with a section of the 
City railway barely sufficient to accommodate the traffic from one of the suburban 

‘systems. As only the eastern portion of the City railway has been authorised, 
great difficulty would have been experienced in crossing western traffic over 
eastern tracks, and, therefore, it has become necessary in the first place to electrify 
the most easterly lines, viz., the [lawarra, instead of those between Sydney and 
Strathfield, over which the traffic density is greatest. 


¥ 


233. A study of the map showing the original proposals instances clearly 
how valuable would have been the immediate electrification of :— 
Main Suburban Lines to Parramatta. 
Strathfield to Hornsby. 
Hornsby to Milson’s Point. 
Illawarra to Sutherland. 
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Standard Locomotives Existing Types. 
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PREACNT STEAM — ——___,_____ 
24S Tens. 58-5 TONS %O Tons TOTAL 449 TONS 


SMS. 2 L326 STRONE, PISTON VALVES 10° QA, TRACTIYE PONER 30, 500L8S, GRATE AREA 305 SQFT, BP /B0LBS PER SQ INCH 
TVBE HEATING SURFACE 1800 S@FT, FIREBOX 19030 F"  SUPERHEATER 650 59 F” TOTAL 2640 59. /LET 
PASSENGER ENGINE NN2 CLASS 















WATER CAPAC/TY | G000 CALS 
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DARHT U1 STEAM 80 000 L8S 150 000 LBS 40 W0LBS . 
35°7 TONS. 669 TONS. /7-8 TONS 70 TONS TOTAL /90:4 TINS 


CYL 3.199 x28 STROKE, PISTON VALVES WDA., TRACTIVE POWER SSOOLBS. GRATE AREA 56 Sq F ”, BPZOWLBS PER SQ INCH 
TUBE HEATING SURFACE 1800 50 F*, FIREBDX AND COMBUSTION CHAMBER 320505", SUPERHEATER 810 50 F’, TDTAL 2930 SQ FT 
PASSENGER ENGINE PACIFIC TYPE 









COAL CAPAE/TY + 44 TONS 
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WEMETINS TEAM PLODOLES. 200,000LB5. 35 000LBS. 
12:0 TONS 89-2 TUS. 15-6 TONS 70 TONS TOTAL 186-& 7ars 


CMS 95x28 STROKE, PUSTON VALVE S10 DIA, TRACTIVE POWER A5Z00LBS, CRATE AREA S6 SQ £7 BP 200LBS PER SQ INCH 
TUBE HEATING SURFACE 1,860 50 FT, FIREBOX AND COMBUSTION CHAMBER 320 SQ FT SUPERHEATER 8105QFT TOTAL 2930 5Q.F7 
GO00S ENCINE rMIKAQO TYPE 


Standard Locomotives— Existing type at top. The lower two are projected types. 
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234. The plan of the lines proposed to be electrified and constructed shows 
that a very comprehensive view was taken of the whole situation so far as suburban 
traffic is concerned. The need for carrying this out at an early date is apparent, 
when it is pointed out that between 1910 and 1924 the increase in railway passengers 
has been 146-33 per cent., and in tramways 61-20 per cent., and, should the increase 
continue at the same rate, the passengers to be carried in 1930 will, it is estimated, 
number at least 183,000,000. Attention will be drawn to this more especially in 
the section of our Report dealing with ‘“ Operation,’’ but it is mentioned here from 
the bearing it has upon rolling-stock, both engines and carriages. It is stated that 
there are to-day 157 locomotives employed in the transport of suburban passengers 
to and from the city, all of which would be released by the electrification of the 
inner group of suburban lines. . f 


935. The number of railway cars in daily use in the suburban area totals 
835, 80 being main line coaches which would be returned to main line work on 
completion of electrification. It is proposed to retire 250 of the older type of 
suburban cars, to construct 450 new cars and motor cars for the electric service 
and 145 new cars as trailers. With these and with 100 cars already built (which 
will ultimately become motor cars) 405 of the more modern existing cars will be 
used. This will give 1,100 cars, both motor and trailer (of which 345 will be 
additional vehicles to be charged to capital) for the suburban traffic, and with 
their greater seating accommodation it is hoped they will meet the increase which 
may be expected in the passenger service in the suburban area. It will be seen, 
however, that the only relief given to the replacement ‘of old locomotive and 
carriage stock is 157 engines and 250 carriages—and this at the end of six years. 
It will, therefore, be necessary at the same time further to replace old and obsolete 


stock working on other portions of the railway. 


936. Too much importance cannot be given to the necessity of pressing 
forward with the proposed City railway electrification, as it is absolutely essential 
that this should be completed by the time that the new bridge is built. As has 
already been pointed out, if the necessary accommodation is to be given to the 
increased suburban population from their homes to the city, the electrification, 
as shown on the plan, should be pushed forward at the earliest possible date. 
If this is not done, an increased number of locomotives would have to be built 
to deal with the suburban traflic, which afterwards would be of little use on the 


lines elsewhere. 


937. Over and above the proposed electrification, we think it well to suggest 
that later on great advantages might be gained by carrying forward electric 
traction from Penrith to Lithgow, over the Blue Mountains, where there are very 
heavy gradients, and where there is an increasing demand for more frequent 
service, especially in the summer time. It is considered that the current ought 
to be generated cheaply owing to the adjacent coal, and that the gradients would 
enable the method of regeneration to be used with great economy. 


938. It is also of interest to point out the mechanical disadvantages of 
the steam locomotive under the conditions prevailing in and around Sydney, 
which may briefly be summarised as follows :— 


The locomotive being a complete independent unit, its power cannot be greater than the capacity 
of its boiler. 

To increase the boiler capacity, obviously implies increased dimensions and weight, both of 
which offer grave difficulties in regard to clearances and strengthening of bridge structures. 

It is known that on many railways the limit of weight has been reached, ard further development 
of power is only possible at enormous expense. 

The costly maintenance of boiler cylinders, valve gear, erank shaft, and all reciprocating parts. 


The provision of turntables, water supplies, &c. That it radiates heat and uses coal all the time 
steam is up, 7.¢., during many hours when the engine is doing no work, either standing by or coasting. 


939. The case for the electric locomotive may be set out by the brief state- 
ment that it is not hampered by any of the abovementioned objections. In 
addition, it possesses other important qualities, such as simplicity of mechanical 
construction and operation; increased acceleration and retardation; greater 


scheduled speed and consequently more frequent service, resulting in increased 
use 
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use of existing track and rolling-stock; uniform turning effort and greater startin 
effort, facilities for driving from either end of locomotive, and also accessibility 
of mechanical parts. 


240. It is common knowledge that to-day most of the countries utilise 
electric locomotives on their main lines. For instance, France has adopted the 
principle. America, Switzerland, Italy, and Norway have long used this method, 
and are still extending. It was recently stated in a railway publication that 
Sweden has the longest electrified railway in Europe at the present time. It may, 
therefore, be taken as an accepted fact that, where traffic is heavy and circumstances 
are suitable, traction with electric locomotives instead of steam is considered to 
be the most efficient way of working traffic. Having regard to the heavy grades 
to be negotiated, and to the availability of cheap coal for generating purposes, we 
consider that electric locomotives are eminently desirable over the district 
suggested. 


IV..-MANAGEMENT. 


(d) ELECTRICAL. 


241, The Chief Electrical Engineer is responsible for the power supply and 
distribution on the tramways; lighting; the design of cars and equipments for the 
electric and steam tramway rolling stock; the repair and manufacture of parts for 
the repair of tramcars; the installation and maintenance of the telegraph and 
telephone systems; stationary electric motors and equipment; the purchase and 
maintenance of motor-cars, typewriters, clocks, watches, &c. He has under 


his control three main generating stations, situated at Ultimo (Sydney), White 
Bay (Sydney), and at Newcastle. 


Ultimo Generating Station. 


242. Dealing in the first place with Ultimo Generating Station, during the 
twelve months ended April, 1924, the total output was 67,653,864 kW. hrs. and the 
maximum hour-load 22,029 kWs. The total normal capacity of the turbo- 
alternators 1s 36,500 kWs., and the operating costs for the year ended April, 1924, 
were -5851d. per kW. hr. The Ultimo Power-house, which is the oldest of the 


three stations, operates at lower boiler pressure and is not fitted with economisers, 
Its plant consists of :— 














| Normal : 
Desoritticn: Not Rating Heating Normal 
| (oehi: Surface. Evaporation. 
S$. f 5 
kW. SeeSq tb: lbs, 
6,600-volt 25-cvcle Turbo-alternators fo fe Deano je ES 
; ; 25-¢7 uancie ple 50002 atone, soe Bela 
: re, 2,000 
5200-olt BO coeleuTani nee = 0) AOU Uh ee fees.) | ene 
2,200-volt 50-cyele Turbo Age Tey 9 2-500 ied cleias bent i aera 
Re jee hoe 3,140 10,000 
Boilers ... Richa” dy dees 2,859 8,000 





The staff numbers 223. 


White Bay Generating Station. 


243, The total output from the White Bay Generating Station during the 
twelve months ended April, 1924, was 76,585,600 kW. hrs., and the maximum hour- 
load 18,088 kWs. The following plant is installed :— 





EEE eee 

















‘ Normal : 
Description. No. | Rating eee E Normal 
| (each). Sur ace. | vaporation. 
kW. sq. ft. lbs. 
6,600-volt 25-cycle Turbo-alternators 3 1000 © ofl At ¢cnacea eee 
Boilers .., ie oe an es 8. See tee 8,280 27,000 
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244, The plant set out hereunder is at present on order for White Bay :— 





| | | 














Description. No. ae Voltage. | ied | eee | Evaporation. 
: cia Cel eadeaied eae = E 
| | kW, | sq. ft. Ibs. 
Turbo-generators oe | 18,750 6,600 25 nuke Lal ee 
| (normal con- 
| tinuous). 
Turbo-generators 2 | Or Oe ee COMMON ce DUe Sige catacdt) Ieee be expens 
(maximum 
| continuous). 
Boilers... TM MEWP c.snteres, gil Nenuaes ib cre ber | 11,979 100,000 
| (max.) 
Boilers... a eS eee IL a eee | 8,774 70,000 
(max. ) 
| 











245. The normal rating of the plant already installed is 21,000 kWs., and that 
of the plant on order 81,500 kWs., making a total normal rating of 102,500 kWs. The 
operating costs were -4096d. per kW. hr. There is a staff of 120 employed in the 
White Bay Power-house. 


Zara-street Generating Station (Newcastle). 


246. The total output for the year ended April, 1924, was 27,233,808 kW. 
hrs., and the maximum hour-load 6,944 kWs. The plant installed in the power- 
house is set out below :— 














| 
10 e . 
Description. No. | Rating re F j Normal 
Gach) Surface. Evaporation. 
| 
| kW, f SUett, lbs. 
fay] 7,500 LY roa Wat Gio. 
6,600-volé 25-cycle Turbo-alternators|\{ 2 | 2,500 | wc 1] eevee 
etl 1200) 7 gbie Si 255.40. | Saas 
11,000-volt 50-cycle Turbo-aliernator 1 200s | Malte as sts: AO icererc 
Frequency changer 1 2,000 RT alee WME. Sei 
Boilers ... Guise Ws: iS. 280) 181? £27,000 
| 














247. There is in course of erection a generating plant with a normal rating 
of 7,500 kWs., voltage 11,000, and frequency 50. The total normal rating of the 
installed generating plant is 16,500 kWs.,and when the plant in course of erection 
is in working order the figure will be 23,500 kWs. The operating costs at Zara- 
street were -4564d. per kW. hr. The staff employed numbers 71. 


Conversion of Current for Tramway Purposes, Sydney. 


248. In the Sydney and Suburban area there are twenty-two sub-stations, 
with a total of fifty-five converters and a total normal rating of 40,350 kWs., where 
25-cycle 6,600-volt current supplied from Ultimo and White Bay is converted to 
600-volt direct current for tramway purposes, &c. Three further sub-stations 
are either in course of erection or have been approved. In five of the sub-stations 
six batteries are installed, and there are also five battery houses. These batteries 
are used in connection with the supply to the tramway system, the total capacity 
being 6,600 ampere hours, at the one-hour rate. 


Transformer Houses. 


249. There are fifteen transformer houses for the purpose of transforming 
25-cycle 6,600-volt and 50-cycle 11,000-volt current to lower secondary voltages 
for workshop and signalling services principally. 


Suk-Stations, 
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Sub-Stations, Newcastle District. 

250. Two tramway sub-stations are in course of erection at Newcastle. 
These will be equipped with four rotary converters, the total normal capacity 
being 4,000 kWs.  11,000-volt 50-cycle supply is obtained from Zara-street 
Power-house. 

251. A sub-station with a capacity of 450 kWs. and with 6,600-volt 25-cycle 
current from Zara-street is in service for supplying 600-volt direct current to the 
electric cranes, &c., used in connection with coal shipment. 


Railway Electrification. 


252. In connection with the proposed railway electrification, provision has 
been made for the following sub-stations :— 





Sub-station. No. of 














‘Total Normal 
| Converters. Capacity. 
| kWs. 
Prince Alfred 3 13,500 
Meek’s-road 3 9,000 
Hurstville 3 6,000 
Sutherland 2 3,000 
Waterfall ... 1 1,500 
Total oe oe es 12 33,000 





These sub-stations will receive current for conversion to 1,500-volt direct 
current, 


Supply of Current in bulk. 


253. Current is supplied in bulk from Ultimo and White Bay Power-houses 
to several municipalities and shires, including the Sydney City Council, and to the 
Parramatta Electric Supply Company. An agreement has been entered into for 
the supply of current in bulk to meet the future needs of the City Council, which 
will require an increasing supply each year, the estimate for 1930 being 70,000 
kWs. To meet this increasing demand, it is proposed to instal an additional 
20,000 kW. turbo-alternator, provision having been made at White Bay to accom- 
modate 60,000 kW. of plant over and above that previously mentioned. 


254. Current is also supplied from Zara-street Power-house to a number of 
municipalities in the Newcastle District, including the City Council. The supply 
to the Municipality of Singleton involves a transmission line of approximately 
51 miles long. Supply is obtained from the power-house through the Newcastle 


‘City Council for several of the large industrial undertakings in the Newcastle 


district. 


255. During the twelve months ended April, 1924, the revenue received 
from the sale of electricity in bulk (including the Newcastle area) amounted to 
£133,604. 


New Power-house to meet increasing demands. 


256. As it is anticipated that the power-house at White Bay will be fully 
loaded in 1930 to meet requirements for railway electrification and for bulk supplies, 
the provision of a new power-station (with a total effective capacity of 240,000 
kWs.) to be located on the South Coast near the coal-mines is under consideration. 
In our view, having regard to the increasing requirements of the City Council— 
which the Railway Commissioners are under obligation to meet, and to the proposed 
railway electrification—the provision of the new power-house is essential. 


Supply of Current to Publie Bodies. 


257. Current is supplied to several Government Departments, the principal 
being the Water and Sewerage Board (for the operation of low-level pumping 
stations), the Public Works Department (for the operation of bridge spans, &c.), 


‘the Department of Agriculture (for operating the terminal wheat elevator at Glebe 


Island), the Commonwealth Postal Department (for operating radio station at 
Pennant Hills), &c. ms 
208. 
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258. We are of opinion that the generating stations which we have 
Seen are maintained in a thoroughly efficient condition. The oldest station is 
that at Ultimo, where there are no economisers, where there are a number of 
smaller units, and where there is a certain difficulty in connection with the circu- 
lating water. There is no question of extending Ultimo in the same way as at 
White Bay, but consideration should be given to the installation of larger units, 
larger boilers, and economisers. 


Lighting Section. 


259. New installations for electric lighting, stationary power requirements, 
radiators, &c., and the provision of low, voltage services to meet the power 
requirements for railway signalling are undertaken from the electric light depot at 
ahaha as also the maintenance of the existing installations and equipment set 
out below :— 














Premises lighted | No. of. | Connected Soarheaf can ply 
Electrically. Installations. | load in kW. ay 5‘ Ppry: 
Railway stations on 34 397 | Departmental. 
74 151 | Local (Council or private company). 
Railway yards ... re 12 263 Departmental. 
16 61 | Local Council. 
Loco. Depots... ee 7 | 50 Departmental. 
14 90 | Local Council. 
Workshops. ...... a 9 123 | Departmental. 
6 | 167 | Local Council. 
Tramway ae 1S ese ee 726 | Departmental. 
Ye 12 | Local Council. 
Miscellaneous ... gehts | 17 | Departmental. 
apts | 7 | Local Council. 





Total connected Lighting Load—2064 kW. 





No. Utilities. | Aggregating. 





21 | Lifts (7 passenger, 14 goods) ... an i *, ee Becht ais 
350 | Service transformers... ou a ae fi ...| 1,810 kVa. 
6 | Isolated generating plants _ ... on shih bes 1 100 EW, 
156 | Fans Seis fe oh rea oi be ee ene 16 kW. 
359 | Radiators betty Nota he a ‘as ine eof) goad kW. 
1,503 | Miscellaneous electrical appliances _... aK aa | 124 kW. 











260. The train lighting depot at Sydney deals with the installation of 
equipments on rolling-stock for electric lighting as approval is received to proceed 
with the work. This work is performed at the Eveleigh Workshops in conjunction 
with the Chief Mechanical Engineer’s staff. At the moment, the conversion of 
648 main line cars from gas to electric lighting is in progress, and when this is 
completed the whole of the existing main line passenger stock will be lighted elec- 
trically. This depot also maintains electric lighting equipment on rolling-stock 
already in the service as set out below :—- 








No. | Class of Stock Equipped. 
100 Main line cars. 
150 Suburban cars. 

dl Brake-vans. 

10 Rail motor-cars. 
120 Railway locomotives. 

23 Tramway steam motors. 

5 Breakdown cranes. 











261. The lighting of steam rolling-stock is under the control of the Chief 
Klectrical Engineer, but in the case of the new electrical stock this will be under 
the charge of the Chief Mechanical Engineer, the Chief Electrical Engineer being 
regarded as an electrical consultant. 


Randwick 
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Randwick Workshops. 


262. The Randwick Tramway Workshops (Sydney) comprise a section of 
the Chief Electrical Engineer's Branch, and are supervised by a works manager 
who has under him a staff of 1,070. The following work is undertaken at Rand- 
wick :— 


+} 


Manufacture of special fistings—electrical and m2chanical—required for the installation of plant in 


the various electric power-stations. 


Repair of fittings and manufacture of parts required in the overhaul of units from the electric 
power-stations. 


Repair and manufacture of parts for the repair of 1,574 electric tram cars, 22 steam motors, 40 steam 
cars, and 91 motor-cars and lorries operating in the city and suburban area, and the manufacture 
of parts required for the repair of 36 electric tramcars, 70 steam motors, and 151 steam trailer 
cars operating in the Newcastle and Broken Hill areas. 


Supply of light brass castings for the Carriage and Wagon Department, and solder to the Stores 


Branch, &e. 





Tool Shop. 


263. The tool shop appeared to be adequately supplied with up-to-date 
machinery and tools, and it was observed that there was a very complete system 
of gauges in operation, thus rendering parts interchangeable and tending to 
economy. 





Pattern Shop. 


MARIE 14 264, The patterz shop deals with the manufacture and repair of all patteras 
Wa for iron, steel, and non-ferrous metal castings used in the Chief Electrical Engineer's 
Branch. The stock of patterns is as follows :— 


11,156 ordinary patterns for brass, iron and steel. 
1,076 plate patterns for brass, iron and steel. 





Foundry. 


IE 265. In the foundry the work of manufacturing non-ferrous metal castings 
ahi in standard alloys such as bronze, gunmetal, brass, copper, aluminium alloy, white 
a metal, solder and plumbers’ metal is undertaken. The Hawley furnace installed 
iit is used for melting scrap copper, &c., into the marketable form of ingots. Scrap 
i brass is also reduced to ingots in this furnace, each melt being treated as a separate 
| cast and numbered. Samples of each cast are analysed so that when used it 
can be brought back to standard alloys. The castings made are used for car 
vit manufacture ‘and repairs, copper castings for electrical work, &c. The output is 
tI approximately 4:66 tons castings and 4-60 tons lngots per week. 


ee 


) ia Smith’s and Boiler Shop. 


ef 266. The smith’s and boiler shop undertakes such work as the manufacture 

EY le of under-frames for new cars and parts for the trucks of new cars; the manufacture 

ti and repair of parts for the repair and maintenance of all steam and-electric tramway 

ne Ui rolling- stock; the manufacture and repair of materials required for the repair and 

ME i: maintenance of the power-station and sub-station machinery; the development 

and manufacture of materials for the railway and tramway overhead lines— e 
service and transmission; the manufacture of copper bonds and fishplates for the 

Engineer for Tramways, and the repair of stationary, locomotive, and steam roller 

boilers for the tramway services. The machinery and plant appear to be well 

' suited for the requirements. 


he ah eee 


i Other Shops. : 
Ht 267. Other shops in the Randwick works are the welding shop, truck shop, 


2 + 


| car shop, paint shop, woodworking shop, machine shop, electrical fitting shop 
i, and the electrical repair shop. In each of these shops we are satisfied that. the 

plant is of a reasonably up-to- date character and is-adequate to meet the demands 4 
put upon it. 


Workshops 
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Workshops Committee. 


268. A similar scheme to the Whitley Workshops Committee is in operation 
at the Randwick Shops. As a result of meetings of this committee certain small 
adjustments have been made, and it is considered that the arrangement tends 
to harmonious relations between the management and the staff. 


Cadets and Apprentices. 
269. A cadet system is in operation for the purpose of training officers for 


the Chief Electrical Engineer's Branch. We are of the opinion that this serves a 
useful purpose and might with advantage be extended to other branches; for 
instance, that of the Chief Mechanical Engineer. Educational attainments and 
personality are taken into consideration when selections are made, and there is 


also an examination to be passed. 


270. Apprentices are selected by a Staff Board, and a roster is provided for 
each trade, which it is considerd allows of a complete training. Technical 
instruction is given by the Railway and Tramway Institute and the Technical 
College. 


Bonus System. 


271. The bonus system of payment was first introduced at the workshops 
in 1905 for armature winding only, and was applied generally in 1919. There 
are 3,906 bonus items in operation, and over 60 per cent. of the staff are now 
working under the bonus arrangement. As an incentive to additional effort, the 
system provides for an extra percentage payment over the rates of pay fixed by 
the Industrial Court Awards. 


Newcastle Shops and Shed. 


272. The Gordon Avenue Workshops and car shed and the Parnell-place 
running shed at Newcastle form a section of the Chief Electrical Engineer’s Branch. 
There are at the present time in Newcastle and Maitland 36 electric cars, 59 steam 
motors, 103 steam trailer cars, and 14 miscellaneous vehicles. The electric cars 
are operated from the car shed, the repairs being carried out in the works, except 
ordinary running repairs, which are dealt with in the shed. The cars are all of one 
type and are fitted with the same equipment. All repair parts are manufactured 
at Randwick and are requisitioned as required. As the electric service in New- 
castle has only been in operation since December, 1923, no heavy repairs have yet 
become necessary. At the present time the works are mainly engaged on the 
overhaul and running repairs of steam motors and cars in the service, the heavy 
repairs being carried out at Honeysuckle Point. 


273. The depot at Parnell-place is a steam motor and car running shed 
only, and will be displaced when the electric service is in full operation, 


Tramway Comparisons. 


274. It is interesting to compare the tramways in New South Wales with 
those in Great Britain, particularly in respect of maintenance costs. These are 
as follows :— | 




















- | 
New South Wales. | London | Manchester | Sheffield Giaeans 
ae eee AS Ss | County Corpora- Corpora- | Corpora- 
re | Revised | Council. tion. tine. rt 
eetecaicd | Basis. * | | 
; SL eas = eaneane ed a i | 
Maat Gl CAF TOPAIEY oy fos vseser0ivis coves £411,925 | £250,887 | £557,532 | £152,554 £81.587 | £101,814 
Cost of car repairs per car-mile ...... 3.49d. 2-08. 11d. ears yor bi 
Cost of car repairs per carin stock...) £307 £187 £277 £183 £214 £105 
Number of units used per car-mile... 3:06 2-13 1:75 2:33 | 1:59 
, D | lod > 
Schedule speed (miles per hour) 8°85 9-29 75 7-46 
| ot 
Average miles of motor-cars per day| 66-5 | Bias Mi i ree 
Average motors per cat ....cecceeeeee 9.99 | 9 | 9 ; j 
| | 


—— eee 








* ye : ; ; ; A s ca ae 
This figure has been reduced on the basis of wages being 100 per cent. higher than in England and material 35 per cent. 
g g I g g 
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275. One of the principal differences between New South Wales trams and 
those elsewhere is the large number of stops required and the very speedy accelera- 
tion demanded necessitating an excessive use of current and consequent powerful 


motors. 

976. The weight of cars would affect the comparison, but, as we have no 
accurate figures of weight before us, it is considered wise to omit them. The 
electrically operated air-brake also accounts for some extra energy consumption, 
and, no doubt, has a bearing upon the increased number of units used per car-mile. 


977. The more severe operating conditions resulting from the much more 
frequent starting and stopping of the Sydney cars, have a very material effect 
upon the wear and tear and cost of upkeep of the whole equipment of the rolling- 
stock. Much more work is thereby thrown upon the motors, the control equipment, 
the brake mechanism, and the brake shoes and tyres. It is considered to have been 
established that it is impossible to meet the traffic demands of the public of Sydney 
without a car of large seating capacity, maximum means of ingress and egress, and 
means of coupling in pairs. As the high acceleration and the heavy grades upon 
which these cars must be operated involve all driving wheels, the result is four 
motors per car, and eight motors per pair of coupled cars, calling for complicated 
multiple unit control. The latter involves very much extra cost for inspection 
and upkeep. The coupling of cars also necessitates the use of air-brakes, with 
their attendant consumption of power and additional cost of maintenance for 


motors, compressors, and control. 


978. Taking everything into consideration, the comparisons are considered 
favourable to the New South Wales trams. 


979. At the present time there are fourteen classes of cars in service, but 
it is the intention to build only three of these types for the future, and these which 
are reproduced in diagrammatic form are as follows :— 





| 
Type. : Seats. Truck. Cars. | Weighs 38 | oye as 
| tons. | Service. 





P 80 
LP 79 
J 50 




















980. The “P” type car has a carrying capacity of eighty passengers, in 
cross seats, equal wheel bogie trucks, each axle carrying a motor of 40 h.p., and 
multiple unit control. These characteristics are necessary in order to meet the 
severe service, including high acceleration and heavy grades, of Sydney. 


981. The “LP” type car has a carrying capacity of seventy passengers, in 
cross seats, and is provided with maximum traction trucks, each carrying one 55 h.p. 
motor. This equipment, with platform control, meets the requirements of New- 
castle, where the grades are uniformly lighter than those of Sydney, and the service 


much less severe. 


282. The “J” type car will be used on the very heaviest grades, where the 
conditions present very special risks, and track brakes are considered necessary. 
These cars have a carrying capacity of fifty passengers, and will be fitted with a 
50 h.p. motor on each of the two axles. 


Renewals. 

983. So far as the machinery in the power-houses and sub-stations is 
concerned, it will be seen from the following statement that in our calculations 
we have regarded the utility life basis as being eighteen years, and in the case of 
tramcars as twenty-five years. It is not, however, clear when the high-power 
electric machines will become obsolete, and in such circumstances—beyon 


emphasising the need of a renewals fund, as in the case of the permanent-w 
an 
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and rolling-stock—it is not possible at present to fix a definite life basis. The 
statement, therefore, is reproduced principally to show the practice which has ruled 
in the last few years in respect of the renewal of machinery and tramears. 


Twelve months | 
ended 
30th June. 


Machinery at Randwick. 





Capital Value. 


on 18 years’ 
| life basis, 


Value of Renewals 


Amount actually 


spent on Renewal of old 


Machinery. — 





1920 
1921 
1922 | 
1923 
1924 





130,555 
135,797 
147,247 
148,874 
149,977 








|e figures readily 


available. 








Machinery in Power-houses and Sub-stations. 








Twelve months 
ended 
30th June. 


1 


Capital Value. 


Value of Renewals 
on 18 years’ 
life basis. 


Amount written off 
Capital. 








1920 
1921 
1922 
1923 
1924 








if 

| 

Twelve months 
ended 


30th June. 


£ 
1,084,384 
1,200,113 
1,364,298 
1,588,370 
1,698,034 


c 
60,244 
66,673 
75,794 
88,243 


| 94,335 








Electric Tramcars. 





Capital Value. 


| Value of Renewals 
on 25 years’ 
life basis. 











1920 

1921s 
1922 
1923 
1924 


£ 
1,644,637 
1,699,835 
1,764,240 
1,899,852 
2,230,929 





Car Sheds. 


65,785 
| 67,993 
70,570 
75,994 
89,237 














£ 
10,000 
37,244 
36,079 
44,896 
61,290 








Amount actually 
spent on Renewal 
of Rolling-stock. 
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284.. Car sheds are situated at Rozelle, Wavetley, Ultimo, Newtown, Tempe, 
Dowling-street, Military-road, Fort Macquarie, Rushcutters’ Bay, Manly, Enfield, 


and Rockdale. 


The work carried out in the sheds consists mainly of brake adjust- 


ments, examination and replacement of faulty equipment, examination of wheel 
flanges, rectification of loose bolts or broken frames, and the cleaning of cars. 


Mains Sections. 


285. The main depot, which is at Leichhardt (Sydney), deals with pole 
erection, installation of feeders and cables, overhead trolley wires and network, 
telephone cables and wiring---Metropolitan and Newcastle areas—-and the testing 
and repairs of electric welding plant, electric grinding plant and rail bond. There 
are twelve maintenance depots consisting of buildings for housing vehicles, horses, 
and stores, and fifteen pole storage yards used for stacking poles at convenient 
locations throughout the Metropolitan area, being adjacent to railway or tramway 


sidings. 


There exist at the present time 199 miles of high-tension underground 


cable, 204 miles of high-tension overhead transmission lines, 66 miles of low-tension 
underground cables, 1,320 miles of low-tension overhead feeders, and 345 miles 


of 
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of trolley wires and supporting wires (tramways), while over 100 miles of feeders 
and transmission lines are under construction. This section is also responsible 


for the installation and maintenance of the telegraph and telephone system, as 
follows :— 


Telephone cables, lead-covered, and telephone wires— 
Laid underground and in boxing on concrete pegs... 110 miles. 
Pot-heads and testing points... ve i. males tho 
Telephone wires ie ¥y eae ae ... 412 miles. 


Engineer of Tests Section. 


286. An Engineer of Tests is attached to the Chief Electrical Engineer. He 
deals with the standardisation and maintenance of all portable and sub-standard 
electrical testing instruments and meters, the supervision of the repair and cali- 
bration after repair of all portable and switchboard instruments and meters, the 
inspection and testing of electrical materials used throughout the service, the 
performance of acceptance lists on electrical machinery and apparatus, &c. 


Telegraph Maintenance. 


287. The Chief Electrical Engineer is responsible for the installation and 
maintenance of telegraph instruments, telephone and telephonette instruments, 
Morse batteries, electric clocks, electric intercommunication on trains, burglar and 
fire alarm circuits, electric bell circuits, magneto telephone switchboards, automatic 
telephone exchanges, and selector telephone systems. These are installed through- 
out the railway and tramway systems, divided into city and country areas, and are 
maintained by a staff of mechanics, &c., under the supervision of an inspector. 


Clocks and Watches. 


288. The Chief Electrical Engineer is responsible for the purchase and 
maintenance of all clocks (except those electrically operated), watches, time- 
recorders, and watchmen’s tell-tales. The number in service at the present time 
Is as under :— 


Clocks ... cy a +r ae 2.106 
Watches ep a Ue Aan 4,816 
Bundy and autograph recorders... 66 
Tell-tales cS, ae £t 37 


The actual repairs to time-pieces, &c., are carried out by a contractor under the 
supervision of this Branch. 


289. In our view the purchase and maintenance of clocks, watches, &c., is 


more closely allied to the Comptroller of Stores Branch than to that of the Chief 
Electrical Engineer. 


Typewriters. 


290. The Chief Electrical Engineer is also responsible for the maintenance 
of typewriters, the actual work of repair being undertaken by a contractor. <A 
stock of machines is available to take the place of those under repair. We are of 
the opinion that this section might be transferred to the Comptroller of Stores. 


General. 


291. We are satisfied with the general equipment of the shops and with the 
work turned out. The Branch appears to be very well staffed—in fact, a criticism 
might be levelled that the technical staff is somewhat too elaborate. This staff 
consists of the Chief Electrical Engineer, the Chief Assistant Electrical Engineer, 
the Works Manager, the Power Superintendent, the Supervising Engineer, the 
Chief Telegraph Inspector, the Engineer of Tests, the Rolling-stock Superintendent, 
the Engineer, the Chief Inspector of Boilers, the Mains Superintendent, the Sub- 
station Superintendent, the Lighting Superintendent, the Assistant Engineer, and 
the District Electrical Superintendent (Newcastle). 


292, 
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IV.—MANAGEMENT. 


(e) STORES. 


992. The Stores Branch is in the charge of a Comptroller of Stores, who is 
responsible to the Commissioners for the purchase, conservation, and distribution 
of all stores for railway and tramway purposes, including the disposal of coal from 
the State Colliery, but excepting perishables, &c., required by the General Manager 
of the Refreshment Rooms. 


293. The headquarters ot the Branch are at Eveleigh, and at the date of 
the inquiry the authorised staff numbered 403. This number includes a chief 
stores assistant, 8 inspectors, 153 clerks, 126 storemen and boys, and 103 
labourers, together with 11 motor lorry drivers, gangers, &c. The Branch 1s 
divided into five main sections, Purchasing, Receiving and Issuing, Accounts, 
Records, and Correspondence. 


294. The major portion of the material required for general use is received 
and issued at the main store depot at Eveleigh, while branch stores are situated 
at all railway and tramway workshops and depots throughout the system. 


Means of Obtaining Stores. 


295. Stores are obtained either on manufacturing orders from departmental 
workshops, from local manufacturers, usually through a merchant or broker, or, 
in the case of overseas supplies, through the Agent-General in London, or the local 
agents of foreign firms in Australia. 


296. Annual tenders are let for the period of the financial year in connection 
with those items in general use; while other stores having a slower out-turn are 
purchased as required. The quotations are usually sent into the Stores Branch, 
the Commissioners’ authority being obtained before the acceptance of tenders, 
but in the case of special plant or technical materials, the head of the Branch 
concerned obtains quotations and makes recommendations to the Commissioners. 
In this case, however, the Stores Branch follows the matter to completion in 
connection with delivery arrangements, &c. 


297. Direct delivery to the various branch stores or works is arranged in 
the case of heavy bulky articles in order to prevent unnecessary handling and to 
secure certificates for machinery, plant, &c. Issues from the main store are made 
for locomotive depot trust stores once monthly, while traffic station stores are 
forwarded every two months by stores railway vans, and stationery is issued 
quarterly. 


998. The method adopted for dealing with materials manufactured depart- 
mentally is as follows:—The Chief Accountant sets up a division of the Stores 
Advance Account designated a Manufacturing Account, and this operates between 
the Chief Accountant and the head of each manufacturing branch. The Chiet 
Accountant debits the branch concerned with the cost of the materials used and 
the wages expended in connection with the manufacture: of the various articles. 
The Stores Department takes over the manufactured articles through the Stores 
Advance Account at the end of each month, and gives credit to the particular 
manufacturing branch for the value of the articles. The general principle adopted 
in connection with the charge to be made to the Department is for the whole cost 
to be debited to the Stores Advance Account, and from that an average cost per 
pound or per hundredweight is calculated for retail charging to the branch supplied. 
In addition to manufacturing for direct stores order, the branches also make some 
of their own requirements without such an order, but the adjustment of charges 
is made through the Stores Advance Account. 


Issue of Stores. 


999. Stores are issued from the main stores under the control of the Stores 
Branch upon receipt of requisitions signed by officers who have been authorised 
in that regard. At branch and workshop stores authorised by the Stores Branch, 
a requisition from an authorised officer, or an issue docket signed by the foreman 

or 
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or sub-foreman, as the local circumstances necessitate, is insisted upon. At the 
Trust Stores, 7.e., those under the head of the branch concerned, a docket from the 
officer-in-charge or an authorised foreman, sub-foreman, or officer of other designa- 
tion is required before the storeman will issue the goods. 


800. Oils for enginemen are supplied from the Loco. Trust Stores as required, 
and the total quantity taken out is noted on the running sheet for the trip, as 
well as a record being kept in a special book in the Running Shed Store Office. 
The difference between the actual quantity at the commencement of a run and 
that returned on its conclusion, after making allowance for receipt at foreign 


depots, is treated as actual issue. The question of coal issue and accounting is 
discussed in Part IV (c). 


801. Detailed records of issues from the Trust Stores are not kept by the 
Stores Branch, but by the particular branch accountants concerned. The Comp- 


troller, however, keeps in touch with the whole business through the monthly 
committees. 


Trust Stock. 


302. The value of stores is debited to the Stores Advance Account until the 
stores are issued. About half of the stock debited thereto is held under the direct 
control of the Comptroller of Stores in main and branch stores, and in some work- 
shops. The balance is held in Trust Stores by the various branches under the 
control of the head of the branch concerned, through his local officer-in-charge, 
e.g., Divisional Engineer, Steamshed Inspector, and so on. The value, however, 
is still debited to the Stores Advance Account until issued. Details of the items 
on hand, with their value, are kept by the head of the branch holding the stock, 
and the total only kept in the books of the Stores Branch. A summary is sent 


the Comptroller of Stores monthly showing the total amount issued from the 
Trust Stock. 


308. Coal is despatched direct from the collieries to the point where it is 
to be used, and is under the control of the using officer. Excepting coal for loco- 
motive and power-house use, the cost is charged to the receiving branch immediately. 
Only the quantity consumed by the Locomotive and Power Branches is debited, 
the figures being verified by a check stocktaking. The stock of such’coal, although 
held by other branches, is recorded on the Stores Books, together with the value, 


and is cleared by the monthly requisitions for the coal used in that period. 


Charging out of Stores. 


304. The general practice is that stores are not charged out until issued 
for use. In some cases the value of materials obtained for capital works, viz., 
rolling-stock construction, is debited to the vote for such works, although the 
material is usually retained by the Stores Branch until actually wanted. A 
Suspense Account is opened in the ledger to which the amount charged in advance 
is credited, and this account is debited, and the account for the item credited, 
as the materials are issued on account of the work. The amount so charged in 


advance is generally less than 5 per cent. of the total value of the stores held. 


805. Stores are charged out at actual prices in the majority of items, 
although at Trust Depots average prices are taken for small issues of such items 
as bolts and screws. There are a few exceptions, such as engine coal, which is 
obtained in about four different localities, and sent throughout the system. An 
average price is charged based on the total purchases, taken ‘in conjunction with 
the quantity and value of starting stock, except at Lismore, where the actual 
cost, plus shipping charges from Newcastle to port of unloading, is charged. In 
the near future, however, Lismore coal will be despatched by rail, via ferry at 
South Grafton, and the average price system will be extended to that depot. 


306. New iron, brass, and steel castings (rough) manufactured in the foundry 
at Kveleigh Workshops are also issued at an average price. The Store Advance 
Account is debited with three totals for these castings, and the average is based 
on the output of each class. There are a few other items in which averages are 
taken. 


28910—y 307, 
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307. It is not the practice to re-value all the stock on hand. With items 
obtained under annual contracts, however, the stock on hand at the end of one 
year is re-valued at the next year’s rate, but the amount involved would not be 
great. As stock is reported as obsolete, the value (less any scrap allowance) is 
written off against the branch for which it was obtained, or, if for general purposes, 
against Stores Working Expenses, which are spread over the cost of the principal 
branches. Surpluses at stocktaking are generally used to write down the book 
value of slow-moving items. 


Stocktaking and Inspection. 


308. Stocktaking is carried out by inspectors under the Comptroller of 
Stores, five inspectors being engaged on this work. As a general rule, stocktaking 
is done once a year, although there are exceptions, viz., seasoning timber at the 
Main Store, Eveleigh, where the check is made every two years. Besides stock- 
taking, the inspectors also ascertain whether surplus stocks are being held, after 
comparison of the stocks with the average issues, and in consultation with the 
local officer arrange for the return, usually to the Main Store, of quantities not 
required at the particular depot. 


309. As regards the quantity of stock on hand, the endeavour of the Depart- 
ment 1s to maintain equal to approximately one month’s estimated consumption; 
having regard to the ease and speed with which an item can be obtained, and whether 
it is cheaper to purchase large quantities at a lower rate or smaller quantities as 
required at a higher rate. 


310. As regards coal, a reserve stock sufficient for two months is considered 
adequate. 


311. The following statement shows the stores purchased, issued, and on hand 
for the years 1913-24 inclusive, and indicates that a marked improvement has been 
effected in the proportionate quantity of stores on hand to yearly issues. While 
price factors cover this to some extent, the figures represent a satisfactory develop- 
ment. 


312. A comparison of the turnover of stock for the years 1912-13 to 1923-24, 
as given below, also indicates the existence of an effective form of control. While 
the turnover of coal has declined, due to the building up of a larger (and necessary) 
coal reserve, the turnover of general stores has improved very considerably. 


STATEMENT of Purchases, Issues, and Ending Stock for Years 1913-24 inclusive. 


























y | Purchases. Tssues, | Ending Stock, 
ear 
ended i: ee Sa ei ate ane a 7 aS i See 7 — OS) eee oe te, ae; 
20th 
| Othe Z : er tha > : 

June. ot etter Coal. Total, Maren Coal, Total. Ce ae Coal. Total. 
a | “ a eee a 3 rae i : 

no £ £ £ | £ £ | £ £ £ £ 
IO U2 © ee fee eye i Aes fe ini setts is hE eaaee i aoe 632,752 31,213 663,965 


1913 | 3,487,411 | 372,844 | 3,860,255 | 3,063,208 | 378,147 | 3,441,355 | 1,056,955 25,910 | 1,082,865 
1914 | 3,885,962 | 431,684 | 4,317,646 | 3,707,195 | 428,341 | 4,135,536 | 1,235,722 29,253 | 1,264,975 
1915 | 2,861,350 | 451,490 | 3,312,840 | 2,804,340 440,328 ; 3,244,668 | 1,292,733 40,414 | 1,333,147 
1916 | 2,173,445 507,346 | 2,680,791 2,431,175 488,032 | 2,919,207 1,031,823 62,868 | 1,094,691 
1917 2,570,487 568,898 | 3,139,885 | 2,258,430 550,434 | 2,808,864 | 1,343,880 81,332 | 1,425,212 
1918 2,414,327 800,056 | 3,214,383 | 2,271,966 818,133 | 3,090,099 T,486,241 63,255 | 1,549,496 
1919 | 2,980,144 | 759,710 | 3,739,854 | 2,858,227 687,581 3,545,808 | 1,608,158 135,384 | 1,743,542 
1920 4,154,030 | 898,758 | 5,052,788 | 3,839,494 | 953,310 | 4,772,804 | 1,922,694 100,832 | 2,023,526 
1921 | 4,914,731 1,171,754 | 6,086,485 | 4,521,259 | 1,155,023 | 5,676,282 | 2,316,166 117,563 | 2,433,729 
1922 5,369,225 1,191,514 | 6,560,739 | 5,462,455 1,174,572 | 6,637,027 | 2,222,936 134,505 | 2,357,441 
1923 4,192,864 1,185,378 | 5,378,242 | 4,861,489 1,154,633 | 6,016,122 1,554,311 165,250 | 1,719,561 
1924 5,019,348 1,249,014 | 6,268,362 | 5,162,283 1,227,108 | 6,389,391 1,411,376 187,156 | 1,598,532 


| 
} 






































During 1917-18 period £204,292 value of coal was purchased as the nucleus of a reserve stock of 300,000 tons of large 
coal. 
The debit was accepted by the Government, through the Public Works Department, and the value is also included 
in the issues for the same period. During 1922-23 and 1923-24 large coal to the value of £33,422 and £22,195 was similarly 
dealt with. 

Of the £187,156 value of coal on hand as at 30th June, 1924, £32,050 represents the value of the reserve of small 
coal held at Rozelle for power-house requirements. 

The figures given include Railway, Stationery, and Tramway transactions; those for 1923-24 are approximate. 

The ending stock of one period is the starting stock for the sucseeding period, and has only been shown once. 

On and after 1st May, 1919, Railway revenue was credited with freight, at the rate applicable to private consignments, 
on coal conveyed by rail for the Tramway Department, and the value thereof was added to the purchase cost, and issue 


rate increased accordingly. The additional amounts included in value of coal purchased for the years ended 30th June 
were :— 


£ £ 
1919 sis) ieee) Sn RE ODO 1922 ‘in eae rms: 60,260 
1920! 5...) gee eee ST BD 1923 i EME cr. 76,578 
1021 Poh) Se ee eno ee Gs 1924 cs Seen ors, BB,608 


CoMPARISON 
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CoMPARISON of Turnover of Stook for ‘Years: 1912-13 to 1923-24 inclusive 


























Other than Coal, Coal. | Total. 
fare ended ———— ot Sey ne |- ————— —————. —_—_—__—_—_—- 
30th June. , a ms 
‘Sock | Tatues. | Cyers | “Stock | Heeem ef oRe Pei erete bee Tenens: «| TO 
| | | 
1913 844,853 3,063,208 3°6 28,561 | 378,147 | 13-2 873,414 | 3,441,355 3°9 
1914 1,146,338 3,707,195 3-2 27,581 | 428,341 | 15:5 1,173,919 4,135,536 3°5 
1915 1,264,227 2,804,340 2-2 34,833 440,328 | 12:6 1,299,060 3,244,668 2°5 
1916 1,162,283 2,431,175 2-1 51,641 | 488,032 - 9:6 1,213,924 2,919,207 | 2-4 
1917 1,187,851 2,258,430 E97 i  72;100 550,434 | 7:6 1,259,951 2,808,864 2-2 
1918 1,415,060 2,271,966 Oni 25295 94) 818,133* 8-5 1,487,353 3,090,099 19 
1919 1,547,699 2,858,227 | 19 | 99,319 687,581 6-9 1,647,018 3,545,808 2:2 
1920 1,765,426 3,839,494 | 2:2 118,108 933,310 8-2 1,883,534 4,772,804 2°5 
1921 2,119,430 4,621,259 | 2-1 109,197 1,155,023 LOST ip 23228°627 5,676,282 2-5 
1922 2,269,546 5,462,455 | 2-4 126,034 1,174,572 9:3 | 2,395,580 6,637,027 2:7 
1923 1,888,623 4,861,489 | 2-6 149,877 H154.633° (fF 7-7 | 2,038,500 6,016,122 3:0 
1924 1,482,843 5,162,283 3-5 176,203 1,227,108 70 | 1,659,046 6,389,391 3°8 























* As the issues of coal in 1917-18 included £204,292 on account of debit for reserve stock of coal accepted by Pub!ic Works Departn ent, 
turnover of coal has been calculated on an issue of £613,841, and on the total issues of £2,835,807. 


Elimination of Item in Capital Account for Stores. 


313. There is a financial matter connected with stores which it would be 
well to put upon a better footing. Stores bear 5 per cent. interest upon about 
£1,500,000, representing an advance made by the Treasury for purchases. This 
amount should be eliminated from Capital under the re arranged scheme of finance 
which we recommend. 


314. The Stores Branch is at present undergoing a measure or reorganisation 
on lines designed to give the Comptroller direct supervision over all stores. This 
will abolish the trust stock system, which obviously has certain defects in that 
a large proportion of unallocated stores is not under the direct supervision of the 
Comptroller. We recommend that this change should be effected as speedily 
as possible, as we are of opinion that the staff. attending stores conservation and 
issue at all places should be under the direct supervision of the Comptroller. In 
this connection it is noted, from observations made at various Board meetings 
that there has been a certain laxity of supervision that would have been obviated 
if the Comptroller had been directly responsible for the stock all over the system. 


315. We are quite satisfied with the manner in which the items held in the 
main and subsidiary stores are classified and stocked, and also with the “ Card” 
system of recording issues and receipts. The stores were found to be clean and 
generally adequate for the work. 


816. The Comptroller is very much alive to his responsibilities, and judging 
from the all-round improvement in the administration of the Branch since he 
assumed office, we are of opinion that, following the abolition of the trust stock 
system, the Commissioners may have confidence that the stores under their charge 
are being economically and effectively controlled. 


IV._-MANAGEMENT. 
(f) OPERATION. 


317: In any criticism of traffic movement, whether of passenger or freight, 
as at present existing upon the railways of New South Wales, two outstanding 
factors—one permanent, the other, it is to be hoped, temporary—must be borne 
in mind. The exceptional number of steep grades and sharp-curves upon each 
of the main routes adversely affect speed and cost, while the shortage of rolling 
stock in certain directions curtail at one and the same time train services and 
public facilities. 


is 


Supervision of Working. 

318. The supervision of operation is under a Chief Traffic Manager, 
stationed at Sydney. ‘This officer is assisted at headquarters by a Chief Assistant 
Traffic Manager, three Outdoor Assistants, and three officers designated respec- 
tively Superintendent of Passenger Transportation, Superintendent of Goods 
and Livestock Transportation, and Goods Superintendent. For purposes of 
local 
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local control the system is divided into nine districts, each in charge of a District 
Superintendent, aided by an Assistant and a number of Inspectors. The district 
headquarters are at Sydney, Goulburn, Junee, Eskbank, Orange, Parkes, 
Newcastle, Murrurundi, and Lismore. 


319. The Chief Assistant Traffic Manager controls the Staff, Coaching, 
Season. Ticket, New Works, Claims and Investigation Sections, and also 
supervises the work of the Country Ticket Examiners. The Superintendent of 
Passenger Transportation compiles and issues timetables of all classes, is responsible 
for the weekly special notices, controls the composition, marshalling and car 
allocation for all passenger trains, supervises the movements of carriages and 
sleeping cars, and generally has charge of all work associated with the transport 
of passengers. The Superintendent of Goods and Livestock Transportation 
supervises the freight train service generally, this including the control of goods 
engines, the adjustment of engine load tables (in conjunction with the Chief 
Mechanical Engineer), and the control of goods and livestock wagons throughout 
the system. He also regulates the supplies of locomotive coal, supervises the 
work of the tarpaulin factory, and acts as Chairman of the Assistant District 
Superintendents’ Conference held monthly. The Goods Superintendent’s responsi- 
bilities embrace the control of the goods business throughout the State in- 
connection with the loading of vehicles, undue delay to goods traffic, average 
loads, rates and freight charges and conditions, and a general oversight of all 
matters pertaining to goods transactions. 


oe 


Duties of District Superintendents. 
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320. We have dealt with head office organisation in Part III under a 
proposed scheme of decentralisation, but the detailed duties of the District 
Superintendents demand consideration. They are, to some extent, responsible 
for the work of their districts, so far as the Traffic Branch is concerned, on both 
the operating and commercial sides. Theoretically they control all train working, 
supervision of traffic staff, the handling of rolling-stock, and the working of 
the stations. Their assistants are mainly engaged in the supervision of train 
running throughout the district and in exercising control over the Inspectors. 
The latter officials directly supervise the working of all stations in their allotted 
areas and make half-yearly inspections of each station. They also investigate 
public complaints, as they may be directed by the District Superintendent. Asa 
matter of fact, the District Superintendents do not supervise train working excepting 
during daylight hours. At night, station-masters may and do order out engines 
and advise the running of trains without the knowledge of the District Super- 
intendents. Records show that delays are not infrequently caused by special 
train advices being improperly timed as the result of inexperience or want of 
knowledge as to the actual conditions on the line. The trains should be controlled 
by District Superintendents as to the stations at which trains are to cross on 
single lines, and generally as to train movements through the district. We 
consider it desirable that a system of control should be set up in each District 
Superintendent’s office, open day and night, and instructions issued from that 
source alone. 
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Extension of Train Control Recommended. 


321. It may be added that centralised train control is now in operation in 
two areas, on the Illawarra Line and in the Sydney Metropolitan Suburban area, 
the latter being the first part of a much larger scheme which will ultimately 
embrace a considerable mileage of line. The Sydney scheme has not been in 
operation for a sufficient length of time for any figures of operating economy to 
be complied, but we are informed that the installation on the Heathcote-Kiama 
section, 52 miles in length, has resulted in a definite saving of £11,757 per annum, 
in comparison with results in non-control days. The Control Office for this section 
is located at Thirroul, and the system adopted is a simple one which we commend. 
The essence of successful control working is simplicity, and for that reason we 
deprecate the provision of elaborate appliances. In view of the operating 
economy admittedly effected as the result of the installation of control working 
on the Illawarra Line some years ago, it is advisable to extend the system on a 
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wider basis as speedily as possible. Obviously, increased telephonic facilities 
will be requisite, but the scope for economy is so great that the cost of such 
additional telephones should be faced immediately. 


General Instructions should be Revised. 


322. General instructions to the operating staff appear to be on the elaborate 
side. The Superintendent of Passenger Transportation admitted in evidence 
(Q. 2110) that it was not possible for an employee to keep them in his head. They 
might with advantage be simplified during the process of decentralisation. On 
many railway systems considerable economies have resulted from a general over- 
haul of office work by a committee representative of the various branches. Dupli- 
cation of returns and forms that have outlived their utility have often by this 
means been cancelled, and the paper aspect of railway business reduced to a 
minimum. It would be advisable to keep an eye upon this also with decentrali- 
sation. 


Statistics of Traffic Districts. 


323. The staff in the Traffic Branch numbers over 10,000 in all. Tho 
Chief Traffic Manager's headquarters staff numbers 418, this including the 
principal departmental officers, while the remainder of the personnel is distributed 
over the system as shown below. Particulars of line mileage, number of stations, 
unattended sidings and traffic volume are also given for each district for general 
reference purposes. 
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det | Tons per mile 
District. approx. Staff. Stations, Platforms. | per day. 

| April, 1924. 
aay Wise at ht ebhng79 3,723 159 109 46,808 
Goulburn c: a3 652 721 90 50 27,178 
Junee ae 7 te 814 658 72 8g. | 18,532 
Eskbank ... a or 604 748 69] 65 21,117 
Orange ... mt Sas 687 | 449 51 66 7,712 
Parkes- ©... as tf 794 218 | 4% | 76 4,341 
Newcastle oy oa ae? 1480; 3 62 24 | 52,637 
Murrurundi Pomme OO9., iee 166) >| 99 68 13,686 
Lismore ... a a 579 292 46 | 90 5,858 








Passenger Train Services. 


324. The general scheme of passenger train services provides first for the 
fixing of Mail and Interstate train times, and the building up of other train services 
round them. Suburban trains are an exception, these being governed by the 
density of passenger movement into and out of the cities. 


325. In order to meet Post Office requirements, Mail trains leave Sydney 
in the evening, and in the reverse direction, departures from the termini are fixed 
to enable the trains to arrive in Sydney in the early morning. Interstate trains 
between New South Wales and Victoria and Queensland are also night trains on the 
New South Wales system. Sleeping accommodation is, therefore, a necessity 
on each of these trains, and very special consideration should be given to it in the 
interests of comfortable travel. Under any type of equipment in respect of 
sleeping and lavatory compartments, a night journey is bound to be tedious, 
especially so to women and children in hot weather, and the more complete and 
comfortable the night trains are the greater may the traffic be expected to grow. 


326. On the South African State Railways, where night travel and transport 
conditions generally have many points in common with New South Wales, special 
attention is given to up-country travel. It is claimed that there the carriages are 
among the best extant. A modern first-class main line saloon coach provides 
seating accommodation for thirty-nine passengers and sleeping berths for twenty- 
six, and other stock is in proportion. No extra charge is made for sleeping accom- 
modation. Dining cars are attached to all except short distance trains. 

327. 
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327. Sooner or later public opinion will force recognition of the claims by 
second-class passengers for sleeping berths on the. New South Wales railways 
similar to the accommodation given elsewhere. At present it cannot be done; 
it is to be hoped, however, that with augmented rolling-stock provided by the 
expenditure foreshadowed in the Commissioners’ estimate of future Capital com- 
mitments, this very desirable improvement in night travel will be accomplished. 


Interstate Trains. 


328. On Interstate trains, which, from a revenue point of view, are very 
valuable, carriages constructed upon the side of what may be termed luxury may 
be expected to pay handsomely. To make these trains equal to the best in other 
countries would require much better rolling-stock than 1s at present provided, 

and an improvement by the provision of breakfast, luncheon or dining cars would 
be desirable, not only as a convenience but in order to effect a a saving in transit 
time by the reduction of stops at refreshment-room stations. Nothing better can 
be done than is being done with the rolling-stock available, but, as new carriages 
are built, we suggest “that a superior type should be introduced on the Mail and 
Interstate trains, the receipts from which show that cultivation of this traffic 
is likely to pay well and give satisfaction to the public. It may be that additional 
trains will be necessary to carry out these suggestions, but the traffic can well 
bear the expenditure thus involved. As remedying an inconvenience felt by 
passengers in Mail trains reaching Sydney at an early hour of the morning, it would 
be well, if possible, during the ‘remodelling of sidings at the Central Station, to 
make room for trains to stand in order that passengers may remain undisturbed 
in their sleeping berths until a reasonable hour. This is a practice adopted at 
many places abroad where trains arrive very early in the morning. 


Sleeping Berths. 


329. Inconvenience due to delay in alloting berths, to berths being given to 
others after allotment, and uncertainty as to whether berths had or had not been 
provided, formed the subject of many complaints. There would certainly appear 
to be grounds for these complaints, and they point to necessity for the overhaul 
of instructions as well as the carrying cut of them by the staff. 


Mail and Interstate Trains. 


330. The speed of Mail trains, governed as to stops by the Post Office, is 
about 30 miles per hour, and cannot well be improved, having regard to gradients, 
curves and refreshment time. Interstate trains run at 36 miles per hour, including 
stops, and these also cannot be expedited to any appreciable extent for the same 
reasons. The exceptionally heavy grades are noted in the permanent-way 
section, but it may here be mentioned that there are 162 miles of a grade at 1 in 
40 or less, and 1,654 miles of 1 in 100 or Jess out of a total of 5,523 route miles of 
Jine. 


331. According to the records, the timekeeping of the Interstate trains 
has not been goo . In one month the Sydney-Melbourne Limited was seriously 
Jate on fourteen occasions on arrival at Albury, and nineteen times late on reaching 
Sydney. Locomotive failures were mainly responsible for these delays (see 
Part IV, Section (c) ). Delays from a similar cause have occurred to trains on the 
Northern section. Unpunctual running of these important trains reacts on other 
trains and upsets the services over a wide area. Delays of this character to Mail 
trains have not been so numerous, but there have been very late arrivals occa- 
sionally. 


Train Services on Country Branches. 


332. The trains run on the country branches give a very poor service. It 
is said that the population and consequent traffic do not warrant more trains. 
In this connection, however, it may be observed that in Great Britain and other 
countries a similar argument could be advanced in respect of many branch lines 
which do not pay per se; nevertheless, numerous trains are run, the policy and 
accepted obligation being the provision of a reasonable train service to enable 
inhabitants to travel to and from civic centres for marketing, medical, legal, and 
other 
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other purposes. It cannot be termed a reasonable service if one mixed train only 
is run each way on two or three days per week, leaving no opportunity for a return. 
journey the same day. Such a service invites competition by motor vehicle, of 
which signs are evident in several directions (Q. 861). Moreover, it is not calculated 
to develop travel. Most of the lines with such a poor service are non-paying, but 
obviously the few trains run do not give the lines a fair opportunity of showing the 
full value of railway communication. Railways should not only be made but 
equipped, and the evidence (Q. 167) is that for monetary reasons they are not 
equipped. : 


Rail Motor-car Services should prove Successful. 


888. Several rail motor-cars have been built, but unfortunately engine 
design has proved faulty, and, with the exception of one at Lismore, which runs 
a service over two branches and pays well, the others, for the reasons stated, have 
not given the increased facilities they might otherwise have done. As an influence 
in the amenities of bush life, apart from the question of reasonable facilities, it 
is desirable that this method of serving branch and country lines generally should 
be developed, and that, as engines become available, the country train services 
augmented. Rail motor-cars are utilised to an increasing extent in many 
countries, notably in the United States, where it is estimated that approximately 
7,000 miles of track are operated by this means. There is every reason to expect 
that well-designed cars will prove equally successful in New South Wales. 


Characteristics of Sydney Suburban Traffic. 


884. The Sydney suburban train service (the district between Milson’s 
Point and Hornsby excepted) differs from that serving most large cities, inasmuch 
as it is centred on one station only. As a rule, suburban lines distribute passengers 
at a number of city stations, and at several termini, but in Sydney the concentration 
of traffic to and from all lines is an inevitable source of congestion. So much 1s 
this so, that, at the peak hours of traffic, the approach lines, as well as the station, 
are nearing the saturation point. The population of Metropolitan Sydney 1s 
increasing, according to statistical records, at the rate of from 25,000 to 30,000 
per annum. The number of passenger journeys on the railway increased from 
45,557,506 in 1910 to 73,180,876 in 1914, and in the year ended 30th June, 1924, 
were 111,964,774. It is estimated that, by 1930, over 180,000,000 passenger 
journeys will be made annually, this representing an increase in travel of over 
200,000 journeys per week-day as compared with 1924. If this eventuates, and 
unless the City Railway is carried through to completion and the suburban 
lines are electrified by that time, a state of affairs verging on the chaotic may be 
expected. 


First and Second Class Fares should be Revised. 


835. Notwithstanding the heavy traffic and the use of “a fairly large 
number of goods engines ” (Q. 675) the suburban trains as a iule keep good time, 
but there is occasional overcrowding, while numerous complaints arise from the 
alteration of first-class compartments into second and wce versa. This is said 
to be due mainly to a shortage of carriage stock and to the fact that unsuitable 
main line stock has, in consequence, to be used on suburban trains. There is, 
héwever, another feature noticeable in the suburban as well as in the country 
passenger traffic which accounts for some of this trouble, viz., the drifting 
of first-class passengers to the second-class. The increase in fares, being on a 
percentage basis, has introduced too wide a difference between the respective 
classes, with a resultant loss of first-class traffic.’ There is a point of difference 
between the cost of first and second class fares which defeats the object in view 
of increased price, 7.e., the securirg of more revenue. Results show that that 
point of difference between first and second class has been passed, ard we 
therefore suggest a review of the fares. 


Milk, Fruit and Butter Traffic. 


336. The parcels traffic conveyed by passenger train is considerable, 
yielding a revenue of £600,000 per annum. The volume of milk, fruit and butter 
conveyed by passenger trains ja Jarge, adequate arrangements being made to 
give speedy transit. Milk in cans of 5 to 10 gallons, and in fixed vats of a capacity 
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of 500 to 700 gallons, or portable vats holding 250 gallons, is to some extent loaded 
in private milk vans. Departmental vans with fixed vats are also provided. 
This commodity travels considerable distances up to 235 miles. 


337. Fruit special trains are run under a guaranteed minimum load of 75 
tons. Fruit conveyed by passenger trains to Sydney is transferred to Darling 
Harbour, adjacent to the Municipal Fruit Markets. Small consignments are 
delivered from the Central Station. Butter is loaded in louvred vans on passenger 
trains, and in refrigerating cars on mixed trains. The longest haul is about 340 
miles. These important commodities are dealt with in a satisfactory manner, 
and the same may be said of parcels traffic in general. 


Goods Traffic. 


338. As in the case of the passenger, so goods traffic demands a service 
mainly to and from Sydney as the centre of marketing and exporting business. 
The tonnages inward and outward do not balance, and, as a result, there is 
considerable running of empty vehicles from Sydney to the country, the annual 
figures being 280,000 empty to 180,000 loaded wagons. The maximum load of 
any goods train is 900 tons. ‘The trains are run at about 16 miles per hour, and, 
under all the circumstances of single line crossings, the presence of numerous 
special trains and delay by passenger trains out of course, are fairly punctual 
and give satisfaction to freighters. 


339, There is, however, complaint of delay to small consignments too light 
for a truck-load to destination. This indicates detention at transhipping stations, 
due to laxity of local supervision. In addition to selected transfer stations, it is 
the practice to accept goods for certain stations on two or three days only each 
week in order to concentrate loads as far as possible in truck loads fram one or two 
places. With such a large number of empty wagons going out to country stations 
it would appear advisable to give more direct loading even at the expense of light 
loads, the empty vehicles having in any case to be hauled to the country for back- 
loading with grain and other produce. 


Transfer over Clarence River at Grafton. 


340. As the lines north of Grafton are cut off from rail access southward, 
arrangements are made to transfer small consignments across the Clarence River, 
but for any bulk traffic consignees have to make their own arrangements for 
effecting an exchange between the two railheads. We understand that progress 
is being made in the direction of providing a punt with the necessary landing 
appliances capable of transporting railway vehicles from one side of the river 
to the other. This is certainly desirable, pending the construction of a bridge, 
which, especially in view of the decision to construct the Kyogle-South Brisbane 
Line on the 4 ft. 8$ in. gauge, should not be delayed. 


Grain Traffic. 


341. Grain traffic in successful seasons is calculated to tax rolling-stock 
resources to the utmost. But for the well-arranged and rapid movement of this 
traffic and the return of empty wagons, many complaints would undoubtedly 
have arisen. There has been complaint of non-acceptance of grain, brought 
about by irregular arrival of grain ships, numerous wagons having been héld 
up at the port in consequence, thus leading to a restriction on loading at the 
country centres. Blame cannot, however, be attached to the Railway Department 
for this difficulty, and we are satisfied from our investigations that every attempt 


1s made to meet all reasonable demands. 


Livestock Traffic. 


342. In New South Wales—mainly dependent, as it is, upon its flocks 
and herds—the running and equipment of trains for livestock traffic demands 
special consideration. Prior to December last complaints of slow movement, 
with consequent loss, deterioration and suffering of animals, were numerous. 
Since that date, however, livestock trains with limited loads have been run at 
passenger train speed, but there is still need for better transport of smaller numbers. 
ar bogugn thts request means extra cost it is reasonable to expect that it should be 
dealt with. 
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Comparison with the Argentine. 


848. In the Argentine where, as in New South Wales, large numbers of 
sheep and cattle are conveyed by railway, Government regulations are drastic. 
The transport of livestock must be effected within the specified times laid down 
in the regulations under penalty of forfeiting a part of the freight proportionate 
to the extent of the delay. The time for transport begins to count as from two 
hours after receipt of the animals, 7.e., after they have been loaded into the wagons 
and these made ready to go forward. The hour from which the time begins to 
count is registered on the invoice. Apart from the carriers’ liability to lose part 
of the freight, any delay stands against the carrier in the event of mishap over- 
taking the animals. The fact of there having been a delay is assumed to imply 
that the transport was not effected under normal conditions. The maximum 
time allowed for livestock transport is as under :— 

















Time Allowed. 
Distance. Pas! a Pens) 
Kilometres. 
Hours. Minutes. 
50 | 5 
100 10 ra 
150 3 15 
200 16 45 
300 20 Ab 
400, 24 45 
500 | 28 45 
600 | 32 | 45 
700 | 36 45 
800 40 AD 
900 | 44. 45 
1,000 | 48 45 





344. It is strictly forbidden to keep animals in the wagons over thirty 
hours, save in cases of force majeure. In such an event the animals are unloaded 
at a convenient place where fodder and water are provided on account of the 
freighter. The charge for this service varies according to the season of the year. 
The carrier simply charges what the contractor collects for supplying the hay. 
The carrier supplies the water free of charge. The contractor's charge for the 
hay is inserted on the waybill and is payable at destination before the livestock 
is withdrawn. All the stations loading livestock are equipped with suitable 
installations for the purpose, viz., a fairly large-sized pen and loading stage, 
drinking troughs, &c. The party loading livestock must have the animals at 
the station in time to enable them to be loaded into the wagons two hours before 
the appointed hour of departure. 


345. We mention these regulations because of the similarity between the 
movement of livestock in New South Wales and the Argentine. An idea of the 
importance of livestock traffic in the two countries may be gathered from the 
record of numbers conveyed per annum, viz., New South Wales (1924), sheep, 
8,000,973; cattle, 780,558; Argentine, sheep, about 14,000,000; cattle, 5,000,000 
to 6,000,000. 


Insufficient Vehicles to meet full needs of Livestock Traffic. 


346. It is admitted that there is an insufficient number of trucks to meet 
the full demands of livestock traffic in time of drought. We do not think such a 
shortage should exist. Vehicles should be available either for conveying sheep 
and cattle to market or for the transfer of starving stock from one district to 
another. In countries where companies own and manage railways, the Legislature 
insists upon all transport needs being met, and such would undoubtedly be the 
case in New South Wales but for the fact that the railways are State owned and 
managed. Clearly what a State would require public companies to do, it should 
itself perform where it controls the means. The type of truck that should be 
built to meet drought emergencies should be solved, and we refer to this elsewhere 
in the Report. 
347, 
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347. We suggest that instead of a general instruction to stationmasters 
and guards to see that loss and suffering of animals en route do not occur, it 
would be preferable to equip certain stations on each route for examination, 
watering and attention, the necessary interval being allowed in the timetable 
for this purpose. 


Coal Traffic. 


348. Coal traffic accounts for 53 per cent. (8,354,479 tons in 1924) of the 
total freight tonnage conveyed, and, being slow-moving traffic, calls for powerful 
engines in the interests of economy, and strict time-keeping to avoid delay to 
other trains. New South Wales is blessed with good coal measures over a wide 
area, the principal output at present being from the Newcastle field. Of 6,635,552 
tons lifted, 3,622,824 tons were shipped at that port as freight or for bunkering. 
Complaint is made of the times at which trains are fixed to leave the collieries, 
but there would not appear to be undue delay in dealing with coal generally, 
excepting as the result of engine failures and the absence in times of pressure 
of sufficient berths and cranes to deal promptly with tonnages; for the latter, the 
Railway Department is not responsible. The Colliery Companies provide wagons 
for shipping coal, but for inland consumption railway departmental vehicles are 
used. There is at times a shortage of these wagons. The weight of trains hauled 
having regard to engine capacity and the loading of wagons is satisfactory. 


349, From the Illawarra field 1,106,088 tons were conveyed, and from 
Western pits 644,983 tons. The former is shipped at Sydney and Port Kembla, 
and home consumption is for the most part in Sydney. Colliery wagons are 
available for the major tonnages, country districts excepted. Western pits supply 
Sydney and shipping, as well as country requirements in competition with the 
Illawarra field. No complaint has been made of movement in these areas. 


Tonnage of Coal Handled. 


350. The coal tonnage hauled from all coalfields in the Newcastle district 
from October, 1921, to June, 1924, is as under :— 


October, 1921 ee x. es 449,480 tons. 
March, 1922 Ean oa phe 478,444 ,, 
June, 1922... a a a 426,728 _,, 
September, 1922 ... he oe 427,022 ,, 
December, 1922... — cat Mtloodse0 Leas 
March, 1923 oe iE sis 476,469 ., 
Jure, 1923 ... i ve ... 274,522 ,, (Maitlard field strike). 
September, 1923 ... aN nit 574,212 ,, 
December, 1923... ns a 574,212 _,, 
March, 1924 ne Pay: a b4L76L a, 
June, 1924... aoe ae or 491,183 ,, 


and it will be seen that, although the coal output appears to have a slight tendency 
to increase, it is by no means regular, one month varying considerably as against 
another. 


351. In regard to the Maitland field, which includes the Maitland field 
collieries served by the South Maitland Railway Company, and, in addition, those 
collieries north of Maitland, viz.:—South Greta, Whitburn, New Greta, Great 
Greta, Central Greta, and Rothbury, the following outputs were recorded :— 


in tei. oD 

October, 1921 te a = 265,547 tons. 

December, 1921... ay od 284,477 ,, 

March, 1922 ‘a6 hs a 319,425 ,, 

June, 1922... os A as see 287,465 _,, 

September, 1922 ... a = 281,652 ,, 

December, 1922... ss i. O41 30a.) 

March, 1925 Ge wes zoo OT Osh 1) es 

June, 1923... saa i 54,761 ,, (Maitland strike). 
September, 1923... fe (i) Pot5. 819 

December, 1923... rs -»» | 9249,303% 2 

March, 1924 oe P- sie! B56, S1Snee 

Jung, 1924... res ec ap) ed 086 a 


The | 





Pi OR A 











XCIX 


The same variation in output is noticeable in these figures as is found in those 
quoted earlier. While there would appear to be a slight tendency to increase, 
the output varies from month to month, and the increase falls a long way short 
of the 50 per cent. increase in output stated in evidence. 


Improved Facilities for Coal Traffic. 

352. In regard to the allegation that the Railway Department has made 
no provision to meet any increased output, the Chief Traffic Manager states that 
during the last two years, eight additional trains daily were tabled to meet the 
output of the Maitland field served by the South Maitland Railways Company 
alone, and most of these were to meet the increased output from the Aberdare 
Collieries. The whole of the collieries on this field have more than an ample train 
service to carry their present output. 

358. In addition to this, engine power working in coal traffic has been improved. 
For example, in September, 1922, 51-24 per cent. of the coal trains from Kast Greta 
Junction were worked by heavy engines. This has gradually been increased. 
In August, 1923, the number reached 85-24 per cent.; in December, 1923, 85:05 
per cent, and in June, 1924, 81:67 per cent, while the load has been increased 
practically from 535 tons to a maximum of 610 tons. 

354. The regulations permit every colliery to despatch each day one train 


with 50 per cent. of its load. Taking the collieries as a whole in this district, this 


means that quite a number of them, having only one train per day, fall short of 
a full load. This applies more to collieries outside the South Maitland field, 
although there is a fair percentage of the collieries within this field which takes 
advaniage of this concession, and it is said that the average coal load from the 
Maitland field will not exceed 530 tons, while the engine power is in the vicinity 
of an average of 50 tons higher. 


Special Trains. 


855. A very large number of special trains is run across country, notably 
in times of stock movement. Water trains also account for many trains not 
shown in the working time-tables. As an indication of the measure of these 
irregular trains, it is noted that 51-10 per cent. special to ordinary run in the Parkes 
district in one year. The presence of such a number of unscheduled trains must 
adversely affect the time-keeping of regular services, especially on single lines. 
It is desirable that, where possible, conditional timings should be printed in the 
working time-tables in order to give the best possible service, and also for the 
information of the staff. It is stated that difficulty exists in foreseeing the times 
at which these trains will be required, particularly so where water trains are 
concerned—the latter amounting to as many as 329 per month under drought 
conditions—and these, no doubt, are difficult to deal with; but, at any rate, some 
of the remainder could with advantage be given conditional running time-tables. 


Facilities at Terminal Stations. 


356. The terminal stations and depots at Sydney arc in the main managed 
in a satisfactory manner. The Central Station, now under rearrangement in 
connection with the City railway, has, however, reached that stage when it 1s 
subject at intervals to congestion, which electrification and the opening of the 
City railway should cure. It is a matter for congratulation that those who were 
responsible for the building and lay-out of this important terminus looked far 
ahead and gave Sydney a station not only architecturally good, but so effectively 
laid out as to be able to deal easily with a much larger passenger traffic than 
appeared probable at the time it was erected. A minor improvement in operating 
efficiency would result from the employment of electric luggage barrows now 
common at most large terminal stations. 


857. The outwards goods depot at Darling Harbour is comparatively new, 
the handling, loading, and despatch of traffic giving general satisfaction. Accom- 
modation for inwards traffic needs laying out afresh, but, notwithstanding obvious 
disadvantages due to traffic having outgrown shed and stage capacity, there is 
little public complaint. An application for extension of time during which goods 
are received at Darling Harbour had better be left as it is in the interests of 
throughout rapid conveyance. 


Defects 
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Defects at Newcastle. 


358. At Newcastle the same record cannot be claimed. The whole lay-out? 
both of passenger and goods accommodation, calls for rearrangement. The 
Commissioners have long recognised this, but absence of funds has been an obstacle 
to any considerable expenditure in that direction. Valuable land which could 
well be sold to the advantage of the railway and the amenities of the town is the 
site of old buildings and yards, which could better be placed elsewhere (Q. 3507). 
At present North and South bound Mail and Interstate trains run into and out of 
a dead-end station, this involving delay to through passengers. A preferable 
arrangement would be an improvement of Broadmeadow as a through line station 
with connecting services to and from the terminal station. Newcastle is the 
second town in importance and size in New South Wales; its traffic and population 
are increasing rapidly, and deserve far better railway facilities than exist to-day. 
Many of the complaints originating there should yield to the local management 
recommended in Part III of our Report under the head of ‘“ Organisation.” 


Traffic Exchange Points and Facilities. 


359. At Albury, Wallangarra, and Tocumwal the transfer of passengers 
from and to Victorian and Queensland trains is as good as can be devised under 
the circumstances attending the break of gauge. With regard to the loading and 
unloading of goods traffic at Albury, improved mechanical or electrical appliances 
would lead to quicker despatch of traffic. If there be any prospect of uniformity 
of gauge linking up the capitals of the States, it would scarcely be worth while 
to alter existing machinery, but if the imaginary line dividing Victoria from New 
South Wales is to perpetuate the break of gauge, which would not be tolerated 
within the confines of a single State, then the expenditure necessary to replace 
hand-worked cranes and other appliances will be justified. 


_ 860. Other terminals meet public requirements and are free from com- 
plaints. 


Movement of Rolling Stock. 


361. Passenger stock generally is admittedly short in number, the best 
being done in the composition and arrangement of trains under the circumstances 
prevailing. This shortage affects not only existing services, but prevents the 
running of additional trains desired on many parts of the system. 


362. Goods and live-stock wagons are controlled as to movement by the 
Superintendent of Goods and LiveStock Transportation. The former are said to be 
sufficient for present tonnages, although it is certain that, but for the very efficient 
way in which these vehicles are manipulated to and from producing centres, a 
shortage would be felt. Loaded goods wagons from Sydney numbered in twelve 
months 177,383, as against 272,710 run away empty. The record for live-stock 
vehicles in the same period gives 15,958 loaded outward and 55,503 empty. 
Throughout the railway unbalanced wagon movement is apparent. This makes 
supply difficult of adjustment; it is well done, however. 


Weighbridges. 


363. Complaints of inconsistency between weighings at forwarding and 
recelving stations were voiced by several witnesses, some of them originating 
from a desire to make use of railway weights for buying and selling purposes. 
Railway weighbridges are tested by official inspectors under general law, they are 
subject to periodical overhaul, repair and test by competent railway men, and 
there should be no question of their accuracy. In cases where it is proved that a 
greater weight has been charged for than is actually conveyed, the overcharge 
should immediately be refunded. 


Cleaning of Carriages. 


364. There appears to be justification for complaint of dirty carriages on 
certain trains. It must be recognised, however, that, with a shortage such as 
exists in this class of vehicle, it is not easy to do full justice to the whole of the 
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carriage stock. Still the importance of cleanliness cannot be put too high, and 
by the provision of vacuum cleaners for interiors, the carriages of trains at the 
starting point should lack nothing in that direction. 


Accidents. 

365. The record of New South Wales Railways in comparison with other 
countries is good under this head. It applies to accidents to employees as well 
as to the public. Propaganda by “Safety first”? rules, with the constant 
reminder of need for caution has no doubt had a beneficial influence in this 
direction during recent times. 


Lighting of Trains. 

366. The complaint under this head will, we gather, be obviated by th 
provision of electric light in place of gas, which the Commissioners are proposing 
gradually to instal on all but the very oldest stock. 


IV.—_ MANAGEMENT. 
(g) RATES AND FARES. 


s 


367. Under the Railway Acts a clause dealing with tolls provides that :— 

“(1) The Commissioners may carry and convey upon the railways all such passengers and goods as 
are offered for that purpose, and may demand reasonable tolls and charges in respect thereof. 

‘ (2) Subject to the provisiors of this Act, all such tolls shall, at all times, be charged equally to 
all persons, and after the same rate, whether per ton, per mile, or otherwise, in respect of all passengers 
and of all goods or carriages of the same description, and conveyed or propelled by a like carriage or engine 
passing over the same portion of the line of railway and under the same circumstances; and no reduction 
or advance in any such tolls shall be made, either directly or indirectly, in favour of or against any particular 
company or person travelling upon for using the railway.” 


Passenger Fares. 

368. The scale of ordinary fares in operation for passengers travelling 
within the Suburban Area, 7.e., to places radiating for a distance of 34 miles from 
Sydney and Newcastle respectively and including Richmond, 38 miles on the 
Western Branch Line, is :— 


Second Class (Single) First mile... af FP oe ny ant 
2 to 8 miles (per mile) = 3h me ld. 
Each succeeding mile is ii yirecs tek 


First Class.—Second Class plus one-third. 
The return fares are :— 


First Class.—Double the Single. 


Second Class.—Double the Single less 1d. except in regard to a few 
short distances. 


369. The fares between all Stations outside the Metropolitan and New- 
castle Suburban Areas (Single fares only) are based on the following scale :— 


Miles. Fare per mile Second-class. 

1 to 100 HE rae sh oF se Eyre 
101 ,, 200 zp os eo Ea se = ey Rey ee 
201 ,, 300 SPM er wire? ines Gehl pase 1:5 
301 ,, 400 tis ry rie ree os mrt oe 
401 ,, 500 *85 
501 ,, 600 85 
GUL. 54, (100 85 
TOL, 32 800 85 
801 ,, 900 +85 
901 ,, 1,000 5 


The first-class fares are the second-class fare, plus 50 per cent. 
: Suburban 


a ST 


Suburban and Country Fares. 


370. The fares from Sydney or Newcastle, also from stations in the 
Metropolitan and Newcastle Suburban Areas to all stations outside these areas 
and wice versa are computed by adding the fare for the distance travelled over 
the Metropolitan and Newcastle Suburban Areas to the fare for the distance 
outside, For example :— Single. 

First Class. Second Class, 

Sydney to Katoomba, 68 miles — s. d. s. d. 

Metropolitan Area : 34 miles—‘ A” ... e: vA ys; 3 2 
Country . Mio Bove “ fe fi. 7 5 4] 


; a: ~= . 
SSS eee = 
Sh a oS aa - = — 
— ——— —— ss F —— ——— : 


— 


The fares between Sydney and Melbourne, and Sydney and Albury are—First- 
class £4 and £3 14s., and second-class £2 13s. and £2 9s, 7d. respectively. 
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Anomalies in Fares. 


871. Anomalies in the list of fares charged for passengers, both first and 
second class, as between interstate and local, and also between the suburbs and 
the country, have been the subject of complaint. The justification for lower 
fares between State capitals is sea competition, the arbitrary sum of the reduced 
fares being divided between the several State railways in proportion to the mileage 
run over each. It is held that a passenger from a station other than the capital 
should not expect to travel at the same proportionate rate as a fare fixed for 
the purpose of obtaining revenue which would not accrue to the railways, but 
for the inducement offered by a lower fare to prefer the rail to the sea. Accepting 
this as a reasonable proposition, it cannot be said that the difference in the 
ordinary fare for suburban and country travel is accounted for by the cost of 
conveyance in the country being higher than in the suburbs. Neither can it be 
demonstrated that a country passenger receives a greater benefit by way of 
speed or comfort in travel; rather the contrary, especially in the case of mixed 
trains, of which so many are run. The measure of disparity is brought out 
forcibly by the instance given of fares from Sydney to Katoomba. ‘The fare 
for 34 miles on suburban lines is 3s. 2d. first, and 2s. 4d. second class as against 
34 country miles 7s. 5d. first and 4s. 11d. second. 
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372. It is not quite clear how the difference in charge as between town 
and country was established. It has existed for many years. Unfortunately, 
to adjust the fares at this juncture by making the rates per mile identical would 
involve a loss of revenue too heavy to be borne. We suggest, however, that 
at the earliest opportunity, and as revenues improve, the country fares should be 
reduced, such reduction being regarded not as a total loss, but as a means of 
inducing increased travel by a cheaper fare, thus offsetting to some extent the 
loss in revenue that must be faced. 


373. A large number of reduced fares for workmen’s and week-end 
tickets to popular resorts are in operation. Probably an extension of week-end 
tickets to and from the country would increase revenue, and we think that cheap 
market tickets by certain trains issued on one day of the week, preferably in the 
middle of the week, would prove as popular and pay as well as such facilities 
do in other parts of the world. 


Increases in Passenger Fares. 


374. Increases in passenger fares since 1914 are shown hereunder :— 


Date. Periodical. 


Seale. Seale. 


Suburban | Country 








Per cent. | Per cont. | Per cent. 
Increases. | Increases. | Increases. 
8 August, 1917 PAL tye: 8. Est | 10 | 
1 November, 1918 Me ar “te “i 4 14 
1 January, 1920 We i see a y | 20 
1 November, 1920 uy m “Ay is 2 | 163 





Actual percentage on Ist November, 1920, 
over pre-war bases... ae “i 66 


a maa sect oe pe on nee eR OE ee oe ee LS a eee 
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Reduction in Fares and Parcel Rates. 

375. Reductions in passenger fares and parcel rates, involving a loss of 
revenue exceeding £100,000 per annum, have been made since 1922, Various 
reductions have been made since Ist May, 1922, as follows :— 

1 May, 1922—1st class periodical fares adjusted to 2nd class, plus 50 per cent., representing reductions 
ranging to 13 per cent. for mileages over 30, and up to about 600 miles. 

12 Dec., 1923—2nd class country single fares decreased for mileages over 500, ranging up to 6} per cent. 
Ist class country fares slightly decreased up to 100 miles, up to 6 per cent. to 200 
miles, and from about 7 to 15 per cent. for distances over 200 miles. 

1 May, 1924—2nd class suburban fares up to 34 miles decreased 3 to 11 per cent. ; Ist class, 7 to 25 
per cent. Over 34 suburban miles 2nd class decreased 8 to 18 per cent.; Ist class 
23 to 27 per cent, 

1 May, 1921—New scale introduced for periodical tickets within the Metropolitan and Newcastle 
Suburban areas, representing a reduction on previous charges ranging to about 2 per 
cent. up to 50 miles, 2nd class. Reductions on Ist class tickets ranged from 11 to 
13 per cent.—rates being fixed at 2d class, plus one-third, instead of 2nd class plus 
one-half as formerly. 


Parcels Rates. 

876. No complaints have been raised with regard to the parcelsrates. These 
are reasonable, especially so in regard to milk, butter and fruit. Consignments 
of milk and cream are carried under “ Owners’ Risk” conditions, and, if carried 
in owners’ vans, are charged at the rate of 1s. 2d. per four wheels, minimum 41s. 6d., 
and the van is returned free. If Departmental louvred vans are used, a hiring 
charge of £1.0s. 9d. per week additional is enforced. 


377. Milk carried in cans in passenger train brakevans is charged for on 
a sliding scale for distances from 7 to 300 miles, the rate from 201 to 300 miles 
being 34d. plus one-sixth per gallon, while for 301 miles and upwards 43d. plus 
one-sixth per gallon is charged. The carrying capacity of the cans used js 5 and 
10 gallons each. In regard to the vats, the capacities differ, but this does not 
affect the freight, as it is charged on a mileage basis per van. The capacity of 
fixed vats in Departmental and private vans varies from 500 to 700 gallons, while 
portable vats will hold 250 gallons. 


378, Seasonal fruits are conveyed in bogie louvred vans by passenger 
trains, under “‘ Owners’ Risk ’’ conditions, and at goods rates, viz., miscellaneous 
in full truck loads, plus 25 per cent., minimum, 6 tons per 4-wheeled vehicle, 12 
tons per bogie truck; and for smaller quantities ““ A’ class on the actual weight. 
Fruit specials are run when a guarantee is given for a minimum load of 75 tons, 
ordinary goods rates as shown above being charged. 


379 Fruit is charged at half parcel rates on the bulk weight. If cheaper, 
the followmg rates are charged for any distance conveyed at the convenience 
of the Depaztment :— 


Per case. 
s. d. 
Ta cases not exceeding half-bushel size a ae igi 
In cases exceeding half-bushel, but not exceeding bushel size 4 2 0 
In cases over bushel size, approximately 2$ cubic feet in measurement ... 2 9 


When two or more cases secured together as one consignment do not exceed the 
capacity of one half-bushel or bushel case respectively, the charge is as for half- 
bushel (1s.) or bushel case (2s ). 


380, Butter is conveyed by passenger and mixed tains. Bogie louvred 
vans are used on passenger trains, and refrigerating cars on mixed trains. 
Consignments are carried under “ Owners’ Risk” conditions, and at ordinary 
goods rates, v1z. :— 

Full truck loads “ A” rate (Subject to a maximum charge of Is. 9d. per box, not exceeding 
66 Ib. gross). 

Smaller quantities, “B” class rate, mirimum 4 tons per 4-wheeled, ard 8 tons for bogie 
refrigerator cars. 


Goods Rates. 


381, The pre-war classification, of merchandise was in the main based upon 
what the traffic would bear in the shape of a conveyance charge. Other factors 
such as the encouragement of wheat production, development of industries, and to 


some extent the cost of haulage, were elements in the decision to include articles 
in 
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in a particular class. 


article into a lower scale. 
South Wales affords no exception to this rule. 


Clv 





The objective of a goods classification is to secure a given 
amount of Revenue, z.e., general railway expenditure, including interest, by an 
equitable division of conveyance charge as between the various classes of traffic 
having regard to the character, value, and other considerations attaching to each 
item. No one has yet been able to devise a classification to please everybody. 
Comparisons are constantly being made between the value, cost of conveyance, or 
the national importance of one article and another, with the object of bringing an 


Revisions of classifications are frequent, and New 
The present classification with 


many modifications introduced during the last two years is as follows :— 


NuMBER of Commodities carried under various Classification Rates :— 


1. Crude Ores— 
Antimony. 
Bismuth. 

Crude fuller’s earth. 
Crude ochre. 

Crude silica. 

Gold. 

Lead. 

Iron. 

Copper. 

Silver. 

Manganese. 

Tin (lode and stream). 
Ores. 

Oxide of iron. 
Pyrites. 

Magnesite, 


2. Gravel— 
Ashes. 
Clay. 
Soil. 
Gravel. 
Road metal. 
Screenings. 
Sandstone. 
Rubble. 
Ballast. 


3. Manure— 

Lime, agricultural. 

Artificial and other 
manures. 


4. Agricultural Produce— 
Flour and mill offal. 
Vegetables 
Grain. 


5. Coal rates— 

Coal. 

Coke. 
Cement—clinkers. 
Cemorta (sand and 

cement mixed). 

Charcoal. 

Firewood. 


6. Miscellaneous. 
Artificial foods, live- 


stock and poultry). 


Asbestos, cement slates 
and sheets. 

Blocks. 

Bricks. 

Cement. 

Fruit (green-packed). 

Horns and hoofs. 

Tron (scrap). 


6. Miscellaneous (con’td.) 10. “ A” (continued). 


Lead (bullion, scrap, 
or pig). 

Molasses. 

Wire-netting. 

Drain-pipes. 

Rock salt. 

Stone. 

Tiles. 

Timber. 

Lime. 


7. Hay, Straw, Chaff, 
bd ee 

Hay. 

Straw. 

Chaff. 

Greenfodder, 


Ensilage. 


8. “ M,” plus 50 per 
cent.— 
Fencing wire (black, 
including barbed.) 
Fencing wire, (galvan- 
ised), declared for 
fencing purposes. 


9. Mileage Rates— 


Motor and road vehicles. 


Boats. 
Theatrical material. 
Circus material. 


10.“ A.”— 


Bags in bales and 
bundles. 

Bluestone (kegs or 
cakes). 

Bottles (common). 

Butter. 

Kmpty cases. 

Cotton, unginned. 

Flooring composition. 

Hides (wet). 

Honey. 

Meat (preserved), made 
in Commonwealth. 

Pitch and Tar (coal or 
gas). 

Pottery. 

Salt, fine. 

Sausage skins and ox 
casings. 

Sheep’s tongues, packed 
in Commonwealth. 

Spraying compounds. 

Tobacco, leaf and stalk. 


Wines and cider, made 
in Commonwealth. 
1 ton lots. 


ik le DURE 


Aerated waters. 

Agricultural imple- 
ments. 

Cheese made in Com- 
monwealth. 

Currants, raisins, ard 
almonds, grown in 
Commonwealth. 

Dried fruits, grown in 
Commonwealth. 

Dripping and lard, in 
casks. 

Tallow. 

Dross metal. 

Fish (dried in Common- 
wealth.) 

Flax (in bundle). 

Greases. 

Hides (dry). 

Galvanised iron, packed 
local. 

Rolled, stamped, or 
wrought iron, local. 

Machinery. 

Contractors’ plant. 

Milk, fresh. 

Kerosene (unrefined). 

Kerosene, benzine, &c. 

Pipes, galvanised. 

Soap, soft, common, 
sand. 

Stone. 

Sugar, 


tO» i Nee 


Ale, beer, porter, in 
bulk 

Cotton—ginned. 

Galvanised iron, packed 
imported. 

Rolled, stamped, or 
wrought iron and 
steel, imported. 

Tron or steel manufac- 

tured or cast local. 

Lubricating oil in casks 
and cases. 

Piping declared for 
agricultural and 
pastoral purposes. 

Skins, sheep’s and 
goat’s, loose. 

Spirits, made in Com- 
monwealth. 

Twine, harvesting. 


13) 1st— 


Animals and poultry in 
crates, alive. 

Bread. 

Candles. 

Ceilings, metal 
sheets. 

Dates. 

Dried fruits. 

Dyes. 

Furniture, in vans. 

Houses, wood, port- 
able. 

Jam, packed. 

Meat, preserved. 

Pork, beef, mutton. 

Rope, grass. 

Sheep’s tongues, tinned. 


145 260 


Bottles and jars, drug- 
gist. 

Biscuits and cakes. 

Boilers. 

Boots acd shoes. 

Cables and wires, in- 
sulated. 

Catering (material). 

China and glassware. 

Coffins. 

Confectionery. 

Cordials and lime juices. 

Cotton (in bales). 

Cutlery. 

Drapery and mercery. 

Drugs and medicines. 

Kilectroplate ware. 

Enamelware. 

Floorcloth. 

Linoleum. 

Furniture. 

Groceries. 

Hardware. 
Instruments, musical 
and scientific. 

Joinery. 

Lead, white and red. 

Personal luggage. 

Electric supplies and 
dynamos. 

Paints. 

Baths. 

Sundries. 

Tobacco, manufactured. 

Tools. 


382, 
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882. Additional revenue had, perforce, to be obtained during and after 
the war in order to balance the increased cost of operation, and a gradual advance 
in goods rates was made in New South Wales as in all other countries. The 
subsequent adjustment and reduction of many of these rates have proved very 
difficult, inasmuch as the mileage rates prior to 1913 under the different classes 
were made up by scales, the rate per mile decreasing as the distance increased; 
but the scales for one class did not depend on the scale for another, therefore, the 
increase or decrease of one rate compared with another might be 30 per cent. 
at 50 miles and 60 per cent. at 500 miles. 


New Scales of Rates. 


383. The various percentage increases effected between 1913 and 1921 
destroyed these scales, and, in the issue of the Merchandise and Livestock Rates 
Book, dated 11th January, 1922, new scales were introduced. The object was 
to make the scales for one particular rate, and to work all other 1ates on that 
scale PY increasing or decreasing on a percentage basis. It was considered 
advisable to make the Miscellaneous Class Rate the basis for the scale, and this 
was introduced. Frem this scale—- 

“A” rate was taken as 1:75 of the Miscellaneous Class Rate. 
eae 250 
lh a Ee eit 


35 39 


and it was found that these could be introduced without any material increase 
or decrease on the rates then in operation; but in respect of manures, coal, 
first and second class rates the intention was to make— 


Manure rate, -375 of the Miscellaneous Class Rate 


Coal rate, 75 A y 
Ist class, five times ie 12 
2nd class rate, six times _,, a 


It was discovered, however, that the increase or decrease which would be caused 
in respect of manures and coal up to 200 miles, and first and second class rates 
up to 250 miles was too great, as it meant a large decrease in revenue which 
‘the Department could not bear, or, as an alternative, a large increase on the coal 
and general goods, which latter mostly would be sent to the country for the use 
of settlers there, and, as a temporary measure, rates had to be adopted which had 
no dependence on the Miscellaneous Class Rate up to the distance shown above. 


384. The same was found to exist in regard to the rates on hay, straw, 
and chaff, agricultural produce, and wool and crude ores where new bases had 
to be adopted, but the declared intention is at the earliest possible moment to base 
these on a percentage of the scale adopted for the Miscellaneous Class Rate. 


885. The percentage increases in freight rates since 1913 have been as 
follows :— : 


Date 
Increased from— 


Percentage 


Description of Traffic. | ; 
escription of Traffic | Thorcase: 








ee _ a = ee = - oUe 3 See 


Per cent. 


Manure, to 229 miles ... a es av ris te th 10 | 12-12-16 
Manure (all distances) ny + ie bat yl (es 1-11-18 

Coal, in Departmental trucks asi sie * ie 10 8-8-17 

Do do ¥ ry a me a 74 1-11-18 

Coal, in owner’s trucks “ae 239 4 “ i 15 8-8-17 

Do do ft e se - Th 1-11-18 

Both a +e ot KAR Ae Ac ah 10 ]—]-20 
Miscellaneous class ote +A sa fa com h 10 12-12-16 
Do fehl SUA Willan ottliy agen ai Th 1-11-18 

Do ht re ie b ae uN ee ge 10 1-1~-20 

* Ay” B,” and “ C ” classes... ae es Ae rs py 10 Sy. 
Do dspace BPP SR ee or 10 12-12-16 

Do PONE, PORT OPAL QB E oft yy 7h 1-11-18 

Do ET BR RENT es, 4 Ge si] 10 1-1-20 

Ist and 2nd classes... “a ei x. hi ss ars] 10 5-7-13 
Do a ee 10 12-12-16 

Do L, 8 eat al Rae on 7h 1-11-18 

Do Ree erct reer sea 10 1-1-20 





28910-—h 





ee 


a a a a 


Rr et 


SS 


a ee ee 
~ —_ - 


so - 


> 


= 


Sa 


—— 


ae 
(Sy 


ee 


Tarp 
oS 


eS 
a 
ee 


ee 
Z SS % 

tl —_ at. 

a Sa 


= 








= 


2 eS 








Sots 

















apes Oey ae 


Description of Traffic. al a PVerteb tie 
Wool 10 12-12-16 
Do 74 1-11-18 
Do or 10 1-1-20 
Livestock 10 1-3-14. 
Do 15 12-12-16 
Do 74 1-11-18 
Do oy = 10 1—1-?0 
Hay, straw, and chaff ... 10 88-17 
Do 10 12-12-16 
Do 74 1-11-18 
Do a hy ae ae i. +e 10 1—1-20 
Crude ores and minerals (other than coal, coke, and shale)... 10 12-12-16 
Do do do do (Ps 1-11-18 
Do do do do 10 1-1-20 
“Up journey” rates for grain, flour, &e. 10 12--12-16 
Do do 74 1-11-18 
Do do 10 1-1-20 
Frozen meat = aes ie ah oF see a oe 15 12-12-16 
Do wd ES 7h 1-11-18 
Do ag ap cae sae ste om; oa ie. 10 1-1-20 
All rates hf “sf Ls ae yd ee “it. aa 162 1-11-20 











Revisions amounting to an annual loss of revenue of some £600,000 have since 
been made in the scales, while variations, primarily in classification on 11th January, 
1922. accounted for certain slight increases and decreases. 


Freight Classification. 

386. Having regard to the magnitude of the goods traffic, complaints of 
the classification and of the rates are remarkably few. At Newcastle general 
complaint was made of the classification, but at Sydney the representatives of the 
‘hamber of Manufactures asserted (Q. 3214) that no objection was raised at the 
present time as to the fairness of the classification. 


Tapering of Rates. 

387. Objections to the tapering of rates, emanating from Newcastle, we 
do not regard as valid inasmuch as the principle applies in all directions and is 
very unlikely to affect adversely as a whole the trade of any town or district, 
Where a loss might arise in one direction, it would stand to gain in another. It 
is common practice to taper rates according to distance. Unless a difference in 
rates be very great, it is not the general experience that trade is diverted from one 
centre to another solely by reason of railway charges. Sir Mark Sheldon stated 
the influence governing trade location very clearly when he said (Q. 1966) :— 


“ The wool-grower is not going to send his wool to some new port or some new market simply 
because it happens to be near his door. It may cost him a little less in trainage, but he is going to 
send it to the best market where he can get the best price. The matter of trainage or freightage is 
a very small item compared with the competition which you can get in a big market, and although it 
would be very convenient for him for his personal convenience, or it may be for his district, and so on, 
I do not think he would be prepared to sacrifice his pecuniary interests for the sake of the district, or 
for the sake just of the sentiment of opening a new port.” 


388. A question of rates from Sydney northward being on a lower scale 
than from Sydney southward, and said to be to the detriment of Newcastle, has 
been brought about by sea competition. Rates charged from Sydney northward 
on a lower scale than to the south apply also from Newcastle to Sydney and inter- 
mediate stations. There is, therefore, no difference of treatment between the two 
cities. It is true that rates from Sydney to places north of Newcastle are on a 
lower scale than from Sydney southward, again indirectly in competition with the 
sea, but we cannot find that the sum of such rates would affect Newcastle trade 
with those places. If there are any instances calling for adjustment, which we 
have not discovered, it will be advisable to deal with them promptly. 
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3889, There is evidently an idea that a considerable proportion of the traffic is 
conveyed under existing rates at cost or even at a loss. This view is incorrect. The 
charges yield a fair return after meeting conveyance and general costs of upkeep 
and administration. 


390. A complaint of rates for apples being 60 per cent. higher than the rates 
for potatoes is met by the perishable nature of the one demanding more speedy 
and careful transit than the other, which travels by slow goods train. 


Rates for Fodder. 


391. A grievauce voiced by Dr. Norman Kater, M.L.C., President of the 
Graziers’ Association (Q. 2270) should be capable of adjustment, at any rate until 
sufficient wagons are available to deal adequately with fodder in times of drought. 
Reduced rates are in operation during drought periods for fodder destined for 
starving stock, but difficulty arises at that particular time by reason of wagon 
scarcity. It is suggested that reduced rates might be given at times when traffic 
upon the railway is light, a safeguard against abuse being provided in the shape of 
a declaration that the fodder is to be used in times of drought only. In this, as 
in cognate questions, the national value of primary or secondary industries de- 
mands recognition and help apart from the measure of profit at any given moment. 
That the Commissioners are not unmindful of this is shown by concessions given 
and the efforts they have made within their resources to move starving stock, but 
it would obviously help if fodder could be secured beforehand and thus avoid in 
some cases the removal of sheep from one district to another at unremunerative 
rates. A live sheep is a potential source of revenue to the railway, and anything 
in reason that can be done to keep sheep alive is to the advantage of the Railway 
Department, in common with the owners, and the community generally. 


392. At the same time the limitation of reduced rates for fodder for starving 
stock to distances 100 miles beyond the seaboard might well be reviewed in the 
direction of reducing the limited distance somewhat. There is much to be said 
for Mr. Fraser’s view (Q. 4072) that :— 


“ Many of the carters in the streets of Sydney would, if we gave concession rates on fodder 
brought into this area, get advantage of that low-priced fodder and use it for purposes for which the 
fodder was certainly not intended. The same thing applies around Newcastle, and outside of that, 
of course, there is the fact that almost always in drought seasons there is feed on the coast cf a sort 
—not the very best of feed, but there is generally natural feed, and it is not necessary to feed stock 
within the areas mentioned here as it is in the outside areas where there is no feed of any kind what- 
ever, The main objection, of course, is that fodder brought inte areas such as the surroundings of 
Sydney and the surroundings of Newcastle at concession rates would undoubtedly be used by a 
number of people not entitled to it.” 


Minimum Truck-load Rates. 


393. Fixed minimum truck-loads were objected to on the ground that the 
bulk could not in certain commodities be loaded upon the trucks. ‘This was met by 
the assertion (Q. 4540-2) that tests were made and demonstration shown to the 
contrary. 


Differential Rates. 


394. A number of witnesses deprecated very strongly the practice of 
charging less for certain articles of home manufacture than for imports of a similar 
character conveyed under like conditions. It was contended that it is not the 
function of the Railway Commissioners to apply what is in effect a tariff duty 
or preferential treatment to any industry, that being the function of the Federal 
Tariff Board. This view was taken by witnesses on behalf of the Producers’ 
Association Central Council, the Apple and Pear Growers’ Association, and the 
Australian Association of British Manufacturers and their representatives. We 
understand these or similar differential rates have been in operation for many years. 
The other side of the picture is given in a memorandum from Messrs. Lysaght 
Proprietary Company (see Appendix) and by Mr. Fraser (Q. 4115-9). This is a 
question not so much of railway management as State policy, and we must leave 
it at that. 
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| i Reductions in Rates. 


i 395. That the Commissioners are alive to the desirability of bringing rates 
i] down to a point nearer pre-war is shown by reductions which, as before inentioned, 
| result in a loss of revenue exceeding £600,000 per annum. ‘These reductions 


include the following :-— 


hi Crude ores ba a3 ie, ... £11;500 Ales, porter, vinegar, dried fruits, and 
at (‘oal and coke ... *4 ue ... 253000 fish, &e. ise, +¥ ing ... £26,000 
f Res:dual oil & < a ree meh Preserved fruits, golden syrup, &e. ... 10,000 
Hat Water and gas pipes to the country ... 5,000 Fresh fruit, passerger and goods, inter- 
} Wire rod and drawn wire ve ... 18,000 state or full truck loads, &e. «ss 46,000 
Hi Grain, flour, vegetables, ke. ¢.. .. 19,000 Brandy, whisky, &c. ... rae ... 12,000 
} Galvanised iron, rolled and drawn iron Agricultural produce — ... ves > 24,000 
i and steel "ts 7 aT .. 58.000 Plaster = rhe +e hed a 5,000 
Wh Gasoline, benzine, &e. ... +2 Lee 9,500 Stone be F3 pe +2 “° 5,000 
1) Arsenic... M4. re A. Wig LOGU0. gine Ss etre ae AE 
Bunk, Ae filba ‘at Pt ate SG Saas 
if ; ©. 77 Timber for butter boxes, &c. ... ht > PG 
| Galvanised iron, cement, metal, ma- Bukber 73 5 000 
| ehidery, Be kb, oe TROD ES? PERS ae iy ee ae aes 
I] er aed LY ae Single packages of butter, honey, eggs, 
Bh) Vi Artificial stock and poultry food oe Me ne re ed a _ 7 9.000 
nF V sae oe) apo Aeris path Various commodities charged at con- 
I} avestock for re-stocking purposes... 5,000 cession rates on up journey ... 15,000 
iW Unprotected cast-iron and steel ve 2,500 Rates on Northern River Lines ... 12,500 
! 1 it Fencing wie ste 55 see > ae 5,000 Limestone... 3 ces ays rk 5,500 
if Artificial manure... re ne eee ee hes) Manganese fee Ay ae . 7,750 
Wt Sugar i af ; se w. ~~ 10,000 Metal steel ceilings, terra-cotta air 
| || Road vehicles... nord Ge a 4.350 bricks, &. ... a2 oe iy 2,000 
tty 
it Coal Rates. 
i 396. Two claims for reduction of freight charges upon coal traffic have 
ti been made, viz., (1) that increases during and since the war should have been 
MY by flat rate of increase, 7.e., a similar amount per ton irrespective of distance, instead 
lt of a percentage increase all round, and (2) that a charge levied recently for tipping 
ani coal at Newcastle should be abolished. With regard to the former, the acceptance 
hit of the claimants’ views, on the basis of securing the same revenue as at .present 
Hit would result in high flat rates, thus making the rates for short distances altogether 
| out of proportion to those for a long haul. We consider that the introduction of 
Vi a percentage increase upon pre-war rates was the most satisfactory and equitable 
tH] method that could be adopted. In the second case the answer of the Commis- 
i sioners (Q. 4215) is that the charge for tipping is made to cover costs of power 
Hat production, interest on capital invested in power-house, on the reticulation of water 
) mains, and on maintenance as well as for actual labour in tipping of the coal. It 
\ ‘is true that for several years no such charge was made, but, with the necessity to 
secure more revenue, a gratuitous service could not in justice be continued. We 


consider the Commissioners’ views are sound. 


Carriers Act. 

397. Evidence was given advocating the inclusion of the Carriers Act in 
the Commissioners’ obligations. There is evidently a misunderstanding upon this 
question, inasmuch as under section 33 of Act No. 30, 1912, the Railway admin- 
istration come under the Carriers Act. 
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V.—TRAMWAYS. 


398. The tramways of New South Wales are controlled by the Commis- 
sioners under the conditions and obligations applicable to railways. Seryices 
are operated in the Metropolitan and Sydney suburban areas, In Newcastle and 
the vicinity thereof, and at Broken Hill, the total tramway mileage, electric and 
steam, open for traffic being 2274 miles. The number of passengers carried during 
the fnarical year ending 30th June, 1924, was 340,957,725, and the tram miles 
run, 32 110,054. The capital cost, including equipment, is £10,758,958. The 
earnings for the year 1923-24 were £3,633,916, against working expenses, £3,091,531, 
leaving a balance of £542,385, or £5 4s. 8d. per cent. upon the capital expended. 
The percentage of working expenses to receipts was 85:07. Harnings per tram 
mile were 2s. 3d., and expenses, 1s. 11d., or a return of 4d. per tram thile® 


399. Comparisons between 1914 and 1924 are as follows :— 














ALL ELECTRIC TRAM LINES. STEAM TRAM LINES. 
Year. | Passengers. Mileage. Year. | Passengers. Motor Mileage. | Car Mileage. 
? 7 | 
1914 290,547,553 | 27,369,969 1914 | 20,045,145 | 1,441,774 2,821,282 
*1924 323,652,752 | 30,675,479 1924 | 17,304,973 | 1,434,575 2,239,309 
Increase oe 11:4% | 12. 19% Decrease | 13 3.7 ‘A va 5%, ah 20-6% 


* Includes Newcastle (opened partly, 17th December, 1923). 





COMPARISON 1914 with 1924. 





Length of 





227 46 


lp opulation| Street Regs Capital | Passengers Saale eS ee Pryce net [erofit or 
ar. emeaidy « Milea: apiugle Cant: Carried. Revenue. Expenditure. | Interest. ‘pen 
All Tram Lines, 
| | Mls. chs. | Mls. chs. | b £ £ £ £ 
1914 | 866,310 | 212 13 | 328 49 | 7,628,653 | $10,592,698 | 1,934,164 | 1,669,083 | 263,451 1,680 
1924 1,192 2,000 | 367 69 10,758,958 | 340,957,725 3,633,916 | 3,091,531 |532,187 10,198 
| | | ‘ 
} | J 








* Ail Electric Tram Lines. 














1914 | 722,620 | 145 59 | 252 27 | 7,054,832 | 290,547,553 | 1,781,063 | 1,520,185 | 242,694 | 18,184. 
1924 | 987,000 | 160 41 | 286 10 | 9,209,883 | 320,402,789 | 3,391,626 | 2,781,148 | 458,054 | 152,424 
| | | | 
| | 
City and Suburban Electric Tram Lines. 
1914 | 553,220 | 105 35 | 192 79 | 5,966,961 | 250,696,726 | 1,603,532 | 1,349,428 | 205,385 | 48,719 
1924 | 731°000 1116 691] 213 171 17,573,320 | 280,312,845 2,969,698 | 2,404, ie 376,661 | 188,472 
| | 
All Steam Tram Lines. 
1914 | 143,690 | 66 34 76 (14 | 573,820 | 20,045,145 | 153,101 | 148,848 | 20,757 16,504. 
1924+] 199,000 | ae | a Re Se 1,549,075 | 20,554,936 |. 242,290 | 310,383 | 74,133 | 142,226 
| | 


| | % 4 | | ? ? | 
| | 
| | | | | 








* Newcastle Electric excepted. + Includes Neweastle, part Electric. 


Profitable Tramway Services. 


400. The Sydney City and Suburban lines, with 116 miles of tram line, 
and the Rockdale to Brighton-le-Sands (1 mile 20 chains), provided @ profit over 
working expenses of over £568,000, and carried the burden of other sections, 
which exhibit a loss of £25,804, North Sydney (23 miles) and Manly to Narrabeen, 
and Manly to Spit (10 miles) exc ented these yielding a profit over working expenses, 
the former of £36,372, but a loss of £15,874 after meeting interest, and the letter 
a profit of £11,965, but a loss after paying interest of £4,701. 

Tramways 
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Tramways Working at a Loss. 
401. The following services were operated at a loss :— 


Ashfield to Mortlake and Cabarita (8 miles) lost £6,047 on the working—£17,199 including interest. 

Parramatta to Northmead (2 miles, steam) lost £4,485 after paying working expenses, and £5,419 
including interest. 

Arncliffe to Bexley (2 miles 50 chains, steam), lost £2,786 on working and £3,940 after meeting 
interest. 

Kogarah to Sans Souci (5 miles 45 chains, steam) lost £6,585 and including interest £8,230. 

Sutherland to Cronulla (7 miles 32 chains, steam) lost £3,671, and with interest added £6,430. 

The Newcastle City and Suburban (35 miles 19 chains, partly steam, partly electric) shows a loss of 
£41,580 and including interest a total of £61,322. 

Hast to West Maitland (4 miles 5 chains, steam) gaye a loss of £766 and with interest £2,550. 

Broken Hill (10 miles 4 chains, steam) shows a loss of £8,420, and including interest a loss of £12,955. 


402. Increases in the number of passengers carried in 1923-24, as compared 
with 1922-23 are shown on the Sydney City and Suburban tramways of 7,374,133, 
Manly to Narrabeen and Manly to Spit 79,251, Ashfield to Mortlake 315,429, 
Arncliffe to Bexley 38,348, Rockdale to Brighton-le-Sands 227,587, Kogarah to 
Sans Souci 94,986, Newcastle City and Suburban 2,562,341, East to West Mait- 
land 123,347, and Broken Hill 46,191. 


Steam-operated Trams cannot give Adequate Service. 


403. From the foregoing figures, coupled with a study of the fluctuation in 
receipts over the past ten years, two facts emerge. Firstly, that motor bus 
competition is affecting all tramways ; secondly, that steam-operated trams 
are out of date, cannot give an adequate service, and should be electrified at 
the earliest moment. Looking at the financial results in detail, and the probability 
of motor bus competition increasing, it would appear advisable to consider very 
carefully—indeed, with extreme caution—any considerable extension of the 
tramway system. The Commissioners recognise this by their intention to test 
routes already sanctioned for tramway construction by means of motor buses 
to be run by the Commissioners themselves. 


Electrification Proceeding Slowly. 


404. The loss upon steam-operated tramways may be minimised or turned 
into a profit by electrification. At Newcastle this is proceeding slowly, the tardy 
substitution of the one system for the other being due to financial difficulties. Tt 
is Intended to convert the Sutherland to Cronulla tramway into an electric railway 
in conjunction with the Ilawarra line electrification. The loss at present on this 
tramway is, as will be seen, serious, mainly due to bus competition. When the 
change is effected, coupled with the growth of the popular resort of Cronulla, a 
profit should result. It is proposed to electrify the Arnclifte to Bexley and the 
Maitland tramways also. 


North Sydney Tramways and Railway Electrification. 


400. The North Sydney tramways are at present a losing quantity, and 
with the proposed electrification of the railway—Milson’s Point to Hornsby 
line—a further loss of fares may be expected; but, as pointed out by Mr. Doran 
(Q. 4390-1), the character of the traffic will change, the tramways then serving mainly 
as feeders to the railway instead of the ferry-boats. Furthermore, the possibility 


of growth in that district is great, and an increase of population should benefit 
the trams. 


Finance. 


406. Our observations and recommendations under the head of finance 
upon railways apply also to tramways. We recommend that the Commissioners 
should control their own funds and make provision for further capital require- 
ments. We also recommend that, as in the case of railways, reserves for renewal 
and obsolescence be provided, based on the estimated life of line equipment and 
tramcars. This totals £191,000 for line, based on a life of sixteen years, and 
£89,237 for cars. After deducting the mileage of line actually relaid and the 
cars renewed in 1923-24, also Capital items charged to Revenue, the profit upon 
working for the latter-year is reduced to £388,648. We refer elsewhere to reserves 
for power-house plant and machinery. 


Sydney’s | 
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Sydney’s Tramway System. 

407. We are impressed with the operation of the electrically-worked tram- 
ways. Order and cleanliness are apparent within and without the depots. 
Timetables are well and conveniently fixed, and the method of collecting fares is 
simple, while the systems are amongst the best to be found anywhere. A notable 
feat is performed on race-days at Randwick by the movement of from a thousand 
to twelve hundred people per minute, and this often at times when large gatherings 
are catered for from other sports grounds. We think Sydney is to be congratu- 
lated upon the tramway system it possesses. 


Traffic Congestion in City Area. 

408. Congestion at points within the Sydney City area is a matter of 
complaint. Tramways while providing cheap transit for the multitude, are not 
popular with many people because of noise and fixed street obstruction. In every 
big city to-day the problem of street congestion, brought about to a great extent 
by the advent of the motor vehicle, is the subject of serious discussion. In 
London, amongst other cities, congestion is at its worst where trams do not run. 
So great there is obstruction to movement that omnibuses progress within the 
‘ity limits at the average rate of from three to four miles per hour. The fact is that, 
given enough traffic of any sort in any type of vehicle converging upon a com- 
paratively small central area congestion must ensue. Whether vehicles roaming 
over the streets at will are less liable to cause street obstruction than trams fixed 
to a line of route and conveying the same number of passengers, is questionable. 
That the Sydney trams carry more people during the peak hours than would 
be possible with a similar number of motor buses is certain, and although the former 
do at certain times constitute what has been called a moving platform, they do no 
more than is necessary to provide for the traffic offering. The stoppage at each 
crossing street only is a decided advantage in so far as it affects pedestrians, and 
other vehicles, and the prohibition against the passing by the latter of trams at 
rest, whilst delaying other street traffic, is in the interests of safety, and no doubt 
accounts in a great measure for the comparatively small number of street accidents. 
The signalling safeguards also help in this connection. So long as people are com- 
pelled to make use of vehicles on the streets as a means of getting to and from the 
City centres congestion will arise, whatever form of transport is available. The 
immediate remedy, as in the case of the railways, is the completion of the City 
Railway and the electrification of suburban lines. 


Sections of Tramway Branch. 

409. The Tramway Branch is divided into three sections—.Traffic, Per- 
manent-Way and Electrical—the latter being under the control of the Chief 
Electrical Engineer for Railways and Tramways (whose responsibilities are 
described elsewhere), while the others are supervised by a Tramway Traffic 
Manager and an Engineer for Tramways respectively. 


Organisation of Traffic Section. 

410. The Tramway Traffic Manager is assisted by an Assistant Manager, 
two Indoor Assistants, one Outdoor Superintendent, and five District Super- 
intendents. Three of the District Superintendents are located in the Sydney 
area (Eastern, Western, and North Sydney divisions respectively), while one Is at 
Newcastle and one at Broken Hill, where he also controls the short isolated section 
of railway in that district. 


4141. Traffic operations are under the control of an Outdoor Superintendent, 
who is also responsible for the preparation of timetables, the provision of services 
for special requirements and for the allocation of the rolling-stock to the different 
depots. 


412. The total staff in the Tramway Traffic Branch numbers 5,572, 449 
being salaried grades, and 5,123 wages grades. The staff of signalmen, starters, 
drivers, conductors, checkers, cleaners, pointsmen and flagmen is located at, 
sixteen depots in the Metropclitan area and is controlled by the Depot Masters 
in relation to the allotment of work, and by the Traffic Inspectors in the varlous 
districts In which they operate, 

413, 
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413. The traffic requirements call for the provision of rolling-stock as follows. 
this Heine the stock on 30th June, 1924: 





Steam 


| Passenger | 


Service 











= Motors. | Cars. Vehicles. / Total. 

Electric Lines 1,570 92 1,662 
Steam Lines 92 191 23 306 
92. (| Sa aps Lie 1,968 








414. The Revenue Section is controlled by a Superintendent of Revenue, 
who is responsible for the collection of revenue received, the accounting in 
connection with the cash-fare system generally, and the provision of adequate 
assistance to collect the revenue.in ordinary and special traffic. 


Organisation of Engineering Section. 


415. The total single track mileage of tramways, including sidings, loops 
and cross-overs, for which the Engineer for Tramways is responsible is 423 miles. 
The Tramway Engineering Branch carries out the maintenance of all tracks 
(including the road surface) in connection with the tramway systems. In addition, 
the branch carries out duplications of existing tracks, small additions in the way 
of extensions and improved facilities for the handling of cars and the erection of 
car sheds, workshops, and buildings required in connection with the electrical 
equipment of the service. 


416. The drawing office section of the branch is under the direct supervision 
of the Chief Assistant Engineer, and is divided into three groups, viz., Surveyors 
and Survey Draftsmen, Engineering Construction, and Architectural :— 


1. The work of the former group consists of land survey work alignment of new and re-alignment of 
existing tracks; precise levelling, which includes re- grading or tramway tracks, and incidentally, 
streets; detailed surv ey work; design of curves and junctions; special work computations, and 
the settin g out of works generally, including buildings and drainage. 


The Engineering Construction Group carries out works of a general construction nature, as distinct 
from track work or architectural. This consists of preliminary plans and estimates, and, in the 
event of approval, working drawings. 

3. The third group, Architectural, has similar duties to the preceding, with the exception that the work 
is confined to buildings only. 


Re-laying Tramway Track. 


417. In connection with re-laying, lists are prepared prior to the end of 
each financial year showing the amount it is proposed to undertake during the 
following twelve months. The life of the tramway track varies from approximately 
ten years under dense city traffic, to about twenty-five years on outlying sections. 
In the re-laying now authorised it is the practice to use 80-lb. T rails, with either 
a guard specially rolled for the purpose or with 60-lb. T rails recovered from railway 
works and flanged, the latter type being used on wood-paved sections and curves 
of sharper radii. than 100 ft. 


418. The whole of the re-laying work is done without interference to tram- 
way traffic, and with as little as possible to vehicular traffic. The permanent- 
way 1s divided into sections, numbering forty-four in Sydney and suburbs; each 
is under the control of a ganger, who has under his direction a number of fettlers 
or labourers, and carts. The maintenance staff averages one for each mile of 
track, excluding carters, who number sixty-one for the whole of the system. Where 
continuous re-railing or heavy renewals are required, the work is done by a special 


gang. 


419. Under the control of the Engineer there are in the Sydney and suburban 
districts four depots, the most important being at Woolli Creek, near the terminus 
of the Cook’s River tramway. This is the principal receiving depot for permanent- 
way material, as well as the transferring depot for material required by other 

branches 
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branches (such as the Electrical Branch), which needs to be delivered to tramway 
electrical depots or Workshops, or consigned from such depots to railway destina- 
tions. 


Electrical Engineer’s Work in connection with Tramways. 
420. The work of the Chief Electrical Engineer in connection with tramways 
is dealt with in Part IV (d). 


Separation of Railways and Tramways not desirable. 

421. It appears to be the impression, from evidence tendered to us, that a 
separation of the tramways from the Railway Commissioners control would be 
advantageous. We are unable to discover any sign of probable improvement in 
public service or in economy of operation by such a change of policy. The tram- 
ways to be of the greatest public benefit should, in addition to meeting transport 
needs within inner suburban limits, be complementary to the railways, working 
in conjunction with and relieving the trains of short-distance traffic where as good 
or better service can be given. Co-operation will be more than ever desirable 
when the suburban railways are electrified and the Harbour Bridge opened. Upon 
the side of economy the manufacture in railway workshops of various articles for 
tramway construction and maintenance, and the supply of power for railway 
requirements, as well as appliances of certain descriptions by electricity establish- 
ments now mainly engaged upon tramway work, enables both services to economise 
to a degree which only unified management and control could produce. We do 
not, therefore, recommend that the tramways should be divorced from the railways. 


VI.—MISCELLANEOUS 
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VI.._MISCELLANEOUS QUESTIONS. 


Estate Department. 


422, As indicated in the section dealing with organisation, one officer 
combines the duties of Estate Agent and General Manager of the Railway Refresh- 
ment-rooms. The responsibility of the Estate Agent for Railways and Tramways 
affects real estate, either vested in the Railway Commissioners or required for 
constructional work. This officer is also responsible for repairs and maintenance 
within the Metropolitan area. The value of the real estate, i.e., the whole of the 
Commissioners’ lands, including land for railways and tramways under con- 
struction (unimproved capital value) exceeds £4,000,000, and the value of letting 
properties, buildings only (improved capital value), is in the neighbourhood of 
£1,300,000. 


423. The total annual rents from real estate collected on behalf of the 
Commissioners during the year 1923-24 was approximately £120,000, while the 
receipts from bookstalls and automatic machines was £9,000, these amounts, 
together with the allowance value of station-masters’ and gatekeepers’ free houses 
of £25,000, making a total of £154,000. 


424, All assessments of municipalities and shires, as also water and sewerage 
authorities are dealt with the by Railway Estate Agent. The number of municipal 
and shire assessments dealt with equals 4,170 annually, and water and sewerage 
700, the amounts paid for 1923-24 being £65,000 municipal and shire, and 
£14,500 water and sewerage. 


425. The Estate Agent also deals with the clearance of sites rendered 
necessary on account of new construction work, and with claims for fires occasioned 
by the working of the railways or tramways, direct investigation covering liability 
and valuations being made by his branch. He also deals with land acquisitions 
on the basis of survey information supplied by the Engineer-in-Chief and deals 
with the settlement of land claims, 


426. The branch appears to be administered along satisfactory lines, and 
we have no recommendations to make in this regard. 


Railway Refreshment-rooms. 


427. Prior to 1916 the railway refreshment-rooms were leased to contractors, 
but with a view to general improvement in catering, the Commissioners, as leases 
fell in, took over the management of those then existing, and have since opened 
new rooms in various districts. We have inspected many of the refreshment- 
rooms, stores, kitchens, &c., and at both large and small places are satisfied with 
their administration. The prices charged are reasonable, the food supplied is good, 
the accommodation and equipment clean. 


428. Certain evidence (Q. 3111) was tendered to us to the effect that the 
railway refreshment-rooms were not as satisfactory under present management as 
they were in the past, but from our own observations, and rebutting evidence 
(Q. 4079) received, we are not satisfied that the strictures passed upon the existing 
management are justified. It is difficult to cater for an intermittent and uncertain 
number of people, or at all times to exercise supervision over rooms at distant 
stations. There may on occasion be reason for complaint, and these the manage- 
ment is anxious to rectify. Under the conditions prevailing, we think that the 
provision of well-equipped accommodation at suitable places, together with good 
food at moderate prices, stands to the credit of the railway administration. Viewed 
from a business aspect, the taking over by the Commissioners of the railway 
refreshment-rooms has been advantageous, as the accumulated net profit after 
allowing for interest, maintenance and depreciation from the date on which the 
Department assumed control to 30th June, 1924, represents £223,673. For the 
financial year ended 30th June, 1924, the net profit was £23,069. Depreciation 
is charged at the rate of 2 per cent. on brick construction, 5 per cent. on board 
construction, and 7 per cent. for equipment, 
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Statistical Branch. 

429. One officer combines the duties of Director of Statistics, Chairman 
of the Suggestions and Inventions Board, and Chief of the Advertising Branch. 
He is also head of the Australian Bureau of Statistics. 


430. The Statistical Branch of the New South Wales Railways was 
established in 1919, when the compilation of statistical information for the various 
departments was centraliséd. The present staff numbers sixty-two, a considerable 
reduction having been made latterly on the introduction of additional mechanical 
appliances. Powers’ tabulating and accounting machines were introduced in 
May, 1923, and eight months afterwards the whole of the stations in the service 
were brought under the system. The machines are now being used for compiling 
goods abstracts for all stations, inwards and outwards, revenue ton mileage, 
commodity statistics, and sectional earnings, monthly, and for the Commissioners’ 
report. The general arrangement is for the whole of the figures relating to the 
previous month’s working to be in the hands of the officers concerned by the 
18th of the month. 


Advertising Branch. 

431. This branch is responsible for the letting of advertisement spaces 
on railway and tramway property. The present number of contracts 1s 1,964. 
The display of advertising matter, the erection of hoardings, and the placing 
of railway and tramway advertisements in the newspapers is included in this 
section. All accounting work in connection with the advertising is done by the 
branch, audit being made by the Traffic Auditor and the Auditor-General. The 
canvassing is effected by the branch staff, commission not being paid to service 
agents. . 


Australian Bureau of Statistics. 

432. The Australian Bureau of Statistics was established in 1920 in order 
to secure uniformity in the compilation of comparative information relating to 
operating statistics, rates of pay and conditions of service, rates and fares and 
concessions allowed thereon. Quarterly and yearly bulletins of operating statistics 
are issued. Bulletins have also been issued referring to staff conditions and the 
rates of pay for each grade of employee, and the general conditions of carriage 
of all passenger, goods and livestock traffic. This cost of this Bureau is borne 
equally by the New South Wales, Victorian, South Australian, Western Australian, 
Commonwealth, and New Zealand Government Railways. 


Suggestions and Inventions Board. 

433. The Suggestions and Inventions Board was established in 1915, with 
the object of interesting the staff in their particular work and remunerating them 
for any suggestions of proved value. The suggestions adopted to date number 
4,154, and during the financial year ended 30th June, 1924, 853 were adopted, 
these representing an annual saving of £31,700. The cumulative saving since 
the inception of the scheme now amounts to over £500,000, after allowing for 
5 per cent. depreciation in the value of each proposal in successive years. Added 
to this is the advantage arising from many devices which have been employed, 
affecting safe working and expeditious operation, the monetary value of which 
cannot be ascertained. A reciprocal arrangement exists between the various 
States of the Commonwealth, whereby devices of outstanding merit are interchanged 
and appropriate awards made by the State concerned. . 


434. This scheme of developing interest among the railway personnel 1s 
one adopted on a wide basis, and is wholly to be commended. 


Information and Publicity Work. 

435. Information and publicity work is conducted by two officers attached 
to the office of the Chief Commissioner. The Information Officer acts as private 
secretary to the Chief Cc mmissioner, and is in charge of the Bureau of Information, 
which, among other ectivities, disseminates information concerning railway 
operation in New South Wales to various railway administrations throughout 
the world. 
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436. The Publicity Department was established less than three years 






1h ago for the express purpose of dealing adequately on behalf of the Commissioners 
f] with reports or comments on railway matters. The Publicity Officer also controls 
hi, the publication of “The Staff,”’.a monthly magazine which is distributed free to 






HT} the members of the railway and tramway personnel. The work of publicity 
is gradually being extended to embrace the active supervision of all departmental 
publications, and the preparation of announcements in various periodicals. The 
) entire cost of the Department does not exceed £1,500 per annum. 








437. In view of the increasing importance attached to an enlightened and 
informed public opinion, and the necessity for dealing with railway information 
and publicity along scientific lines, we are of opinion that both these departments 
are of considerable value and the expenditure involved in their administration is 
money well spent. 
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Medical. 


438. In order to save time and cost, it would probably be found of advantage 
to have a medical officer attached to each Area Commissioner. 
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Appeals Board. 


439. Our reference does not include staff matters, but as the question of 
drunkenness was mentioned-in evidence we make this comment. A railway man 
engaged in traffic operation found drunk on duty is a danger to the public, his 
fellow-employees and himself. He is a criminal and should be treated as such. 
It remains to be said, however, that every opportunity should be given a man to 
disprove the charge made against him. If he is clearly guilty, then there should 
be no question of his retention in the railway service. 











Railway and Tramway Institute. 


440. The Railway Department has established a number of Railway and 
Tramway Institutes in various places. There are now forty-four branches and 
thirty-four sectional libraries. The membership of the Institute has increased to 
23,733 during the year, 8,246 of this number being attached to the metropolitan 
institution. The expenditure for last year was £48,763, and the revenue from 
members’ subscriptions and other sources amounted to £16,863. We consider 
this class of welfare work is very desirable, and would add that it is a practice 
extending very considerably in other parts of the world. We, have, therefore, 
no sympathy with those who urge that the expenditure by the Railway Depart- 
ment under this head is unwise. Apart from the advantages offered in regard 
to the education and training of the railway personnel, the social atmosphere 
engendered between the members of the Institute must have a good effect. Reason- a 
able expenditure in this connection is, therefore, justifiable in view of the benefits . 
secured by the staff. 
























441. The educational instruction is sufficient to take advanced students 
to the door of the University, but unfortunately there is not in Australia a Chair 
of Transport such as exists at some Universities. In England, in addition to 
University courses at Liverpool and Manchester, an Institute of Transport having 
within its scope all forms of transport, including the air, gives to students and, 
incidentally, to those advanced in years, every opportunity for keeping themselves 
in touch with the latest phases of transport science. Communication has been 
established between this Chartered Institute and the Railway and Tramway 
Institute. Some form of co-operation between these educational institutions is 
under consideration, and we hope this will bear fruit in the interests of the New 
South Wales Railway and Tramway employees. 


Training of Railway Men. 

442. For many years a reproach lay at the doors of railway management 
throughout the world that, while no expense was grudged in the purchase of 
improved machinery or new appliances, the human element responsible for the 
manipulation of the business for which such expensive machinery had been pro- 
vided was left without facilities or even encouragement, if they cost money, to 
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advance in knowledge or add to experience beyond immediate local surroundings. 
Progressive administrations have latterly recognised that the man is at any rate 
equal to the machine as a desirable object in which to invest money with a view 
to the reduction of cost or greater efficiency of transport. Thus travelling as well 
as educational facilities, aided by reward where value could be shown, have taken 
the place of former indifference. 


443. The Railway and Tramway Institute training, including competent 


instructors travelling with demonstration cars for teaching the Operating and Loco- 


motive Staff, is excellent up to a point, but in order to give those who are anxious 
to advance in the railway service every opportunity and at the same time make 
certain that the good material which is evident im New South Wales is made of 
the greatest use to the State, we think that the scheme of practical education should 
be carried further by selection of those who specially qualify themselves in theory 
to be given work for a short time in each branch of the railway service, and later on 
be induced to study the railway systems of America, Great Britain, and the 
Continent of Europe, or alternatively, a tour in South Africa, and the Argentine, 
countries which are developing their railways rapidly and have many problems 
‘n common with New South Wales. We understand that some of the officers are 
given opportunities to study railway methods in other countries. It would be of 


advantage if all of them were in turn selected to visit the countries mentioned 
above. 


Public Evidence. 

444. The whole of the public evidence, as also the railway evidence, is 
given in the Appendix, and as will be seen from the former, several complaints 
regarding alleged railway failures are raised. While we have given consideration 
to all these pleadings, we have not dealt with the whole of them in our Report 
for the reason that there has evidently been misunderstanding as to all the circum- 
stances surrounding some of these cases, and, in other instances, official papers 
have shown that the information upon which the evidence was given did not disclose 
the whole of the facts. The Chief Commissioner at Questions 3991-4356 referred 
in detail to these instances. 
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VII.—SUMMARY OF RECOMMENDATIONS. 


445. We give below a summary of our recommendations :— 


Finance. 
1, That Railway Finance be taken out of the control of the Treasury and the 


qn 


Commissioners given full control of their own funds, and that the 
Commissioners be responsible for the renewal of loans on railway and 
tramway account and the raising of future capital. 


That reserve funds be established to provide for obsolescence and wasting 
assets of permanent way and rolling-stock. 


That the Railway Commissioners be recouped by the Treasury for losses 


incurred upon developmental lines during a period of ten years after they 
have been opened for traffic. 


. That the railways and tramways be so worked and managed that the gross 


receipts shall not be more than sufficient to cover working expenses, 
reserves, and interest on capital, including sinking funds. In the event of 
any surplus this be devoted to reductions of rates and fares, and in case of 
a deficit rates and fares be increased 


That a yearly balance-sheet, showing capital, revenue and net revenue, 
followed by departmental accounts in the usual company form, and a 


forecast of capital commitments for the following year, be rendered to the 
Legislative Assembly. 


Organisation. 


6. 


(f 


8. 


9. 


10. 


That the composition of the Railway Commission be—(1) A Chief Railway 
Commissioner, (2) a Financial Assistant Commissioner, (83) a Power 
Assistant Commissioner, (4) a Tramway Assistant Commissioner, and (5) 
three Area Assistant Commissioners. 


That upon the appointment of a Chief Commissioner by the Government it 
be left to him to select his own assistants. 


That an area scheme of administration be introduced, and there be appointed 
three Area Assistant Commissioners, responsible to the Chief Commissioner 
and acting under regulations and instructions applicable to the system as a 


whole for operation, commercial matters and maintenance within their 
respective areas, 


That the Engineering Branches, including Signalling and excepting the 


Department responsible for metropolitan railway construction, be merged 
under the control of the Chief Engineer, 


That the Chief Accountant’s responsibilities be enlarged, the work of the 
Traffic Auditor’s Branch being merged in his Department, and that he 
assumes direct control over all the Branch Accountants. 


Construction, 


11. That the completion of the City Railway and electrification of suburban 


lines be expedited as a matter of extreme urgency. 


12. That new lines be constructed without interruption, 


Mechanical and Electrical Engineering, | 
13. That locomotive repairs, with the exception of those ordinarily connected 


with the running, be concentrated as soon ¢s practicable at head-quarters. 


14, That, as the average age of the existing stock of engines is very high, 


indicating a number of obsolete types, these be replaced as early as 
possible. 


15. That a system of standard gauges be introduced in connection with 


locomotive maintenance and renewal. 


16. That careful attention be given to the number of staff employed at 


Eveleigh, 
Lis, 
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Mechanical and Electrical Engineering—continued. 
17. That early consideration be given to the standardization of the nrethods of 
loading coal into tenders. 


18. That careful consideration be given to the question of coal consumption. 


19, That the bulk of the work carried out at Honeysuckle Point, Newcastle, be 
transferred to Eveleigh or, alternatively, new works provided near 
Honeysuckle. 

9%). That six passenger and four goods engines be adopted as future locomotive 

ie S S S p 
standards. 


21. That the carriage shops be removed to the new site at Chullora at the 
earliest possible date. 

22. That the number of passenger vehicles be brought into line with the traffic 
requirements. 


23. That replacement of old carriage stock be effected as speedily as possible, 
and the future standards arranged as recommended in the Report. 


24. That improved purchasing arrangements in anticipation of requirements 
be introduced in connection with wagon stock. 


25. That a new power-house be provided on the South Coast. 


26. That the Cadet system of training officers in force in the Chief Electrical 
Engineer’s Branch be extended to other branches. 


Operation. 
27. That control systems of railway traffic working be introduced. 
28. That the lay-out both of passenger and goods accommodation at Newcastle 


be rearranged and early consideration given to the development of 
Broadmeadow as a through line station. 


29, That improved train services he introduced on country branch lines, by 
rail motors or otherwise. 


30. That sufficient rolling-stock be provided to meet public demands at all 
times, including times of drought. 


31. That, in connection with live stock traffic, efforts be made to design a 
combined truck to combat drought supply difficulties. 


Commercial. 
39. That the fares charged for first and second class travel be reviewed. 


33, That the difference between suburban and country fares be adjusted as soon 
as possible. 
34. That until sufficient rolling-stock is provided to mect fully all requirements 
during periods of drought, reduced rates for fodder, under declaration and 
: ouarantee, be given in order to induce sheep and cattle owners to provide 
themselves with fodder during times of least railway traffic. 


Stores. 

35. That the reorganisation of the Stores Branch now in progress be expedited 
so thal the whole of the stores be brought under the direct supervision of 
the Comptroller. 

36. That stores be not subject to a charge for interest on loan account. 


General. 
37. That a graduated scheme of railway training be introduced. 
38. That a programme of officers’ visits to foreign railways be established. 


446. In this Report, under the several hcadings, we make a number of 
suggestions which we consider should follow on the adoption of the above-mentioned 
recommendations. 





VIII.--CONCLU DING 
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ViII.._CONCLUDING REMARKS. 


447. In concluding our Report, we would express appreciation of the 
manner in which the Railway Commissioners and their officers have assisted us. A 
great deal of statistical and other information was necessary for the purpose of our 
investigation; this was collated and supplied with a promptitude that merits record. 


448. Our thanks are also due to the official witnesses who gave us the 
benefit of their opinions, and also to the représentatives of public bodies and 
associations who gave evidence before us. 


449. We desire, in conclusion, to acknowledge the valuable work performed 
by our Secretariat—Messrs. Chas. Travis, J. A. Warren-King, and 8. B. Fay. 


Your Commissioners have the honor to be, 


Your Excellency’s Most Obedient Servants, 


(Signed) SAM TAY, } 
Commissioner. 


(Signed) VINCENT L. RAVEN,, 
Commissioner. 


DateD at Sydney, this 3rd day of October, 1924. 
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APPENDICES. 

Appendix I. i 
Sydney, 29th August, 1924. il 


n before you in connection with the preferential railway rates that locally 
South Wales Railway Department, and that a suggestion was made that 
, I sg 


I UNDERSTAND that evidence was recently give 
manufactured galvanized-iron receives from the New 
this preference should be discontinued. 


I should like to respectfully bring before this Comn 
consideration before any recommendation is made with re 


—_— 


iission the following points, which I think should be taken into 
gard to these freights. 

1]. The preferential railway rates on galvanized-iron have been in force for a very long period—nearly forty y ars, { 

I believe—and presumably were originally granted to encourage the manufacture of galvanized-iron in New South Wales. 

2. When the question of the erection of works for shect-rolling and galvanizing at Newcastle was first considered by y 
my principals in England, the fact that locally made galvanized-iron was carried at preferential rates by the New South 
Wales railways was taken into consideration, and was, in fact, a large factor in determining the directors of my English 
company to put down the works. 

Had there been any suspicion in my 
recommended the erection of the works, nor, 
undertaking. 

3. We do not add to the prices of our Newcastle iron 
Sydney being the same as those of our imported iron, and at the works 10s. 
the advantage, if any. 

4. If we did not receive the preference we should be at an actual disadvantage in connection with 84 per cent. of the ¥' 
trade we do as compared with imported galvanized-iron, as, apart from the sale of our locally manufactured galvamized-iron 
in Newcastle and district (to which the question of railway freights does not apply) only 16 per cent. of our sales are made . 
in the north and north-west of New South Wales, the remaining 84 per cent. being sold in Sydney or in the western, southern, : 


and South Coast districts. 
As regards Sydney, we have to sell in competition with impor 


or modified, I would not have / 


mind that this preference would be taken away, 
committed themselves to the | 


I think, would my English principals have 


any advantage we receive from this preference, our prices at i 
below this price. It is the consumer who obtain 


ted iron, and to pay 14s. a ton freight from Newcastle, u 


so that in this large centre we are actually at a disadvantage. 

In connection with the Western, Southern, and South Coast lines our Newcastle iron has to be carried 100 miles further, Ns 
so that the preference in freight only places it approximately on the same terms as imported iron, when the extra freight 
on this 100 miles is taken into consideration. Hi 

5. If the preference did not exist we should have to sell 84 per cent. of our products at approximately 15s. per ton ih 
e to pay on the extra 100 miles i" 


under the price of imported iron to compensate purchasers for the freight they would hav 


the iron has to be carried on the railways. 
6. We have expended £400,000 on the works at Newcastle, and, in 
in the venture. The works have been in existence for three years, and, so far, the unde 


£26,000. For the last six months a net profit of £3,800 was made. 
Our output at the present time is 16,000 tons of sheets a year, and it will be seen that, if we are to sell the iron at, We 

say, 15s. a ton less, the result would be so unsatisfactory that it would be necessary to close down our works permanently. ‘ 
We have, at the present time, four mills working, and three additional mills are in course of erection and will be i 
completed before the end of the year. This will bring our output up to 25,000 tons a year, which practically represents the 
When these new mills are running 


addition, £100,000 of working capital is employed i 
rtaking has resulted in a loss of t 





total requirements of New South Wales, and 25 per cent. of the requirements of Australia. {} 
we shall be employing about 600 men at high wages, and, in addition, a similar number of men will be indirectly employed ) 
in the manufacture of the raw materials used by us, the whole of which are produced in Australia. t 
7. The bars we use are manufactured by the Broken Hill Proprietary Company, and a regular and increasing output | hs 
of these bars is a valuable adjunct to their business, which I need hardly say is a vital one to Australia. \ 
8. The preference on locally made galvanized-iron is not an isolated one, preferential railway rates being also given a 
to other goods manufactured in Australia. c hy 
JOHN LYSAGHT (AUSTRALIA) LIMITED, f 
A. R. LYSAGHT, | 
Managing Director. Hitt 
So ———— Wa 
ii 
if 
i 
Appendix II. dit, 
i 
kil 
Answers to Questions raised at the Legislative Assembly on 3rd October, 1923. }! 
The two extracts from questions put to the Legislative Assembly on 3rd October, 1923, which had not been answered ute 
but which were handed over to us for consideration, have been carefully investigated, and our answers in connection therewith f | 


are set out below. 


Railway Locomotives, *‘ K”’ Class Engines. 
ade the steam-chest pressure is almost, if not quite 


Question No. 1.—Is it a fact that when an engine is ascending a gr 
of steam to carry the oil along the pipes ? 


as great as the boiler pressure, and that therefore there is very little current 
Answer.—The pressure in the boiler is greater than in the steam-chest, and quite sufficient to carry the oil satis- 


factorily through the pipes at all times. 


Question No. 2.—Is this the reason why it is important that the pipes should ha 
so that the pipes “ ‘1a downward inclination when ascending the heaviest grade,’ 


ve a regular and continuous slope, 
> so that the oil will flow along the 


maintai 
pipes by gravitation to the steam-chest choke plug ? 


| . . . 
Answer.—The slope as shown on the designs submitted to us is sufficient to allow of 
condition of gradient. 


a ec 


a continual flow under any 


ith no pressure in the steam chests ? 


——_—— 


Question No. 3.—What is the value of a test on a stationary locomotive w 


Answer.—It is impossible to give an opinion on this unless accompanied by further particulars. 


Question No. 4.—Were these pipes altered as suggested and recommended by the Board, and, if not, would the expense 


| now being incurred have been avoided ? 
) Answer.—We are informed that to the first part of this question the answer is ° 
been incurred than would have been necessary had the suggestion been carried out. 


‘No,’ but no further expense has 


a 


—————-— 


es be altered made long before there were any com- 


Question No. 5.—Was the Board’s recommendation that the pip 
plaints from drivers ? 
) 
| Answer.—There is not any direct evidence 
mendation or not. 


eee 


as to whether the drivers made their complaints before the recom- 


Automatic Railway Couplings. 


2; if so, how is it that only 9 per cent. of the goods stock and ; 


Question No. 1.—Were these couplings adopted in 191 
11 per cent. of the passenger stock are fitted, and how long will it take to fit the remaining 90 per cent. ? } 
> ‘ vi 
Answer.—Yes. The percentages quoted are correct, and we are informed that they are not greater on account itis 


of funds not being available for further conversion. 
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Question No 2.—What proportion of the (a) goods stock, and (6) passenger stock, are fitted in the other States that 
are parties to the agreement ? 
Answer.—(a) It is understood that Victoria has only 100 goods vehicles fitted with automatic couplers. South 
Australia has placed orders for 1,100 vehicles to be fitted with automatic couplers. All vehicles on the Commonwealth 
railways are fitted. 
(5) So far as is known no passenger stock is fitted in other States. All passenger vehicles on the Com- 
monwealth lines are fitted. 


Question No. 3.—Were 515 cases of goods trains parting, owing to these couplings jumping off the hooks, reported 
during the last financial year, although only 2,112 wagons are fitted; (a) how many such cases have occurred since they were 
first adopted; (b) what has been the cost of the accidents resulting from this cause; (c) is every case of a train parting whilst 
in motion likely to cause a serious accident ; (d) what delays have occurred to trains owing to this cause ? 

Answer.—515 cases were reported. (a) The following cases have occurred since adoption :— 
Year. No. of cases. 
Leena accesses peene se 
120) Peers 
1921 
1922 eeciat- Phe 
INE Pscndaesdrencr 
1924 Fes 


We are informed that no records were maintained prior to 1919. 
(5) We are advised that no expense has been incurred as the result of accidents from this cause. 
(c) All these trains are fitted with the automatic brake, and any parting of the train applies the brake. Therefore, 
there should be no reason for a serious accident. 
(d) We .re informed that no record is kept of these details. 


Question No. 4.—Does the cost quoted for automatic couplers for goods stock include the cost of the auxiliary chain 
coupling ? 
Answer.—We are informed that it does not. 


Question No. 5.—Does the cost and weights quoted for automatic couplings and shackle and pin couplings include the 
cost and weight of the whole drawgear ? 


Answer.—We are informed that the cost and weight of the whole drawgear are not included. 


Question No. 6.—Are these couplings on passenger stock only on close-coupled sets, and, if so, what necessity was 
there to fit them on 238 cars, when the object was “to arrive at the wear in traffic of the draw faces of the knuckle, the 
buffing faces and the knuckles, and the correct apportionment of the centre buffer resistance and resilience to take care of 
the draw-gear vibration and the brake decelerations *? ; 

Answer.—Yes. Trials were made on thirty-two cars coupled into four trains, and after these trials were proved 
satisfactory further fitting of the vehicles continued. Two hundred and thirty-eight represents the number of cars 
fitted up to the end of September, 1923. 


Question No. 7.—Is it a fact that this investigation was made on the fist two or three sets fitted? (b) Was th 
wear of the draw faces found to be excessive ? (c) Also the knuckles ? (dq) Was the draw-gear vibration, both when 
starting and stopping these trains, found to be excessive and very annoying to passengers ? (e) Was it found to be 
impossible to prevent this jerking without putting on side or centre buffers ? 

Answer.—As stated, investigations were made on the first thirty-two cars. (b) We are advised that wear was 
not found to be excessive. (c) We are advised that knuckle wear was not excessive. (d) We are advised that jerks 
due to slack in the couplings did cause annoyance. (e) Diaphragm buffers are fitted to passenger vehicles, and appear 
successfully to overcome the trouble complained of. 


Question No. 8.—What necessity was there to fit up about forty trains to arrive at the above conclusions ? 


Answer.—As stated, the forty trains were only fitted up after being satisfied with the trials made. 


Question No. 9.—Is it claimed as the advantage of automatic over the shackle-and-pin coupling that it is not necessary 
for men to go between vehicles to attach or detach cars ? (a) Is it necessary, or is it allowed, for employees to go between 
vehicles on close-coupled sets to attach or detach ? (6) Are these sets ever uncoupled, except to effect repairs ? 

Answer.—No. Not in the transifion stage, but finally it will be so claimed. (a) It is necessary for employees 
to go between vehicles on close-coupled sets to attach or detach, but this work is always done when vehicles are 
stationary, and invariably in the repair siding, where they are marshalled. Eventually this will not have to be done. 
(5) No, but when the electric service is inaugurated it will be necessary to split up the trains. 


Question No. 10.—Even with automatic couplings, on either goods or passenger stock, is it necessary for men to go 
between vehicles to attach and detach the air hose ? 
Answer.—Yes. 
Question No. 11.—Will further inquiries be made, say, from the medical officer re the number of accidents to shunters 
and others, owing to these couplings since first adopted ? 
Answer.—We are informed that during the past ten years there have been only five cases of slight injury sustained 
by employees for which the automatic coupling could be held responsible. 


Question No. 12.—Was it proved by actual experience when suburban sets were run without buffers that the jerking 
was excessive, both when starting and stopping, although the engine was tight-coupled to the train ? Will he ascertain 
whether it would be better to make proper tests now, before any further expense is incurred, with a passenger train, fitted 
complete, including the engine, with automatic couplings, and no side or centre buffers ? 

Answer,—As already stated in answer to No. 7; it has been decided to adopt diaphragm buffers, which appear 
to get over the trouble complained of. 


Question No. 13.—What reliable results can be obtained as to what the wear will be of the knuckles, knuckle faces, 
and bufting faces, when they are in use after the transition period, by testing them on close-coupled sets with side or centre 
buffers ? Is the amount of movement on these parts the same when they are tight-coupled on side or centre buffers as when 
running free with only the automatic coupling ? 

Answer.—These results were obtainéd under such conditions on the first four trains. The amount of sliding 
movement, which is the movement which causes wear, is the same with or without buffers. 


Question No. 14.—Are these couplings in use on railways in Great Britain ? 
Answer.—These automatic couplers are in use in Great Britain. 
Question No. 15.—Is it a fact that experts who have travelled in America, where these automatic couplings are in 
use, state that the jolting and jarring is excessive, and would not be tolerated by passenger travellers in New South 
Wales ? 
Answer,—We have not heard of any such statement, 
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Name. Designation. , 
FIAPUIPETs Leen sgeeeeaee eee. Chief Accountant, New South Wales Government Railways. 
Copnisnie WAG sccween a. ade. Auditor-General, New South Wales Government. , 
Spencer Watts, J. ......ccssecoes Messrs. Smith and Johnson, Public Account wis, Sydney. ar 
PART Joes peak cet he cee Chief Railway Commissioner, New South Wales Government Railways. : 
Cann, The Hon. J. H. ......... Assistant Railway Commissioner, ¥ 99 
BGxe ght mertercdncs cacc tee eee Assistant Railway Commissioner, 3 ay | 
Denneern aWotle ees .cerescererce Traftic Auditor, a ” 
Ton. Eo Se euranteeetarceete ccs cat Estate Agent and R.R.R. Manager “ +f fi 
Sole: Oy 1 Se sca vayeoeens ccwecwse Signal Engineer, » » ) 
Poges ay, CA Asdieietsstevseasacs Chief Traffic Manager, ” » 
Fuarreny by 1.2 ralaoetates sence ct Engineer-in-Chief for Existing Lines, f + 
CTBTBIAG ea Hy Cy” ealshac ey) by ing coe ces Comptroller of Stores, 99 ” he 
Ga Troll Qi qeeacce eh ae mete cae Director of Statistics and Advertising, os *. i 
Srp Lente, erat re ee cee e's <o Publicity Officer. + = ih 
EGRGE ois teh an ct eunesoeeeeiens Director of Finance, New South Wales Government. iN 
ESCA TY COW er ser ists cee eer Chief Electrical Engineer for Railways and Tramways, New South ih’ 
Government Railways. iH 
Pintahiigors;: Wiss savas stro Engineer-in-Chief for Railway Construction, New South Wales Govern- i 
ment Railways. 
Bradfield, Dr. J. J.C. ......... Engineer-in-Chief, Metropolitan Railway Construction, New South ea 
Wales Government Railways. tt 
Sheldon, Sir Mark ............... President, Sydney Chamber of Commerce. i 
A Goyal ive. EL Semester Superintendent, Passenger Transportation, New South Wales Govern- ti 
ment Railways. si 
QuintonseWs Casas atte. cae Superintendent of Goods and Livestock Transportation, New South tt 
Wales Government Railways. hh 
Kater, Hon. Dr. N., M.L.C.... President, Graziers’ Association of New South Wales. the 
Ehorbyy Hs. VM la Acs scstss.s President, Farmers and Settlers’ Association of New South Wales. th 
VEN Fel, MONS. see Rane eee ee Chief Mechanical Engineer, New South Wales Government Railways. ) 
Kidd ames aeeeer ee. Vice-Chairman, Central Council, Producers’ Association. hi 
Binnie, Charles oir. vic: oconckes President, Stock Owners’ Association of New South Wales. Vi} 
DOV OIE Cy on ita erlaes sees: Ex-President, Associated Chambers of Manufactures of Australia. ti 
Newlandsa. Se Heese oe. Senior Vice-President, Chamber of Manufactures, New South Wales. } t 
Wranttas VWerA 5 Hem cee Councillor, Chamber of Manufactures, New South Wales. fh 
ETOEPOO olin Wn Shr ee sevey cvs: General Secretary of the Fruit Growers’ Association of New South NM ib 
Wales. Hip 
ELGEL WELL W a wee grease ecole snc stee President, Metropolitan Retail Fuel and Produce Merchants’ Asso ia- | {, 
tion. ae 
Hid wards A. Cue eer: otaccn. Secretary, Metropolitan Retail Fuel and Produce Merchants’ Associa- | f 
tion. ii 
Ran FOr ee len ae erento ae President, Sydney Section, Australian Association of British Manu- he 
facturers and their Representatives. 
Clarks iaperte. prssdy.iacsevecs 4s Australian Association of British Manufacturers and their Represen- ea)? 
tatives. yy 
Eile eA Gage aw ssectehieevcck eens Secretary, Free Trade and Land Values League. ' 
Edwards, Frank L. ............ Secretary, Motor Traders’ Association, also representing National I! 
Roads and Motorists’ Association. 1; 
EARS fale i9-8 pest eechavisen sas ts: Lithgow Coal Association. 
ET CRnini ge Ae Lemon eee te eee Apple and Pear Growers’ Association. hil 
iil pourseRia Gente cease Mayor of Newcastle. Hh.) 
rebeckmd« Bod. tesa cen. ek Rutherford, Mayfield-Homeville, Telarah Progress Associations. : 
CPPS ole EL 1. tee ton enew dane Mayor of Hamilton. ile 
IN Gage Mal. .c80 cote an oca Mayor of Wallsend. iy 
GreithitnssgAa onsen. ceaeetanes: cove Waratah Council. } 
ETO NGEOOU edn Gute erent peers care Lambton Council. ti} . 
POCO OMIM o2.20, <ccnctcean terns Newcastle Chamber of Commerce. | 
Mey adits Has Ge narra reece soc Southern Coalowners’ Agency and Southern Colliery Proprietors’ ii 
Association. | / 
Macdonald. CosMa wenn ecee.2 secs Northern Collieries Association. ; { 
Mochans Wr acettert seers seers Locomotive Running Superintendent, New South Wales Government | 
Railways. 1 
WGC TERN AO) Bp Se eae ae Senior Outdoor Assistant to the Chief Traffic Manager. Vii 
Ala ihemotiy, LY. nado teasi een ee Outdoor Assistant to the Chief Traffic Manoger. i 
Nin Sires ete soars apereate Outdoor Assistant to the Chief Traffic Manager. i} 
DIO VOR MN EOn ae aes nsseeeestecoates Valuer-General. ys) 
TIGTA Te ot ravers eacee ore anate Tramways Traffic Manager. i. 
Burrderyo. GC, Beir saiesiee-cthes Engineer for Tramways. ii 
GT UCAS PAE aME RS Cr re Goods Superintendent, New South Wales Government Railways. . 1 
DOmmiae WVio) G deci iseuts ease cis Secretary, New South Wales Government Railways. ; ; 
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Stephen Foster Newlands 
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Rupert Clark 
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A. E. Herring 

Robert George Kilgour 

James Beale Trebeck 

James Henry Gamble ............... 
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ROYAL COMMISSION ON RAILWAYS AND TRAMWAYS. 


First Day. 


MONDAY, 2 JUNE, 1924. 


(The Commission sat in the Chief Secretary’s Building, Macquarie-street, Sydney. ) 


COMMISSIONERS ;: 


Sir SAM FAY. 


THOMAS JOSEPH HARTIGAN, Chief Accountant, 
New South Wales Government Railways and Tram- 
ways, examined as under :— 


1. Sir SAM FAY: We should like to ask you one or 
two questions on your statement which you have sent in 
in reply to questions we gave you. 


Answers by Chief Accountant to Questions submitted by 
Royal Commission. 

Q. An outline of the existing system of accounting is 
desired ? 

A, The system of accounting in the department is 
controlled by the Chief Accountant, and a balance is 
effected monthly. That officer in the first instance, de- 
cides how all expenditure shall be debited in the 
accounts, t.¢., whether the debit is to capital, revenue, 
or other account. Each of the main spending branches, 
viz., per-way, locomotive, traffic, signalling, electrical 
and refreshment rooms, has its own accountant who is 
respons.ble for the preparation of its monthly accounts, 
which are submitted to the Chief Accountant. Outside 
the branches mentioned all the accounting work is done 
by the Chief Accountant. 

All expenditure, whether for wages, salaries, miscel- 
laneous payments, or materials passes through the books 
of the Chief Accountant. 

In each of the above-mentioned branches the ac- 
countant is responsible for the proper appropriation of 
all expenditure; and such appropriation is advised to the 
Chief Accountant fortnightly in the case of wages and 
salaries, and monthly for the materials used by the 
branch. As the accounts pass through the books of the 
Chief Accountant they are debited in accordance with 
such appropriation. ba 

At the end of each month a balance statement is 
submitted to the Chief Accountant by each of these 
branches—the balance statement for the remaining 
branches being prepared by the chief accountant—show- 
ing on the debit side the gross expenditure for the 
month under the head of wages, salaries, miscellaneous, 
materials, and including the total charges by other 
branches less any cash credits for sales, &c. On the 
credit side is shown the appropriation of the expendi- 
ture as between the various accounts. together with 
charges to other branches. 

The Chief Accountant compares the expenditure with 
that disclosed in his cash books, and effects a balance 
before proceeding to make up from such statement the 
monthly accounts for submission to the Commissioners. 

All work performed for outside persons is cleared in 
the branch books by debiting an account known as per- 
sonal account and crediting working expenses. The out- 
standing accounts are thus transferred to the books of 
the Chief Accountant, who is responsible for collection, 
and clearance. 





As regards the earnings, these are under the control 
of an officer known as the Traffic Auditor. Each of the 
stations on the system at which there is an officer-in- 
charge is required to furnish a monthly account to the 

*28910—A. 
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Sir VINCENT L. RAVEN. 





Trafic Auditor showing his transactions during the 
month. From these accounts the earnings, which re- 
present the debits in the station books, are compiled. 

All receipts from stations are remitted daily to the 
Chief Cashier in Sydney. This officer is under the con- 
trol of the Chief Accountant, and is responsible for the 
banking of the cash daily. A reconciliation is made 
each month by the Chief Accountant between the actual 
receipts and the monthly balance statement of earnings 
as submitted by the Traffic Auditor. 

All accounts are kept on the double-entry system: 
and the books kept by the Chief Accountant comprise 
the usual books of accounts—expenditure cash book. 
receipt cash book, journal, capital ledger, principal 
ledger, together with other subsidiary books necessary 
to properly carry on the business. 

Q. Is the capital actual or estimated? 

A. The capital represents the actual cost expended on 
the construction and equipment of the existing lines of 
railway. 

Q. Does the interest on capital represent the actual 
rate at which moneys for railway purposes was raised? 

A. No. The interest is calculated on the capital in- 
vested at the average rate of interest paid on the whole 
of the State department. The Railway Commissioners 
are advised of this rate by the Treasury, but have no 
means of checking the correctness thereof. Attached 
will be found two statements marked “A” and “B” re- 
spectively, showing :— 


(a) “The approximate interest charges that would 
have been debited to the Railway and Tramway Ser- 
vices in the year ended 30th June, 1923: by taking the 
average rate of interest payable at the 30th June, 
1918, on the capital expended at that date, after 
allowing for that portion of the capital that was re- 
newed subsequent to that year and prior to the 30th 
June, 1923, each subsequent years’ interest being 
charged on the railway and tramway capital expended 
at the average rate paid on the net amount of loans 
raised by the Government for the requirements of the 
whole of the State, and adding interest charges on the 
difference in the average rate of renewals of loans 
raised in 1914 and 1915.” 


(b) “The approximate interest charges that would 
have been debited to the Railway and Tramway Ser- 
vices in the year ended 30th June, 1923: by taking 
the average rate of interest payable at the 30th June, 
1913, on the capital expended at that date, each 
subsequent year’s interest being charged on the Rail- 
way and Tramway capital expended at the average 
rate paid on the net amount of loans raised by the 
Government for the requirements of the whole State.” 
Q. Who prepares the yearly estimates for submission 
to the Treasury, and if the Chief Accountant, what is 
the procedure? 

A. The annual estimates are prepared by the Chief 
Accountant from information furnished by each branch 
of the service. They are then submitted to the Chief 
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3 
Witness—T. J, Hartigan, 2 June, 1924, 
Comuuissioner, who, after detailed examination of the 
figures, reduces the estimate to the minimum require- 
ments of the service. 

Q. If there is any yearly record of “wasting” assets, 

the particulars would be appreciated? 

A. No record is kept of “wasting” assets. All re- 

newals are met out of the current year’s revenue. 


) 


Q. Is there any subdivision in the accounts between 
maintenance and renewal? If so, give particulars? 

A. The classification of working expenses accounts— 
copies of which have already been forwarded—only pro- 
vide for renewal of the track being kept separately, but 
renewals of rolling-stock are also separated in the ac- 
counts. All other renewals are included with mainten- 
ance. 

Q. Information is desired as to the appropriations 
from revenue for capital purposes during the last ten 
years? 

A. The only appropriation by Parliament from 
revenue for capital purposes during the last ten years 
was £7,991. 

It is, however, pointed out that no portion of the re- 
railing, re-sleepering, or re-ballasting work is debited 
to capital account, the whole cost being borne from 
revenue. Other works costing £100 or under which 
might properly be debited to capital account are charged 
to the working expenses of the year in which the cost 
is incurred. 


The total annual cost of these works which are de- 
frayed from working expenses, but which could be cor- 
rectly charged to capital, is between £70,000 and 
£80,000 per annum. 


A.—Interest Payable on Capital Invested in Railways and 
Tramways. 


SrATEMENT showing approximate interest that would 
have been paid on Capital Invested in Railways and 
Tramways for the year ended 30th June, 1923, if 
interest had been calculated on the average rate of 
loans raised year by year since 30th June, 1913, allow- 
ing for interest on capital invested at 30th June, 1913, 
being at the average rate paid by the State less loans 
renewed within the period, interest on which is calcu- 
lated at the average rate of loans raised for such 























renewals. : 
Railways. Tramways. 
‘ Capital | Interest. Capita! 
Year. Expended. a Expended| Inter- 
Amount. | Rate. | Amount. Amount. | est. 
f | £ __| per cent. £ “a £ 
TNC Ras ee SA hoe ny ON Ae Aree, 6,699,305 
Less amount renew-| 

Clliscaesutss succeemeens: 19,471,616 4,936,436 
38,182,162 | 3-489 1,332,176 |1.762.869 | 61,506 
19.471,616 | 5:41988 |1,055,328 |4,936,436 | 267 546 
LODE in vcucacctecpeancteee 3,611,091 4:03602 | 145,744 | 929,348 37,509 
LOL Dcecvcsasteaceawnness 4,318,405 4°74056 | 204,717 341,640 16,196 
LOG cadescuceusuawenses 3,242,318 | 4:56561 148,032 | 196,130 8,955 
LOL 7 eectavasceeessattiepes 3,181,029 | 5:55331 176,652 | 143,206 7,953 
LOLS TL evcrenines es recess 3,043,829 5°67590 172,765 160,462 9,108 
LODO eesepeesesmsices sale 1,551,142! 5:43697 84,335 98,047 5,331 
GLO weevenccenusannivsnas 2,717,325 | 5-63775 | 153,196 | 200,410 11,299 
LO Dhesrocsenesssedear nes 2,985,278 | 6:16052 | 183,909 | 292,209 | 18,002 
1922-4. reewen scteseteest 2.248.676 | 571516 | 185,667 | 444,975 | 25,431 
LQ ZS cerarqes a enjenie erie *3,724,000 | 5:21235 | *107,261 | *469,299 *12,292 
89,276,871 3,949,782 19,975,031 | 481,128 





Acts No. 5 and 81 of| 


1914 renewed ...! 6,682,000 | t1-38381 92,466 |1,234,000 | 17,076 
Act 14 of 1915 re- | | 
NE WE Secee okies cle 3,000,000 | T 67927 ZOsSTS Al Maeve | 
4,062,626 | 498,204 


[iterest charged at | 


average rate, viz.,| | 








£5 33. 3d. per cent.| see e 14,4875808 | 500,274 
| eee eS 











Excess Interest | ae aor £424,677 £2,070 

SM ed PSE a Ah oh 

*Interest calculated on Railways, £2,057,833, and Tramways 
£235,820. (Capital invested only.) , 

+ Acts Nos. 5 and 31 of 1914 and No. 14 of 1915 were included &s 
raised in 1914 and 1915 respectively. and were renewed during the 
period, the rates charged, viz., 138381 and -67927 represent the 
difference between the respective average rates. Other loans were 
aiso renewed, but the difference in rate and amount raised for Railway 
or Tramway purposes would not raake any appreciable difference. ; 





B.—New South Wales Government Railways and Tramways. 


STATEMENT showing the approximate interest charges 
that would have been debitable to the Railway and Tramway 
Services on the basis of the capital expended at the 30th 
June, 1913, calculated at the average rate of interest payable 
at that date, and on the capital expended: each year from 
1914 to 1923 at the average rate of interest paid on the net 
amount of the Loans raised by the State each year covering 
that period. 
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| 
Capital Expended Interest Charges. | {nterest ¢ 
~ ee aes | rate on 
Year ended. | basis 
Railways, | Tram- | Rail- Tyam- | shown 
ways. ways. ways. | above. 
| 
From inception of per 
Railways to 30th £ £ £ £ cen”. 
June, 1915 57.653,778 16,699,305 {2,011 540 233,736 | 3409 
30 June, 1914 3,511,091 929,348 145,744 37,909 | 4:0367 
30° S55 1915 4,318,405 341,640 | 204,717 16,196 | 4-7406 
a0 Ss 1916 3,242,318 196,130 148,032 8,955 | 41-5656 
30. 55 1917 3,181,029 143,206 176,652 7,953 55533 
30 ,,; 1915 2,043,829 160,462 172,765 9,108 | 5:6759 
30 ,, 1919 1,551,142 98,047 $4,335 5,331 5:-4370 
SANE ong 1920 2,717,325 | 200,410 153,196 11,299 | 5:-6378 
BO ees 1921 2,985,278 292,209 183,909 18,002 61605 
30m; 1922 3,248,676 | 444,975 185,667 25,431 5°7152 
20 55 1923 3,724,000 469,299 | *107,261 *12,2592 5°2123 
39,276,871 19,975,031 |3,573,818 | 385,812 
* Interest charzes actually debited the Railway and 
Tramway services in the year, 1925 =a ...14,487,308 | 500,274 
Increase ... owe ate F 918,185 |114, 462 
© ee eee pdad oS BB: £32 J 58 ON =e i 
Nove.—The interest charges in 1923 have been calculated on the | 
capital invested cnly in that year, viz., railways £2,057,833, trame : 
Ways £235,820. q 
2, Your office is in the city ?—Yes, in Pitt-street. . 
3. Have you any offices outside that?—Yes, one at the ‘ 
Central Railway ‘Station. The chief cashier is located : 
there. He receives all the money despatched from the : 
stations. 
5 


4. But the whole of your accounting work is done in the 
office in the city ?’—Yes, it is finalised there. 

5. Has that had any influence on the organisation of 
your department—having the office away from the Central 
Station 2—It is certainly by no means convenient; it would 
be far better to have the accounts centralised in the one 
building. 

6. Closer contact would simplify the accounting #—Yes, 
in the sense that in the preparation of figures it is now 
necessary to be continually telephoning for detailed in- 
formation. If there was centralisation somewhat similar 
to that existing in Victoria it would do away with all 





that. : 
7. You say that the balance is prepared monthly ¢—Yes. . 
8 What date in the following*month do you make the : 
balance?—About the 16th. f 
9. About the middle of the following month?—Yes. q 

, 


10. In your first answer here you say that you decide 
how expenditure is to be debited Yes. 5| 

11. Is that in a general instruction, or detailed ¢—After 
works are submitted by the engineers to the Commis- 
sioners, and approved, I am the first officer to whom papers q 
are sent. On those papers I direct how the charge is to oe 1 
made. They are then sent to the branch concerned. De- 
tails are kept in my office of the particular works. As I 
receive from each branch a detailed expenditure on its 
accounts each month, there is no possibility of any account 
being debited without authority. 

12. And the branch accountants carry out your instruc- 
tions ?—Quite so. 

13. I see you have a traffic accountant. What is there in 
the traffic department, apart from wages, necessitating an 
accountant?—He is called an accountant, but his work in 
this respect simply consists in making a balance-sheet 


for the traffic accounts, including miscellaneous services 
and the issue of materials to the branch, such as uniforms, 
and so on. 
14. As a matter of fact, there is very little apart from 
wages and salaries’—Very little; he really only makes up 


these accounts, but has other work in addition. 











15. Are the departmental accountants under your juris- 
diction ?—They are, in a sense; in relation to any matters 
of account they always take my advising, but, properly 
speaking, they are under the control of the head of the 
branch, and responsible to him and not to me. 

16. Do you check it at all?—Yes, a check is occasionally 
made from my office, but as a general rule we accept the 
appropriations as shown on their balance-sheet and the 
details accompany them as rendered to me each month. 


17. You have nothing to do with the way in which they 
deal with the department in the shape of statistics ?—No. 


18. That is entirely a matter in the hands of the heads 
of the departments ?—That is so. 





19. You say, in the second paragraph of your answer, 
that all expenditure passes through your books. Am I 
right in assuming that that is in gross?’—Yes, in gross. 

20. You do not repeat the figures of the branch ac- 
countants?—No, only in so far as relates to any miscel- 
Janeous vouchers for services which may have been ren- 
dered by outside parties. These are made up by the 
branches, and are passed through my books, but the wages, 
salaries, and materials are only given in gross totals. 

21. You say any outstanding accounts there are at the 
end of the month are transferred to your books?—That is 
so. If a branch carries out a work in the workshops or 
elsewhere for an outside party, whatever charges are in- 
curred during the month the branch will credit its working 
expenses and debit the amount to the parties concerned. 
This debit is then transferred to my books at the end of 
the month, and I then arrange for its collection. By this 
method the branch has no further bother with it, and it 
centralises the outstandings in the books of my office. 


22. He furnishes the account to you, and that is an end 
of it?—Yes, that is so. The outstanding balances are col- 
lected by me. 


23. Then, with regard to earnings, you have got a Traffic 
Auditor who is responsible for that particular part of the 
work ?—Yes. 

24. Is he responsible to you in any way ?—No, he is not 
under my control at all; he is an independent head of a 
branch directly responsible to the Commissioners. 

25. How do you effect payments—by cheques ’—Yes, ex- 
cepting wages and salaries. We pay the great bulk of our 
wages in cash, by means of pay clerks who travel all over 
the lines. ‘They take the cash with them from Sydney or 
cash cheques at various centres in the country, as may ba 
found more convenient. 


26. You draw a cheque on the wages in bulk?—Seyveral 
cheques are drawn. 

27. Who signs the cheque?—The Chief Paymaster. All 
cheques, except those drawn on certain advance accounts, 
are issued from my office and counter-signed by my 
assistant, or, in his absence, the Head Book-keeper. 

28. For stores, too’—Yes, just the same. 

29. Do you sign them personally ?—No. 

30. They are signed ‘by your paymaster under you?— 
Yes. 

31. One signature only?—No, all cheques are counter- 
signed by the Assistant Chief Accountant, or, in his 
absence, by the Head Book-keeper. 

32. Your assistant being responsible for the amount ?— 
Quite so. Before an account is paid I authorise its pay- 
ment; without my authorising signature on it no cheque 
would be drawn. It is not authorised until checked by 
the Examiner. 


33. All accounts are kept on the double-entry system ?— 
Yes. 

34. You do not repeat the branch details %—_No, except 
as regards the schedules of working expenses account, 
from which the annual report figures are compiled. 

35. As to the question of capital, you say that capital 
represents the actual cost expended on construction and 
equipment. ‘Was that so from the inception of the New 
South Wales Railways?—Yes, as far as I am aware. 
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36. It is absolutely accurate from the start ’—Yes, as far 
as my service in the department enables me to say. 

37. Then we come to the question of interest on capital. 
You say the interest is calculated on the capital invested 
on the average rate of interest paid on the whole of the 
State debt, and that the Commissioners are advised by the 
Treasurer what it is, but you have no means of checking 
the amount. You know what loans they raise (—Yes, but 
the trouble is we do not know how the actual interest 
paid is distrikuted. There is not only interest on the‘loans 
raised, but also the interest on the over-drafts at the Bank, 
and I have never been able to ascertain how the average 
rate is computed. The Treasury advises us of the average 
rate, but I personally doubt whether that rate is correct. 
It is questionable whether we are not being over-charged 
by too high a rate. 


38. The Railway Department is responsible for 50 per 
cent. of the total State debt ?—That is so. 

39. I do not know whether I ought to ask you this ques- 
tion, but do not answer it if you think you should not. 
Can you reconcile the figures given in your published ac- 
count with the public debt as shown in the statistics issued 
by the Government Statistician?—I have never tried to 
do it with that figure, but a reconciliation is annually 
made between the capital account as shown in the public 
accounts made up by the Treasury and those published in 
the Commissioners’ annual report. 


40. The difference amounts to many millions (—Yes, it 
does. 


41. I am talking of the total debt of the State2—Yes. 


42. ‘In the public figures it gives Railways and Tram- 
ways £106,000,000, while in your report you give as money 
spent £99,000,000. There is a difference of £7,000 ,000— 
that is a lot of money?—Yes. I do not know where they 
get that figure from. 


43. Perhaps I ought to put this to the Treasury ?—I 
could possibly find it out for you. It is only a question 
of ascertaining where the figures were obtained. 

44. Here is your publication actually with an expendi- 
ture of £99,000,000’—Yes, and while we do not publish a 
reconciliation of the capital with the ‘Treasury accounts, we 
do so with the working expenses and revenue: this state- 
ment shows the reconciliation of the published accounts 
of the Treasury compared with our figures. This is re- 
quired owing to the Treasury accounts being on a cash 
basis. 

45. That does not affect the capital?—No. At the same 
time subsequent to the publication of the Commissioners’ 
report we make a reconciliation to a penny of the capital 
between our figures and the Treasury figures. 

46. If you will be kind enough to send that also I would 
be glad¢—I shall be only too pleased. 

47. It would save us bothering our heads about figures 
which may be perfectly ecorrect?—You may take it that 
our figures are unassailable. 


(The Chief Accountant subsequently furnished a 
Statement explaining the difference in the capital ac- 
count of the Railways and Tramways as published in the 
Commissioners’ annual report for the year ended 30th 
June, 1923, and that shown in the “Statesmen’s Year 
Book, 1923, p. 72.” : 

The difference is accounted for by the figures in the 
‘Statesmen’s Year Book,” including capital expended on 
lines under construction which is not debited to Rail- 
way and Tramway capital account until such time as the 
lines are opened up to public traffic. 

Reference to the Auditor-General’s report, with the 
published accounts for 1922-23, p. 68, will show a 
balanced reconciliation with the figures published in the 
Commissioners’ annual report for that year. The 
figures, it might be pointed out, exclude capital providea 
from consolidated revenue.) 


48. I will not ask you questions about the two state- 
ments we have put in now, because I would like to get 
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those figures absolutely settled first—the difference be- 
tween your figures and the figures published by the State, 
showing the public debt ?—I will get those. 

49. Estimates which are sent forward to the Treasury 
are prepared by you in the first instance ?—Yes. 

50. From information sent direct to you by the heads 
of the departments?—Yes. Each head sends a statement 
of his detailed expenditure. 

51. Expenditure on capital and revenue ?—Yes, both 
accounts. I then analyse the figures before submitting 
them to the Chief Commissioner, who deals with them per- 
sonally. He gives them a thorough overhaul. J have 
known him to cut them down by a million. 

52. On capital aecount?’~No, on revenue account, but 
the capital account is also severely dealt with as well. 

53. The heads of departments send to you in the first 
instance their proposals with regard to capital expenditure ¢ 
—Yes, in detail, except the Way and Works Branch. 
This branch does not give details, but simply outlines 
its requirements under such headings as “duplieca- 
tions,” “additions,” &e. The loan requirements are then 
summarised and taken to the Chief Commissioner, who 
goes through them, and, guided by the necessities of the 
department and the labour available, generally euts down 
the figures considerably. The amended figures are then 
forwarded to the Treasury. 

54. I suppose it is simply a matter of convenience sending 
it to you in the first instance?—Hardly so, as it is neces- 
sary to have the whole of the proposals summarised. 

55. With regard to capital, do they give you details 2A} 
except the Way and Works Branch. This branch simply 
states its proposed expenditure under various heads. There 
are, however, large numbers of works in progress, of which 
IT have a record, and the expenditure on these and on 
proposed new works is provided for. 

56. Sir VINCENT RAVEN: The locomotive depart- 
ment is the biggest spending department in the railway ?-- 
Yes. 

57. Do I understand that the estimate of what they 
require to spend, both capital and revevue, during the 
ensuing year, is sent direct to you 4—Yes. 

58. Without any consultation with the Chief Commis- 
sioner /—Yes. 

59. The Chief Mechanical Engineer does not first talk 
the matter over with the Chief Commissioner and then 
send to you?—No. 

60. It goes to the Chief Commissioner afterwards, and 
he pulls it to pieces and it is altered?—Yes. 

61. That, I presume, is in consultation and agreement 
with the head of the department?—No, the head of the 
branch is not consulted. The head of a branch very often 
has visions of spending a great deal more money than the 
Chief Commissioner thinks is desirable or necessary. He 
probably considers he is going to run a great many mor? 
engine miles than the Chief Commissioner considers war- 
ranted by existing conditions. On the Chief Commis- 
sioner’s knowledge of the railway requirements and the 
anticipations of the forthcoming season, he bases the ex- 
penditure. He has his previous experience as a guide, 
and is seldom far out when the final results are realised. 

62. Would he not have a good idea of the work he is 
supposed to do in the ensuing year?—Yes, he should 
have, but, as previously pointed out, the head of a branch 
often takes a rather ambitious view in respect to his anti- 
cipated spending. 

63. Would he not consult the Chief Commissioner 1—-He 
could not do so. 

64. Would that not be the proper course to pursue if he 
had any doubt?—Not necessarily, because his view and 
the Chief Commissioner’s view might be very different, 
and his suggested requirements come under close review 
subsequently. 

65. The Chief Commissioner’s decision is final?—Yes, 
and the Chief Commissioner has to keep within his esti- 
mates. It is a very difficult thing getting money from the 


Treasurer in excess of the estimate at the end of the 
financial year. For the last three or four years we have 
had no occasion to make such a request to the Treasurer. 

66. Any further questions on that would be better put to 
the Chief Mechanical Engiieer himself?—That would be 
for you to say. 

67. 1 understand you to say that you have the deciding 
as to whether the money should be appropriated to eapital 
or revenue?—Yes, that is the charge—not the money itself, 
I say how the debit for the work should be allocated. 

68. Whether it is a capital account authorised by the 
Commissioners or whether it is not a capital account !— 
That is so. 

69. But you do not decide what should be put to capital 
and what to revenue?—I do, in this way: if a work is 
authorised by the Commissioners to enlarge a_ station 
building, which may displace £500 or £1,000 portion of the 
existing building, I say how much of that new work is to 
be debited to capital and how much to revenue. 

70. But no expenditure is to be charged to capital ac- 
count unless it is in connection with the work authorised 
by the Commissioners ?—That is so. 

71. And you have no power to go beyond that, except to 
decide what shall be charged under that ruling Phat i 
so. It boils down to this fact, that the allocation of the 
debit for any particular work is in my hands. 

72. I suppose if the Commissioner did not agree with 
that he could raise the point?—He could, but he does not 
generally do so. The Commissioner might think as a 
matter of policy certain work should be charged to work- 
ing expenses, and if so he would mark that on the papers. 

73. He might raise it?~Yes, he would do that at the 
initial stage. 

74. And if you wanted to alter the methods of keeping 
accounts in any other department or revise the methods 
in any way you would send instructions through the head 
of the department and not directly to the accountant at- 
tached to that branch?—No, I always communicate with 
the head of the branch unless it is perhaps a matter of 
some minor kind. 

75. Sir SAM FAY: All renewals you say are made out 
of current revenue?—Y es. 

46. There is no cash reserve to meet renewals ?—That is 





so. 
77, Coming to wasting assets: I suppose you have no 
record of any sort as to what the waste assets may amount 
to ?—Not the slightest. 

78. Who keeps the record of the age of the engines, for 
instance, and the permanent way ?—They are kept by the 
respective branches—the permanent way and the Chief 
Mechanical Engineer. 

“9 You have no knowledge of that?—No, I have a 
stock-book in which is recorded the stock of locomotives 
and rolling stock generally, which enables me to keep track 
of the capital stock and also follow any condemnations 
which may be made. 

80. You say that renewals of rolling stock and of the 
tracks are kept separate in accordance with the classifica- 
tion expenses, works, account ?—Yes. 

81. Can you show me where you have it in any public 
statement?—It is not shown there. We publish the cost 
of relaying separately, but we keep in our own books the 
cost of repairs as distinct from renewals. About three 
years ago we used to publish the costs separately, but 
since then it has been discontinued in accordance with 
the revised classification of working expenses account. 

82. Is it published by the Statistician in any way ?—No, 
he would not have the information. 

83. But you do separate them in your books ?—Yes. 

84. You were asked as to the appropriation from revenue 
for capital purposes during the last ten years, and T see 
you say only £7,000?—That is all; that was a direct 
appropriation by Parliament in connection principally 
with some-small work at Port Kembla and resumption of 
land at Swan Park. 
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85. Was that taken from surplus revenue ?—Yes. 

86. You have a small works account ?—Yes, up to £100, 

87. Are those sanctioned by the Commissioner before 
they are commenced ?—Yes. 

88. The departmental officers get permission to spend up 
to £100 on a particular work before they do it?—Yes. A 
work under £10 can be carried out without sanction. 

89. It amounts to about £1,500 a week?—Yes. The 
great bulk of that would be works approved by the Com- 
missioners before they were actually commenced. 

90. But you decide how it should be dealt with—or does 
it automatically go’—It goes through my office just the 
same. 

91. You keep track of that small expenditure as well ?/— 
Yes, but the branches keep the details. 


92. Sir VINCENT RAVEN: On page 15 of this report a 
figure is shown of the amount expended on construction 
and equipment, which is rather different from the figure 
shown on page 25 showing the authorised capital provided 
for railways. It rather looks as if you spent rather more 
than you ought to have. The figure in the one ease is 
£89,276,000, and in the other case £89,488,000?—-In the 
one case the amount is capital that the Government pro- 
vided us with on the Loan Act, and we did not spend it all. 
The actual capital spent was the smaller sum. 


93. I suppose the balance is carried on to the next year? 
—It used to be, but conditions have changed in the past 
three or four years. At one time we could carry the credit 
balance forward to the next year, but now the balances 
are closed automatically on the 30th June and cannot 
be used until permission is obtained from the Treasurer 
to expend further sums. 


94. If you have more money than you ean really spend; 
it does not look as if you had any difficulty in getting 
enough money’?—As a matter of fact, it depends very 
largely upon the Government. ‘The estimates are not 


passed as a rule until somewhere about half-way through’ 


the financial year. We are in a state of doubt during thé 
early months as to what money is likely to be provided: 
Even when the estimates are passed there is no guarantee 
that the money provided for in the Loan Act will bé 
available. It all depends upon the Government’s ability 
to raise money to the extent authorised by the Loan Act. 
Tf it cannot be provided, naturally the Commissioners have 
to curtail their loan programme. We are entirely in the 
hands of the Government. 


95. But my point was that in the report you show you 
have not spent all the money authorised. If that is so, it 
is hardly consistent to assume that you find it difficult to 
get enough money to spend?—The reason why it looks in- 
consistent is because of what I have stated. You would 
not see the apparent inconsistency if the Railway Commis- 
sioners knew definitely that they would get the whole of 
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the money asked for. The Loan Act authorises the Gov- 


> . . : 
ernment to raise certain money. It does not provide the 


money, and if it is not available, naturally it is quite im- 
possible for the Commissioners to spend it. 

96. It is only a fictitious statement, and means nothing ? 
—That is so, excepting that we have to assume it will be 
available until advised to the contrary. 

97, It might easily be a million?—Quite easily. The 
reason the figure is shown is because of the adoption of a 
uniform form of balance-sheet by the various States. The 
figures shown by the other States may be actual cash 
provided by the Government. Ours would be a supposi- 
titious sum, It is a figure and a figure only. 

98. The Chief Mechanical Enginer may find it very 
difficult to keep his rolling stock up as it should be if he 
cannot get the money to do it?—Yes. 

99. And it is quite possible from what you say that he 
may be refused the money that he considers necessary /— 
Quite possible, and it has been so. The Commissioners 
are absolutely in the hands of the Government as to what 
money they ean get. They can ask, but what they ask 
for and what they get are often two different things. It 
depends, no doubt, on the Government’s ability to provide 
funds for the whole of the State’s loan requirements. 

100. And that applies to the permanent way department 
as well?—To everyone. 


101. Of course, it is more important to the people who 
have to keep up the rolling stock and the railway as it 
should be kept?—Undoubtedly. That is one of the 
troubles our railway administration is faced with. I do 
not suppose we are any exception to any other State, but 
the position is as stated with the Government controlling 
the money. We have no control over our funds. Every 
penny we collect is paid into the Treasury each day. We 
can only get money from the Treasury, and if the Treasury 
is pressed, our position is likewise. 

102. Sir SAM FAY: Is the position that all the moneys 
you take you pay over every day to the Treasury and you 
eannot get it out again unless it coincides with your 
estimates ?—Yes. 

103. And even then it may be refused on revenue ac- 
count ?—Quite so. It has happened in the past. 

104. So that any expenditure that any head of a branch 
may have got authority from the Chief Commissioner to 
expend during the year for necessary upkeep of his depart- 
ment may be some time or other refused?—It is quite 
possible. 

105. Solely because the money which you receive from 
the public for conveyance has been paid to the Treasury, 
and you have no means of getting it out again, although 
you might be making a profit of 5 per cent. on the rail- 
ways ?—That is the position. 


(Sitting concluded.) 
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THURSDAY, 26 JUNE, 1924. 


(Held at Chief Secretary’s Building, Macquarie-strect, Sydney.) 


COMMISSIONERS : 


Sir SAM FAY, 


FREDERICK ALBERT COGHLAN, Auditor-General, 
sworn, and examined, as under :— 

106. Sir SAM FAY: We should like to ask you for a 
little information as to how far you go in your audit of 
the railway accounts? I take it that you audit the 
accounts more particularly to see that the votes upon it 
are carried in accordance with the vote itself? Do you go 
beyond that to any great extent?—That is so. That is 
what we call an appropriation audit. In anticipation of 
your asking that question I have prepared a statement of 
the appropriation audit and the inspection and expen- 
diture audit. As to the appropriation audit, the vouchers 
are of two classes—(1) payments passed through the Trea- 
sury, and (2) adjustments of advances direct from Rail- 
way Department. These classes are again divided under 
the following accounts:—Consolidated revenue, general 
loan, special deposits, and public works. The examina- 
tion of the above-mentioned vouchers is conducted in 
accordance with section 45 of the Audit Act, 1902. (a) 
Compare the entries in the Treasury cash sheet with the 
supporting vouchers and documents sent therewith, also 


with the bank sheet; verify all vouchers into the Treasury ° 


appropriation ledgers. Section 45 of the Audit Act pro- 
vides for a departmental audit, putting the Railway Com- 
missioners on the same footing as the departments. 

107. Do you go beyond the chief accountant’s depart- 
ment? Do you go into the departmental accounts ~—Yes, 
I only paused to indicate the nature of section 45, and I 
am coming to that other matter. This is still the appro- 
priation audit. (b) Ascertain whether such youchers and 
documents bear upon the face of them a correct descrip- 
tion of the proper: heads of receipt or expenditure to 
which moneys mentioned therein have been credited or 
debited. (c) Ascertain whether the moneys mentioned in 
the vouchers have been credited or debited to the proper 
heads of receipt or expenditure. (d) Ascertain whether 
such moneys were legally available for and applicable to 
the services or purposes to which the same have been 
applied or charged. (c) Ascertain whether the provisions 
of the Constitution Act, this Act (the Audit Act), or any 
other Act, and the regulations have been in all respects 
complied with. 

1074. 'Then there is the expenditure audit. Salaries, 
wages, and pensions. Examination—test one month in 
three as to certificate, authority, acquittances, and repay- 
ments. Registration—salaries, test 600 salaries yearly. 
(Double and over payments.) Pensions, refunds, &c., test 
one month in twelve and all broken periods. Contin- 
gencies. Examination—continuous check as to authority, 
acquittance, castings, extensions, &c., including payments 
made abroad; also examination of minute papers. Re- 
ceipts returned (rebates, &c.)—detailed examination from 
minute papers, &¢., of rebates on carriage of store and 
starving stock, wheat, flour, &., as per railway by-laws. 
Contracts—same as general contingencies as to examina- 
tion, &c., with addition of special attention as to rates and 
authority as under—annual contracts. Checking the rates 
of all purchases made under the annual contracts arranged 
by the Comptroller of Stores as per annual schedules. 
Railway construction Checking the rates charged for all 
purchases and charges in connection with railway con: 
struction work. The Commissioners’ approval in each case 
:s geen and noted in a book kept in this office. Railway 
refreshment rooms.—Inspecting contracts arranged by the 
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general manager and checking all payments made there 
under. Special coniracts—A large number of contracts 
are arranged fox the purchase of rolling-stock, locomotives, 
machinery, sleepers, &c., details of which are kept in a 
special book at the railway accounts branch; the entries 
made therein are checked with the papers. Afterwards, 
every payment made is registered whether in London or 
Sydney. A large number of “not in contract” purchases 
are made, such as for steel rails, iron, &c., which entail 
numerous payments before completion. These are also 
entered in the contract book for convenience, and each 
payment is registered. Generally, the Commissioners’ 
approval is seen for all “not in contract” purchases of 
£100 and over, compensation for goods lost, damaged, or 
destroyed, £25 and over and over, bonuses to employees, 
£20 and over. Registration (double payments and over- 
payments and verification of posting). Test, three months 
in each year; inspect minute papers in special cases, such 
as compensation for resumption claims. The vouchers are 
filed in this department and held for three years, and 
then forwarded to the Treasury for storage for four years, 
when they are destroyed, with the exception of salary or 
wages sheets, &c., which are returned to the Railway De- 
partment quarterly on completion of examination. 


107s. Then there are railway stations and tramway 
depots. The accounts of the railway stations in the metro- 
politan district are inspected from time to time by in- 
spectors of this department, which practically divides the 
year with the railway staff inspections, and gives a half- 
‘yearly examination which is very essential in railway 
accounts. The accounts of the most important stations 
in the country districts, embracing all the towns where 
other Government accounts are conducted, are inspected 
annually, except at such stations which have been in- 
spected by railway staff immediately prior to inspections 
of this department in same towns. The inspection in- 
cludes the balancing of cash and accounts at the moment 
of inspection, the examination of all the account books, 
and subsidiary books of debit, the checking closely of 
ledger accounts for freight on credit, the sighting of goods 
on hand for which freight is unpaid, the examination and 
testing of stocks of tickets, checking rates for passengers 
and freight, and closely examining into the methods of 
debiting miscellaneous revenue such as storage, demur- 
rage, &e. Railway '‘A'ccounts—Head Office—An annual in- 
spection is made at the Chief Accountant’s office of both 
the receipts and expenditure for railways and tramways. 
A considerable amount of cash is received by the Chief 
Accountant, apart from the bulk of revenue collected by 
the stations. The receipt butts are checked into the cash 
book, and thence to revenue as at other departments. The 
outstanding accounts are specially examined. Fixed de- 
posit receipts or other securities are sighted and checked 
with records. The Chief Accountant, at the last inspec- 
tion of his accounts, held unadjusted advances amounting 
to £2,380,436. The first object of inspection is to balance 
the account and to reconcile it with the bank account. 
The lines followed are generally on the lines adopted in 
other departments, by the production of cash and youchers 
unrecouped, and the bank pass-book. The methods of 
accounting are closely inquired into, and the accounts ars 
subjected to a close scrutiny. (General Balance State- 
ments—Balance statements for both railways and tram- 
ways revenue are attached. These are audited by officers 
















































































of the Inspection Branch. The gross revenue for the yea? 
1922-23 is shown as railways £15,328,344, and tramways 
£3,529,000. Other Railway Accounts.—These include such 
as the Railway and Tramway Institute and its country 
branches, Railway Superannuation Fund, the Superinten- 
dent of Tramways, and other branches of this large de- 
partment. They are subjected to an annual audit. 


108. Sir SAM FAY: Then you do not go below the 
Chief Accountant really, except so far as the station re- 
ceipts are concerned ?—That is so. 

109. The stores department, for instance?—No. I get 
a statement of the stores which are published in their re- 
port, but I make the department responsible for that state- 
ment. 

110. The Commissioners audit their own departmental 
accounts themselves /—Yes. 

111. You do not go into the manufacturing side at all, 
I suppose, in the locomotive department, in the shops 
where they manufacture ?—No, 

112. Do you audit the accounts in connection with the 
new line construction ?—Only as regards the expenditure 
—not in any detail. When I say that, I am speaking, of 
course, on the supposition that you will allow me to put 
in the expenditure statement. That will show that par- 
ticular examination. 

113. There are no reserves shown in the accounts for 
any wasting assets on the railways?—No. The railway 
accounts here are not conducted on that plan. Under the 
Railway Act all receipts have to be paid into the con- 
solidated revenue. 

114. Paid in daily ?—Yes. 

115. I think you are acquainted with the railway ac- 
counts of the Union of South Africa, are you not?—l 
know something. I have not been to South Africa, but I 
have read with interest the Auditor-General’s reports. 
They are very full indeed, and the system there is probably 
known to you. I only mentioned just now that all the 
Commissioners’ receipts were paid into the consolidated 
revenue. In South Africa they are paid into a harbours 
and railway fund. The Union Act provides that there 
shall be a Harbours and Railways Fund. I think there 
some steamships owned by the harbour authorities which 
are carried into that, but, roughly, the railway receipts 
would be about £20,000,000, and their expenditure slightly 
less. The rest of the expenditure is made up of the 
various utilities the board have, and their revenue runs 
into over £22,000,000. The law there provides that all 
moneys shall be paid into the Railways and Harbours 
Fund, and that all other revenues of the Crown shall be 
paid into the consolidated revenue fund. The only way 
in which that could be done here, of course, would be by 
an amendment of the Constitution Act, the Railway Act, 
the Audit Act, and so on, and it is really a matter of policy 
for the Treasurer and the Government. Of course, it 1s 
practicable if you get the legislation. It is practicable 
without having the harbour connection at all. You could 
have, say, a No. 1 consolidated revenue account and a 
No. 2 consolidated revenue account, which would be really 
a railway account. The expenditure side in South Africa 
is appropriated by Parliament practically on the lines of 
the appropriation here, except that they have a number of 
funds which the Railway Commissioners have not got 
here. For example, they have sleeper plantations in 
anticipation of their needs. They have various funds, a 
sick fund and a number of things that we have not got, 
but it all hinges on the fact that we have a consolidated 
revenue fund, and only a consolidated revenue fund. They 
have a consolidated revenue fund and a railways and 
harbours fund. 


116. Looking at it from an accountant’s point of view, 
or from an ordinary business point of view, you have got 
a big wasting asset in the railways. It is always going 
on. Directly a locomotive is put into service it begins 
to waste. The time comes when it must be renewed, and 
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here there is no reserve. In South Africa they have got 
it?—That is a special feature in ‘South Africa, For 
example, to the best of my recollection, in the last report 
I saw—lI think 1922-23—the renewals fund stood at about 
£4,000,000. 

116. It was prety high, yes. From your experience of 
the audit of the accounts generally, are you of opinion 
that it would be an advantage here?—I think decidedly 
that would be an advantage. 

1168. That is assuming that legislation is carried 
through ?—As I said before, the legislation is a matter of 
policy, but, looking at it from an ordinary business point 
of view, the Commissioners would be in a much better 
position in managing their asset, and the public would be 
in a better position by the creation of such a legislative 
arrangement. Of course, speaking of the railway and 
harbours fund of South Africa, we could achieve the same 
result by a separation of the two contributories to the con- 
solidated revenue fund. You know, of course, that when 
there is a surplus in railways it goes to the consolidate 
revenue and is absorbed. Of course, if the Railway Com- 
missioners want that money the appropriation must be 
approved by the Government and voted by Parliament. 

117. Do you look into the question of the non-paying 
lines at all?—Not specially. I drew attention to the fact 
that very considerable loss is occasioned by commencing 
lines under the Norton Griffiths contract, and then 
abandoning them. I pointed out the loss of interest on 
the arrangement that had been made, by the sudden cessa- 
tion of work on those lines. 

118. It was not that that I was thinking about so much 
as the loss on the lines after they were actually con- 
structed?—I think that really is hardly an ‘Auditor- 
General’s function. He has not got the expert informa- 
tion which the Commissioners have. Many factors might 
enter into a loss on a line which the Auditor-General here 
could not go into. He has not got the staff. In Japan 
the Auditor-General has expert engineers, doctors, archi- 
tects, and all sorts of people, but I do not believe in that 
system, because if you have an expert set aside for a de- 
partment like the Auditor-General, who has not got that 
necessary knowledge, that expert is likely to deteriorate. 
T would not advocate that plan here, but its absence pre- 
vents the Auditor-General commenting on things which 
the public might perhaps think he ought to comment on. 

119. You come in contact with the Chief Accountant’s 
Department pretty well every day, I suppose, or your 
people do ?—Frequently. 

120. Do you think it would be an advantage for the 
Chief Accountant to be responsible for all the accounts, 
departmental as well as the principal accounting office ?—- 
I think so. I think that you would have a better control, 
and it would be more satisfactory to the Commissioners 
and other people concerned if that were so. 


121. Sir VINCENT RAVEN: Would that mean a great 
inerease in staff?—I do not think so. 

122. It would mean an increase?—It would mean an 
increase, but just at the moment I would not like to ex- 
press an opinion on the organisation necessary. It would 
certainly mean some addition. 


123. In connection with separting the railway and har- 
bour account like it is done in South Africa, has not 
something of the same kind been’ done with the Water 
Board here?—I have seen it announced in the press, as the 
intention of the Government, but I have not any official 
knowledge of it, only press notices have appeared. 

124. It is not in existence?—The Metropolitan Water 
Supply and Sewerage Board is really on the same footing 
as the Railway Commissioners. There is a little difference 
in regard to interest on works on the construction which 
in the case of the railways are capitalised and the railways 
take over the work when it is finished. That did not 
apply to the Water Board. It is hardly necessary to go 
into that, I think. You asked me the intention in regard 
to ths Water Board. It was announced in the press that 
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Witnesses—F. A. Coghlan, 26 June, and J. W. Watts, 28 June, 1924. 


the Government intend to make a new Water Board and 
that the Water Board will be practically self-contained. 
If it has a surplus, that will be used by the Board. 

125. At any rate, they are considering that ?—Apparently 
so. When the Parliament meets on 1st July, of course 
the opening speech will show the measures that the Govy- 
ernment intend to submit. 


126. Sir SAM FAY: There are two or three other, not 
public works, but businesses ?—Business undertakings. 

126A. Are they dealt with in the same way as the rail- 
ways, or have they got their separate accounts ?—They 
are dealt with in the same way as the railways. The Har- 
bour Trust was for some years differently treated. They 
paid a fixed 4 per cent. as the rate of interest chargeable 
on their loans, and when the interest rate—what is called 
the average rate of interest—soared over the 4 per cent., 
the Government passed legislation altering that fixed 4 
per cent., but earlier than that the Harbour Trust were 
really paying more than the Government were paying on 
the loans they were raising or had raised. 





127. How about the brickworks; do they keep their ac- 
counts in the same way /—That is really a business under- 
taking, although it is called an industrial undertaking, 
because it is established under what is called the Special 
Deposit Industrial Undertakings Act. It is a skeleton 
Act, and there is an amendment Act which allows the pro- 
fits to be disposed of by the Minister, but these are self- 
contained industries. Some of them are small. ‘The 
brickworks are a big thing now, but at its initiation it was 
a very small matter. The brickworks get advances from 
the Government, and they are so run that they demand 
cash for orders and they deliver a very good product. 
Last year all the capital indebtedness had been repaid 
and a big profit in addition; the State has now really a 
unning concern, making bricks, which is free of all cost 
to the community. In the case of an industrial undér- 
taking there is a special deposit account opened for the 
industrial undertaking. In 1911 a number of industrial 
undertakings were established—the metal quarries, brick- 
works, and so on. They commenced to trade and all their 
cperations were carried on in the special deposit account. 


128. A separate account altogether?—Yes. It is a very 
large feature of the Treasurer’s accounts here, where all 
sorts of funds are kept in what is called the special de- 
posit account. The Government make an advance for.afi 
industrial undertaking. That is carried to the special 
deposit account. The industry commences to operate on 
that, and Parliament has nothing whatever to do with 
that industrial undertaking once it is established. It 
pavs a sinking fund of—I am not sure of the fraction, it 
is less than 1 per cent.—and the profits can be paid into 
consolidated revenue if the Minister elects so to do, or 
they can be used in the business. They are generally used 
in the business, and all the operations of that business, as 





long as it is successful, are simply under the review of the 
Minister. Parliament does not interfere at all. It does 
not appropriate any moneys other than what might come 
along in loan votes for that particular undertaking. That 
is all that Parliament has to do with that industrial under. 
taking. It does not, as in the case of the Railway Com- 
missioners, receive the revenues;.neither does it appro- 
priate the funds, which will be the expenditure. The 
whole industrial undertaking is conducted by the manager 
as manager and by the Minister concerned as director, 
that is, practically standing in the relation of the directer 
of a company. In examining the position of the indus- 
trial undertakings, you treat them on commercial lines, 
as far as Government usages allow. You charge them 
everything. If they occupy Government land, you charge 
them for it. If they occupy a Government building, they 
are charged rent, and so on, and in all respects, other than 
the payment of land and income tax and directors’ fees, 
they are practically the same as an ordinary business. The 
brickworks you refer to are an example of success. There 
are some others like the Monier pipes industry and the 
metal quarries. The Monier pipes industry is the exploita- 
tion of a series of patents, and the metal industry—what 
we call metal, it is basalt which is used for road construc- 
tion, it is in the native quarry, and it is Government land 
—you have got to sell it to make your profits. The 
material from which the bricks are made are on Govern- 
ment Jand. The brickworks are charged the cost of those 
lands. Of course, they have been depreciated by the 
quarries they have made. What they call the industrial 
undertakings and the business undertakings are really all 
businesses, but run under different statutes, and the indus- 
trial undertaking is a self-contained business which is 
subject really to the personal factor of the skill and ability 
of the manager. The Minister takes a hand, but really the 
manager is the man who makes it a success or otherwise. 
‘We have had some notable instances of that where a man- 
ager not having the necessary knowledge has done a lot 
of things which a man who had the necessary knowledge 
would not have done, and that industry went on the rocks, 


129. Sir VINCENT RAVEN: The Railway Commis- 
sioners own a coal mine, do they not?—Yes. 

130. Is that entirely for the use of the railway and under 
the Railway Commissioners ?—I would not be prepared to 
say that. I do not know the actual practice of the Com- 
missioners in regard to that. I do not think there is any 
restriction on the Commissioners if they wish to trade. 


131. Is the cost of that charged to the railway ?—-That 
would go into the railway account. 





132. They get the entire advantage of it, if there is an 
advantage in having it?—T understand so. I do not know 
of the conditions on which it is established. 


Witness retired. 
(The Commission then adjourned.) 





Turrp Day. 


SATURDAY, 28 JUNE, 1924. 
(Held at Chief Secretary’s Building, Macquarie-street, Sydney.) 


COMMISSIONERS : 


Sir SAM FAY. "i 


J, WEBSTER WATTS (Messrs. Smith and Johnson, 
Publie Accountants), sworn, and examined :— 

183. Sir SAM FAY: I understand that your firm, 

Frederick J. Smith & Johnson, public aecountants, made a 

report to the Commissioners on financial matters in 1921? 


—Yes. 


134. We should like to ask you one or two questions with 


| 


regard to certain aspects of those. accounts to which we I think it is-the only way, Of course, it 1s very necessary 


Sir VINCENT L. RAVEN. 


have given some attention, that is, the question of the 
absence of any reserve or renewal. We notice that at 
page 19 of your report you did to some extent deal with 
it, and apparently came to the conclusion that it would 
he a proper thing to have such a reserve, provided it was 
under the control of the Commissioners ?—That is so. 


135. Do you still think that that is the right thing?’— 








to equalise the charge for renewals, and it seems to me 
the only way to do it is to form a reserve fund. What | 
was, and am still, afraid of is that if there were stringent 
times the Government might use the fund so created. If 
it were definitely under the control of the Commissioners 
there would be no such possibility. 

136. 1 do not know if you are acquainted with the ae- 
counts of the Union of South Africa ?—No. 

137. There they have a fund/—Yes, I know that, and 
i think their reserve is £3,000,000 or more. 

138. They have had that method of account-keeping 
from the date of the union’—Yes. | 

159. Generally speaking, I believe the fund is used for 
extensions of railways, but the ‘State undertakes to find 
the money for renewals when it is required for that pur- 
pose /—That really is not a renewal reserve, but a reserve 
for extensions. In New South Wales, of course, they have 
a very small reserve fund; at least, it sometimes amounts 
to that. The existing practice is to estimate the charge 
for repairs and renewals for the coming year, and obtain 
sanction for spending the amount estimated. The expen- 
diture as incurred is then charged to working expenses, 
but should the work not progress as rapidly as antici- 
pated, provision is made in a suspense account for the 
whole or part of the unexpended balance of the estimate. 
This in itself comprises a reserve on a small scale. 

140. That is a reserve that: does not provide for the 
wasting asset’—No, it equalises the charge possibly be- 
tween two years. That is the only effect it has, so that 
really it is nothing. 

141. Looking at it from the strict accounting point of 
view, of course, the accounts do not quite disclose the 
position ’—They are not in the blaance-sheet year by year, 
and that is what I have pointed out. The nett results of 
the various years are not correctly shown. It is clear 
that although the asset has been rendering the same ser- 
vice year by year, yet the previous years which should, 
strictly speaking, have borne an equal part of the charge 
for renewals, have borne no part at all. The surplus of 
those particular years have therefore to this extent been 
overstated, and consequently the surplus of the year 
of renewal will be understated. This defect should, in my 
opinion, be remedied by providing a repairs and renewals 
reserve fund. The existing practice is to estimate the 
charge for repairs and renewals for the coming year, and 
obtain sanction for spending the amount estimated. 
I have already said why we have not adopted the above 
suggestion, for fear that the Government might use the 
fund so created. 

142. And when it was wanted it would not be there ?— 
That is so. 

143. Would it not be rather dificult for a Government 
to say, “We have a reserve fund in our hands, accumulated 
by the Railway Administration, but we are unable to 
produce the money when they want it for the purposes of 
renewal ”?—It is not for me to say. 

144. But it would be very awkward?—Yes, though [| 
think they do it sometimes. 

145. We know nothing about politics out here, and are 
only looking at it from a purely railway point of view, 
and when we find that it is done in the Union of South 
Africa, and being advocated very strongly for the whole 
of the railways of India, where they have got into very 
serious trouble in consequence of having no reserve, we 
rather come to the conclusion that there ought to be a 
reserve here, and I gather that you are of the opinion that 
there should be a reserve, provided it could be ear-marked 
and made available?—Yes, in my opinion the problem of 
reserve for renewals can only be satisfactorily dealt with 
if such fund is absolutely under the control of the Com- 
missioners. 

146. That means that the whole of the finance would 
be under the control of the Commissioners?—I should 
think so. They would arrange ‘their loans and it might 
be said that they would save interest, though I do not know 
that. , 
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147. If they have an adequate reserve there would be no 
more difficulty in their raising money than there is in the 
case of independent railway companies ?—That is so. 

i148. That is rather treading on a political tail, which 
want to do. We should be glad to hear from 
you how you think it should be done?—Provided the re- 
serve should be under the control of the Commissioners, | 


we do not 


think the wasting assets should be divided into groups, 
and an estimate made of the utility hves of the assets 
comprising such groups. Having obtained this table, it 
would be a matter of calculation to find out the amount 
which would be properly allocable against profits. This 
amount would approximate a certain percentage of the 
total assets and this percentage could be taken as a basis 
for the following year. 

149. By the percentage of total assets you mean the 
capital cost?’—Yes. It would be necessary to revise this 
percentage from year to year, as the totals comprising the 
respective groups would naturally vary. Apart from this, 
there is the question of obsolescence and supersession, and 
J] think in addition to the depreciation reserve adequate 
provision should be made for the replacement and renewal 
of assets which may become obsolete or may be super- 
seded before the expiry of the expected utility lives of such 
As to what should be considered an adequate 
reserve in this regard will be difficult to determine. 

150. Sir VINCENT RAVIEN: Would you not calculate 
the depreciation and renewals on a life basis?—Yes, but 
in addition to that there is the question of supersession 
and obsolescence, which would arise in the assets 
were disposed of or superseded during the utility of such 
assets. It would mean that it had not been written off 
during this life, and therefore there would be a balance 
to reserve against. The additional reserve would only be 
necessary as an equalising medium for losses which are 
likely to oceur in respect of the disposal of assets which 
have not been fully depreciated; that is; which have be- 
come obsolescent or have been superseded before the 
expiration of their estimated utility lives. Possibly one 
way of dealing with the matter would be to take into 
consideration the likelihood of obsolescence and super- 
session of assets when estimating the utility lives of the 
assets, that is, make an estimate on a somewhat conserva- 
tive basis, thus automatically increasing the yearly allow- 
ance charge against depreciation. 

151. I think they are rather more likely to over-live 
their life than to die too early ?—Yes; if they electrify or 
do anything of that kind it may possibly be the reverse. 

152. At some future stage it may be, but at the present 
moment they have plenty of old machines to put on one 
side?—Yes. When I was investigating in 1921 I noticed 
that the assets were not grouped particularly well. 

153. Sir SAM FAY: I notice they have carried out 
some of your suggestions, the major portion of them 
regarding the accounts being all on a similar basis 
throughout Australia?—Yes. Of course, I think they 
would be well-advised to keep records of the principal 
sapital assets, giving particulars of the cost of such assets, 
and also an idea as to the condition. It does not appear 
to be sufficient indication of the actual position to show 
that there are so many engines, so many waggons, &c, 
unless the proportion or number in good, indifferent, or 
bad condition is also stated. It appears to us, as being 
important, that the condition of the equipment should be 
periodically brought under review in order that there 
should be no undue continuance of deterioration of ecapi- 
tal assets without adequate renewal. In any case, I think 
it desirable that proper records should be kept of each 
group of assets or of each class of assets in such groups; 
otherwise it would seem to be almost impossible to accur- 
ately gauge the renewal requirements. 

154. Sir VINCENT RAVEN: T think that would be 
represented by their life?—Yes, but you would want them 
aufficiently grouped to find out what percentage to take off. 
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The various assets would have different utility lives. My 
meaning was that they had not grouped the assets sufl- 
ciently. 

155. Sir SAM FAY: Do you mean as between engines 
and carriages and waggons and so on?—Yes, it appeared 
to be in 1921, but I cannot say whether it has been im- 
proved since then. There is one other point that I would 
like to bring up. When investigating the affairs of the 
New South Wales rail*ays in 1921, I found that certain 
expenditure had been met out of revenue, and included 
in working expenses, which might properly have been 
charged to capital, and I took this fact into consideration 
when reviewing the adequacy of the charge for repairs 
and renewals. I found, moreover, that all the expenditure 
on renewals of permanent way had been charged against 
working expenses, although in my opinion it would have 
been quite fair to charge capital account with the cost 
of the excess of the original weight of the rails replaced. 
T also found that work chargeable to capital account per- 
formed in the shops—although charged with a proportion 
of shop charges—was not charged with a proportion of 
over-head expenses. I was satisfied that not only did 
revenue bear all the cost of repairs and renewals, but bore 
also certain charges which might fairly have been debited 
to capital. I took all those matters into consideration 
in considering whether the charge for repairs and renewals 
had been sufficient. 


156. Sir VINCENT RAVEN: That really means that 
you would never put any betterment to revenue? It is 


19 


quite a common thing to put in heayier rails and charge 
it to revenue or even a larger locomotive and charge it 
to revenue?—I must not express any opinion against 
yours, but that is what I consider from a strict accounting 
point of view. Actually during the war years, though the 
bill for repairs was heavy, renewals of locomotives, ten- 
ders, carriages, waggons, and the like were few. During 
the war period it was well-nigh impossible to procure 
certain parts requisite for the replacing of new and up-to- 
date rolling-stock on the lines, and naturally the main- 
tenance cost of the then existing rolling-stock was pro- 
portionately heavier. I considered at the time, when 
abnormally high prices were ruling, the ‘Commissioners 
were well advised to maintain their existing stock and 
concentrate on better loading methods and increasing the 
hours run, rather than renew the stock unless absolutely 
necessary. Doubtless, however, the position has now 
changed and possibly somewhat extensive renewals will 
be necessary. It is a pity that some years ago we did 
not commence this renewal reserve and so equalise the 
charge that will have to be borne now and during the 
next two or three years. 

157. Sir SAM FAY: Of course, that meant that the 
work not done during the war years when they could not 
get material had to be done at a later period, for which no 
provision whatever was made during those years when it 
was not done?—Exactly, and that is where they will feel 
the need of a reserve during the next few years. 


(The Commission adjourned.) 





Fourth Day. 
FRIDAY, 4 JULY, 1924. 
(Held at Chief Secretary’s Building, Macquarie-street, Sydney.) 


COMMISSIONERS: 


Sir SAM FAY. 


JAMES FRASER, Chief Railway Commissioner, sworn, 


and examined :— 


158. Sir SAM FAY: The only questions we want to 
ask you this morning are in reference to the memorandum 
you sent us, replying to six questions we have put. 

Q. Estimates of expenditure on loan and revenue 
account? 

A. In this connection, under the provision of the 
Government Railways Act, 1912, section 13: “ All moneys 
appropriated by Parliament for the maintenance or 
management of the railways, shall be expended under 
the control and management of the Commissioners. To 
enable the necessary appropriations to be made, estimates 
of expenditure on loan and revenue account are fur- 
nished annually through the Minister for Railways to 
the State Treasurer, as provideé for under Section 40 
(b) of the Railways Act, and on Parliamentary authority 
being obtained for such expenditure, the State Treasurer 
may make provision to meet departmental requirements 
up to the total which may have been allocated by FParlia- 
ment to the separate accounts. It should, however, be 
stated that departmental estimates of expenditure re- 
quired, both on loan and revenue accounts, have been 
generally greater than the amounts which the Govern- 
ment has been able to provide, and the expenditure in 
both connections has therefore been restricted to essen- 
tial requirements. 


Q. Method of dealing with deficits or surpluses on 
year’s working? 

A. When there has been a deficit on the year’s work- 
ing, such deficit has had to be made good by the State 
Treasurer out of consolidated revenue. When there have 


Sir VINCENT L. RAVEN. 


been surpluses on the year’s transactions, such sur- 
pluses are kept by the Treasury and absorbed in the 
consolidated revenue. 


Q. Method of dealing with receipts? 

A. Provision is made for dealing with receipts under 
Section 14 of the Government Railways Act, 1912, which 
provides that “ all moneys payable to the Commissioners, 
under this or any other Act, shall be collected and re- 
ceived by them on account of and shall be paid into the 
consolidated revenue.” 

Q. Expenditure on renewal account, and the absence 
of any reserves to meet wasting assets? 

A. All essential renewals are carried out from year to 
year, and the expenditure so incurred is debited against 
the working expenses of that period. No reserves have 
so far been established to meet wasting assets. 


Q. The organisation of the Chief Accountant's Depart- 
ment and the departmental accountants? 

A. The departmental practice has been up to the pre- 
sent time to have an accountant associated with the 
head of each department. This course has been neces- 
sary, owing to the fact that the various departmenta! 
offices are scattered over a very wide area, and as it is 
essential that the heads of departments should be able 
at any moment to obtain information as to expenditure 
in any particular direction or on any specific work, the 
accounts of each department have been kept more or less 
under the direct control of the head of the department 
to facilitate the economic conduct of his business. If 
it had been practicable to house the whole of the de- 
partments under one roof, it would have been possible 
to place the Chief Accountant in actual control of the 
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whole of the accounts of the service. The major con- 
trol, however, in this connection is still in the Chief 
Accountant’s Branch, as all accounts are finally as- 
sembled and dealt with in that branch. 

Q. The system of dealing with estimates of the depart- 
mental officers as between yourself and those officers and 
yourself and the Treasury? 

A. Heads of departments are directed to submit an- 
nually their estimate of expenditure for the ensuing 
financial year. ‘These estimates are furnished in the 
first instance direct to the Chief Accountant, who, as 
soon after their receipt as possible, sees me personally 
with the estimates, and I either approve of same or 
modify them to such extent as I may personally con- 
sider it necessary to harmonise with my own views as 
to what it is possible or practicable to expend in rela- 
tion to the revenue likely to be received, and the interest 
which must be met during the year in question. The 
estimates as approved or amended are then forwarded 
to the Treasury, and if not agreeable to the State 
Treasurer and his officers further discussion takes place 
as between the Treasury officials and myself with the 
object of endeavouring to harmonise our estimates with 
those which the Treasurer himself submits to Parla- 
ment, in association with all other Government depart- 
ments, in his financial statement for the whole of the 
financial year. 


159. We would like to have a little more information on 
the details. Commencing with No. 1, as to expenditure 
on loan and revenue account, do we understand that 
revenue expenditure on the upkeep of the line and rolling- 
stock has been withheld on account of financial stringency 
as well as capital expenditure on new works and lines?— 
It has been varied on occasions. 


160. Due entirely to the conditions of the State finances ? 
—In the endeavour to balance the expenditure with the 
total revenue. 


161. Has that been the case of recent years?—It is 
the case, I think, almost every year. 


162. Does that mean that your estimates are reduced 
at the start, or that you are pressed at some period during 
the later part of the year to reduce the expenditure?/— 
Oh, no, not in the later period. Before the estimates 
are submitted to Parliament the State Treasurer quite 
naturally endeavours to have his estimates prepared on 
such a basis that he can show that he is going to make 
ends meet. 


163. That is the whole of the departments in the State, 
including the railways?—Yes. As our estimates form at 
least one half of the total expenditure incurred by the 
State, our estimates, of course, loom rather largely in the 
Treasurer’s financial statement. 


164. That would naturally be so, because the expenditure 
upon railways in the State is a little more than half the 
total receipts received by the Government in any year.— 
Yes. 

165. That is, receipts from general taxation ?—Receipts 
from other sources—land revenue, and so forth—provide 
the other half of the total reecipts which form the con- 
solidated revenue of the State. 

166. The mileage of the railways has been very largely 
increased during your term of commissionership /—Yes. 
It has been a period of considerable progress in connection 
with railway construction. 

167. Apart from the cost of constructing the new lines, 
have you been able to obtain sufficient loan capital to 
efficiently equip these new lines with rolling stock ’—_No, 
we have not. 

168. Railways are taxed, I believe, to some extent by 
municipalities and others?—Shire councils, yes. Railway 
lands throughout the whole of the State, except the metro- 
politan area, have to take the same taxation as private 
lands in the same areas. 
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169. Amounting altogether, as far as we can see, to 
£80,000 a year?—For the moment, yes. That is an ex- 
panding burden. 

170. Under the Railways Act of 1912 the Commissioners 
were to be reimbursed for loss either by way of expendi- 
ture or loss of revenue consequent on any system on a 
matter of policy directed by Parliament. Have you ever 
claimed anything under that head?—Very little. We 
have made claims and we have received payment, but 
only as applied to emergency transactions. In one or two 
cases the whole \State has been devastated by serious 
drought conditions, and the Government has indicated 
to us its desire that fodder and starving stock should be 
carried at a nominal rate throughout the State. We have 
had fodder carried, for instance, from any point to any 
point at a rate of 10s. per truck load. Under a direc- 
tion of that kind from the Government, the Government 
would reimburse us the difference between that 10s. per 
truck and our own concession rate for the carriage of 
fodder and starving stock. 

171. ‘Of course, looking at the clause in the Act as it 
stands, it looks as if it was intended to meet a case of 
a new line imposed upon you which you knew could not 
pay its working expenses’—I do not think that that was 
the intention of the framers of the Act. : 

172. What was the idea?—The idea, I think, was to 
meet certain transactions of the kind that I have just 
mentioned. 

173. Of course, that does not take you very far ?—It does 
not take us very far. 

174. It looks, on the face of it, a great deal wider ?— 
Yes. 

175. Has a question of a separate budget for railways 
ever been considered?—It has been talked of, but never 
seriously. 

176. It has never been put to the Government ?—Never 
been put up to any Government. 

177. Coming to No. 2, “Wihen there has been a deficit 
on the year’s working, that deficit has been made up by 
the State Treasurer out of consolidated revenue.” I sup- 
pose you mean there, when you speak of a deficit, not only 
the cost of working, but the interest?—Payment of the 
interest cost, yes. 

178. You have never been short of actual working 
costs ?—Oh, no. 

179. And your interest payments have increased, so far 
as your published accounts are concerned, so far as they 
show, as between 1914 and 1923, by over one and a quarter 
millions per annum ’?—Yes, that is, in interest rate. 

180. And not increased capital?—Oh, yes, but it has 
increased by more than one and a quarter millions if you 
take the increased capital into consideration as well. 
The total interest bill has increased by over two millipns. 

181. I am afraid I have not got the correct figure ?—Two 
and one-third millions, roughly, the total interest payable. 

182. With over one and a quarter millions’—That is, 
increase of the interest rate. 

183. As between 1914 and 1923 it has gone up £1,297,000 
a year /—Yes. 

184. That you have got to find by some means or another 
out of the railways ?’—Yes. 

185. More than was so in 1914?+-More than was so in 
1914. 

186. And this is in addition to the interest on capital 
expended since that date on new lines ?—Yes. 

187. How much do you say that amounts to?—Slightly 
over an additional million pounds. 

188. That is two and a quarter millions ?—£2,364,249 is 
the total increase in the interest charges. The actual 
increased percentage as between 1914 and 1923 was 11136 
in the interest bill. 

189, Have the surpluses during the time you have been 
Commissioner been sufficient to wipe out any deficit in the 
interest 2—No, not during our period from 1917. That is, 
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taking the period of the present administration, from 
January, 1917, to the end of 1928, the surpluses we have 
had have been less than the deficit which we have had in 
the aggregate. 

190. I suppose your deficits were during the war years‘ 
—During the war years, a period of low productivity in 
the State, and a pericd 6f poor business. 

191. No. 3, “Method of dealing with receipts”—you have 
no cash at all in your possession from day to day ?—The 
cash passes out of our possession the moment it is paid 
into the State Treasurer’s account at the bank. 

i92. With regard to expenditure under renewal account, 
and in the absence of any reserve to meet wasting assets, 
you say that all essential renewals are carried out from 
year to year. Would you explain exactly what you mean 
by an essential renewal?—I mean that it is our province, 
in the first instance—it is our duty to the public—to carry 
on our transportation services with safety. That is essen- 
tial, and any expenditure that may be necessary to ensure 
the safety of the travelling public must be incurred. 

193. When you speak of essential renewals, you do not 
mean, do you, that you are renewing anything on the 
basis of life of line or rolling stock ?—On the basis of con- 
dition, not necessarily on the basis of life. Life is a 
governing condition, of course, in connection with certain 
things, but in connection with other matters life is not 
neceasarily a governing condition. 

194. Does it not really mean, when you say here, “all 
essential renewals,” that you are referring to adequate 
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the charge of the Comptroller of Stores, but he does make a 
certain check every year of the stores that are under the 
contro! of the Comptroller of Stores. 

202. Is the ‘Traffic Auditor responsible for checking any 
other branch accounts #—No, not branch accounts. 

203, The Traftic Auditor’s principal duty is the checking 
of the station accounts, revenue /—Yes, trattic accounts and 
also refreshment-rooms and advertising. 

204. The Auditor-General does not audit any of the 
branch accounts /—No. 

205. He takes the figures from the Chief Accountant’s 
Department /—Yes. 

206. Coming to No. 6, “System of dealing with esti- 
mates,’ I understand that you modify the estimates from 
spending departments and that you consider, amongst other 
things, the possibility of the revenue in the ensuing year? 
—Yes. 

207. And it is based on that, and what you consider the 
departments themselves can carry out in the shape of 
work ?—Yes. 

208. Although they may ask you for a great deal more? 
—They do in some cases ask for more than they can pos- 
sibly spend. 

209. Then you reduce the estimate before sending it to 
the Treasurer /—Yes. 

210, You do that on revenue account ?—On both revenue 
account and on loan. 

211. Do you do that with the construction branch ?— 
Less with regard to construction, because the amounts 


which may be required to deal with construction of certain 
new lines would be amounts really fixed by the Govern- 
ment itself. 
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maintenance and not renewal?—It just depends on the 
interpretation of the word “essential”—essential from the 
point of view of safety, essential from the point of view of 
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comfort, or essential from the point of view of aesthetic 
appearance. Certain things are essential from the point of 
view of safety, and any expenditure that may be required 
to secure safety must be incurred. 

195. That rather goes to a definition of what is a renewal 
and what is a maintenance. You can keep your lines safe 
and you ean keep your rolling-stock going by adequate 
maintenance, but that is rather a different thing from re- 
newals?—No, you cannot by adequate maintenance. You 
must renew certain parts of a permanent-way, you must 
renew certain parts of a bridge, you must renew certain 
parts of a building, or on any rolling-stock that is used 
you must renew certain parts to ensure that the permanent- 
way, the track, the bridges, and the buildings shall be in a 
safe and reasonably satisfactory condition from year to 
year. 

196. Would you rather call that ordinary maintenance? 
—That is ordinary maintenance. Renewals, of course, are 
necessary from other points of view. 

197. Sir VINCENT RAVEN: If you are renewing a 
girder of a bridge, that would only be maintenance, would 
it not #—That is maintenance. 

198. If you are renewing a fire-box of a locomotive, that 
would be maintenance ?—-That is so. 

199. Not renewal?—No. 

200. Sir SAIM) FAY: Looking at No. 5, “ Organisation of 
your Chief Accountant’s Department,” the staff you have 
there appears to be very weak in numbers for a Chiet 
Accountant’s office if they are to do anything really essen- 
tial in the way of audit of the big accounts you have got. 
They do not apparently verify the branch accountant’s 
figures, at all, do they?—They do not make any very 
serious attempt to verify the accounts submitted by the 
various branches because the various accountants in the 
various branches are deemed to be competent to submit, 
and they do submit as a matter of fact, correct accounts 
with regard to the work which is done in those branches. 


201. Take your stores department. He does not audit 
that at all?’—He does not. The Traffic Auditor does. The 
Traffic Auditor sends members of his staff over there to check 
up certain sections of the stores. He does not check up 
everything that is controlled or every item that is under 


212, And they would find the money for that specific 
item ’—They find the money for those specific items. 

213. But sometimes, apparently, although they promise 
to do it, they do not do it?—That is so in some cases. 

214. Looking at the minutes of the construetion depart- 
ment, there is reference there, time after time, I see, to the 
fact that the work is held up because there is not sufficient 
money ’—That is so. That is true of nearly all the railway 
construction, unfortunately. The amounts that are voted 
from year to year to carry on the construction of certain 
lines are really too low to permit of thoroughly economical 
construction. 


215. Or quick construction’—Being slow it must be 
uneconomical, 


216. It amounts to this, does it not, that the Treasury, 
by reason of the condition of State finances, does eut down 
what your officers and you think is essential on revenue 
account ’—It has not often been done deliberately. I can 
recall, I think, only one case in which a State Treasurer 
has altered himself the estimate of the revenue submitted 
by the railway administration. I do remember a case 
where the Treasurer increased our estimate of the revenue 
and reduced our expenditure so as to balance the Stats 
accounts. That is for the 'Treasurer’s budget. That is a 
kind of thing, of course, that could happen but rarely. But 
we do get pressure from the State Treasurer, as I have 
already said, almost every year, if not every year, to so 
modify our estimates as to enable him to submit a balanced 
statement to Parliament. The year that we are in at the 
present moment—not at the beginning of the year, because 
our estimates are unfortunately always dealt with rather 
late in the financial year, but in this financial year that has 
just closed on the 30th June last—the Director of Finance 
came to see me personally, to see whether I would agree 
to an increase in the estimate of revenue and some decrease 
in our working expenditure so as to make the State 
accounts balance. At the moment it looked as if we might 
have a good wheat season, and I told him that assuming 
the wheat season were going to be a good one I could agree 
to a small inerease in our estimate of revenue which he 
then had in his hands. I did agree in that case to increase 
our estimate of revenue. The wheat season did not prove 
to be a-good one, and our estimate of total revenue wilt be 
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some two or three hundred thousand pounds less than 
included in the figures which are placed before Parliament. 

217. Sir VINCENT RAVEN: Do I understand you to 
say that any modification in connection with the revenue 
estimates are agreed to by yourself ?—They have been in 
most instances, not in all cases. 

218. Do I also understand correctly that renewals are 
revenue account /—Renewals are revenue account. 

219. Therefore that applies both to maintenance and re- 
newals?’—Yes. The railway administration here, of course, 
could seriously embarrass the Government by standing out 
for a very heavy expenditure on working expenses in any 
year. 

220. Is there any difficulty in getting money that has 
been agreed to during the year¢’—Not when the amount 
has been agreed to, no, not in the revenue account, but 
in connection with the loan account difficulties may arise, 
even although certain estimates which have been sub- 
mitted by us are approved by the Treasury and passed by 
Parliament. The estimates are approved, or the sums so 
approved, are not always available for our spending. 

221. I was referring to revenue?—As to revenue, no. 
When the estimates have been passed the amount of money 
provided for under those estimates is always made avail- 
able by the Treasurer. 

222. In some cases the money which has been agreed 
to has not been always spent?—That is true. In some 
cases the amount provided for renewals has not always 
been spent. That would be affected by certain things. In 
certain years we might get credits owing to sales of 
materials and so forth greater than were anticipated, 
which would affect the current expenditure for the year 
to some extent. 

223. We may assume, then, that the amount of money 
which was spent was sufficient to deal with all the neces- 
sary maintenance?—I do not know that that would be 
an absolutely correct assumption. 

224, T notice, in 1922, £175,720 was agreed to be spent 
on renewal of engines, and only £107,461 was spent ?— 
That is so. There was £175,720 approved in connection 
with renewals, and £107,461 was actually spent. What 
exactly was the reason for that I am not in a position to 
say. Mr. Lucy could possibly speak more definitely on that 
point than I can. 

225. But the amount Mr Lucy asked for was £221,700 4 
—He asked for £221,000, yes. He could not have spent 
that had it been available that year. 

226. But Mr. Lucy would be the right man to ask as 
to why he made an estimate which he could not use if it 
had been granted to him?—Yes. There is a difficulty 
about these estimates. It may be a difficulty that you do 
not at present appreciate, and that is, that our estimates 
are very often not passed until almost half the financial 
year has gone. That is, estimates for the current year 
—for 1924-25—may not be passed until next October or 
November. In the meantime, of course, we have instruc- 
tions from the Treasury to spend as little as possible. We 
cannot spend on the basis of an estimate that is particu- 
larly a liberal estimate. 

997. Sir SAM FAY: Until you get assent?—Until we 
get assent, and that assent may not be given until next 
October or November, which leaves us only about seven 
or eight months to carry out our programme, instead of 
the full twelve months. We never get a full twelve 
months. 

228. Sir VINCENT RAVEN: The estimates being sent 
in when?—The estimates for the current year have al- 
ready been sent in. 

229, You talk about October ?—That is when the esti- 
mates are passed by Parliament. 

220. The estimates are sent in in what month?—They 
are already in. 

231. You mean they are already in in October?—No. 
They are already in the Treasury now for the current 
financial year. . 
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232. You mean in June? 
June, 





Yes, towards the end olf 


233. They go in in June, and they are not sgreed to 
tall November—is that it?—-Our revenue estimates, as lI 
have said, have already been submitted to the Treasury 
for the year 1924-25. 

234. When you say already, you mean the month of 
June?—JI mean at this moment, for the year 1924-25 the 
Treasurer has our estimates, but those estimates may not 
be passed by Parliament, as I have already said, until 
we do not know when. I do not remember the month last 
year when they were passed, but it was late. 

235. Then you are already spending on the assumption 
that they will be passed?—We cannot spend on the as- 
sumption that they will be passed. We generally get an 
instruction from the Treasury to spend at the rate of so 
much per month, an expenditure per month analogous to 
the expenditure per month for the previous year, until the 
estimates are passed. That is our practice with regard to 
both revenue expenditure and loan expenditure. 

236. That would be very awkward, then, if the previous 
year happened to be a year in which you spent very little? 
—QOur difficulties in connection with money are consider- 
able. They are very serious, because one cannot lay out 
a programme of work that one could do under a system 
under which it was known that expenditure would not be 
seriously restricted; a programme for effective operation 
certainly could be mvch more satisfactorily arranzea than 
under existing conditions, 

237. At the same time you have to maintain your line 
efficiently, and that has to be done with money #—-That 3s 
so. 

238. You cannot bunch in the last period of the year 
enough to make up all deficiences in the early part?—You 
cannot do that, either with regard to loan or revenue 
expenditure. It is one of the difficulties of the present 
system. It is a difficulty attachable to the present system 
of dealing with our accounts. 

239. Sir SAM FAY: You have got no renewal account 
at all, have you?—That is by way of reserve? 

240. By way of reserve?—No. There was a small ac- 
cumulation some years ago, but that accumulation was 
wiped out. The Government needed the money. 

241. If you had a renewal account based on the life 
of line and rolling-stock, do you think that that would 
very materially add to your cost per annum? You renew 
now up to a point. Assuming you base the renewal ac- 
count on the life, so many years, do you think that would 
be more than the financial situation could bear?—No, 
I do not. I think that if we had a renewal account the 
position would materially improve. 

242, Assuming the money was available, it would re- 
lieve you from a good deal of this financial trouble, which 
must be a constant source of worry ’—Undoubtedly. It 
would not cost Government any more, but would cost us 








less. 

243. You could have a continuity of policy? 

244. Which you cannot have now ?—Exacetly. 

_ 945. Sir VINCENT RAVEN: Do I understand from 
that, that if you a renewal account and renewed your 
rolling-stock, the amount of money spent to-day in main- 
tenance would be very much less ?—It.would. 

246. Because I notice that your maintenance figures 
are very high as compared with one’s own experience in 
maintaining rolling-stock?—Yes. It may be that our 
maintenance expenditure in connection with rolling-stock 





Exactly. 


is high in comparison with your own experience, because 
I take it our wages here and some of our operating costs 
svould be very much greater than they are in Great Britain 
to-day. 

247, Allowing for that, it still appears high?—That is 
partly due, of course, to the age of rolling-stock. We 
would be better off if we could have retired certain rolling- 
stock which is still operating, and if we had renewal 
accounts our retirements could have been greater than 
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they have been. With regard to waggons we are fairly 
right, but with regard to carriages and locomotives our 
position is not satisfactory. 

248. I notice that your average cost per waggon is high 
as compared with the other States in Australia, but pro- 
bably that is on account of the difference in the size and 
capacity of the waggon, is it?~So far as waggons are 
concerned, J heve not made a very recent comparison with 
other ‘States, but I was under the impression that our 
position with regard to waggons was much superior. J 
think that oux maintenance of waggon stock is much better 
here than in other States in Australia. Our waggons are 
better maintained, and their average capacity would be 
certainly greater than in the majority of the other States 
of Australia. Per unit of capacity, I am inclined to think 
our maintenance would be less than in any other State 
in Australia. 

249. But so far as the locomotives and carriages are 
concerned, you agree that the cost would probably have 
been less if you had been able to renew in accordance with 
the usual practice?—Yes. There are certain carriages 
that it would have been desirable to retire some years ago 
and certain locomotives that might be retired with advan- 
tage. 





¢ 
(At 11.30 a.m. the Commission adjourned to 2.30 p.m.) 


JOHN HENRY CANN, Assistant Railway Commis- 


sioner, Sworn, examined, as under :— 


250. Sir SAM FAY: We have been giving some atten- 
tion to the question of the absence of any reserve to meet 
wastage of assets or the renewal of anything in the shape 
of roiling-stock. You take the chair usually at the finance 
committee, and the construction committee?—Yes. 

251. What is your view with regard to a reserve for 
renewal ?—If there was a reserve established on a good 
sound basis, say, the interest on that fund would be about 
equal to the replacement amount per annum, it would be an 
ideal condition. 

252. You eculd not hope to build up a reserve, the in- 
terest upon which would meet each renewal?—If it was 
found it was to be maintained by annual vote to be 
charged up against working expenses, I do not see a 
great deal in it. The other way it would maintain a fund 
which would be equal to the replacement, and it would 
make a good deal of difference. : 

253. It was a question entirely of renewing line and 
vehicles. At the present time you have nothing to rely 
upon except from year to year?—At present we rely on 
the circumstances as to whether we get a good year or a 
bad cne. 

254. That does not affect the wearing away of your assets 
year by year’—No, excepting, maybe, some _ obsolete 
rolling-stock which costs a good deal to repair has been 
left and gone on hand-to-mouth style. 

255. That means instead of renewing vehicles you have 
repaired them ’—The reserve would remedy that. 

256. It would be more economical to break up the 
vehicle and replace it by a new one than to go on repairing 
xt?—Frequently if you try to repair an old vehicle the 
cost of the repairs and the wear which you would get out 
of it afterwards would be the most costly way. You would 
get better results from the new vehicle. The same would 
apply to repairing obsolete machinery. It would be better 
and cheaper tc scrap it and get new machinery. 

257. If a reserve is set up on the basis of the life of 
anything you have got, it means adding every year to your 
working expenses a considerable sum ?’—Yes. 

258. You are spending a certain sum now’—We do not 
allocate a certain set sum a year. We are guided by whet 
our circumstances are. If we have a surplus, and we are 
able to write off, we do. If we have not a surplus, and 
there is a deficiency, we get through as best we can. 

259. If yon had had a reserve from the start of the rail- 
ways here you would have been able to break up the 
vehicles and renew your lines with certainty year by year? 


—Yes. 
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269. With the absence of that you are guided by cireum- 
stances from day to day almost ?—Yes. 

261. Your opinion is a reserve is a very desirable thing 
to have?—I think it would be very desirable. 

262. With regard to the construction department, you 
have a lot of plant there which you took over for con- 
struction purposes from the Public Works Department /-- 
Yes. 

263. Are you writing that off in any way’—No. We 
charge against the particular job that the plant is sent to, 
the actual depreciation of it, that is the keeping of it in 
repair whilst it is on the job. When it goes from one 
job to another, the new line is credited with the value of 
the plant and the next line is debited with the amount of 
the plant until it is shifted. It is kept in working ‘condi- 
tion all the time. 

264. Are yon simply providing for the maintenance and 
not jor the renewal?—Simply for the maintenance, keep- 
ing it going. We have a considerable amount of plani. 
I could not say from memory what is the value of it, but 
I could get it for you. 

265. Have you any locomotives in connection with that? 


—No. We borrow from the Loco. Department. We have 
steam shove!s and mechanical plant for doing the work. 


266. Sir VINCENT RAVEN: Referring to the rolling- 
stock, I take it you would agree to and uphold a reserve 
fund if such fund could be instituted ?—Yes. 

267. Under those circumstances you have a good deal 
of obsolete relling-stock running to-day which you have not 
been able to renew owing to not having that fund ?—Yes, 
we have soine rolling-stock which is very old and would 
be better if we wiped it out altogether. We have been 
getting the last penny’s worth out of them that we could. 

268. The obsolete rolling-stock principally refers to loco- 
motives and carriages ?—Yes—and waggons. 

269. You would say the same about waggons?—A lot of 
condemned tyres and axles and that sort of obsolete stock. 
When we put a new bogie underneath the carriage we 
take the old one out and it is left about. 

270. I am referring to waggons rather?—Yes; we have 
a good deal of old stock about. Some have been taken out 
and scrapped, and some are actually running now which 
we could reasonably replace. 


HENRY FOX, Assistant Railway Commissioner, sworn, 
examined, as under :-— 

271. Sir SAM FAY: We have been considering the 
absence of reserves to meet anything in the shape of 
wastage of assets either on the line or rolling-stock or in 
any other way. What is your view as to the desirability 
or otherwise of providing year by year a certain sum to 
meet absolute renewal of line and rolling-stock?—I cer- 
tainty think it would be an advantage to provide a re- 
newal fund. { do not see any difficulty in dealing with it. 
I take the chair at the traffic committee. I came across a 
good many things there which have relation to the state 
of the rolling-stock, 

272. You would be in a position to judge as to the de- 
sirability of establishing a reserve to meet the renewal 
or not?—I feel it is a desirable thing. 

273. Sir VINCENT RAVEN: On what basis would you 
start a renewal fund?—I have not given that any con- 
sideration. 

274. It would have to be on the age of the stock, to keep 
its original capital value up ?—Primarily, yes. 

275. Are all the locomotives, carriages, and waggons in 
a thoroughly efficient condition to work the traffic?—Not 
all of them are thoroughly efficient. 

276. Some are obsolete?—By reason of their great age. 
They would be better renewed with other vehicles. 

277. That is due to not having sufficient funds to bear 
the renewal cost ?—To a considerable extent. 

278. If you have no shops to build them, you could buy 
them outside?—Yes. 

(Witness retired.) 


ee (Commission adjourned.) 


FirrnH Day. 


TUESDAY, 8 JULY, 1924. 


(Held at Chief Secretary’s Building, Macquarie-street, Sydney.) 


COMMISSIONERS : 


Sir SAM FAY. 


Sir VINCENT L. RAVEN. 


THOMAS JOSEPH HARTIGAN, Chief Accountant, 
recalled :— 

279. Sir SAM FAY: You gave us two statements in 
your original memorandum on which we did not ask you 
any questions when you were here before. [Statemenis 
are printed following question 1.| We want you now to 
tell us exactly what they mean. You hive statements 
“A” and “B.” You remember I said 1 would not ask you 
any questions about them when you were here before, 
because we wanted to clear up something else. In your 
“A” statement you say, “This is a statement showing the 
approximate interest that would have been paid on the 
capital invested in railways for the year ended June, 1923, 
if the interest had been calculated on the average rate of 
loans raised year by year since that date, allowing for 
interest on capital invested at the 30th June, 1918, being 
at the then average rate paid by the State loans renewed 
during the period.” Will you explain exactly what this 
title means ?—That is a statement showing the total capi- 
tal expended at the 30th June, 1913, at the average rate 
that was then payable on the State debt, and taking into 
consideration that portion of that capital that was renewed 
in subsequent years. 

280. At a higher rate of interest?—Yes, plus the in- 
terest that was paid on the additional capital expended 
year by year at the rate of interest that was paid on the 
loans that were raised by the State. 

981. That is to say, you take the capital as it existed 
in 1913 at the rate of interest which was then charged ?— 
Yes. 

282. And then you add to that the capital expenditure 
by you since ?—Yes. 

283. At the rate of interest on which the State raised 
the loans for that particular purpose/—That is so. I 
divided the actual amount raised into the interest paid, 
taking into consideration what was provided for in the 
discount and floating charges. 

984. Then, according to this, you have been charged 
£424,000 odd more in 1923 than those figures would have 
given ’—That is so. 

285. On that basis?/—On that basis. 

286. When you were here before you said you could not 
arrive at the method adopted by the ‘Treasury for getting 
at this interest because you did not know what they paid 
to the bank for overdrafts and in other ways?—That is 
SO. 

287. It was searcely an amount of £420,000?—I am not 
too sure that it would fall very far short of that on a 
revised method of calculating the interest, compared with 
the present method used by the Treasury. I believe the 
Auditor-General has raised the point with the Treasury 
in respect to the correctness of the method upon whieh 
they calculate the average rate, and that is now a subject 
of conference between the Director of Finance, the Audi- 
tor-General, and the Government Statistician. They have 
not, as far as I know, finalised a report yet for submission 
to the Treasurer, but it is under consideration at the 
present time as to whether the average rates as calculated 
at present are a proper method of ealeulating it. 

288, At any rate, the way you have calculated it—that 
is to say, on the rate you paid in 1913, plus the rate at 
which the Government raised the money for additional 
works, and capital account since that time—you have been 
overcharged !—That would be so. 


a 


289. With regard to statement “B,” that shows the 
aproximate interest charges that would have been debit- 
able by railway and tramway charges on the basis of the 
capital expended at the 30th June, calculated at the aver- 
age rate of interest payable up to that date. Up to that 
point it is the same as statement “A” /—Yes. 

290. “And on the capital expended each year from 1914 
to 1923 at the average rate of interest paid on the net 
amount of the loan raised by the State” ’—It is practically 
the same thing, excepting that no provision has been made 
for the higher rate payable in amounts of capital renewed 
of the capital from 1914. 

291. So that you have not taken into account the loans 
that were renewed by the Government during that period 
at a higher rate of interest than the original loans /—That 
1S SO. 

292. Sir VINCENT RAVEN: There is an increase 
there of £913,000. 

293. Sir SAM FAY: It would be because he has not 
included the renewed loans during that period. 

994. Sir VINCENT RAVEN: Mr. Hartigan cannot 
give any explanation as to what that interest really is due 
to. 

2944. WITNESS: It is due to what Sir Sam has just 
said. The increase is due to the fact that I have taken 
the position to be that in 1914 the railways would be 
handed over to the Commissioners at the then rate ot 
interest that was payable on the State debt, and no por- 
tion of that capital which would be renewed during the 
subsequent years at a higher rate of interest is taken into 
calculation in this second statement. 

295. Sir VINCENT RAVEN: Does that same answer 
apply to the £424,000’—No, the same answer does not 
apply there. I have only in that first statement taken 
out the capital expended to the 30th June, 1913, at the 
average rate of interest paid in 1913. I have then taken 
from the public accounts as closely as I could the capital 
that was renewed subsequent to 1914 at the higher rate, 
and then each year on the amount of capital that was ex- 
pended by the railways at the rate of interest that was 
paid for the loans raised by the Government during each 
of those years. 

#96. ‘That is what I understood, but you cannot give 
any explanation as to what that excess of £424,000 is due 
to?—No, unless it is that the railways have been over- 
‘charged on the average rate. 

297. Sir SAM FAY: There is one question here, which 
T should like cleared up, on the general capital account of 
the railways. There is a considerable amount shown for 
“Vote for stores and materials” /—Yes. 

298. What does that mean exactly?’—That means that 
the Government provided us with a floating advance for 
the purchase of stores out of capital to purchase stores for 
the use of the railway working and maintenance. It ought 
to approximate the total amount of stores on hand. 

299. 'This was a vote of what?—It is about £1,800,000. 

300. You had £1,800,000 voted out of the capital for the 
provision of stores. At what date would that be?—The 
original vote has been in existence almost since the rail- 
ways’ inception, I should think, increasing as the business 
warranted. 

301. Those stores are used up?—As the stores are 
issued, fresh purchases are made. The purchases and 
issues ought to approximate one another. 








eg —e 
- ae 


S aera: 


acer eget a ata a 


Sa 
er ey 





Witness—T. J. Hartigan, 8 July, 1924. 


€ 


302. Then, having no money of your own, you have to 
go to the Treasurer for additional money to make up 
this amount?—To make up which amount? 


‘ 


303. To make up your total of your vote?—The position 
is this. Naturally, of course, the railways require stock 
to carry on with. To get that stock the administration 
have to have money to pay for it, and that money is 
advanced by the Government out of loan acceunt. It be- 
comes part of the capital debt of the railways, and subject 
to interest Just the same as if it had been expended on 


ed 


—Yes. It was only a small vote in those days; £200,000, 
I think, was the first vote we got. 

314. There has been a gradual increase?—It was in- 
creasing until within about twelve months ago, when, 
owing to the special attention given to it by the Chief 
Commissioner, the stock has been reduced; so much so that 
we were able to repay £200,000 of the loan advance back 
to the Treasury. In other words, we reduced the advance 
by that sum, and so reduced our interest charges. 

315: So far as that is concerned, there is no cash in 


your possession with regard to stores /—No. 

316. Sir VINCENT RAVEN: When stores are drawn 
out are they charged at the cost at which they were 
bought ’—Yés. 

317. Not the present-day cost?—No, at the book cost. 

318. Sir SAM FAY: When you were here before I think 
you mentioned there was some difficulty occasionally in 
getting moneys from the Treasury to enable the work to 


It is not in any way disturbed unless to be 
increased or decreased according as the traffic require- 
ments require a larger or smaller stock of stores to be 


held. 


304. I quite follow you. 


some asset. 


You have your stores and your 
£1,800,000 but those original stores, of course, have all 
been got rid of years ago ’—Yes. 

305. What I want to follow is the method of dealing 
with stores which you want to made up the stock that 
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you should have on hand representing £1,800,000 #—The 
whole of the stock is purchased out of this vote, and 
treated in an account known as the “purchase of stores” 
account. As materials are issued their value is debited 
to maintenance or capital, according to where used. The 
“pnurchase of stores” account is eredited, so that the 
balance plus the stock of stores on hand makes up the 
total of the vote. 

306. You renew it, of course, with cash which is got, I 
suppose, in connection with the working of the railway 
as such?—That is so. It is the practice for the Treasury 
to eredit the banking account by the amount of the issues 
which are sent across to them in the shape of an adjust- 
ing entry. As an illustration, if there were £300,000 
worth of materials drawn out of stock during the month 
for maintenance, or capital, or other accounts, then an 
entry is sent across to the Treasury debiting our revenue 
or capital, and a corresponding credit placed to the “pur- 
chase of stores’ account by the Treasury. 

307. That really is onky a loan to keep your shop well 
supplied with material, looking upon the store as a shop? 
—That 18 so. 

308. And then it is drawn out of the shop and charged 
off either to revenue or capital, and debited to that ’— 
Yes. 

309. Then, when you want some more stores, you get 
some more money, and you wait to debit either the capital 
or revenue till the stores are drawn out of stock ?—That is 
so. 

310. It is a cash transaction plus a book transaction. 
You have the money, originally the £1,800,000. You are 
supposed to have that stock in hand apart altogether from 
any increase there may be to-day ?—Yes. 

311. You do not check these stores at all, do you?—No, 
as far as taking stock is concerned. 

312. The Auditor-General is, responsible for looking 
through these accounts so far as you are concerned /—The 
Auditor-General, and up to within the last twelve months 
or so the Traffic Auditor. The Trafic Auditor would take 
stock every twelve months, and a balance-sheet of the 
transactions for the twelve months is forwarded to the 
Auditor-General at the close of the financial year. That 
officer makes test checks of the stock. In the last twelve 
months the stock has been taken periodically by special 
store inspectors who have been appointed for the purpose. 
The Auditor-General accepts their certificates, which are 
covered by a certificate from the Comptroller of Stores as 
to the total stock on hand at the end of the financial year. 


be earried on?—That is in respect to loan, do you mean, 
or revenue. - 

319. I am not quite sure. I think you referred to loan? 
—Yes. In the matter of loans money, we are really in the 
hands of the Government as to the amount of money that 
they think it is either incumbent on them to raise or that 
they can raise. The department is, therefore, naturally 
curtailed, if necessary from the Government's standpoint. 

320. Although these loans were included in the budget ? 
—Yes, that is so. It may oecur that way. It has occurred 
that way, because although certain sums might have been 
included in the budget the Government may not have 
been able to raise the money. 

321. Do vou deal with the construction branch at all ?— 
Yes. 

322. It would be there, I suppose, mainly that this would 
arise?—No. It would occur both in respect to the existing 
lines and railway construction. 

323. You mean on capital account ?—On eapital account 
I am speaking about now. 

324. Has it ever occurred in connection with the revenue 
account /—Not to the same extent. “That is to say, when 
the Chief Commissioner has finally decided what amount 
he requires for the year, he would send a statement of 
his requirements to the Treasurer. Representations aie 
perhaps made by the Treasurer for a reduction in this 
sum to make the budget balance, but only in one case that 
I know of was any alteration in the figures made without 
the Commissioner’s concurrence. He may, of course, 
concur and reduce his estimates in compliance with the 
desires of the Treasurer. 

325. You do not get the budget through till about 
October or November, I think. How is money obtained 
befo ~““1e Budget is passed ?—Under the Audit Act of the 
State, the Government are allowed to expend money out of 
revenue for three months without Parliamentary sanction 
based on the preceding year’s expenditure. 

326. How far do you mean, based month by month or as 
the total for twelve months’—Twelve months. That is to 
say, a quarter of the previous twelve months’ expenditure 
could be spent in the first three months of the year. 

327. You could spend in the first three months of the 
year a fourth of the total amount, as allocated to the three 
months of the previous year?’—Yes, that is expended in the 
previous year. Your expenditure may exceed your alloca- 
tion for the previous year. 

328. So that although the demands of the branches and of 
the Commissioner may be more than the preceding year? 
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He still maintains his test checks at the end of the year. 
The reason of that was because of the necessity of obtain- 
ing some persons who are qualified to know the different 
elasses of stock. .It is very difficult to find sufficient 
qualified persons to take the whole of the stock in one 
month; that is the reason for the change. 


—I do not know of any case where the Government would 
not give you the money if you wanted it in those three 
months. That is to say, if it was in excess of the previcus 
year, you could still spent it. It may happen this way, for 
instance: You may get a Board of Trade’s declaration 
raising the basie wage, say, in April, May, or June; in a 
case like that, naturally your expenditure in July, August, 
and September, bearing the increased wages, would go up 
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313. In this particular case, when the railways were 
started, there was a special vote out of capital for stores ? 





in excess of the expenditure in the previous year. In that 
vase, of course, the Government would find the money for 
you. 
October and November—a special supply bill is presented 
to Parliament. That is a sort of a miniature estimate of 
the anticipated expenditure; it may be for one month or 
two months, and is generally passed through the Ifonse in 
one sitting. That provides for your expenditure for either 
October or November or for both months. 


Then for the remaining months—that is to say, 


329. Have you had any correspondence or letters in eon- 
nection with this particular matter of the difference be-- 
tween the amount asked for and the amount which has 
been advanced by the Treasurer up to October—between 
June and October?—No. There is never any correspon- 
dence passes in respect of it at all. We would simply go 
on spending unless there were some intimation from the 
Government. They might possibly ask for an explanation, 
but they do not stop us from having the money. 

330. Sir VINCENT RAVEN: I think it is perfectly 
clear, from what you say—take, for instance, the locomotive 
work—that if it is necessary to spend in maintenance dur- 
ing those months between June and October a certain sum 
of money it is not objected to in any shape or form?—No. 

331. If it was thought that they were spending too much, 
then attention will be drawn to it, and if possible it may 
be curtained, the amount of money you were spending ?— 
You mean by the Treasury ? 

332. Yes’—Yes, but it is very rarely done. 

333. In that case it is rather difficult to, understand why 
in a great number of years the amount which has been 
asked, for and agreed by the Treasury has not been spent 
or anything like spent?—Are you speaking of any par- 
ticular item ? 

334. I am speaking of locomotives. In 1920, £111,600 
was agreed to and only £59,258 was spent. In 1921, 
£105,000 was agreed to and £97,818 spent. In 1922, 
£175,720 was agreed to and-only £107,461 spent. It is 
rather puzzling seeing that there is no restriction put upon 
what they do spend that there should be actually spent so 
much less than they ask for?—I could not say why it is. 
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Of course it is a happy result if it does not mean 
any curtailment of necessary maintenance?—Yes, quite 
naturally it would be. 

336. But they have not been restricted in any way so 
far as you know, in expenditure?—Not as far as I am 
aware. 

337. I do not think that same condition of affairs is 
shown in any other department, except the locomotives. It 
is not so with carriages. It is so, slightly, with waggons. 
It is so with the relaying, certainly in some cases. In 
1922, for instance, £600,000 was agreed to and only 
£392,141 used?—Yes. Of course, so far as the Treasury is 
concerned they do not see that relaying figure separately. 
It is all voted in one lump sum, and may be spent in some 
other direction. 

338. It might be transferred from one account to 
another ’—It may be spent perhaps under general repairs 

339. But still that particular department has asked for 
an expenditure of that amount ?—That is so. 

340. And they have not used it ?—Apparently not. 

341. Sir SAM FAY: This is what Mr. Fraser said with 
regard to this, speaking of revenue: “ There is a difficulty 
about these estimates, it may be a difficulty that you do 
not appreciate, and that is that our estimates are very 
often not passed until almost half the financial year has 
gone. That is, estimates for the current year for 1924-25 
may not be passed until next October or November. In 
the meantime, of course, we have instructions from the 
Treasury to spend as little as possible. We cannot spend 
on the basis of an estimate which is a particularly liberal 
one.” Further on he says: “ That assent will not be given 
until October or November, which leaves us only about 
seven or eight months to carry out our programme instead 
of the full twelve months.” That is what he says with 
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Witness—'l. J. Hartigan, 8 July, 1924. 


regard to it¢—Yes. Naturally, of course, the Chief Com- 
missioner, knowing the provisions of the Audit Act, would 
not launch out to increase his expenditure. Supposing 
his estimates this year, we will say, were about a million 
more than they were last year he would not launch out to 
spend a portion of that additional million in the first few 
months of the year until he was sure that the Government 
was able to provide him with all that money and that the 
estimates would be passed without reduction. Otherwise, 
of course, if the Government desired our revenue estimate 
to be curtailed, he would find hmiself then in the position 
of having spent an undue proportion of the money made 
available in the first few months of the year. That is, 
assuming he would not be able to obtain this extra amount 
of money asked for. 

342. He will be asking for what the branch asked for or 
something that he had reduced it by, and it looks from 
what he says that there is a real difficulty as between July 
and October ’—There is only this difficulty, that as I said, 
the provisions of the Audit Act will only allow him to 
spend in the first three months of the year on the basis of 
the previous year, and if the Commissioner proposes to 
spend more next year he will naturally feel, I suppose, a 
bit diffident about going ahead with his programme until 
he was sure that the Government was going to present 
his estimates to Parliament in the manner in which he 
submitted them. 

343, Apparently that is what happens, and then between 
October and next June there is no time for the depart- 
ment to spend the money they have asked for and which 
has been voted?—That may be so. 

344. You do not audit the departmental accounts at all, 
do you?—No, only in relation to time-keeping. I send 
out an auditor to check the time-keeping work. TI do not 


check the appropriation. 
345. Sir VINCENT RAVEN: Would you know it 


there was a restriction so far as the money to be spent was 
You told me just now that there was no 
restriction on the amount of money that they could spend 
in the shops between July and October. Sir Sam Fay 
has rather suggested that, owing to not being able to spend 
more than the amount spent in the previous year, they 
might not be able to spend the full amount if it was left 
until the remaining months between October and the fol- 
lowing June. I understood you to say that there was no 
restrictions?—What I intended to convey was that the 
Commissioner would possibly be diffident about going 
ahead with a programme of work in excess of the previous 
year, not knowing whether he may be requested by the 
Treasurer to curtail his estimates. 


concerned 4 


346. You mean he would give instructions to his Chiet 
Mechanical Engineer that he had not to spend more than 
a certain amount’—I do not know what instructions he 
might give to the Chief Mechanical Engineer, further 
than that the work would proceed at the normal rate of 
the previous year, whereas the Chief Mechanical Engineer 
may be desirous of going ahead at a more rapid rate. 

347. Of course, the Chief Mechanical Engineer is the 
best man to give us that evidence, is he not?—Yes, | 
should think so. 

348. Sir SAM FAY: Do you communicate direct with 
the Treasury officials, or does it go through the Railway 
Commissioners ?—Al]1] the important correspondence goes 
through the Railway Commissioners. 





349, It does not 20 direct from your office to the 
Treasury ?—No, except in minor matters, that is all. 

350. But you draw all the cheques and so on?—Yes. 

351. And send forward the demands to them for cash 
that is required?’—Yes. That goes direct from me in all 


cases, and also all correspondence in respect to, say, open- 
ing advance accounts; anything in a matter of that kind 
goes direct from me to, the Treasurer. 
All other communications to 
through the Chief Commissioner’s office t- 
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Wiitnesses—T. J. Hartigan, 8 July, and J. Fraser, 15 July, 1924. 
553. Sir VINCENT RAVEN: Have the estimates ever 
been cut down by Parliament?—Which estimates are you 
speaking of, revenue or loan? 
354. Revenue only ?—Excepting in one instance I know 
of, not without the consent of the Chief Commissioner. 

355. Sir SAM FAY: You do not deal with statistics, do 
you ?—No. 

3554. And you are not concerned with the number of 
passengers or the tonnage of goods ‘—No. 

356. Do you check at all or give any instructions with 
regard to transfer from a revenue charge to capital, or 
vice versa, where a staff is transferred from one to the 
other ?—No. 

357. That would not come within your knowledge/—No. 

358 If a department doing work on capital account and 
revenue account also transferred a considerable number 
of men from one to the other, that would not come within 
your knowledge /—No. 

359. You have given us a statement with regard to 
repairs and renewals on permanent way and on rolling- 
stock, and I understand that, taking 1923, according to 
your books £400,856 was spent on absolute renewal of the 
permanent way ?—Yes. 

360. Do you get any details of that?—No, I have not 
the details of it. 

361. Do you know where it is spent, the location of the 
relaying?—No. I do not get any details of the relaying. 

362. What do you get from the branch accountant /— 
Just the total expenditure against the relaying each 
month. 

363. But whether it is complete or partial, you do not 
know ?—No, excepting that there is a return that is sub- 
mitted to a committee, of which the Chief Commissioner 





The notes of that come to me. That shows 
It is not recorded in my books in any 


is chairman. 
the information. 
way, though. 

364. You have no knowledge of a relaying programme, 
or anything of that sort ?—-No, further than that the relay- 
ing programme is submitted to the Commissioners showing 
the proposed work to tbe carried out in each divsion; that 
is sent on through me back to the Engineer-in-Chief. 

365. You mean that would be the programme for the 
year ‘—Yes. 

366. Sir VINCENT RAVEN: It seems perfectly clear 
to me how you divided a partial renewal from a complete 
renewal, and if Ijunderstand it rightly a complete renewal 
means an entirely new machine—either a locomotive, car- 
riage, or waggon. If it is a partial renewal, it means a 
new boiler, or new cylinder, or new crank axle, or some- 
thing like that. But I would just like to be quite clear 
with regard to waggons. In my experience the life of a 
waggon is a certain number of years, but the wheels last 
probably twice the lifetime of the waggon itself. Now, 
supposing you are renewing the waggon and using the 
wheels over again, would that be a complete or a partial 
renewal’—I would not like to answer that question, be- 
cause I really could not say from my own knowledge. 

367. You see what I mean ?—yYes, I understand. I do 
not differentiate in my books between partial and complete 
renewals. All I keep in my books are renewal costs and 
those figures—the separation from partial and complete 
renewals—I got from the Chief Mechanical Engineer. : 

368. And he will answer that question better?—Yes. I 
am not in a postion to answer it. 


(Witness retired.) 


(At 11.35 a.m. the Commission adjourned.) 





Srxtu Day. 
TUESDAY, 15 JULY, 1924. 


(Held at Chief Secretary’s Building, 


Macquarie-street, Sydney.) 


COMMISSION ERS 


Sir SAM FAY. 


JAMES FRASER, Chief Railway Commissioner, 
recalled :— 


369. Sir SAM FAY: I understand you would like to 
amplify the evidence you gave the other day, with refer 
ence to the question of the difficulty as between the end 
of one financial year and October in the next?—That is 
so, Sir Sam, and that would have some bearing, perhaps, 
on the evidence which was tendered by our chief account- 
ant to you recently as amplification of his evidence in 
chief, i.e., with regard to the expenditure debitable against 
our revenue. The point that I wanted to amplify was 
this, that each financial year, the ‘State Treasurer has to 
make his own financial statement of the probable expen- 
diture for the whole State for that financial year, and he, 
quite naturally, endeavours to balance his expenditure 
against receipts. In that connection, as the expenditure 
of the Railway Department is quite a considerable por- 
tion of the total expenditure of the State, the railway 
expenditure is somewhat vital in the balancing of the 
whole, and the Treasurer naturally asks the Railway De- 
partment to keep its expenditure within such limits as 
will enable him to make a balance of the whole. We get 
a request, almost always in association with the estimates 
which we submit to the. Treasurer, that such estimates 
shall be framed on the basis of the most reasonable expen- 
diture that can be incurred in that financial year. I dare 
say that since you have landed here, you may have 
noticed in the public press a strong demand that the State 
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Sir VINCENT L. RAVEN. 


shall reduce taxation—the people of the State are insist- 
ing upon a reduction in taxation, both direct and indirect. 
Well, clearly if there be any reduction of taxation, either 
direct or indirect, it must have an effect upon consolidated 
revenue—i.e., consolidated revenue must be reduced if 
taxation is reduced; and unless expenditure can be re- 
duced to the same extent, there will be, at the end of 
the financial year, a State deficit of some moment. Hav- 
ing that in view, if the railway estimates were based on 
a very liberal scale—i.e., if we budgeted for a very heavy 
expenditure to be set against our revenue, we would either 
have to devise some means of very substantially reducing 
our working expenditure, or intimate to the Treasurer 
that there will be a substantial deficit in regard to our 
operations, and that deficit, of course, could be met only 
out of consolidated revenue, and might also be a direct 
taxation of the people of the State. When I say a deficit, 
[ mean a deficit, not on the actual working alone, but on 
the working, plus the interest. As I have stated, such 
a deficit could only be met by the taxation of the people, 
and the people have repeatedly stated that they are to-day 
over-taxed. If, therefore, we budgeted for a very liberal 
expenditure, knowing that that expenditure must be met 
by direct taxation, the Treasurer could say to us, “We, the 
Government, do not propose to increase taxation in order 
to meet any additional burden that may be imposed upon 


us through any deficit in regard to the operations of the 
railways, and you must therefore endeavour to keep your 
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working expenditure within such limits as will permit 
the revenue to cover the whole of your working expen- 
diture, plus your interest.” ‘That is the attitude which a 
Government could quite properly take in view of the atti- 
tude of the people of the State to taxation. Bearing upon 
that, I should like to read a letter which I received at 
the beginning of last financial year, when our estimates 
had been submitted—and it is a letter similar to those 
that I have intimated we constantly receive from the 
Government at the beginning of each financial year. It 
is headed, “Estimates of expenditure, Consolidated Rev- 
enue Fund,” and states: 

The following copy of a communication, dated 23rd 
August, received from the Director of Finance, is forwarded 
for favour of attention by your Commissioners. Your draft 
estimates for 1923-1924 are returned herewith for favour 
of revision. The total estimates received from all depart- 
ments exceeds the estimated revenue for the current financial 
year by fully £1,500,000, and it therefore becomes necessary 
to reduce them by that amount. ‘The Colonial Treasurer 
desires that you will be so good as to give this your urgent 
and personal attention, and let him have your revised esti- 
inate at the earliest possible moment. It is imperative that 
all departmental estimates be reduced very considerably, and 
only essential items included. 


N.B.—Your estimate of expenditure exceeds your last 

year’s expenditure by £146,578. Owing to the increase in 
salaries, payment for interest, and other statutory payments, 
contingencies expenditure must be brought very considerably 
below that of last year. It will be observed that the 1922- 
1923 expenditure column is incomplete. Will you please have 
the remainder of the figures filled in against the respective 
items, 
My point in reading this is to indicate that the State 
Treasurer in that year—as, indeed, in most years—finds 
it imperative that all departmental estimates be reduced 
very considerably, so that he will be able to balance his 
expenditure against receipts on consolidated revenue. That 
does not refer to loan expenditure, but to consolidated 
revenue. It relates purely to cost of working. 


370. Sir VINCENT RAVEN: Does not he cover hhim- 
self there by asking you only to reduce in non-essential ? 
—RHe says, “It is imperative that all departmental esti- 
mates be reduced very considerably, and only essential 
items included.” 


371. He therefore allows you to put in everything that is 
essential, but asks you only to knock out non-essentials ?— 
Quite so, but then there is the point as to what he would 
regard as non-essential. 

372. Or, as to what you would regard as essential ?— 
Yes, quite so. “The total estimates received from all 
departments exceed the estimated revenue for the current 
financial year by fully £1,500,000, and it therefore becomes 
necessary to reduce them by that amount.’ That is to 
say, that on the Governmental side a very heavy expendi- 
ture was to be incurred, and that he would take up a 
similar attitude to other Government departments to that 
which he had taken up towards our department. 


378. Sir SAM FAY: The estimates of revenue would 
include your estimate of revenue from the railways, from 
two sources /—Yes. 

3734. In making that estimate twelve months ahead, 
you are gambling on what Providence will do for you, are 
you not?—We are gambling on the seasons, of course. We 
have to do that, more or less. We may estimate at the 
beginning of the year that we are going to have a good 
wheat season, and in June or July the prospects may be 
quite bright, but in August or September they may be- 
come distinctly otherwise—and that was the chief point 
which I warted to make; that is that if we framed out 
estimate of expenditure on a high scale, the expenditure 
and interest taken together would probably be consider- 
ably in excess of the total revenue which we would be 
expected to receive and would leave what we call a deficit, 
and that deficit would have to be made good out of con- 
solidated revenue. The framing of estimates on a liberal 
basis would undoubtedly in some cases, seriously embarass 
the Government, and the Government could say to us-— 
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and quite properly from their point of view—that they do 
not propose to increase the burden of taxation on the 
peopie as a whole to meet any deficit arising through rail- 
yay administration. 


oF 


374. I believe you have an Act of Parliament under 
which you cannot spend beyond what you spent the pre- 
vious year until after Parliament has passed the budget ? 
—That is the Act, and that is the understanding. 

375. Does that have an effect on you?—It has had a 
deterrent effect, obviously taken in conjunction with com- 
munications of the kind I have just read—it has a de- 
terrent effect in connection with the mapping out of = 
programme of expenditure during a given year. No one 
in an administrative position can lay out a programme 
of expenditure for a whole year unless he knows that the 
money will be made available to spend, because if you are 
mapping out a programme for twelve months, you really 
want to begin to spend on the first day of that twelve 
months and continue your expenditure fairly consistently 
throughout that whole period. That is a thing which the 
Railway Department has never been able to do, either 
from loan, vr on the working expenditure side. 

376. One cannot help noticing the moneys that have 
not been spent, even after they have been voted. Has that 
been brought about by “going slow” at the commence- 
ment of the year?—To some extent it has been so, be- 
cause, as indicated here, the Government asks us to make 
our expenditure during each month—until the estimates 
have been actually passed—approximate as nearly as pos- 
sible to the expenditure per month in the previous year. 
They ask us to do that. 

377. So far as they are concerned, they pass it en bloc 
—they do not deal with it departmentally like you do ?—- 
No. 

378. It is a certain sum which you allocate yourself in 
accordance with these figures?—Yes. They sometimes, 
when our estimates are under review, may discuss an item 
of £1,000. They may spend a lot of time discussing one 
or two such srnall items, and then, after a long discussion, 
pass the whole of the estimates. That would be some 
months after they had been submitted by us to the 
Treasurer. 

379. I do not know if you have seen those statements 
which Mr. Hartigan put in, with regard to the interest 
charged against you’—Yes, I saw those. 

380. (He put in two, and he is evidently of the opinion 
that the railways are considerably overcharged in the 
shape of interest. Statement “A” shows that excess in- 
terest has been paid to the amount of £424,000. That is 
a great deal of money. I do not think that statement 
“B” would be a correct view of the situation ?—Probably 
not. 

381. But, statement “A” would appear to be somewhere 
near the mark, I think he said that the Auditor-General. 
the Treasurer, and the State Statistician were, I assume, 
a sort of committee looking into this question. Have you 
any idea when they are likely to come to a conclusion ?— 
I cannot say, definitely, though I hope it will be soon. T 
may say there is a good deal of foundation, in my opinion, 
for Mr. Hartigan’s belief that we have been charged too 
much interest for some years past. I may point out that 
the Government Statistician, on page 72 of the Statesmen’s 
Year Book, states that the public debt (proper) on the 
30th June, 1923, was £183,571,556, which includes the 
Railways and Tramways, and everything else debitable 
against the public debt proper. A note on the same page 
gives the total amount of interest due on the above debt 
as £8,535,650. That £8,535,650 is obviously considerably 
less than 5 per cent., because 5 per cent. on £183,571,556 
would be somewhat over £9,000,000 per annum; and this 
£8,535,650 comes very near to the 48 which I mentioned 
just now in conversation (a conversation which, by direc- 
tion, was not included in this report). That would seem 
to support our contention, and Mr. Hartigan’s calculation 
here, that the interest rate has been somewhat higher 
than might properly have been imposed upon us. 
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391. There is a great deal of stock held in the shops and 


382. There was one question which I put to Mr. Harti- 
various parts of the line which has not been charged out 


gan when he was here, with regard to an advance for 
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stores of something like £1,800,000. That really means, 
does it not, that your stores are costing you, on a 5 per 
cent. basis, something like £90,000 a year, and more than 
the figures you show, if you add interest 1—Yes, but those 
charges have to be distributed. 

383. I know that, but I mean to say, that as part of 
your loan you have stores amounting to £1,800,000 7—It is 
considerably less than that now. That is about the maxi- 
mum that we reached. No, I think we went a shaae 
higher than that, but at any rate we are down now to 
about £1,500,000. 

384, But whatever it may be, if I understand it rightly, 
that is an amount upon which you have to pay interest /— 
That is so, 


888. Would not it be better to have wiped that out 
gradually by departmental charges ¢—You could never 
wholly wipe it out, because we have always to carry stoek. 
T do not see how it is to be escaped. Of course it is debat- 
able as to the amount of stock that should be carried. 
Stock must be carried to enable us to provide the material 
yequired froin day to day and from week to week for the 
various departments to enable them to carry on their 
operations. The position is that we convert money into 
stock, and that stock is left lying in our stores for use 
from day to day. ‘That means money. 

386. If you had your own banking account, you would 
be in a different position—unless, of course, you had an 
overdraft at your bank ?—Quite so—although we would 
still have to buy the stores and pay tor them. What ! 
have been endeavouring to do for a number of years— 
and with some success—is to substantially reduce the 
stores stock and automatically reduce the value debitabie 
against the stores advance account, and we did on one 
occasion pay back £200,000 odd in reduction of that 
amount, and our stock to-day is relatively lower than 
ever before, I think. We are always trying to get our 
stock down to the minimum. 

387. Sir VINCENT RAVEN: That means that you 
have got that certain amount of economy, but the economy 
is only shown in the interest on the money that you have 
got invested in stores ?—Yes. 


388. Sir SAM FAY: It would be an advantage if you, 


could ease yourself of that situation, would it not, and if 
you could knock out the £200,000 you eould practically 
wipe your stores account out ?—Yes. 

889. You had that charge against you all the time, which 
you have to earn?—Yes. At this stage I should like to 
mention that in giving evidence here the other day my 
evidence clashes somewhat with the evidence given by Mr. 
Hartigan as to the method of check on the stores. I stated 
that it had been our practice—and was—to have the stores 
checked to some extent, thongh not completely, by the 
Traffic Auditor. Well, that was our practice until com- 
paratively recently. 1 did not qualify it by saying that 
there had been any variation. As a matter of fact, there 
has been a variation recently, as indicated by Mr. Har- 
tigan in his evidence. When the Traffic Auditor’s check 
was unconvineing—really because it only covered a limited 
area—we arranged for a constant check to be made by 
inspectors specially appointed for that purpose, and these 
inspectors are checking from year’s end to year’s end and 
doing nothing else; and the check is to-day so much more 
thorough and so much more effective in respect of stocks 
rarried and so forth, than formerly, that we have been able 
to reduce our stores advance account very substantially, 
as I have already indicated. 

390. Who are they under?—They are under the control 
of the stores. The controller, when giving evidence, will 
be able to elaborate that point, and I think he would say 
that he would welcome the closest scrutiny of his work. 
The work in the stores is better done now than at any 
former period. 





to the particular work, is not there?—Not yet. 

392. They are not under his direct control, are they /— 
Not in all cases. 

393. But they do take a periodical check of those, do 
they 7—Yes, those are stocks that are checked constantly. 
We have stocks in the permanent-way branches—each 
division—the permanent-way stores at Goulburn, the per- 
manent-way stores, Bathurst, and the one at Neweastle, 
but the one at Neweastle is directly under the contro! 
of the Comptroller himself, and that particular store at 
Newcastle holds the stock for all branches—that is the 
only one that we have so far amalgamated in that way. 
That is an experiment to see whether it would be suecess- 
ful or otherwise, and it has been so successful at New- 
castle that we will probably introduce the same systein 
at other large depots, with the object, of course, of re- 
ducing the total stocks. 


WILLIAM HENRY DENNEEN, Traffic Auditor, New 
South Wales Government Railways and Tramways, 
sworn, examined :— 

39. Sir SAM 'FAY: Your business as Traffic Auditor, 
so far as I am able to ascertain from your statement, is 
confined entirely to receipts?—Yes, 1 do not deal with 
expenditure. 

395. You have to audit 572 stations, and there are 738 
unattended sidings and so on attached to the stations, the 
accounts of which I suppose are kept at the adjoining 
stations ’—Yes. 

396. You have fifty-three refreshment-rooms to do ?— 
Yes. 

397, And all the tramway depots?—Fifteen of those, 
seventy-five railway institutes, and thirty horse fodder 
depots. I have ten inspectors to audit all these stations ; 
they get round once a year, and oftener when it is found 
to be necessary. 

398. How long does it take them to do a station?—It 
depends whether they strike any trouble at the station; 
two days as a rule for a big station, and smaller stations, 
of course, less. They are not always at work, weekdays 
and Sundays; they all work weekdays. They work to 
a roster. We have no trouble in effectively covering all 
these stations, refreshment-rooms, and tramway depots. I 
could let you have a copy of our audit inspectors ’travel- 
ling roster. 

399. If they do all that you say they do in your memo- 
randum, it must take them some considerable time /—Yes. 
They have to travel from one station to another, Of 
course, you know there are 1,310 railway stations, sidings, 
and platforms altogether, but of course the sidings and 
platforms are controlled by the station. We have 572 
stations. We take stock of the refreshment-rooms, whatever 
is in them, and the tramway depots too. There are only 
300 working days a year approximately, but some of the 
stations are very small, and it does not take them long. 
We do not check the ‘Comptroller of Stores’ stock now; we 
only took stock and compared same with the Comptroller’s 
ledger balances. We are checking horse fodder depots, 
contractors’ accounts and the 





amongst other things 
number of horses employed at certain depots, and the 
average price per week per horse—-what it costs; that 1s 
checked on the spot. These horses are under the Existing 
Lines and the Construction’ Branches of the Railway 
Commissioners. The Engineer-in-Chief of each branch 
is responsible for the horses and the horse fodder; the 
staff under them purchase the horses and fodder subject 
to Commissioners’ approval. I believe a great many of 
these fodder accounts are contracts; that does not come 
under me; the Comptroller of Stores deals with contracts. 
Of course, he buys in the cheapest market. 
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400. I see somebody gives a certificate here as storeman. 
Whose certificate would that be—would that be your 
officer ?2—( Looks at document.) That would be signed by 
the oflicer in charge of the depot. 

101. You have a considerable number of errors at your 
stations, I notice?—~Yes, I think they are decreasing. <A 
wood many of them are in classification, goods and live 





stock too—the usual errors inseparable from accounting 
between one station and another. Very little indeed of 
that represents cash as between the Commissioners and the 
public; it is more of adjustment between stations. That 
large amount of £112,000 is something we do not allow 
the stations to deal with; it is personally certified by the 
Traffie Auditor. That is not a discrepancy; those are 
actual payments for rebates. 

402. Looking at the headings, it would rather look as 
if it was some error on the part of somebody ’—No. Those 
are rebates paid to the public, £112,000. There has been 
no mistake made by anybody there. It is on goods, flour, 
fodder, seed wheat, and so on. 

403. Take the amount of £37,000 shown on your abstract ; 
is that an actual discrepancy ?—Oh, no, that would be an 
adjustment between two stations, not an actual discrepancy 
at all. 

404. The heading says, “Discrepancies discovered” /— 
They are mere adjustments. Those are the result of our 
examination in the office, between the two station accounts. 
I mean that one station took a debit that the other should 
have had, and sometimes a station might get a consign- 
ment of goods uninvoiced, and of course, the public want- 
ing them, they would have to deliver, and the sending 
station might invoice later on. 

405. There is a discrepancy if there was a failure to 
invoice ?—Yes, but the invoice is delayed in transit very 
often. 

406, At any rate, those are simply adjustments; they do 
not mean cash ?—They do not mean cash. 

407. Will you let us have the roster of the travelling 
auditors or inspectors, because I really do not see how ten 
men could adequately cover all these stations?—Some of 
our stations are very small, it does not take very long 
With regard to the refreshment-room accounts, we actu- 
ally take stock there of what they have in hand. I have 
nothing whatever to do with the purchase price, nothing 
concerning expenditure—that is altogether outside my 
purview, it would come under the refreshment-room 
manager, 

(Witness retired.) 





PERCIVAL SYDNEY HUNT, Estate Agent and Re- 
freshment-room Manager, New South Wales Govern- 
ment Railways, sworn, examined, as under :— 

408. Sir SAM FAY: I see you estimate the value of 
the real estate of the Commissioners at £5,433,563 ?—Yes. 
That refers practically to the unimproved value of the 
land, plus the value of our letting properties. It would 
include the running line. It does not represent what the 
land actually cost, but what is considered the present 
market value, unimproved. You can give a market value 
to a line of railway if the line was removed. The figure 
has been closely scrutinised, inasmuch as it is made up 
of all the assessments of all the shires and municipalities 
throughout the State; that is the figure on which we are 
assessed. They assess us on the value of the land, not on 
the value of the traffic; we ave charged on the unimproved 
capital value. That is the general rating principle in 
New South Wales, the unimproved capital value. That is 
assuming the land is cleared of everything. That is repre- 
sented by that figure, €4,125,000, the £5,000,000 is an addi- 
tion on account of the improvements on letting proper- 
ties. The rents received represent improved properties or 
-gyazing areas or cultivation areas, outgide the specifia 

*yaitway occupation. 
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409. I see that according to this, that gives you 24 per 
cent. on your estimated value?—Yes, about that. Of 
course, | would like to point out that a large amount of 
that £5,000,000 represents city property, property in Syd- 
ney, houses, and so on. We have some pretty valuable 
The 
invite tenders every 


property in Sydney in the shape of houses and so on. 
bookstall rents are rents assessed; we 
two or three years, as the case may be, and the highest 
tender is generally accepted. It is a dead rent, absolutely 
net. There has not been very much competition for pre- 
vious years, but there was last time, for the first time for 
several years. Previous to the war there was competition, 
but during the whole term of the war there was no compe- 
tition at all. Last time we had another big firm, Dymock’s, 
which came very close; we are calling tenders at the end 
of this year, and | believe there will be half a dozen at 
least in for it. The last tender was for three years. 


410. You refer here to surplus lands available after con- 
struction is completed, and you say the Estate Agent is 
responsible for intelligently dealing therewith. Do you 
mean by re-sale?+—Yes. The figure of £63,000 for 1923 
would not actually represent cash received; most of our 
land is sold on time-payment. But it would represent the 
‘apital obtained, allowing for time-payment sales; that is 
the amount we would receive on time-payment. That is 
actual surplus land sold. When a new railway is made | 
buy the land—we first resume, in nine cases out of ten, 
but if there is any possible opportunity of private purchase 
prior to resumption we effect it. I control the whole of 
the acquisition, either by resumption or private purchase. 
By resumption I simply mean that a railway is proposed 
to be constructed, which covers so many miles of country, 
so many acres of land, and we simply make a general noti- 
fication, covering the whole acquisition by the Crown. In 
a great many cases it would cost nothing so far as country 
lands are concerned, because betterment applies; such 
betterment does not apply in Sydney. We do resume in 
Sydney, but it may be accepted that in every instance 
payment has to be made. Such liability always applies 
except where betterment from construction work can be 
established. There is no fixed rate. Ninety-nine times 
out of one hundred it is amicably settled, or it goes to 
arbitration before the Court; I do not think I have had a 
ease for the last three years. 








411, You are responsible for the refreshment-rooms as 
well, are you not?—Yes. 


412. You buy all the various stores required—by con- 
tract?—I endeavour to buy by contract as far as I possibly 
ean, but there are certain proprietary lines in regard to 
which there is no advantage in entering into a contract— 
you have to deal direct with particular firms. The con- 
tracts are by tender, advertised, and there is very strong 
competition. The tenders are sent to the secretary to the 
Commissioners. 


418. You are returning on the estimated or actual 
amount of money invested in your refreshment-rooms, 5 
per cent.?—I cover myself in the first instance with the 
recognised interest on capital, which is a little over 5 per 
cent.; that ig to say, I am returning very nearly 10 per 
cent. on my working, exclusive of interest on capital. [ 
allow depreciation on buildings, 2 per cent. on brick and 
5 per cent. on weatherboard, and 7 per cent. on stock. Last 
year the depreciation I allowed on buildings was just on 
£4,000 and on equipment nearly £7,000. On top of. that, 
of course, I also pay all maintenance charges and every- 
thing else. On equipment, furniture, &c., I allow 7 per 
cent. depreciation. 

414. After doing that, you return-on the actual working 
about 14 per cent., and'after you have paid 5 per cent. 
interest you have got a clear 9 per cént.?—Yes. Of course, 
my balance-sheet is not altogether on the same basis as an 
ordinary company balance-sheet; an ordinary company 
would havea certain capital, say, £200,000, and. iftit had 
a profit of £20,000, they would call that-10 per cent.; “hut 
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before I declare a profit I cover the department for the 
interest on the capital involved, and then declare a net 
profit on top of that. 

415. Sir VINCENT RAVEN: Have you anything to 
do with advertisements ?—No. They are run by a separate 
branch, the advertising branch. 

416. Sir SAM FAY: He puts up advertisements in your 
refreshment-rooms, I suppose?—-No, he does not; I have 
no advertisements in my refreshments-rooms at all, none 
whatever—except perhaps a minor line, such as advertis- 
ing Capstan cigarettes or some popular thing of that kind, 
and that is all under my own personal control. I do not 
have any advertising either inside or outside the refresh- 
ment-rooms. 

417: Sir VINCENT RAVEN: You charge interest on 
all the equipment you have, I suppose?—Yes. As a matter 
of fact, the stock goes into my capital account, which 
totals about £275,000. 

(Witness retired.) 
(At this stage the Commission adjourned until 2.80 p.m.) 


2.30 p.m. 
CYRIL BEUZEVILLE BYLES, Signal Engineer, New 
South Wales Government Railways, deciared :—- 

418. Sir SAM FAY: I understand that you have a 
mechanical assistant attached to your department as well 
as an electrical assistant ?—Yes, for the outdoor work. 

419. Do you consider it necessary to have two men for 
signalling ?—I think so, because their sphere of work is 
entirely separate. One looks after the installation and 
maintenance of the mechanical signalling and interlock- 
ing work, and the other deals entirely with electrical mat- 
ters which, of course, include block-working and staff and 
tablet-working, and so on, in connection with which there 
is an enormous quantity of detail. Quite apart from that, 
up to the present I have not been able to come across a 


man who can perform the dual functions, even if the | 


extent of the work permitted him to do so. 

420. But it is all signalling?—Yes, in the broad sense, 
but not in the narrower sense, because until quite recently 
block-working and telephones and work of that description 
was not regarded as signalling. 

421. But you combine both’—Yes. 

422. And your district inspectors combine both ?—Yes, 
but it is only after a considerable evolutionary process 


that I have been able to get the men to do both. It was * 


only after a considerable amount of training, and only 
quite recently that I have been successful in obtaining 
men to combine them. 

423. But if you have an assistant, be he a mechanical 
engineer or be he an electrical man, would not he be able 
to acquire the same knowledge as you have?—Probably. 

424. I am only looking at it from the point of view of 
expense. You cannot get two men at the same price as 
one, and I suppose each of them has assistants or clerks ?— 
No, the mechanical man has nobody, being entirely by 
himself. The electrical man has two technical assistants 
and a clerk. The detail that has to be dealt with in his 
office is very much greater than in the other case. 

425. But when you cone back to it, it is all a question of 
the theory of signalling and the appliances necessary to 
operate your signals, whether mechanical or electrical ?— 
Yes. I think ultimately the thing might be combined, 
but from the point of view of expense it would make very 
little difference, because a joint man would need to have 
at least two similar men under him. 

426. Apparently there is a certain amount of division 
of the same class of work between yourself and the Chief 
Electrical Engineer ?—Only to a very very limited extent. 

427. The Chief Electrical Engineer maintains certain 
telephone circuits, and so on, and he maintains throughout 
the line certain instruments’—In the country he main- 
tains telegraph instruments. He maintains the telephones 
from Sydney to Newcastle, and on the South Coast line, 
and in the suburban area, 


4928. Is there any particular reason for that?—No, it 
has simply arisen by the process of evolution. He used to 
maintain the whole lot, but I have gradually taken over 
first one thing and then another. 

429. Is there any reason why you could not take the 
lot?—Not from my point of view. * 

430. He maintains the Morse instruments throughout 
the whole system?—Yes. From his point of view, he 
considered it better to retain the control of those. 

431. Does it not mean that he must have a certain 
number of men travelling about the whole system to look 
after those instruments /—Yes. 

432. And you have a certain number of men travelling 
about looking after other instruments side by side with 
the Morse¢’—Yes, but the Morse is relatively a very smaii 
matter. 

433. And he maintains the batteries’—Yes, the Morst 
batteries. 

434. Side by side with your batteries?—That is so. 

435. When you come to your power supply, is the Chief 
Electrical Engineer responsible for that?—He generates 
the power and transmits it. 

436. And you take on from the transformer?—That is 
so. 
437. He does not go beyond that?—Not on the signal- 
ling mains. se 

438. You state at page 6 of your memorandum—*“ In 
the country districts it is not practicable to make the 
maintenance districts for mechanical and electrical work 
co-terminal, as the latter usually embraces a much larger 
area than the former, hence the maintenance of the 
mechanical and electrical work is placed under two 
separate men, known as signal sectionman and railway 
electrician respectively.” What do you men exactly by 
that; do you mean that there is too little work on the 
electrical side to justify the making of the areas exactly 
the same?—Yes, that is what it amounts to in the 
country. The railway electrician can cover a very much 
larger geographical area than the signal section man, but 
there are exceptions. With a great number of automatic 
signals he may maintain about the same area, or even 
less, but for various reasons it has been found imprac- 
ticable to make them the same. 

439, Still you have your electrical inspector ?—No, this 
refers entirely to the maintainers. They are under one 
inspector. 

440, Assuming that you took over the maintenance of 
the Morse instruments, would not that come under the 
electrical staff?—It would come under the electrical main- 
tainer, whom we call the railway electrician. 

441. If you had it instead of the Chief Electrical 
Engineer, would you put that under him?—Yes, it would 
be added to the rest of his work. 

449, T see that in some cases of automatic signalling 
you take over the responsibility for signal lighting, and 
in other cases you do not. Who looks after the signal 
lighting where you do not do it?—The traffic do it them- 
selves. At a country station where they have a staff it 
obviously pays to use their staff, because they probably 
have a fair amount of spare time. 

443. What sort of lighting have you’—There is a con- 
siderable area lighted electrically in Sydney and one or 
two country centres. Wherever we can get power we are 
considering electrical lighting, but for the rest it is kero- 
sene oil, long-burning lamps—seven. days. 

444, Do you get longer than seven days out of them ?— 
T have never attempted to, but I do not think we could 
satisfactorily. 

445. On page 8 of your memorandum you refer to new 
works. ‘Are you doing that on behalf of the Engineer 
for New Works under the Construction Department ?-- 
Upon existing lines, new works are carried out by the 
Engineer-in-Chief for Existing Lines. Upcen new’ rail- 
ways they are carried out by the Chief Engineer for 
Railway Construction. In both cases the signalling work 
is carried out by me. There is a separate estimate for 















the signalling work, and this, in either case, is included 
in the amount authorised for the work as a whole. 

146. And that is charged to the cost of construction #— 
Yes, as part of the cost of construction on loan account. 

447. Ilave you an accountant ?—Yes. 

148. Does he allocate to construction work the neces- 
sary proportion cost of your department ?—Yes, the actual 
cost of the signalling done for that particular work. 

449. Take the line from Molong to Dubbo, would he 
charge on construction account simply the cost of the 
work on the ground ?—That is practically what it amounts 
to, and the cost of supervision of the men actually en- 
gaged in constructing the work. 

450. He would not charge to that account anything in 
the shape of office expenses or headquarters expenses {— 
No, only the cost of the supervision on the ground. 

451. I suppose you are doing a very great deal of work 
in connection with the new City railway ?—We are con- 
templating a good deal, but there is no actual work done 
in connection with it at present, 

452. What sort of signalling do you contemplate put- 
ing in on that underground line?—Of course, it would 
be automatic signalling, and with colour light signals. 

453. What type of automatic?—Electrical automatic, 
except that I propose to work the train stops, and possibly 
the interlockings, with electro-pneumatic. Experience 
has shown that the electro-pneumatic is less costly to 
maintain, but the chief reason is that we have plenty 
of air pressure available, and that being so, it is more 
economical to use it. 

454. From where do you get your air pressure?—I 
have a large compressor plant just outside the station at 
Redfern. That handles the whole of the Sydney yard 
installation, and the suburban automatic signals out as 
far as Sydenham in one direction and Ashfield in another. 
It would be quite a simple matter to make use of that air 
supply for the City railway. 

455. Do you think you have sufficient power there to 
deal with the City railway with comfort ?—I think ample, 
but the air requirements on the City railway would be 
relatively small. The signals would necessarly be entirely 
electrical: there would be no moving parts at all. Prac- 
tically the only air supply necessary would be for the 
train-stops and the small interlocking. 

456. You think that the electro-pneumatic 
taken over a number of yards is less costly to maintain 
than wholly electrical?—Everything depends on the air 
supply, and in this case we have the air supply. If I 
were starting de novo I would hardly contemplate put- 
ting down an air supply, but having got it, I think the 
electro-pneumatie is certainly more easily maintained, 
and gives rise to fewer failures. 

457. Is it not really a question of the depreciation 
of the pipes where you have the pneumatic installation ? 
—It was installed in the Sydney yard about 1910, and 
we have never had any case of air-pipes having to be 
renewed. The only thing that has to be renewed is the 
indiarubber connection, but the pipes themselves have 
We have never had any failures 
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never been renewed. 
with them. 

458. How long do you reckon they will last ?—I should 
not like to say, but I think a great many years. A great 
proportion of them are run overground, where they can 
have attention if necessary, although we do very little 
to them, except a coating of tar. They are steam ipipes, 
mains 2 inches and sub-mains about 4 inch. This is the 
result of a conversion which has being going on for 
years. Had I been asked my opinion ten or twelve years 
ago I should have said that I would not put down any 
more electro-pneumatic, but the experience of those years 
has shown that it gives less trouble. 

459, Is it as easy to get at as an electrical installation? 
_The mechanisms are so simple, there being nothing 
but a éylinder in the piston. The only feature of the 
electro-pneumatic whick is at all liable to cause trouble 
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is the leather in the pistons. If we do not watch them 
carefully they will perish and blow out occasionally. 

460. You have electrical power and you have pneumatic 
power to keep going all the time ?—Yes. 

461. If you were starting de novo, you would put in 
electro-pneumatic in the City yards’—I think I should 
hesitate before putting in work like that if I had to build 
up the whole thing from the beginning. 

462. You are going in for a city railway with very 
heavy traflie on it, and you are proposing to continue a 
system which must mean the production of two powers, 
and I assume that having done that, you would continue 
it under the electrified suburban lines?—Not beyond the 
limits to which it goes now. 

463. Are not the electrified lines going out about 30 
miles ?-—Yes, ultimately, I suppose, but I would not think 
of extending the electro-pneumatiec to that distance from 
Sydney. I went into this matter some years ago, and I 
found that the cost for electro-pneumatie was practically 
prohibitive in comparison with all-electric, but that does 
not apply in a restricted area, and particularly where we 
are already committed to keeping it going for a number 
of years, as in Sydney yard. Making a complete up- 
heaval in Sydney yard could not be thought of. Having 
eot it, and haying to maintain it, my idea is to make the 
best possible use of it. 

464. You have electro-pneumatic signalling for the 
whole of your Sydney yard?—It is now, and has been 
since 1910, The recent change consisted of installing an 
entirely new locking-frame, fitted up to receive the func- 
tons of track locking. The old system made no provision 
for track locking. We had to go in for track circuit, 
which we had not before the recent change, except to a 
very limited extent. 

465. Having got it, you think you should continue it— 
this is a costly thing, and I want to know whether you 
are right?—The whole cost resolves itself into one of 
mains, but we have the air practically as a free gift. 

466. Oh, no, you have not?—It can really be calculated 
in units of current. Then there is another point that I 
should like to mention. In my present shops I also take 
advantage of the air pressure to work what were steam- 
hammers. When the shops go away the steam-hammers 
will go too, and I shall have that reserve of air, which 
ean be usefully employed. It has to be produced, but the 
plant is there and its maintenance has to be paid for, 

467. Sir VINCENT RAVEN: I gather that you have 
more chance of failure with the electric than with the 
electro-pneumatice. Is that on account of the dampness 
getting into the electric, getting shorts or something of 
that kind?—1 should like to make that statement quite 
broadly. Generally speaking, I feel more comfortable in 
the maintenance of the electro-pneumatic than the elec- 
tric, and I think the answer is that the electrical apparatus 
required in connection with the working of points and 
signals is necessarily of a complicated ¢haracter, because 
you have to convert a rotary movement into the thrust, 
but in the electro-pneumatic you have the thrust all ready. 
In other words, the electro-pneumatie is so much more 
simple, and there is less complication to get out of order. 

468. I have never discovered any particular reason for 
the electric apparatus getting out of order? I know the 
modern apparatus is very high-class and gives compara- 
tively little trouble, but obviously there are more points 
at which failure can occur than is the case with ths 








electro-pneumatic. 

469. Of course with the pneumatie you have to be very 
eareful, in regard to keeping everything tight, and if it is 
not tight your power has gone?—Since [ came here I 
have only known one serious breakdown due to failure of 
air, and that is when a 2-inch main blew out at the 
coupling. 

470. That may be so, but I fail to see why there should 
be more liability to failure with the electric system if 
it is looked after in the same way?~I make the statement 
quite broadly. That seems to be our experience. 
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471. Apparently you have had a fairly long experience 
with the electro-pneumatic, but what experience have you 
had with the electrie/—The first electric installation was 
put in here a little over ten years ago, but not at Sydney. 
The plant was comparatively large; there were about sixty 
levers and seven junctions. It is at Flemington, which 
is the nest of junctions off the main line about 8 miles out 
of Sydney. 

472. And you have had a good deal of trouble with 
them?’—No, I do not wish to convey that impression at 
all. I am merely saying that, all things being considered, 
and taking into consideration particularly the conditions 
which will apply on the city railway, I should feel happier 
with an electro-pneumatic installation than I should with 
an electric. 

473. Have you gone into the cost of one as compared 
with the other?—Not so far as the city railway is con- 
cerned, though I have on the main suburban line, 

474. Who decides upon the position of signals’—The 
signals are skown on a plan which is signed by the officers 
and submitted to the Commissioners. This plan is pre- 
pared by me, of course, and having been prepared is sent 
round for signature by all the officers concerned, and is 
finally approved by the Commissioners. 

475. It is a joint agreement ?—Yes, to that extent, but 
of course it emanates from me. 

476. What I am really desirous of knowing is whether 
the people who use these—after all you do not use them be- 
cause they are for the purpose of the safety of the people 
who are using the railway—have the right of approval or 
disapproval of the positions which you apparently fix on 
your plan, and to what extent?—It rests with the Chief 
Traffic Manager, of course, if he does not approve of the 
arrangements shown on the plan, to say so. 

477. What part does the Chief Mechanical Engineer 
take in it?+~Im connection with the plan. 

478. It is an agreed plan ?’—Certainly. 

479. It is agreed between the traffic and the locomotive 
and yourself, that is the position of the signals ?—Yes. 

480. Sir SAM FAY: Your accountant apparently is re- 
sponsible for the stores?—The stores under my control. 

481. He has a storekeeper under him?—Yes. 

482. The accountant has?—Yes. 

483. Have you very much really in the shape of stores 
that are not actually charged out to your branch?—I am 
afraid I do nct quite follow you. : 

484. You have a certain number of stores under your 
control; have they all been charged out to work which you 
do?—Oh, no! All the stock in my stores is in the trust 
stock account, and I can only touch that material by 
ultimately giving a requisition to the Comptroller of 
Stores. 

485. But still it is all under your control?—It is under 
my control, but it is not charged to any particular job; 
it is actuall7 in trust stock. 

486. So that until you give in some shape or another 
a form stating that you have taken so much stuff it is 
assumed that that stuff is in the possession of the Com- 
missioners ?’—That is so. It is not only assumed, but it is 
checked at intervals. 

487. Who checks it?—There is a yearly stocktaking 
under the Comptroller of Stores; his men come round and 
take stock. 

488. Of all the stores which have not been actually 
charged out to work which you do?—That is so. If it is 
once charged out to work he has no further connection 
with it. We aim at never charging material out until 
it is actually required: 

489. What is the system of your automatic signalling; 
—is if normally clear or danger ?—On straight-out auto- 
matic sections it is normally clear, in the interlocking 
areas it is danger. 

490. You work automiatically clear for signals which 
are not adjacent to stations?—That is the case, with one 
or two exceptions, for other reasons altogether. For in- 
stance, on a single line, on the Molong-Dubbo, we found 


it simplified the circuits to make the signals all at 
normally danger. 

191. I notice some of your single-line stations have 
two outer distants; was there any particular reason for 
that?—We call them an outer and an inner distant. Do 
you refer to one following the other ? 

492. I refer to two distant signals on the same post ?— 
There are very few cases of that kind. 

493. What is the idea?—That came about in this way. 
We declined to give a distant signal for a turnout unless 
it shows by its form that it is a turnout. In that par- 
ticular ease, I think, probably you are thinking of a place 
called Duri, on the northern line. The platform is on the 
turnout, and we give the splitting distants, in order that 
the driver, in coming to the turnout, may not be unduly 
checked, but we have done it only in exceptional cases. 

494. Is that because the leads are too short to run 
through at speed ?—Yes, that is so. 

495. You are a litle bit afraid of it?—Yes. I would not 
say we are afraid of it, but it is aplace where speed should 
be restricted. 

496. I did not quite follow why you had the two?—It is 
a very, very rare thing. I do not think we shall do many 
more like that. 

497. The Molong-Dubbo single line is about 80 miles ?-- 
About 80. 

498. How many stations on it?—There are four passen- 
ger stations. 

499. Are they spaced with a view to through running 
without delay ’—The way we have dealt with that is that 
there are the four stations which are used for traffic pur- 
poses, and intermediate between each of the stations is a 
crossing loop which will be unattended, the object being to 
space the whole line about equal. 

500. What do you mean, in distance?—In time, in rua- 
ning time. 

501. They are spaced with regard to time and not 
distance’—Yes, we have endeavoured to give a headway 
of about 20 minutes for goods trains. 

502. That is to say where you get a rising gradient in 
the one direction and a falling gradient in the other, the 
spacing is on time and not on distance ?—Yes, that is what 
we have endeavoured to do. That is subject to the ques- 
tion of the best place to put the crossing loops. 

503. What was your estimate of the automatic signalling 
of that railway ?—I have not it in mind, but I could give 
you the figures. 

504. What would have been the ordinary cost of work- 
ing ’—An estimate of manual signalling was prepared, and 
an estimate of the automatic signalling, and we then cal- 
culated the saving in traffic staff that there would be if the 
automatic signalling was put in, and we set off one against 
the other, and the net result showed a very considerable 
saving in favour of automatic signalling. 





505. What staff do you get rid of at a station?—At all 
these unattended loops there would be no staff at all, 
whereas, of course, if it had been manual signalling there 
would have to be a staff, and at the stations they will 
only require to be on duty when it is actually necessary 
for traffic purposes or for crossings. 

506. How many crossing loops have vou got?—Five 
crossing loops. 

507. In the 80 miles?—Yes, apart from the four sta- 
tions, that is nine places where crossings can be effected. 

508. Is there any control of the running of those trains ? 
—Yes, at the middle station, which is known as Yeoval, we 
are going to station a traffic controller, who will have at 
his disposal a selective telephone system throughout the 
whole of the line, and he will control the whole of the 
running. We propose to give the drivers of all trains 
entering on the section a crossing order card, giving them 
where they may expect to have to cross, and the con- 
troller may change the places of crossing if he wishes by 
communicating withthe drivers afterwards. 
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509. What is the real object of automatically signalling 
that length of line. 
are only ten ordinary trains in one direction and seven in 
the other. 

It was all worked out on the basis of what would be 
required to handle the tratte if it had been done manually. 

510. You have not finished the work, | suppose, have 
you (—No. 


511. Could you give us your estimate for automatic 


According to your time-table there 


It is a costly process signalling automatically 4 


signalling as against the manual?—Yes, I could give you 
a statement I prepared for the Commissioners, showing 
how the saying would be effected. 

512. Is it anticipated that there would be many more 
trains than the ordinary trains shown on the time-table /— 
That is a question which I should perhaps leave to Mr. 
Hodgson to answer, but no doubt that was taken into con- 
sideration. He told me what headway he wanted, and IL 
laid out the signalling accordingly. 

513. I am assuming that the object of the line is to take 
the trafic from the existing road, that has heavy gradients, 
over to this new railway, which is running parallel to it? 
—Yes, and incidentally to open up some new country. 

514. Transferring the trains you have on that existing 
railway over on to the new one?—Yes. 

515. And there are only ten one way and seven another / 
—Yes. 


516. It does seem a very thin traffic to justify auto- 
matie signalling and provisional loops, and so on?’—Might 
1 suggest you ask Mr. Hodgson on that point. 





517. But if you would give us your costs we should be 
glad ?—Yes. 

518. What was your estimate for the pneumatic-electric 
signalling in Sydney yard-—This latest job? 

519. Yes?—I cannot give you the exact figure from 
memory. It is rather a misleading figure, because it is 
something which is grafted on to the old system; it was 
not for a brand new system. 

520. Whatever it was, it cost a certain sum of money /— 
Yes, 1 can give you exactly what it did cost. 

521. ‘Was your estimate anywhere near the actual 
figure /—No, it was not; it was very much below. There 
were so Many contingencies arose in carrying it out. 

522. You were a wise estimater?—No; the estimate was 
much below the cost of the work. 

523. I thought it was the other way +~No. 

524. What part of the work, that is, the appliances, did 
you manufacture in your shop?—Of the new work? 

525. Yes?—The whole of the interlocking machine; that 
was really the biggest job, and the additional shunting 
signals, which are now electric, the small ground signals, 
which are worked electrically. 

526. All that work you manufactured in your shops /— 
Yes. 

527. You did buy a good deal of it outside, did you not / 
—-What I had chiefly to buy were the alternating current 
relays, which we have not succeeded in manufacturing 
yet. We have been preparing for electrification by in- 
stalling the track circuit alternating current instead of 
direct current, and the large number of alternating cur- 
rent relays which we use really were all imported, with 
the exception of a few we obtained from Melbourne. 

528. Are those things patented ?’—No. 

529. You can buy them anywhere?—Yes. We are now 
getting very good alternating current relays from Mcfen- 
zie and Holland, who manufacture them in Melbourne. 

530. Was that the principal part of the things that you 
bought outside?—I think it was, in money. 

531. Have you a running contract for any of these 
things +—No, we have only a running contract for things 
like insulated wire, but for special articles we call for 
tenders each time. 
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532. Do you have to pay any) patent fees for those 
hines y ava. mahitasturine t—N » The lv 
things you are manufacturing’—Not now. The only 
things that we ever paid any fees on were the block 
instruments, on which we paid for a short time, and an 
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electric signal reverser, which we use now, but for which 
we no longer do so, I think I am right in saying that 
we have not a single article that we pay fees on now. 

533. All the things you buy are in the open market ?— 
Yes, and the large majority have been developed in my 
own place, and therefore there is no question of patents. 

534. You claim that your signalling system, that is the 
indications of the state of the line and so on, the signal 
arms and quadrants and so on, are very simple. You have 
rather departed from the semaphore, have you not, with 
regard to your electrified lines ’—The only departure from 
the semaphore is in the adoption of the daylight colour 
signal, which has only been adopted to a very small 
extent. 

535. | thought you had departed from it in other direc- 
tions “—No, I think not. 
36. It is only in your daylight colour signal ?—Yes. 
537. There are no indications apart from the red and the 
green lights—No, none whatever. They give by day 
exactly the same indications which a semaphore gives at 
night. J cannot think of any departure. 

538. You will agree that, from the driver’s point of view, 
the simple thing is the best thing ?—I do, indeed, and that 
is what I always aim at. 
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(Plans produced): What are these things ?—Those 
are the old pattern independent dises which turn round. 

540. On the ground?—Yes. They were in almost univer- 
sal use when I came here, but we are gradually getting 
rid of those in favour of the dwarf signals. The dwarf 
signal has exactly the same indication as the high signal. 
Those dises are disappearing. 

541. You did not say in your report that they were dis- 
appearing ?—Yes, I think I did, but for many years they 
will still be there. 

542. We may take it then, may we, that all your signals 
now are in that shape, whether they are for shunting, 
wrong-road signals, or anything else?—They will be, but 
they are not now, because many of these turn-round diseés 
do exist, but they will be done away with as the process 
proceeds. 

543. What are these?—They are glass-enclosed electric 
signals. They are all still carrying out the semaphore 
idea. They turn up and down. In this case they turn up. 
This particular one here is for a turn-out. 

544. It is a ground signal?—No, that is on the same 
bridge that carries the main semaphore. We use this at 
complicated junctions where we do not want to multiply 
the number of arms in the way of bracket signals. The 
main road is given by that semaphore, and if the turn-out 
road is set this small arm also assumes the upper quadrant 
and the letter indicating the road appears there. 

545. What happens to that?—That still remains in the 
stop position. This particular one was devised for the 
Tllawarra junction, near Sydney, as formerly there were 
four arms in a row, and now you merely get the main arm 
with its light and the turn-out arm. 

546. What is the turn-out ?—I mean the slow-speed junc- 
tion—the turn-out from the main line. 

547. Would not that have been equally well met by a 
semaphore in that shape on this same post ?—What, under- 
neath it? 








548. Yes?—No, that would be absolutely contrary to 
modern practice. That is the very thing I have been en- 
deavouring to get rid of—the old method of having a 
branch signal on a lower arm on the same post, because 
we found it was confusing, and not only so, it interferes 
with this light. The standard principle is that the two 
lights are used in combination to give the caution or the 
all-clear position. If you have an arm with a junction 
signal underneath there you immediately arrive at the 
position that you have two red lights at night, meaning 
two different things. 

549. T dare say your drivers, when they have to run to 
these signals, get acquainted with them, but there is..a 
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great value, I think you will admit, in having the same 
shape of signal for all things?—That is so, and that is the 
very thing I am aiming at. I pride myself that a driver 
who has never been over the line before can read the 
signals with perfect ease, and particularly that is so at 
night when the conditions are most difficult, as he always 
finds the same lights meaning the same thing. 

550. Those are your daylight signals?—Those are the 
daylight colour signals, and there again there is exactly 
the same indication. 

551. What is your indication there for your turn-out /— 
We should have the same thing at the side for the turn-out 
in that case, and then the colour signals would take the 
place of those semaphores. 

552. These daylight signals you would apply through- 
out the whole of the city railway ?—Oh, certainly, in the 
tunnel. 

553. You have the same form for siding and shunting 
movements in your electric zone ?—These are where electric 
power is available. 

554. Have you ever had any trouble with drivers run- 
ning by these signals?—Never to my knowledge. The 
drivers like them very much. Of course, they are only 
for short range, for shunting movements. 

555. Sir VINCENT RAVEN: Are these daylight 
signals more expensive than the others?—No, on the con- 
trary they are cheaper. The current consumption is very 
small. In practice, even in the electrically-lighted areas, 
we keep the lights going practically always, except just in 
the areas of interlocking, because it does not pay to switch 
them out. 

556. If it is cheaper, why do you not carry it out on the 
road wherever you have electric light?—I think it will 
come to that. It is quite a new feature, the daylight colour 
signal. 

557. You mean here?—Or anywhere. 

558. I beg your pardon, it has been for years and years 
over in America. I saw it there fifteen years ago. 


559. Sir SAM FAY: This is in duplicate, I suppose, as 
far as the lights are concerned?—No, we do not usually 
put in a spare lamp. 

560. What happens when one goes out?—There are two 
filaments. The lamps are double filaments, but they are 
under run, that is to say, we have a voltage less than the 
rate of the lamp so that the burnouts are very very rare. 

561. At page 19 you say, with regard to your material 
required, that the District Inspectors issue requisitions 
for materials they they require, and this, after being 
eountersigned by the supervising officer—who is the super- 
vising officer?—That is the outdoor assistant to whom 
you referred at the beginning of my examination. 

562. It comes back to your outdoor assistant ?—It comes 
to him and he approves it. 

563. All the block instruments are manufactured in the 
Chief Electrical Engineer’s workshop ’—Yes. 

564, Then the staff instruments are manufactured in 
your shop up to a certain point, and then you send them 
over to the Chief Electrical Engineer and he finishes them ? 
—He does the coils and the electrical parts. If you wish 
for a description of Sydney yard I have it here. 

565. No, I do not want a description of the yard. What 
I asked for was your estimate and what it has actually 
cost ?—I have taken a note of that. 


566. Sir VINCENT RAVEN: We have not had an 
opportunity yet of having a look at your workshops, but 
I understand you have some?—That is so. 


567. They are close into Sydney, are they not?—yYes. 
One is in Sydney yard and another one is just at the 
back of the station at Eveleigh, and the concrete works 
are out at Auburn, about 10 miles out. 


568. And do you propose to transfer your shops to 
another place which I have not had an opportunity of 
looking at. They are going to put down other large 
manufacturing shops at Chullora?—Yes. 
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569. When you go there are you going to be as self- 
contained as you are at present?—Practiecally, with the 
exception that it is intended to put up a large central 
foundry there which will serve the shops all round. 

570. You do not propose to do any foundry work%— 
Not ironfoundry work. 

571. Why brass foundry work?—Of course, that is a 
very. small matter, the brass foundry, and I have a great 
demand for small brass castings, and probably we can do 
them more cheaply or quite as cheaply as in a central 
foundry. 

572. Do you not believe in centralising similar work? 
—On general principles, but my experience of obtaining 
castings from a central foundry has not been very happy 
in the past. 

573. You would always have a cost given you, supposing 
you were ordering your brass castings from the Chiet 
Mechanical Engineer; he would give you a cost?—Yes. 

574. And if you could do them cheaper outside you 
would question that cost?—The difficulty has not been in 
getting the cost, but the material. 

575. He would not supply you?’—There would always 
be a difficulty. My stuff is always very very small, and a 
large foundry does not care for small stuff. My average 
article cast is about 15 lb.; the very heaviest article I have 
does not exceed 2 ewt. 

576. Well, I would not call that small?—It is for a loco. 
foundry. 

577. Oh, yes, the average, but there is plenty of work 
which is very much smaller than that?—I have things 
down to half a pound. 

578. But the point is that they can do the work, and if 
it was done at one central place it would be more economi- 
cal than having it done at separate places ?—Yes, as I have 
said, that is the ultimate idea, and the ‘Commissioners 
intend to do that ultimately. 

579. You led me to believe that, so far as the brass cast- 
ings were concerned, that they did not intend to do it /— 
T do not think so. It has never come under review. 

580. I thought you said simply the metal?’—Simply the 
iron castings; that is, as far as I know. Perhaps you know 
the Baby Schwartz furnace; and it is a very economical 
arrangement, and there are really no overhead charges 
there which need to be distributed. I am doing brass 
castings for about 1s. 3d. per lb. 


581. I am not talking about any particular method or 
any particular cost, except the centralising of this work? 
—The Commissioners fully intend to do that, I know; the 
Chief Commissioner has spoken to me several times about 
it. 

582, All foundry work?—Yes. 


583. Is there any reason to wait until you get to these 
new works?—The central foundry does not exist at the 
present moment. 


584. You have a much larger foundry than they ean find 
full work for even at the present moment’—If that is so, 
I suppose they could handle our stuff. I used to get a 
good deal from Eveleigh at one time. 


585. But they have increased their foundry very con- 
siderably in quite recent years so they tell me?—Yes. 

586. With regard to the pattern-making and woodwork 
does not the same apply?—Of course the pattern-making 
has to be kept in close association with the drawing office; 
and the pattern work has been specialised in for so many 
years, the men are well accustomed to our type of work, 
and I should anticipate great inconvenience from having 
to be dependent on other people for pattern-making. 


587. Is that purely sentimental?--No, I am afraid it 
would be quite the reverse of sentimental if the actual 
thing came about. 


588. You do not mean to say that if you give the draw- 
ings, and you give the order, that they cannot do it quite 
as well as you can do it in your shops?—Oh, I suppose 
they could. 
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589. Then it is rather sentimental having it done under 
your own eye/—And there is the question of convenience. 
Everybody likes to be able to control their own work, 
because you can get at the man who is to blame then. 

590. I know so much about that; that is why I am 
asking these questions. Everybody likes to do their own 
work themselves ?—Yes. 

591. But that is not saying, given the full drawings and 
the specifications of what you want doing, that it should 
not be done equally well by another competent person !/—Il 
suppose so. 

592. And centralisation do you agree is economy ’?—l 
suppose it is; it must be up to a point. 

593. How many men do you employ now in your 
works ?—Albout 400, roughly, in the shops altogether. 
Would you like me to give you the actual figure? The 
workshops wages staff is 451. 

594. When you all get together at Chullora, would you 
feel inclined to raise objection to centralisation of a good 
deal of this work? There is tinsmith work, and surely 
your tinsmith work could be done in the shop where they 
employ ten times as many men as you employ ?—Of course 
it is a very difficult question to answer. 

595. I only wanted to get at this, whether you had in 
mind any particular reason why it should not be done at a 
central works by, of course, competent people’—Perhaps 
I ean only answer it in this way: I have had experience 
of both systems; I have had experience of having to be 
dependent on other people for my supplies, and I now 
have the experience of having them all under my own 
hand, and naturally I should regret having to go back to 
any system where I should be dependent upon others, 
having suffered so much from it in the past. 

596. Sir SAM FAY: Would. you be kind enough to 
send us in the information with regard to your estimates 
for Sydney, and your Molong-Dubbo line?—Yes. 

597. Sir VINOENT RAVEN: In connection with a new 
line which is really opened out for pioneering purposes, 


and is going to have very little traffic over it to begin 
with, do you equip that with a a cheaper signalling 
arrangement than you would another line which you 
expect to have a large amount of traffic over it ’—Yes, 
that is so. I have here a diagram showing the way we 
grade the signalling. As you will see there, the lines are 
graded. [Diagram produced.| This is the very simplest 
scheme on a surface line where there is nothing but a 
mixed train service. 

598. Those are all hand-worked?—-Yes, on the ground. 
We just put a single signal. Then we go a step further 
on more important lines, but we still work them on the 
ground, only providing more signals, and on a heavy main 
line we go further, and connect up the points to a central 
control. 

599. Sir SAM FAY: In your simplest form you have 
no distant signal at all?—That is so. 

600. Sir VINCENT RAVEN: I do not think we have 
got any costs from you other than what we get out of the 
half-yearly report?—I have them all kere with me if you 
would like to see them. You mean the cost of main- 
tenance and capital expenditure? 


601. Sir SAM FAY: You might send those in when 
you send in those other figures—The loan vote expendi- 
ture? 

602. Yes; how much you have spent during the last six 
or seven years?—I have the statement back for about ten 
or twelve years. 


603. Sir VINCENT RAVEN: Perhaps you would 
arrange to show us around your shops some day ?—I should 
be very glad to. You would like to see them all. The 
show place is the season-ticket place; that is also at Red- 
fern. 

604. That is quite close?—Yes. 

605. We should like to have a look at that?—Very well. 


(Witness retired.) 
(The Commission then adjourned.) 


SEVENTH Day. 
WEDNESDAY, 16 JULY, 1924. 
(Held at Chief Secretary’s Building, Macquarie-street, Sydney.) 
COMMISSIONERS : 


Sir SAM FAY. 


Sir VINCENT L. RAVEN. 


ee 


CHARLES AUSTEN HODGSON, Chief Traffic Man: 
ager, N.S.W. Government Railways, sworn, and 
examined as under—: 

606. Sir SAM FAY: We want to get this evidence put 
into the proper form, and J think the best thing we can 
do is simply to put the questions to you, and you give 
the same answers as you gave before, provided you do not 
alter the context. 

607. You have been here a long time, on the railways 
in New South ‘Wales ?—Yes, thirty-four and a half years. 

608. You have seen the thing grow from a compara- 
tively small mileage to what it is now ?—Yes. 

609. Has the organisation been the same throughout ? 
—No, there have been a number of changes. 

610. But it has always been centralised control from 
Sydney ?—Yes, but for many years the line was divided 
up into two parts, and there was an officer in charge of 
each section; one was the North and West, and the other 
was the South and South Coast, including the metro- 
politan. 

611. And those were under two distinct officers ?7—Yes. 
They were called Outdoor Superintendents in those days. 


(Owing to defective transcript the first part of this evidence was 
recapitulated on 25th July, 1924.) 








612. But they were under the Chief Traffic Manager t 
—Yes, nominally; at the same time, the Commissioners 
used to deal direct with them. 

613. What were they called?—They were called Out- 
door Superintendents. 

614. Would they control their divisions ?—Yes, for all 
traffic purposes. Of course, there were District Superin- 
tendents under them. 

615. That is practically the only change that has been 
made?’—Yes. One of the positions was abolished, and 
there became one outdoor superintendent, who took all 
the lines. 

616. Practically, it has been centralised control ?—Yes. 

617. Now you have got to-day a system of railways 
which, taken from the Queensland border down to the 
Victorian border, is roughly 1,000 miles, and you go from 
Sydney to Bourke, 500 miles?—Yes. Brewarrina is the 
furthest station west, 523 miles. 

618. Then up to Murwillumbah—that is what?—579 
miles, if you take it by way of Grafton, but that, of 
course, is not linked up yet. 

619. Have you ever made any suggestion to the Com- 
missioners that there should be decentralisation ?—No, I 
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have not given it any consideration, because J knew that 
the policy of the Commissioners was the reverse. 


620. You have under yoti four assistants/—Yes. On 
my personal staff I have three outdoor assistants; and of 
those three assistants one takes the north, one the south, 
and one the west. 

621. And their duties?—Their duty is to travel about 
the line, to closely watch the working and the conditions, 
and the operation generally, to interview the District 
Superintendents with a view to any improvements they may 
think possible with regard to increased facilities, or in 
connection with delays that want cutting out. I expect 
them to cure any matters that want curing, direct, if they 
can: if they cannot, then they have to refer them to me. 
I meet these three officers once a week—I have a meeting 
every Monday, at which these three outdoor men are 
present, and I hear from them briefly what they have been 
doing during the week, what they have seen and done, 
and I receive ffom them any suggestions they may have 





to meke. 

622. In addition to that, I understand you have Dis- 
trict Superintendents’ meetings ’—Yes, I have. The Dis- 
trict Superintendents meet once a month. There is also 
a conference held in Sydney once a month with the assis- 
tant District Superintendents. 

623. And your outdoor assistants are present at those 
meetings ?—At my monthly conference, yes. I might add 
that I do not take the chair at the assistants’ meeting; 
that is taken by the Superinteident of Goods Transporta- 
tion. 

624. Now. with regard to rates; you have a Goods Super- 
‘ntendent?—Yes. He is under my control. He takes a 
considerable part in the mercantile work up to a certain 
point. 

625. But he does not quote the rates 2—No, sir. 


626. Now, as to the supply of engine power; who is 
responsible for that?—The Superintendent of Goods 
Transportation looks after the engine supply. 

627. That is for goods traffic—For goods traffic, yes. 

628. With regard to the supply of engines for passenger 
traffic, how is that dealt with?—That is done entirely by 
the Locomotive Department. 

629. You have no control over that?—None whatever. 

630. Your passenger trains are all rostered?’—That is 
so, and of course, the time-tables are agreed with the 
Ohief Mechanical Engineer, and he supplies the engines 
for them without further question. 

631. But the allocation of goods engines is another 
matter 2—That is another matter; that has to do with me. 
T have to see what engines ae required at any particular 
depot. 

632, And you arrange to keep the different classes to- 
ecther as far as you ean?—As far as is possible, because 
I know it is a better arrangement from the locomotive 
point of view. Of course, I have to be guided by the 
traffie which has to be conveyed, and it requires frequent 
alteration as the flow of traffic alters. 

633. You confer freely with the Locomotive Department 
in connection with the supply of engines generally ?— 
Oh, yes, I always eonfer with them. But if their re- 
quirements do not meet my traffic requirements I have 
to look after the traffic; it has the first consideration. 

634. When engines are taken away from their home 
depots—that is to say, when they cannot get back on the 
same day, for traffic reasons—does the Locomotive De- 
partinent know that they are being kept out?—Yes. They 
would know what the run was to the engine, they would 
know where it was going to, and whether we could get it 
back or not. Apart from that, there are cases, of course, 
where we might be compelled to take an engine when it 
was away from its home depot and send it possibly further 
off still, if we had a shortage; in that case it is for us to 


see that the engine is brought back to its home depot at 
the first oppo1tunity. We do not do it unless we are com- 
pelled to do it. 

635. If a station-master in the middle of the night 
ordered an engine away for some special reason, the Dis- 
trict Superintendent would have a knowledge of it ¢—Yes. 

636. And ke would communicate with the Locomotive 
Department ?— Well, the stationmaster himself would. 

637. The station-master direct?—Direct; but he would 
also advise the District Superintendent of what he had 
done. 

638. As to the work of the District Superintendent at 
night, when their offices are closed, what happens to that ¢ 
—'That is conducted by the station-master at the depot at 
which the District Superintendent is located. He is re- 
sponsible either for giving the necessary instructions, or 
for obtaining instructions from the District Superinten- 
dent, or one cf his officers. J mean to say, a staff matter 
might arise during the night; a question of relief, and in 
that case the depot stationmaster would ring up the statt 
clerk and ask him for itistriictions. In regard to traftie 
working, the depot station-master would give the instruc- 
tions, provided he knew what to do; if he did not, he would 
communicate with the District Superintendent. 

639. You have an accountant ;—what does he deal with? 
—_T have not an accountant. My accounts, which are con- 
fined to wages, and so on, are dealt with by my stafi 
branch. 

640. Your accountant has nothing to do beyond that? 
—-N»o. He merely deals with wages, salaries, stores, and 
debits from other branches. : 

641. You say something about water supply for traffic 
purposes. I suppose that is simply a question of seeing 
that provision is made for water supply—it does not mean 
that you provide it in any shape?—Well, not exactly. As 
a matter of fact, many times in the year we actually have 
to supply water to our people for their use. We have to 
take it by water train, and we have to see that the facili- 
ties ere there for taking it. 

642. Your superintendent of goods and live-stock trans- 
portation is responsible for the supervision of the goods 
trains generelly, is he?—Yes. 

643. And he is responsible for the loads of the engines 
for the goods trains ?—Yes. 

644. He is situated at Sydney, is he?7—Yes. IJ meet him 
every morning. 

645, Among the items you have in your list I see this: 
“ The mechanical staff determine if engines are fit for the 
service for which they are intended.” Does that mean 
that they are examined continually by the mechanical 
staff, or do you send them away to an out depot for a 
week or more, away from their own depot, and they get 
practically no attention?’—No. If they go to an out depot 
they should be treated there the same as if they were a% 
their own depot. The mechanical staff have to advise 
whether the engine is fit for the road or not; we have no 
control over that. 

646. Then you are advised by the Locomotive Depart- 
ment of the number of engines that are available for trattic 
purposes for each depot ?—That is so. 

647. Does that mean that they tell you the number of 
engines that are in need of repair out of the total you hav 
allocated to a particular depot?—Yes, but that only refers 
to running repairs, not to general repairs. We miglt 
have sixty engines allocated to a certain depot, and pos- 
sibly fifty of those are at the depot, and the Locomotive 
Depattment advise us that forty-five of those are avail- 
able for the road, and that the other five are undergoing 
what they call running repairs. J might add that they put 
them in different classes, according to the time they are 
going to be under repairs. We have their lists of A, B, 
and C classes; the A class would be ready for traffic within 
12 hours, the B within 24 hours, and the C are indefinite. 

648. With regard to the loadings of the trains for all 
the sections of the railway, you work in conjunction with 
the Chief Mechanical Engineer?’—That is so. 


ary 











649. And he signs the loading table?—That is so. 

650. In conjunction with yourself /—Yes. 

651. With regard to locomotive coal supplies, do you 
deal with that?’—Yes; my superintendent of goods and 
live-stock transportation deals with the regulation of it. 
Very often we do run special trains for locomotive coal, 
especially in connection with Eveleigh—we have a special 
type of waggon which is used there. 

652. Are they under the control of the Chief Mechanical 
Engineer or of you’—They are practically under my con- 
trol. J supply them to the collieries. 1 am responsible 
for the keeping up of the coal supplies to a proper tonnage, 
but I do not do the actual ordering of the coal, though I 
have the lifting of it. The Comptroller of ‘Stores decides 
on the quantity to be supplied by the mines. The actual 
order for the coal is given by him, but it is my business 
to bring the cecal in proper quantities from the mine to 
the locomotive depot, where it is required. 

653. Taking your passenger transportation business, who 
controls that, under you’—The superintendent of passen- 
ger transportation; he is located in Sydney. 

654. And how far do his duties extend?—Right through- 
out, in connection with passenger traffic, for the whole 
system. 

655. He is responsible for he time-tables/—Yes, he is 
responsible for the compilation of the time-tables. The 
time-table officer is under him; he is also responsible for 
the supply of coaching stock. 

656. Does he do any commercial work /—Practically 
none. He controls the sleeping cars and the whole of the 
carriage stock, and issues special train notices for the 
whole of the lines, for passenger traffic. 

657. How far do the district superintendents come in in 
regard to that?—They issue local circulars with regard 
to the running of goods trains and stock trains in their 
own districts. 

658. How about passenger trains?—Not passenger 
trains. 

659. If they wanted a passenger train run they would 
communicate with your passenger superintendent /—Yes. 

660. You say in a note that engine rosters for suburban 
traffic are examined jointly by the traftie and locomotive 
inspectors to ensure propery co-ordination and economy in 
the working. I suppose that simply means that the loco- 
motive people confer with you, or with your passenger 
superintendent ’—With the passenger superintendent. 

661. Your salaried staff is roughly 3,000?7—Yes. 

662. That is in all your districts ’—Yes, that is my total 
salaried staff. 

663. What is your wages staff ?—7,177. 

664. Do you employ much casual labour?—Yes, we fre- 
quently employ casual labour—for example, to deal with 
the wool traffic. We give assistance in connection with 
that, mostly in connection with sheeting and the roping 
of the trucks. That is particularly so at many of the un- 
attended sidings. We generally put a man in charge of 
the siding for the wool season, and he deals with the con- 
sionment notes. We find it saves us a lot of trouble. We 
also employ them in connection with stock loading, and 
we employ a certain number at Darling Harbour, in case 
of any unusual rush there. 

665. You have established a control system on portion 
of the Illawarra line ?—Yes. 

666. But you have not adovted that elsewhere to 
any extent?—No. We only have the nucleus of a control 
here in Sydney; it is only just at the start. 





667. Would it not be possible for your district superin- 
tendents to have a control office attached to their particu- 
lar office, for controlling the whole of the traffic in their 
district?—It would be possible, with a certain outlay of 
money, but up till now it has not been considered that the 
expenditure would be warranteéd—certainly not in the out- 
lying districts, where the traffic is so comparatively light. 
- 668. With regard to your telephones, do you use those 
telephones for the ordinary business, or do you confine 
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mr them to engine working and the operations of traftic gene- 
[rally ‘—They ave used for ordinary business. As a matter 


of fact, at many stations we have nothing but the tele- 
phone. We have the Morse telegraph, but that is only at 
tne more Important stations; most of the smaller stations 
onty have the telephone, and all business has to be eon- 
c.ucted over that. 

G69. So that you could not allocate your telephones 
entirely to control and manipualtion of rolling-stock, in- 
cluding engines *—No, we could not. I am quite satisfied 
that we could not do that work on the existing telephones, 
with the present business, because generally speaking our 
te!ephones are pretty heavily taxed at present. 

670. What was the cost of installing the control system 
on the Illawarra line?’—I think it was £5,000. 

671. And your intention is to establish a similar control, 
or an extended one, in the Sydney area’—Yes. We want 
to start it in Sydney itself, just close round, and then 
gradually extend it out from Sydney. Later on it would 
probably include the one at Thirroul. 

672. That would include the new city railway ?/—Yes. 
673. Could you give me any idea of what you have 
saved by the establishment of a control system ?—About 
£11,000 a year. 

674. Quite worth doing ?—Oh, quite. 

675. Wihat do you consider your position is with regard 
to locomotives and rolling-stock as being sufficient for your 
existing tarffie/—We have a shortage of locomotives for 
suburban passenger service, and we have as ‘a matter of 
fact to use a fairly large number of goods engines on that 





service. 

676. How do you hope to cure that?—When we get 
electrification. As a matter of fact, it is the fact that 
we are now engaged on the preliminary work in connec- 
tion with electrification which has caused the Commis- 
sioners not to increase the supply of suburban steam loco- 
motives. 

677. With regard to goods engines, you think you have 
sufticient to meet all your demands ’—Yes. 

678. Even during a rush period?—Yes. Of course, we 
do occasionally get a little delay; that is, if perhaps an 
unusually large number may have been marked off for 
running repairs at a particular depot. 

679. You say with regard to Main line coaching stock 
there is sufficient for all ordinary demands, but that the 
suburban stock is mot sufficient?—No, it is not; as a 
matter of fact, we are using a fairly large number of 
Main line carriages, that is, side-door carriages, in our 
suburban traffic. 

680. Again, you are awaiting electrification to cure that? 
—That is so. We actually have cars under order at the 
present time; they are electric cars, of course. 

681. Then, with regard to live stock trucks, you say 
there is frequently a shortage of live stock waggons to 
meet your demands, and owners have to wait their turn /— 
That is so. 

682. What notice do you expect to be given ?—Under 
ordinary conditions, four days. But there are times when 
we have a shortage of stock waggons, and that is in time 
of drought, when everybody wants to move their stock at 
the one time. Of course, we cannot do it, and they have 
to wait their turn in those cases, because at that time we 
also have the fat stock to deal with. 

683. In time of drought you would not only get applica- 
tions for waggons to convey stock from an area suffering 
from drought to an area where there was feed, but you 
would also get applications for waggons for stock that 
people would prefer to kill rather than see them die ‘— 
That is so. As a matter of fact, when there is a drought 
people are more anxious to get rid of their stock before it 
gets into bad condition, and the result is that the numbe: 
of fat stock sent to Sydney increases. 

@84. At the time of drought?—At the time of drought— 
the very time when they are wanting to move the other 
stock from pasture to pasture. 
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685. In order to meet that, you think you would want a 
considerable increase in your supply of cattle and sheep 
waggons?—That is so, and they would be of no use what- 
ever except in time of drought; we might go, for example, 
for two or three years without a drought, and we should 
not use them at all. 

686. Could you not make use of your ordinary goods 
waggons for sheep?—We do relieve the situation in that 
way. I dare say you may have seen, in travelling about, 
a number of high-sided waggons marked “ Bulk wheat ”; 
those are the waggons that we use for carrying starving 
stock; we use many hundreds of them when the pinch 
occurs. 

687. But still, even with them, I take it you have not 
got sufficient rolling-stock to promptly deal with the de- 
mands in time of drought ?—-No, sir, we have not. 

688. Have you a sufficient number of goods rolling-stock 
to meet your business ?—Yes, practically we have. 

689. Even when you get a good harvest?—When we get 
a good harvest there is always a demand for more trucks 
than we can supply, and though that has led to a certa-n 
amount of complaint it is really from one class of people, 
and that is not the producer, but the wheat agent; he is 
the agent of the man who buys; he is down in the country, 
and he works on a commission and gets paid a certain 
fixed sum per bushel, which includes the cost of stacking, 
and it is manifestly to his advantage not to stack, because 
he gets paid whether he stacks or not; the result is that 
his object is ‘to rush all the wheat away in trucks to Syd- 
ney at the start of the harvest, so as to obviate the neces- 
sity of putting it in stacks. 

690. Do you get any congestion at Sydney, awaiting 
ships?—Yes, but not so much now as we did, because we 
regulate the loading. At one time, when we did not 
regulate the loading—in other words, when we supplied 
the trucks that were asked for—I know of one occasion 
when we had between 3,000 and 4,000 trucks under loads 
down here, and we did not know what to do with them. 

691. Assuming you had to find the necessary number of 
waggons to meet the demand during a drought period, 
would you, prefer to have built live stock waggons, or 
would you prefer to have built goods waggons which could 
be made available for stock purposes ?—Live-stock wag- 
gons. 

692. Of the two, you would prefer an increase of live- 
stock waggons?—I would, sir. I do not want any more 
goods waggons; if I were to load any more I would only 
get congestion. 

693. But, looking ahead for the next ten years, assuming 
that you get an increase in your wheat area, then you 
would want an increased number of goods waggons?— 
Undoubtedly so. We are building them now. 

694. ‘Would it, in your opinion, then, be better to build 
live-stock waggons which would only be required during 
times of drought, rather than goods waggons which would 
be available for both purposes?—Yes. A sheep van, of 
course, will carry very many more sheep than an open 
truck, because you have the two decks—and largely it is 
sheep we are talking about; the cattle is only a minor 
thing comparatively. We can get many more sheep away 
in a train load of sheep vans than in a train load of open 
trucks. 

695. Still, if you had a surplus of sheep waggons for 4 
drought period, you would have them out of use, probably, 
for nine months of the year; whereas if you had waggons 
available for wheat, which could on occasion be used for 
sheep, would not that be better than building the sheep 
waggons?—I do not think so, because we have at the 
present time, of course, a supply of waggons other than live- 
stock waggons which can be used, as a matter of fact, for 
carrying sheep. 

696. I am looking rather at the future?—-We are in- 
creasing our goods rolling-stock, our open trucks; we in- 
crease them every year to cope with the increase of busi- 
ness. 


697. Now, with regard to coal; you say that there are 
times when the demand for coal hoppers to keep. the mines 
going is in excess of the supply?—That is so. We only 
have a limited number of coal hoppers, roughly 1,500, and 
if trade is bad, or if for any reason there is a delay in 
clearing the coal out of the hoppers at the shipment point, 
owing possibly to the vessel not turning up, then we get a 
shortage. We have ample supplies to keep the shipping 
going, but we have not an ample supply to keep on keeping 
the mine going if they do not dispose of the coal. 

698. You supply all the trucks for inland consumption ? 
—Practically so, yes. 

699. But the collieries supply the hopper trucks for ship- 
ment ?—For all the shipment at Neweastle, and some at 
Sydney—some of the South Coast mines have their own 
hoppers. 

700. You have given a statement of the waggons ordered 
and supplied each month, to the end of December, 1923, 
and I see that in October you had a shortage of 4,700 
waggons, and in December a shortage of 9,000—you had 
altogether on order 89,000 waggons¢—Yes, we had orders. 

701. And you supplied 79,000?—Yes, and they did not 
load them. ‘There was an alleged shortage of 9,000 wag- 
gons, but they did not load the waggons they got. 

702. In one instance I notice that apparently they 
loaded more trucks than they got. What is the explans- 
tioin of that?—That is in March, and you will notice that 
in March, April, August, and September the number 
shown there as supplied is the same as the number ordered, 
whereas in all other months the number supplied was less 
than the number ordered. On our returns we never show 
any supplied more than ordered, because they are not what 
we actually supplied, but if the trucks are not ordered, 
and the traffic offers, and trucks are available, we allow 
them to load them without ordering. In March I see that 
we supplied the actual number that were ordered, but we 
certainly loaded more than that, because we had a big 
surplus of waggons in March; we nct only supplied every 
truck that was ordered, up to 82,000, but we had available 
more trucks than that at the station, and we permitted 
them to load them. As a matter of fact, the trucks avail- 
able in March were over 100,000. 

703. Can you give me any idea what the actual shortage 
is of waggons ?—No, sir; it is a most difficult thing to do, 
because, as a matter of fact, we know that it is a common 
practice for people to over-order—in other words, to order 
more trucks than they intend to load. They have an idea 
that they may not perhaps get all they order, and so they 
purposely over-order. 

704. That rather shows they have not much faith in 
your capacity to give them the trucks they want?—I think 
it is the aftermath from some years ago, when we had a 
shortage of waggons and were not able to supply orders 
in full, and had to give them a percentage. But ouf supply 
has since been put right. 

705. Of course, you have had a very large increase in 
the mileage of your railways during the last ten years— 
something like 35 per cent—the question 1s, has your 
waggon supply kept up with the increased mileage ’—Yes, 
T think it has. We are certainly very much better off than 
we were a few years ago. 

706. That may be so, but do you think, having regard 
to the future, that sufficient additional waggons are being 
built ?—I think so. 

707. That is, assuming they go on building in the next 
few years as they have been doing in the past ¢—The past 
two or three years, yes. 

708. You centralise the distribution of your waggons in 
Sydney ?—Yes. 

709. And the district superintendents look after their 
particular districts?—Yes, they do. They only appeal to 
Sydney when they are short; of course, they also advise 
Sydney of any surplus. 

710. And you consider you have sufficient waggons for 
your coal traffic, with the exception of the hoppers +—That 
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is so—the hoppers for shipment. ‘hey are largely used 
from the South Coast up to Sydney; we do use them for 
some other purposes, for instance, also for coke and for a 
certain amount of ore traffic. 

711. In the Neweastle area the supply is provided by the 
colliery proprietors?—That is quite different; they have 
their own trucks; we do not have to supply them. 

712. But you have, I understand, actually stopped the 
collieries for want of trucks?—That is so, we have. If the 
steamers are delayed they do not empty the trucks; they 
fill them all up, and we cannot do any more; we have to 
wait until some of the trucks are released. But we do not 
delay the steamers. : 

713. What do you charge in addition to your ordinary 
rate for the supply of a truck /—We have a different rate— 
I do not know that it is on any particular basis. We have 
one rate for owners’ trucks, and one rate for departmental 
trucks. 

714. Is that based at all on the value of the truck ?—-I 
do not know that it is worked out on a uniform basis. It 
is a rate that has been in existence for very many years: 
I have not worked it out, as a matter of fact. 

715. You say that with regard to the working of your 
trafic you get unbalanced working; that is to say, you 
get more empty waggons one way than you do the other. 
I suppose that is seasonal, is it?-—-Yes, it depends on the 
season of the year. We may get a balance between Sydney 
and the country sometimes, just for a short time; just at 
present it is very fairly balanced; that is, taking into 
consideration the difference in the train loads. Of course, 
on the South Coast there is never a balance; there it is 
practically all empties one way and all loaded the other— 
all loaded up to Sydney and all empties back. But on the 
main southern line, in the direction of Albury, that is 
where there is a balance just at present. Of course, we 
never exactly balance, but there is net much in it, except 
at harvest time; that is when we get a very big increase 
in the up traffic and no corresponding increase in the down 
traffie. 

716. With regard to rail motors; how many have you 
actually at work at the present time’—Two. There are 
two others which are not running. 

717. What has been your experience of them, from an 
operating point of view; have they done everything you 
anticipated ?—Yes, as far as the performance of the motor 
is concerned, when it runs. But they have not proved a 
yery good proposition as far as paying is concerned; we 
are disappointed with them; they do not seem to have 
increased the trafic much. On one line, the Holbrook line, 
for example, we doubled the service there, and practically 
we have hardly increased the business at all; that is to 
say we run there and back twice, from the junction station, 
in place of the old mixed train once. It has been a great 
disappointment. 

718. Do you really expect to improve it very much if you 
only run a motor up to the end of the branch line and 
back again in a day’—lIt is going to improve the service 
very materially, beeause up to now we have used them for 
taking the place of the mixed train, which of course was 
a very slow means of travel. 

719. The only thing you have given them is the in- 
creased speed?—Yes, that is really what it is; it saves 
them the delay at all wayside stations shunting. 


720. As a matter of fact, on most of these country 
branch lines you do not give a passenger the opportunity 
of travelling to the nearest town for the purpose of seeing 
a doctor or dealing with legal ‘business, or anything of 
that sort, and returning home on the same day ’—That is 
so. Of course, in many cases the branch lines are too long 
for that purpose; we could not get there and back in the 
one day—that is, with the one motor. 

721. Do you not think you would improve the amenities 
of the country districts if you ran more frequent services 
of passenger trains on these branch lines?—I do not think 
I would get very much increased business if I did—not 
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on the branch lines. I think there is a field for it in con- 
nection with the districts around the larger market towns— 
perhaps of getting people to go in to business and back 
home. But I am very doubtful about these branch lines. 

722. At any rate, at the present time you have not got 
sutticient motors to supply the whole of your branch rail- 
ways’—We cannot provide them in connection with the 
business of taking people into their market towns. We got 
them really in answer to a demand that came from the 
country people to expedite the rate of travel over these 
branch lines—to do away with the mixed trains, in other 
words; every motor we have had so far has been used for 
that purpose. 

723-4. Did you get out the cost per mile of these rail 
motors ‘—I am not responsible for the figures. 

725. Supposing you improve these branch line train 
services by putting on an ordinary locomotive engine— 
the locomotive would be of more advantage than a motor 
from the traffic point of view?—I do not think so. 





726. Could you not use it for shunting purposes or the 
attaching of two or three vehicles+—It would cease to be 
a passenger train then and become a mixed train. 

ict. am talking about stock. A good deal of com- 
plaints about trucks for sheep and so on have been re- 
ceived ?—Not as a rule. 

728. You have had serious complaints of delay ?—We 
have had complaints about delay in connection with cross- 
country movements of trucks. 


729, That is what I meant. Take two or three trucks. 
You have special trains where you get a load for a special 
train ?—That is so. 

730. If you only got two or three trucks, it has to take 
the chance of the service running?—We always try to 
amalgamate it where we ean so as to put it on a fast run, 
where we have a reasonable load. 





731. You may not have a reasonable load ?—Fifty per 
cent. is a reasonable load. Apart from that, it has to go 
by ordinary through goods train.. These are not the cases 
where we get the complaints. The complaints are about 
the cross-country routes, 
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732. To the markets?—Not to the markets. You may 
get it down to the junction station and then wait for the 
branch train. 

733. You have given me here the number of telegrams 
sent in a month with regard to waggons and engines, and 
so on. It does not look very serious. ‘What is your general 
scheme of organisation of your passenger trains? Do you 
first of all settle your interstate expresses and then make 
all the other trains revolve round them?—Largely that 
is 80. 


734, And then you fix your mail trains?—They are 
largely fixed by postal requirements, and that is why the 
mail trains leave Sydney in the evening. 

735. All your other services are practically dependent 
upon the running of those mail’ trains ?—Yes. 

736. You try to make connections with them ?—Yes. 

737. These interstate trains are fixed by a conference— 
the running of them?—I think they were originally fixed 
by correspondence. We had to agree to the times. 

738. And to the fares, too?—Yes. They are arranged 
by the interstate conference. 
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739. Those trains are being run at a speed, roughly, of 
36 miles per hour?’—Yes, that is including stops. That 
is much the same speed as the other States run theirs— 
that is, from Albury to Melbourne. The Queensland 
trains are slower. They have different conditions. 


740. In the case of New South Wales, the times of the 
running of the trains means that you have to provide for 
the night?—In every case. We have to supply sleeping 
berths and sitting accommodation. 

741. What notice do you expect to receive to give a 
ticket for a train to Melbourne?—We do not expect any. 
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Witness—C. A. Hodgson, 16 July, 1924. 
There is rather a difficulty about it. It entirely depends 
upon what traffic you have to meet. 

765. 1 am referring to a path for a train running 
through a particular district. Is it not better to have a 
path allocated for the train rather than to allow a station- 
master to send a train going at any particular time ?— 
Each of the lines has its own table, and conditional trains 
ave put down to run, showing all the crossings. When you 
train one may not fit the 


742. What does a passenger expect to get if he 
gives a day’s notice? Does he expect a berth if he 
down to-day /—Yes. 

743..He does not get it?—In some gases. 

744. Do you really know ¢—Yes. 

745. Would you be surprised to know that to-day 
cannot get a berth under several days¢—I would be. 

746. J down now to your 
tourist bureau, to see what time can get a berth 
either for Melbourne or for Brisbane to-day. Assuming 
there is a delay in getting a sleeping berth, does that 
apply to seats as well?—No. With regard to berths, we 
have a certain number of cars normally on the train. If 
they are all filled and then another applicant comes we 
do not give him a berth, but we note his name. We say 
to him, “If sufficient people come along to warrant put- 
ting another car on we will put it on and then we will 
give you the berth.” We do not run a car with only one 
If sufficient people apply we will put on an- 
Our trains are made up with good deal of delay. 

Frequently we have to run 769. You can always provide for the alternative to 
make a path for a train?—All I said was, if it is laid 
down in the table, you have to make its path to cross all 
these other trains which are not running. If you issue 
a special table you avoid all those time-table delays. 

770. Trains have been sent out at unsuitable times /— 
If the depot station-master makes out a bad table, then 
he has to answer for it. That is one of the greatest 
difficulties of single-line running. You have to lay down 
all the tables and you have to provide for the crossings. 
Many of these crossings do not need to be made. 

71. That Molong-Dubbo line being made now is being 
constructed to get rid of grades more particularly /— 


you 


suggest you send someone 


vou are running a cross-country 
: other. 

766. Still, there is a path?—Assuming you are running 
a train from north to south, and there are trains shown 
on the time-table running from south to north which 
are not running, then it becomes quite possible to make 
a very much better table for your north to south train. 

767. You are referring to single-line running?—This is 
all single-line running. All our cross-country is single 
line, right from Werris Creek to Cootamundra. 

768. You must get a good deal of delay ?-—We save a 
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passenger. 
other car, or several cars, 

a certain number of berths. 
another train. That would be in the ordinary course of 
things. 

7. Are you doing justice to the service between these 
three capitals of the States, Sydney-Melbourne, and Syd- 
ney-Brisbane, under .existing arrangements? Would you 
find a state of affairs, in your knowledge, anywhere else 
where the passenger cannot get within three or four days 
a sleeping berth if he wants it?+—Of course, there is an 
alternative, to take a berth in the second train, the 7.50. 
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“48. Are you running two night trains?—Every night 
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and very often three. 
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749. Do you mean to say there is an alternative sleeping 
berth aceommodaton ?@—Yes, on the 7.50. 

750. And he can get that with certainty?—If the 7.50 
is full and there was only one passenger, then he could 
not. 

751. Supposing there were six’—Then we would put it 

on. 
752. Do not you think you are driving them to travel 
by sea if they cannot get accommodation’—We do not 
find that. I know it is a difficuit point te know what is 
a proper thing to de. . 

753. If these railways were run by companies, and pas- 
sengers could not. get accommodation, do not you think 
the Government would have something to say to the com- 
pany which had a concession for running railways and 
did not provide aecommodation for all the passengers 
who turned up?’—I do not know. We are not responsible. 


754. Not responsible from the carrying point of view! 
Practically, no. We take them by particular trains, pro- 
viding there is room. 

755. IT am referring to a person who wants to travel 
and get a berth and gives you a day’s notice ?’—That pas- 
senger ean travel, but he cannot necessarily get a berth. 
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756. Are you sure he can?—Yes. 
By sitting up?—Oh, yes. 
3. Have you had any complaints from men who could 
not travel either by sitting up or by sleeping berth?—No. 


Yes, it is for two purposes. It will become our trunk 
line. The existing trunk line from Orange to Dubbo will 
disappear, and the Molong-Dubbo line will take its place. 
772. You mean, your main line to Bourke?—Yes. 

773. It would not be your main line to Binnaway ¢—No, 
that goes off at Wallerawang. 

"74. You expect a good deal of traffic over that ?—Yes. 
It is a very fine district, quite unlike the district that the 
existing line goes through. 

775. You have only ten trains the one way and seven the 
other in the ordinary course ?—Yes. 

776. Do you get many special over there/—Yes. It 
entirely depends upon the condition of the country. There 
are times when we are drawing the whole of our stock 
from the west. 

777. You look upon that as an important part of your 
main line?—Yes. It will open up a very fine wheat 
district, the line from Molong out to Dubbo. The other 
line should never have been built, as a matter of fact. 

778. You have a meeting every morning, according to 
the memorandum you have given us/—Yes, every day 
except Sunday. 

779. How long does that last/—It varies; generally 
three-quarters of an hour, but sometimes longer. We hold 
these meetings just after 9 a.m. 

780. You hold a meeting every Monday with your other 
assistants, and you hold a monthly conference with your 


district superintendents, and the superintendent of goods 
and live-stock transportation?—He holds the conference 
with the assistants. 

781. All this is a necessity of centralisation ?—Yes. 

782. It is taking a lot of people who have got their 
regular duties to perform away from their business at an 
important time of the day ?—Yes. 

783. Do you not find it rather inconvenient yourself ?— 
No, I always go straight there. I do not come here first. 

784. When you come to look through the number of 
meetings held, it represents a very considerable pro- 
portion of the time of some of your people, more par- 
ticularly those who have to travel up from the country ‘— 
They only come once a month, the district officers. 

785. They have meetings besides the one you hold ?— 
That is done in their districts. 


759. You take a record of all the people who apply ?— 
Yes. It is done through our own office. We take the 
names of the people who apply. 

760. According to the statement you brought us, the 
speed of trains is 86 miles an hour, and freight trains 
16 to 17 miles an hour?—Yes. 

761. You run a considerable number of goods trains 
which are not printed in the time-table?—Special goods 
(rains—yes, 

762. Do not you think it would be an ativantage to 
have a time-table for additional trains ’—We have. 
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“63. You have to some extent, but you have a number 
of cross-country, where you have not?—Yes, we have. 


—— 
= sats +s 


"64. That would avoid the question to some extent of 
station-masters and others issuing notices of trains ’— 
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7386. The assistants have to meet sometimes as weil as 
the district superintendent?—Yes. They do not meet on 
the same day. They 
tendents, once a month. 

787. You consider the meetings a necessity of the pre- 
sent organisation 7—Yes. 

788. Do you ever look forward to any particular im- 


meet two days before the superin- 


provement in the times of the running of passenger 
trains /—We always hope for better things. 

789. Is there anything in view which would give you 
better timing than you have? Take your interstate trains ¢ 
If we could get rid of the locomotive trouble we would be 
very much better off. 

790. You mean more powerful engines ?—No. 
have a lot of trouble. 

791. You mean more reliable ?—Yes. 

792. That does not affect the timing of trains. You 
are not giving them a longer time 
trouble?-—No. The timing of the trains is regulated 
largely by the grades and the curvature. 

793. Have you got 1 in 40 both ways from Sydney to 
Albury and Sydney to Wallangarra?—No, not 1 in 40 
up from the south. It is 1 in 40 down. It is 1 in 40 
from here to Albury. 

494, What is the length of it?—There is a lot of 1 in 
40. There are many places between Goulburn and Harden 
which are j in 40. 

"95. What about your northern line’—We have many 
miles of 1 in 40. 

796. You want engi 


We do 


because you anticipate 


es which will Beg eke that with 


fair-sized trains. What number of passeng rs can you 
accommodate in your interstate expresses?—The limited 


express, which is all sleepng passengers, ere ninety. 
That does not take any sitting passengers 

797. That is full holding ?—Almost Fe 
be an occasional berth vacant because someone has not 
turned up. 

798. That is your Melbourne train ?—Yes. 

99. That is not a bad paying service ?—No. 

800. With regard to other trains apart fr om the Limited. 
Do you run two or three as a rule?/—To Melbourne? 

801. Yes?—Yes, one other as a rule. There is a train 
which has a connection with Melbourne, the mail train, 
but there are practically no through passengers go by it. 
Tt is too slow and gets in at an awkward time. 

There is a second train which is not limited 
Then there is a third train which runs, [ should say, on 
the average, perhaps, four times out of seven. That is 
the 7.10. 
803. Are all three of them sleeping accommodation ?— 
Yes. The 7.10 would be both sleeping and sitting accom- 
modation. ‘The 7.25 is sleeping only and the 7.59 is both. 

804. With regard to the north, how many do you run 
there?—Two to Wallangarra 

805. Is one a limited ?—No, it really is not. 

806. Do you generally get that full?—-It is very fully 
loaded. That is not a sleeping train alone. That is the 
express. 

807. It is looked upon as your recognised through inter- 
state express /—Yes. 

808. How many passengers do you get on that ?—About 
150. 

809. Would you generally have 150?—Very near. We 
take passengers to Deepwater and Tenterfield. Those are 
the only two stations in New South Wales we take’ passen- 
gers to. 

810. The greater part of the passengers go right through 
to Queensland?—They do. I cannot give the exact figure. 
It is first, second, and sleepers on that train. 

811. Both those services are sufficiently well 


to justify an extension if necessary ?—They are quite good 











Yes, 





patronised 


services. 
812. Good paying services ?—Yes. 
813. You have to provide sleeping accommodation in 
both of these trains?—Yes. 
* 98910—C 





Witness---C. A. Hodgson, 16 July, 1924. 


With regarl to the return services from Brisbane, 
does that mean sleeping on the New South ‘Wales line’/— 
Yes, and so it does from Melbourne, so that we get it both 
ways on both sides. 

815. If anybody has any cause of complaint about sleep- 
ing they complain to you. It is no use going to Queens- 
land or Victoria ’—That is so. 

816. You have given us a return of the percentage of 
trains to time?—Yes. 

817. The percentage as a percentage does not look too 
bad. There are a very considerable number of important 
trains which are delayed per month?/—Yes, 

818. Do you get more delays with these expresses than 
with the other ?—I think we do. 

819. You must do to bring the average down. Your 
purely suburban train service does keep fairly good time? 

-Yes. They are shown separately. 

820. The business trains morning and night keep fairly 
eood times ’—Yes. 

821. Your through trains to the cther States do not 
keep anything like good time?’—Not as good as the subur- 
ban trains. 

822. Nor as gor te as your country trains?’—No. 

823. Is that because they are running faster and you ge 
more trouble?—I suppose that must be it. It is hard for 
me to say. 

824, What is the principal cause of delay with these 
express trains ?—Mostly locomotive trouble 

. Engine failure 1 Yes , or partial. 

826. You apparently run a large number of trains as 
special trains in the Parkes district; you run 51 per cent. 
of your total train service as specials ?—Yes. 

Junee, 22 per cent.?—Yes. 

28. That is taken over 
829. A good many of those are water trains ?—Ycs. 

830. Cannot you run those to time-table ?—No. You 
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the year {— Yes. 


2a NAS, Lia sey eed ae reas u hav neat? 
vever know what they are going to do. You have to ascer- 
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tain the work tney have to do on the road, how many camps 
they have to water. These are not trains running from one 


point to another. They are running to fill up the tanks 
along the line and stations. Some of our stations have to 
be supplied. They have a tank alongside, and it has to be 
filled by the train. It depends on what camps you have to 
water how you time your train. 

831. You mean movable camps ?—Some of them are. 

832. If you have fixed camps you can make a regular 
schedule once a week or what is neces ae 154 
difficult thing to fix. 

833. A special train running without a time-table; there 
must be delay?’—The time-table is issued and all the cros- 
sings are shown. Occasionally a depot man will make a 
slip in his time-table, but no train is allowed to run unless 
the depot man has issued a time-table and notified the staff, 

834. You seem to get a good deal of trouble with some 
of your staff. Do you get a very large number of men 

through your service ?—They are always coming and going. 
Do you find that your men leave the railway ser- 

vice—Not to any great extent. There are a certain num- 

ber we do not want. Some vo out to better themselves and 

others of course pass away in the natural course. 

836, It looks like inexperience more than anything else? 

—iMany of the eases are. Many are through want of tul- 


: xperience?—Inexperience is at the bot- 
tom of it, but J always prefer to go for the man who 
have told him better. 

838. You have a note here that the Sydney limited ran 
to Albury fourteen time late and the up limited reached 
Sydney nineteen times late in one month ?—Yes. 

839 ‘There are notes here of delays and troubles caused 
by the time-table issued by a night officer and other people. 
Do you not think that sort of work ought to be in the 
hands of a responsible official like the District Superinten- 
that are issued are often issued 


ought to 


dent?—Those notices 
owing to the late running of a train. 
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Witness—C. A. Hodgson, 16 July, 1924. 


840. Supposing your district superintendent has control 
of the whole area?—If they had control over the twenty- 
four hours they could do it, but they have not. That night 
officer would be a depot night officer, and he should know 
all about it. They are the picked men. 

841. There has been some delay by transhipment of 
small articles where you have not got a truck load?——-We 
do get complaints about that. We try to cure it as far as 
we can by limiting the loading to certain days. 

842, Is not the delay at the transhipping point ?—If we 
limit the loading days it means you can send many more 
through trucks. 

843. That is three days a week for a particular area? 
—Yes, and then you get many more through trucks than 
loading all the six days. 

844. There are six cases here noted of officers issuing 
notices for the running of trains. What would these men 
do with regard to engine power. Would they order an 
engine out?Yes. In most of these cases the engine is 
probably already ordered out. They simply put it back 
on to the other times, 

845. There is a case here of a depot officer cancelling 
a through train which had been fixed up by somebody 
else for stock, and he used the engine to return empties 
to another point ?—Yes. 

846. That would not happen if you had control?—No. 

847. Most of the things J have extracted here refer 
to items of that character. There is a case where it is 
said improper time-tables were put out, and sometimes 
not a time-table at all. That would be cured if you had 
a superior officer in charge controlling his district ?—It 
should be. When they speak there about no time-tables 
that perhaps does not convey what is meant. Jt means 
no detailed time-table. I think I remember that case. 
The depot station-master announced the train would leave 
his depot at a certain time and arrive at the next depot 
at a certain time, and he omitted to provide for a crossing 
which had to be made between the two depots. 

848. Take the running of your live-stock trains? Are 
you getting satisfaction now that you have put on those 
fast trains ?—Yes, from what we can judge and from what 
we are told. 

849. It is a great deal better than it was before last 
December ?—Infinitely. , 

850. Apparently you had a great deal of trouble with 
them before?—We did. 

851. You put down in one of your minutes that 60 per 
cent. of your trouble was due to locomotive cases?—Yes. 

852. Seven per cent. late loading, shunting 13 per cent., 
congestion at Flemington 7 per cent. Do you get very 
much congestion there, waiting to get into the yards?— 
Not a great deal. 

853. There is a note here last April, with regard to 
some troubles you had in your working. You say, “In 
regard to engine-men on duty unduly early, Mr. Reid”: 
who is he?—He is a District Superintendent at Goulburn. 

854. The minute you made was: he said, “At one time 
the Department were allowed 45 minutes, and they now 
want 4 hours”—TIs that for the preparation of the engine? 
—No, giving notice to the men, not to come on duty. 
Tt really means this: that they are booked up for a par- 
ticular train. That train runs late and they want to 
put them back to a later time. The Locomotive Depart- 
ment says, “If you want to put these men back, they 
have already been called on duty, you will have to give 
us so much notice, otherwise they will book on.” 

855. You have a note about the light mileage between 
Singleton and Werris Creek. You do not get the proper 
class of engine, according to your own views. If you 
had had NN engines instead of the engines provided, the 
light mileage would have been reduced ?—Yes. 

856. It means you have not a sufficient class of that 
engine?—We had not at that time. 


857. In making out the time-table for the country dis- 
¢ricts, do you have regard to the population of the areas 





you are serving ?—We have to regard the volume of traffic 
we are carrying. 

858. What you might carry? Lots of these towns have 
from 5,000 to 8,000 people. You are apparently giving 
them one train each way per day in many instances ?— 
That is so. 

859. If vou had sufficient rolling-stock, engines, and 
carriages and so on, would you run more trains ?—Un- 
doubtedly, within a certain distance of Sydney. 

860. I am looking rather at the outer districts ?—They 
do not seem to be a very promising field, We have tried 
it. 

861. Would it not improve the amenities of country 
life if they had a better transport service?—They do not 
seem to think so. They do not patronise the train we 
eive them. We gave them, for example, a passenger train 
from Cootamundra in the morning, a daylight trip to 
Sydney. Prior to that they had to travel by the mail 
at night, getting into Sydney at 6 a.m., and going home 
they had to go back at night and there in the small hours 
of the morning. We had a train running down as far 
as Harden and we extended it to* Cootamundra. The 
traffic was so wretched we had to knock it off. 

862. I was not thinking about that sort of service so 
much. J was looking at the people living out in the 
country areas wishing to get to their nearest town of any 
size for marketing purposes, medical attention, legal busi- 
ness, &e. They cannot go now unless they stay a day or 
so?—-In many cases they have to stop there the night. 
IT quite think there is a field there, and that is a field 
we hope to explore when we get more rail motors. 

863. This is a State railway built for the development 
of the district ?—Yes. 

864. It is not like a company running for dividends, 
although the Commissioners are supposed to meet the 
interest on capital?’—That is our difficulty. 

865. I am looking at it rather from the point of view 
of what a company would do?—The great trouble has been 
that in most of these cases we could not make our working 
expenses. 

866. You will find that all over the world’—We are 
not taking on those contracts where we do not make our 
working expenses unless they are forced upon us, which 
in some cases they are. 





867. You know something about English railways ?’— 
Yes. 

868. Do not you know that some private lines in Eng- 
land do not pay, and are not likely to?’—Yes, 

869. Still they run the trains ?—Yes. 

870. Five or six trains a day, very often on branch lines? 
-~-Yes. T know one very well, because I lived on it. 

S71. Your coal traffie is improving as compared with 
ten years ago in one or two of your districts ?—Yes. 

872. Tt has gone up from 7,800,000 to 8,200,000, 500,000 
tons, roughly ?—Yes. 

872,\. Your Illawarra line seems to be improving pretty 
fast ?—Yes. 

S728. That is where you are providing trucks?’—Yes. 
A lot of the shipment coal from Tllawarra is not shipped 
from Sydney. Most of the mines have their own jetties 
and they use their own waggons. 

873. You have given a statement of tonnage of locomo- 
tive coal and other railway stores as compared with your 
paying tonnage. You say, “On service tonnage, exclusive 
of tonnage carried on department trains, £1,900,000.” 
What do you eall department trains?—Ballast trains; that 
is, traffic hauled by our ordinary goods trains. This means 
you have hauled 1,900,000 tons of coal?—Or other material, 
including ballast. 

874. By your ordinary trains ?—Yes. 

875. It does not include trains running 
ballast: purposes ?’—No. 

876. Is there any debit against the other departments 
for that?—Yes, we debit them. 
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877. You debit the Locomotive Department for coal ?— 
I am not sure whether we get any credit for locomotive 
coal. I can get that information for you. 

878. You will supply it to-morrow ’—Yes. 

879. And any coal or any credits you get from other 
departments we should like to know something about ?—— 
We get a fixed sum per mile; I think it is two-fifths of a 
penny from the Construction Branch. 

880. You get credited by the engineer for ballast you 
convey ‘/—I am not certain about that. I will have to find 
that out. 

881. You have given a statement showing your claims ?— 
You seem to pay a good deal for losses. Does that mean 
actual losses, goods going clean out of sight?—No. They 
may be destroyed through being so damaged. 

$82. Otherwise it does not seem to be out of the ordinary 
course. Do you get a good deal of complaint with regard 
to your interstate fares being on a lower basis than your 
local fares ?—Yes. 

883. Are those fare you agreed with the Victorian and 
Queerisland Governments divided on strict mileage ?—Yes, 

884. You get the same per mile as the other people get / 
—Yes. With regard to fares or rates, there is a clause 
that rates and fares should be divided on a mileage basis, 
providing that no State gets more than its local fare. 

885. You get a good deal less?—We do. That is a pro- 
vision; you cannot take more. If your mileage proportion 
gives you more than your local charge the other State will 
take it. 

886. You get applications from the country districts for 
berths in your through trains to Queensland and Victoria? 
Yes. We wire to Challis House. 

8&7. Is there any chance of people getting into the 
Limited ?—It all depends on when they apply. 

888. Would you hold a berth empty to a stopping-place 
between here and Albury ‘—Our Limiied does not pick up 
anything. It only stops for locomotive purposes. 

889. How about vour second train ?—That is different. 

890. Do you hold the tberths here for that?—We have 
to. 

891. Do you get many complaints they eannot get them? 
—I have not heard of many. 

892. The complaint is—it is not only a difficulty in get- 
ting a berth; it is a diticulty in knowing whether they 
have got it or not ?—TI think I know what you are referring 
to, particularly on the north. There we have three sleep- 
ing-car trains. We have the Glen Innes mail to Sydney, 
the Brisbane mail from Wallangarra, and the Brisbane 
express. What the people want is to travel by the inter- 
state train, although they have a train of their own. 
They want to be allowed to book a berth from a station in 
New South Wales to Sydney in preference to a man com- 
ing from Brisbane. We say, “No, you have your own 
train; travel by it.” They want to go by the interstate 
train. You can only go by it, providing no interstate 
passenger wants the berth. They say they do not know 
whether they are going to get it or not. That is true. 

893. Do they know that in their own train ?—Certainly. 

&94. Is it as good a train as the interstate express ?—ITt 
is not as fast. 

895. Is it as well appointed ’—Practically the same. 

896. Sir VINCENT RAVEN: Are they both trains 
people would take if they were going through to Brisbane? 
— Yes, the bulk of the people go by the express. 


897. Sir SAM FAY: You have a train which serves the 
area, apart from your express?—Yes. The 2 o’clock train 
from Sydney is the mail, and the 3.30 is the express. They 
both connect at Wallangarra with the Queensland train. 

898. It is really a question of accommodation on the 
train ’—They are both the cabin type ears. 

899. Sir VINCENT RAVEN: If a person wanted to go 
through to Brisbane, they would prefer to go through by 
the best train?—That is so. That is what we are insisting 
on, that the berths shall be kept for the through traffic, 
and not sold to local passergers unless they are going to 
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be vacant. It is largely on the up-journey the trouble is. 
They want to join the train at Tenterfield, and they want 
to be able to book a berth in the express perhaps a week 
before. We say, “No, you go in the mail.” They say they 
do not want to go in the mail, and we say, “You eannot 
go in the express until we know what berths are wanted.” 

900. Sir SAM FAY: What time of the day or night do 
they leave there?—Hlalf-past 6 p.m. 


901. Is that the express ?—Yes. 

902. What time does the other train leave?~—About 
twenty minutes later. 

903. Why have they got 2 grievance because they eannot 
travel in the express ’—They like the express. 

904. What difference is there in the arrival time ‘—A bout 
an hour. 


905. You have practically no day train at all, taking 
your trains south to Albury ?—A day train to Cootamun- 
dra, but not below Cootamundra. We have the paper 
train, a mixed train, which has several passenger carriages 
on, Which runs through to Albury, e& tting there at 10.35 
pm. That is no good from Sydney, because it leaves at 
1.50 am. It is a good train from Goulburn, and lots of 
people travel by it. 

906. Supposing you had the traflie for a couple of more 
trains from Sydney north, and two more trains south, both 
ways back, have you the stock to do it?—No. 

907. Then you are limited to improving this acecmmo- 
dation by want of stock ?’—That is so. 

308. I am asking you, if double the traffic turned up day 
by day wanting to go to Victoria and Queensland you 
could not accommodate them?—No. 

809. I suppose that is really the answer to the com- 
plaints. That is why people cannot get what they want ?— 
In many cases the people want something we should not 
give them if we had the stock, because we know it would 
not pay. Iam prepared to admit I would give some of the 
services if we had the stock. 

910. You have to do a great many things which do not 
pay if you are to give people accommodation which is 
reasonable ?—We always try to give them what we con- 
sider reasonable. What we consider reasonable and what 
they consider reasonable are two different things. We 
have on several occasions acceded to their request and 
given service, and then they would not patronise it. 

911. You have a valuable paying traftie both into Vie- 
toria and into Queensland ?—Yes. 

912. And it would pay you to use every accommodation 
you can and the best you ean to a paying traffic like that 
between the three capitals ?—Yes, and we try to do that. 

913. You do not think you are giving complete satisfac- 
tion’—The odd passenger who cannot get a berth has a 
erievance., 

914. Do not they travel during the season, when there 
is a reasonable prospect of fine weather, by boat?—No; a 
certain number go by the boat, and always will. 

915. We have a list of the complaints that have been 
sent in through the secretary of the Commissioners for 
five months. <A great many of them are trivial. They 
show what the people are complaining about in regard 
to the railways. We asked for these to see, as far as 
we could, what people were complaining about. There 
are forty complaints of this type—of compartments being 
turned from first into second and second into first. Is 
that due to want of stock ?—Not altogether. It is largely 
owing to the rise in the fares owing to the war. It has 
a tendency to throw the first-class traffic into the second. 
Our proportion has altered considerably. 

916. You are getting less first-class than before you 
raised the fares?—Ycs. We raised the fares in 1917 and 
subsequent dates. We have had several rises in fares. It 
has kad the effect of diminishing the percentage of first- 
Most of the trouble spoken 
about is due to the faet that, to make the best use of our 
cars, we have to roster them on various lines, and the 


class passengers considerably. 
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A train, fer ex- 
ample, may arrive in Sydney with ten cars on, four first- 
class and six second. That train is rostered to go out to 
another suburb, and it may require two first-class and 
eight second-class carriages. After that train has arrived 
our staff have to get into the cars and label two of those 
first-class cars second. We have had complaints. People 
who have been waiting on the platform for the train to 
arrive have got into the car before our man got in to put 
the label on. That is the difficulty. 

917. There is no difference between the first and second- 
class carriages except you have a little more sitting room ? 
—You do not get any more sitting room on the suburban 


conditions are absolutely dissimiliar. 


lincs. They are the same, except the cover of the seats. 
The additional charge is one-third more. In the country 
it is 50 per cent. In the country they do get more room. 

918. Complaints about not being able to get berths, 
berths booked and not available?—We have had several 
There have been errors 
ss eee ae 2 at. 
They are frequent-y 


complaints with regard to that. 
made. We always follow them up. 
there owing to telephone troubies. 

919. There is one case here—sixty-one passengers 
able to get sleeping accommodation on the North Coast 
line?—-That was one excursion, I think. 

990. There is another case, “Booked sleeper, allotted to 
someone else, berth booked and paid for but not allotted, 
difficulty in getting berths, wrong information given, 
inadequate sleeping berth accommodation, sieeping berth 
declined but given to another, insufficient sleeping accom- 
modation for a lady, wife’s berth given to someone else, 
berth ordered but not booked.” There seems a good col- 
lection of that sort of thing?’—We have complaints from 
time to time about that sort of thing, both here and in 
Melbourne. 

921. Passenger train service complaints. There are fifty- 
They are, 


. 


three items there. Some are quite trivial. 


eenerally speaking, in the Sydney area ’—Yes. 

999. About the fares, the complaints mostly seem to be 
in regard to the booking clerks ?—Y es. 

WITNESS: I have that information you asked me for 
this morning with regard to the debits. 

993. Sir SAM FAY: You might perhaps tell us that 
now ?—Three-fifths of a penny per ton is the debit against 
the Construction Branch for any material hauled over the 





existing lines. 

994. That is the Construction Branch ?—Yes. 

925. Does that apply to the Engineer for Existing Lines? 
—No. 

926, It is purely new works ?—New works, and we get 
credited in our revenue for that. With regard to tram- 
way coal, that is debited. The cost of hauling that is 
debited against the Tramway Department’s working ex- 
penses and it is credited to our revenue. 

927. At what rates?--I have not got the actual rate, 
hecause it will vary according to the place it comes from. 

998. Is it at the public rate?—It would be at the public 
rate, I think. That represents about £85,000 a year. 

929, Public rate?—I fancy so. 

930. Anyway, it is a credit to you for carrying coal for 
the Tramway Department?—Yes. With regard to locomo- 
tive coal, there is no debit at all. 

931. No debit at all for anything you may convey either 
by special or ordinary train?—No. When we run a special 
ballast train we debit the engineer with the cost of 
There is a debit made also against the 





guard’s wages. é 
refreshment-room of a fixed amount, an estimated amount, 
but we get no credit for that at all. It is purely a book 
entry in connection with the refreshment-room account. 
932. Sir VINCENT RAVEN: I understood you to say 
this morning that so far as the passenger traffic is con- 
cerned the arrangement of the locomotives was entirely in 
the hands of the Mechanical Engineering Department 2— 
That is so. 
933. I presume that is because they are all booked ?— 
Tt is rethes hard to say whether that is so or not. I might 


explain, perhaps, by saying that some years ago the whole 
of the locomotives were under the control of the Mechani- 
eal Engineer as to their allocation and everything else. 

934. I was coming to that. Up to 1913%—Yes, but owing 
to a difficulty that arose, owing to the non-supply of 
engines, owing to their being in the wrong place, the 
goods engines were removed from the control of the Chief 
Mechanical (Engineer as to their allocation, and were 
placed in the hands of the Trafttic Department, who had 
the information necessary to move them to the place 
where they were required. 

935. But does it not come back to that, that where a 
train is booked and the working can be arranged before- 
hand, it is rather different from an unbocked train ’—It is 
different. There is not the same fluctuation of business. 

936. And is it not because of that that this passenger 
service was left as it was originally arranged in the hands 
of the Locomotive Department?—It was left so because 
there was no need to alter it. It was quite satisfactory 
on account of it being a regular business. 

937. That being so, so far as booked trains or any booked 
trains are concerned, would not they be under the same 
category ?—Yes, they would. There are so few of them, 
compared with the total number run. 

938. Of course, Sir Sam Fay suggested this morning 
that it might be advisable if there were more‘—I do not 
know that that was quite suggested, that more might be 
tabled, but only as conditionals. 


939. All the unbooked trains and all the goods trains are 
dealt with by the Traffic Department ?—That is so. 

940. And I understand, shortly putting it, that the 
arrangement is for the Locomotive Department to let the 
Trafic Department know daily what engines they have 
available for work, and the Traffic Department then order 
what engines they require out at specified times, and after 
they are out they deal with them themselves entirely /— 
That is so. 

941, And it is quite possible that at the end of the day 
they may have arrived at a running shed where they were 
not originally allocated ?—Quite so. 

942. Eventually they get back to their own shed, but 
during the time they are away they are dealt with by the 
shed which is stabling them at the time?—That 13 so. 


943. What returns do you get that will enable you to 
satisfy yourself that the best possible working is got out of 
those engines ?—That is difficult to answer. I get a return 
which shows me what each engine that I have in use is 
doing, but I would not have any record of what the engine 
was doing when I did not want it. 

944. Have you got any statement which shows you the 
miles per hour that you get out of the engine?—That is 
got out by the statistician. I do not get that out. That 
is the statistical branch. i 

945.:But are not statistics of any use to you ?2—QOh, yes. 

946, Thev, whoever gets them out, do they not come to 
you as valuable from the point of view of scrutiny ?—I 
get certain information. yes. 

947. Do you get that information ?—Yes. 

948 How soon do you get that information after the 
actual working ?—I suppose it would be about three weeks. 

949. T am informed that that information is not avail- 
able. I have asked for it. There are no freight miles per 
engine hour?—Freight miles you are talking of now? 

950. Yes?—I thought you said miles run per engine. 

951. Or freight miles in the hour, whichever way you put 
it, it is the same thing. It is a means of measuring the 
work done ?—Yes. 

959. IT want to get from you what you have that will 
readily enable you to compare the amount of work done by 
your engines at any particular time and any other par- 
ticular time, whether it is satisfactory or whether it is not 
satisfactory ?—Well, that, as a matter of fact, is not of 
any yery great yalue to me as a transport officer, 

































953. Not whether you are getting good work out of your 
engine or bad work ?—As to whether I am employing the 
engine rightly when I have it, yes; but then I do get that 
return every morning. 

954. I want to know what that return is’—The return 
that I get every morning is a return from each of the 
depots showing the number of locomotives which have 
been employed during the previous twenty-four hours, the 
actual gross tonnage that they hauled and the actual gross 
tonnage that they were capable of hauling. 

955. And the number of hours/—No, hours have got 
nothing to do with it. 

956. But surely the work done per hour would?—No. 


What I want to ensure is that my people are properly 


loading that engine. 

957. That is all the information you get?—That is my 
information. That is what I want. 

958. And you are satisfied ?—I am satisfied with that. 

959. You say these figures are got out from the statis- 
tical department. You are not responsible for any of these 
statements?—Not for the compilation of any of those 
figures, no. 

960. Because I get here the miles per hour out of the 
train ?—Yes. 

961. And yet I am informed that I cannot get the work 
done per hour. However, you cannot tell me anything 
about that?—I am afraid I cannot. 

962. With regard to the carriage stock, I understeod 
you to say that you had got sufficient carriage stock with 
the exception of suburban traftic?—To nieet the ordinary 
requirements, yes. 

963. Have you ever had any complaints from My. Lucy 
that he has not time to deal with the ¢arriages properly in 
the works, because you were hurrying them out?—No. 
The only complaint I have had on occasion has been when 
IT have had to withdraw the stock from the works at holi- 
day time that he has not got them back quickly enough 
out of traffic. 

964. T am not referring to holiday time?—This is holi- 
day time I am speaking of now. 

965. But outside holiday time you have no reason to 
suppose that Mr. Lucy has not sufficient time to deal with 
the carriages adequately in the works, and that he has 
not been pressed to get them out speedily?’—He has been 
pressed to get them out speedily many times, directly the 
number goes up, and it is a varying number, of course. 

966. And is that because you are tightly pressed ?—At 
certain times of the year I am more tightly pressed than 
at others. Just at present, for instance, the call on the 
stock is not excessive. It is the winter time. There is not 
so much travelling and I am not pressed. I can, therefore, 
afford to let him have more in the shops than I could in 
the summer season. 

967. One naturally understands that there are certain 
times of the year when you are more pressed than others 
—Yes. 

968. I am not referring to those times, which, of course, 
would be few 2—It is not so much of a time as of a season. 
In cold months I could afford to let Mr. Lucy have more 
carriages in the shops than I could during the warm 
months. 

969. At the present moment he is not pressed/—I am 
not pressed at the present moment. At the present moment 
he has quite a nice lot in the shops. I only saw the 
return a few minutes ago. He has 150 bogies in the shop. 
That is a high number. 

970. At the present time you are quite content to let 
him have that number off ?—Yes. 

971. And you are not pressing him to get any out ?—No. 

972, Are you satisfied with the loads taken by the loco- 


motives :—what I mean to say is that if you had stronger 


locomotives would vou be able to take the bigger loads, 
or have you sufficient !,s powerful locomotives for the londs 


that you require tG take ¢_ Tf i h id more pow erful loco 


it would suit 


motives and if the drawgear would stand it, 
me to have a heavier load 


Witness—C. A. Lfodyson, 16 July, 1924, 
You could put heavier trains on ?—Yes. 


3 
974. You have the traftic there to do it ?—Yes. 
5 


If the drawgear would stand it. 
97%. Then I understocd you to say this morning that 


stronger engines /— 


the late running of these trains—I am looking at the 
moment at the passenger trains—was largely due to 
the locomotives—-[ will not say altogether failing, but not 
doing their work properly, so as to lose either five or ten 
minutes ?—That is so, 

977. I notice in this return that there are 1,523 cases due 
to the locomotive, but there are 1,155 cases due to trafhe 
causes ?—Yes. 

978. So you see there is not such a very great deal 
in it; it is higher, but still there are 1,155 cases due to 
the trafic ?—That is so. 

979. And likewise here, in the suburban trains, I notice 
that there are 1,911 due to traffic causes and 1,333 due to 
locomotive 7—Yes. 

980. Which is really in favour of the locomotive ?7—On 
the suburban lines it is. 

981. With regard to transhipping, I suppose Albury is 
one of your principal transhipping places’—Albury and 
Wallangarra. 

982. Are you satisfied with the method of the mech- 
anical means of transhipping’—No, I cannot say I am. 

983. All your cranes are hand worked?—That is so. 

984, And not very speedy appliances at that ?—No, they 
are not. A large amount of the work is done by hand, too. 

985. You have electrical power quite close ?—Yes. 

986. Would you not advoeate some better means of 





mechanical transport?—As a matter of fact, a very com- 
prehensive plan was got out some time ago for improving 
the transhipping arrangements at Albury. It was got out 
in conjunction with the Military Department, but so far 
the money has not been found to carry it out. 

987. But you are not satistied?—I am not satisfied. I 
know it is not up to date. 

988. Sir SAM FAY: What do these trafic delays con- 
sist of ?—Many of the delays, of course, take place on, the 
single lines. 

989. You mean crossings +—Yes. 

990, Would there be no delays if they are keeping time? 
—[ quite agree, but if you have a goods train, and that 
goods train has other work to perform, has shunting work 
to perform, and the staff take a little longer than laid 
down for them, it at onee upsets a crossing, and once you 
upset a crossing it is very difficult to recover. 

991. That would not apply to these suburban trains, 
would it?—No, not the suburban. 

992. What are these particular traffic delays?—A large 
smount of the delays on the suburban line are caused by 
side-door carriages. 

993. What do you mean by side door?’—The ordinary 
compartment carriage. 

994, But you ean load and unload quicker?—It is a 
question of shutting doors. 

995. By the staff@—Yes. You cannot see in those car- 
riages when a person is goihg to get out and when they 
are not. With a ear vou ean look right through the car. 
You cannot see through a side-door carriage. That is one 
of the principal causes. 

996. What you mean is the guard is afraid to start the 
train because he is not sure whether the people have got 
out or in?—That is so, the guard at one end and the man 
in charge of the station at the other. 

997, Are not your electrical cars that are being built now 
running on the North side?—Yes 

998. How many doors have they got?—They have two 
double doors and two single. 

Oy, A double door in thie middle and Pa | juele al ench 
end?’—No. It is a single door.in the 


and then it has two double doors and a single one in the 
:: 


euard’s compartment 
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Wruness—C. A. Hodgson, 16 July, 1924. 


1000. You anticipate less trouble with that, do you ‘— 
Yes. 

1001. It seems an extraordinary record for delays of 
that sort. Is there any other cause ?—As a matter of fact, 
although the number sounds rather large there, the num- 
ber of trains run is very great. It is only, after-all, 6 
per cent. of the trains. J think 94 per cent. were to time 
and 6 per cent. late. 

1002. Yes, taking the suburban service as a whole, it 
is not a bad record, but with regard to your through trains, 
interstate trains, do you say that the main source ot 
delay there is at crossings’—With the mterstate train the 
main cause of trouble is locomotive trouble. That return 
is not on interstate trains. That is all our through trains, 

1003. Take your through trains, are those delays cross- 
ing delays ?—Very largely. 

1004. What would be the other delays besides crossing 
delays?—Some of those delays would probably be caused 
by short platforms, the trains having to pull up twice. 
That is rather a prolific source of delay, especially when 
the traffic is congested. 

1005. Going back to the evidence you gave this morn- 
ing with regard to the interstate trains and the berthing 
arrangement, I would like to ask you one or two ques- 
tions about that. Do you get a return of the number of 
berths occupied in each of those trains?—No. 

1006. Is that ticket-issuing office under you ’—Yes. 

1007. Under your control ?—Yes. 

1008. Are there any berth tickets issued on the trains 
by the conductors /—No, 

1009. None?—No. If a passenger wants to join a train, 
of course, he could not join an interstate train because 
they would not take him, but if a mail train, a man 
comes along to the conductor and the conductor has then 
to send him to the booking office to get a ticket. 

1010. You mean that if I turned up on one of your 
snterstate trains without a ticket, and there was a ‘berth 
empty, I could not get it?—You could get it as long as 
you buy the ticket. 

1011. I have my ordinary ticket, and I have not got my 
berth ticket. Who do I get my berth ticket from?—The 
conductor will advise you to get your berth ticket at the 
booking office. 

1012. He would send me to the Looking oflice‘—Yes. 
There are cases, I admit, where the conductor says, “I 
will get your ticket for you,’ but he has not got the 
ticket to give you; he has to go to the booking oifce to 





get it. 

1013. You have no record of the actual number of berths 
eecupied on these interstate trains’—We have an actual 
record. — 

1014. I thought you said just now you had not?—No. 
You asked me if I had a return. We have the record in 
the diagram. 

1015. What diagram do you mean ?—The diagram of the 
ear. Every car has a diagram which has to be entered 
up. 

1016. Do you keep thaf every day at your office’—Yes. 

1017. Showing the number of berths occupied on ail 
these interstate trains Showing the berths that are occu- 
pied and the number of the rail ticket and berth ticket 
they hold. 

1018. Does that apply to your mail irains, too ?—Yes. 

1019. Who checks that with the casht—That would be 
done by the auditor. 

1020. The traffic auditor ?-—Yes. 

1021. Do those returns go to him ?—Yes. 

1022. Could you give us a return for last week of the 
number of berths available and the number of berths occu- 
pied in your interstate and your night trains to the 
country /—Yes. 

1023. Showing exactly those that 
those that were unoccupied /—Yes. 

1024. Where do you concentrate the applications for 
berths that come from this office, and I suppose from the 
country as well’—Challis House. 


Were occupied and 





1025. Where is that situated’—The city ticket office, 
Challis House, Martin-place. That is for the down jour- 
ney out of Sydney. 

1026. What happens in the other direction ?—At the up 
station, it is at the station at which the diagram is held. 
That varies according to.what the service may be. For 
instance, the up express from Brisbane is held in Brisbane. 
That is from Wallangarra. The up express from Albury 
is held at Melbourne. They send the diagram by the 
preceding train; the 4 o’clock train from Melbourne brings 
the diagram to Albury. Then Albury makes a note of 
any berths that may be vacant in case he gets any requests 
for them, and then each of the diagrams is handed to the 
conductor of the car. 

1027. As far as the interstate trains are concerned, there 
is very little chance of anyone in New South Wales taking 
advantage of it coming from Melbourne or coming from 
Brisbane ?—That is so. 

1028. They have to take the following train ?—Yes. 

1629. I should like to ask you one or two questions 
ebout the rates. First of all, as to the classification; has 
that classification been altered of recent years’—To a 
certain extent, yes. 

1030. But in the main, is it the same classification as 
has been in existence for a long time?—Much the same, 
yes. There have been various changes made. 

1031. What is the general basis of the classification ?— 
Originally it was supposed to be on the value of the article. 

1032, What the traftie would bear ?—Yes. 

1033. That is the general basis, is it?—Yes. 

1034. And your lowest rates are for manure? 
manure, yes. 

1035. And coal ?—Yes. 

1036. And your miscellaneous, then hay, straw and 
chaff, then your grain—they are about the same rates?— 
They are much the same rates, yes. 

1037. And the general idea is what the traffic will bear? 
—That was the original idea. 

1038. Not the cost to you of conveyance ?—No. 

1039. Did not whoever compiled this classification have 
some regard to the development of the country ?—I pre- 
sume it was so. Of course, J am speaking now of many 
years ago. That classification was got up long betore I 
had anything to do with it. 

1040. Have you had many complaints with regard to 
the classification /—No, not with regard to the classifiea- 
tion. 

1041. They complain of the rates, I suppose?—-They 
complain of the rates. They all want them lowered. 











Any 


1042. Ilave you got out in any shape the cost of con- 
veyance of these various articles?—No. 

1043. The actual cost of running a train, for instance, 
supposing it was composed of nothing but one article?— 
Yes, I have done that. I have done that in particular 
Cases. 

1044, Could you, without any difficulty, get out the 
actual haulage costs; of course, one knows that to do any 
business at all a railway has to provide its line, station, 
signalling, rolling-stock, and so on in order to do any- 
thing in the shape of business. If you get a few extra 
trains it does not make very much difference to your 
actual cost?—You only want the running cost then. 

1045. Would you get out a statement showing what it 
costs of haulage—I mean actual cost for haulage of a 
train composed of nothing but wool, assuming that the 
train was up to its maximum weight—you would have 
to do it in conjunction with the Locomotive Department, 
I know ?—Oh, ves. 





1046. What I am getting at is the actual haulage cost, 
that is to say, wages, coal, oil, and any incidental expenses 
that may be connected with it. Could you get that out ?— 
What about maintenance of lines? 

1047. Nothing to do with it. Yon have to maintain 
your lines to do any business at all. 7 mean for this par- 
ticular purpose. I want to realise what your rates are 
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giving. Could you do the same with regard to eal, 
assuming the train was filled up to its maximum capacity, 
and you would haye to put in the haulage of the ernpties 
back again?—That is where the diiticulty comes in, to 
know what empty haulage to put in, 

1048. You put in the same number of trucks that you 
took away ’—That would not cover it, because they do not 
always come back empty. 

1049. That is all to the good, so far as you are con- 
cerned’—Yes. Am I to assume titat they all go back 
empty, both for the wool and the coal ? 

1050. Yes. In coal, you know they do?—No, I do not. 
A lot of coal we haul in trucks and we bring the wool back 
in them, 

1051, ‘That is not in accordance with your statement. 
You distinctly stated that all your coal means a return of 
the trucks empty ?—Oh, no. If you are d saline with the 
shipment of coal in hoppers, yes. If you are dealing with a 
shipment of coal in hoppers, the hopper has to go back 
empty. 

1052. In asking you to do that I was not talking about 
sending coal to some station for local consumption; [ was 
talking about your main traftic, which is about 7,000,000 
tons a year for shipment?—There again we have the pri- 
vate owners’ trucks. 

‘1053. But you were telling us this morning you had not 
down here?—I might be able to get it down here. Of 
course, there again our locomotive coal and shipping coal 
is all brought by the same train on the South Coast. 

1054. Taking the Neweastle area, whether the trucks 
belonged to you or nct, you have to take them back again 
empty ’—Yes. 

1055. If you take the coal conveyed to Neweastle for 
shipment and the cost of the haulage of your empty train 
back again, that would give it, would it not?—That would 
give it. 

1056. Could you do the same thing with regard to agri- 
cultural machinery, assuming again that you have a full 
train ?—I take it what you want is the cost, and you want 
to know the revenue we get from the train. 

1057. We can find that out afterwards. If you give me 
the actual cost in conjunction with Mr. Lucy of the pure 
haulage we could form some conclusion as to what your 
rates mean as compared with your cost ?—I had better give 
you the cost per ton. 

1058. You give it to me in my own way, please. I want 
the actual cost of wages, coal, oil, and so on?—Yes. 

1059. The haulage cost solely ?—Per train ? 

1060. Yes?—A complete train ? 

1061. From a given point to a given point /—Then you 
want to know what net tonnage that train will haul? 

1062. I want you to assume that the train is up to its 
full capacity ?—You want to know the net tonnage of the 
whole of the train? 

1063. I do?—Of course, that will vary with the com- 
modity. 

1064. And could you do the same thing with live-stock ? 
—Yes, I think so. 

1065. There, I suppose again, you would have the empties 
back again ’—Yes, almost every time. JI shall have to take 
the total mile. 

1066. You must take it, of course, where you have really 
got a traffic passing of some volume, your main business 
in connection with each of those particular lines?—Yes. | 
could get out, for example, the cost of running these trains 
from Harden to Goulburn. That is a locomotive run on 
the southern line. 

1067. I wanted the thing right through to its ultimate 
destination ; J do not want it in bits. Tf you are taking a 
shipment of coal?—A shipment of coal I shall have to 
take from the various collieries to Neweastle. 

1068. You are bringing wool to Sydney ?—Yes. 

1069. Throughout the run to Sydney, wherever it comes 
from ?—Yes. 

1070. T want to see how far your rates really approximate 
to the cost you are put to axa haulage cost ?~Yes, 





Witness—C. A, Hodgson, 16 July, 1924, 


1071. Then, as to coaching traftic, have you ever got out 
what the revenue is on these inter-state tr 


ains compared 
with your cost?—No, we have not 


L072. Could you get that out ‘(—Yes, I could do that. Of 
course, the charge for the inter-state journey is reculated 
by the sea competition, and we are charging as much as 
we can get. 


1073. I want to look at your cost in doing it, if you 
could get out the cost of working that service?—In connec- 
tion with that there is a considerable eost at Albury in 
transhipping. 





ee ae ; : 

1074. Transhipping of passengers ’—Yes, and mails. 
That is not actually a running’ cost. 

1075. Give us the running cost. We will not complicate 
it. Let us have it as a clean proposition. We can estimate 
the other pretty well?—Yes, 

1076. You are not taking anything free for Government 
departments, or for the shires, or the road authorities to 
any extent; you have given me a list, but it: dves not 
amount to much?—Very small, 

1077. What you convey free in rates is negligible, is it 
not ?—Yes. 


1078. The carriage of mails is a subject of contraet with 
the Federal Government, is it not?—It is a subject of an 
award really by the Inter-State Commission. Tt went to 
arbitration. The Inter-State Commission settied it. 

1079. But does not the Federal Government control it 2— 
The Federal Government, of course. eontrols the Post 
Office. 


1080. Then your agreement is with the Federal Govern- 
ment ‘—The agreement is, yes, but the rate was fixed by 
the Inter-State Commission. The railways could not agree 
with the Postal Department, and it went to arbitration and 
the Inter-State Commission settled it. 

1081. Anyway, the Federal Government pay for it?— 
Yes. 

1082. And it is on a basis of actual carryings year by 
year—you take a test of the carrying ?—Yes. 

1083. Every year ?—No, every four years, which is to be 
reduced to two. Up to now it has been every four years. 
That is where they have had the whip hand. 

1084. Do you mean the tratftic is growing and you are not 
getting any more money ?—They pay on the start of the 
period, 

1085. Anyway, when you get at the end of a period you 
get credit ?—Not for anything we have carried in the past. 
It will only be for the next period. 

1086. You cannot anticipate things very well?—-No. We 
might even up between the two weighings, but they will not 
allow that. 

1087. You say here in one memorandum you have given 
me with regard to the traffic you convey, that a large pro- 
portion of the traffic is conveyed at particularly low rates. 
You say that coal, coke, and shale represents 51.01 per 
cent, of the total tonnage, and ores, fruit, grain, hay, &e., 
31.84 per cent ?—Yes. 

1088. You say that leaves a balance of 17.15 per cent. of 
the total tonnage hauled which returns a profitable revenue, 
and this latter item represents 2,313,259 tons out of a total 
tonnage of 13,000,000. You do not suggest that the 
whole of your revenue is got from 17 per cent. The way 
vou have put it would merely mean that you are carrying 
all this other goods traffic at cost, and that vou look to 
17 per eent. of the total tonnage ’—To pay our interest, 
practically. 

1089. Surely that is not so, is it?—T think it is largely 
&O. 

1090. You see what it means, that 5 per cent. on the total 
money expended on the railways of New South Wales is 
paid for by 17 per cent. of the total ?—Yes. 

1091. Do you really mean that ?—Of course, for example, 
our second-class goods are paying six times as much as our 
miscellaneous. 
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Witness—C. A. Hodgson, 16 July, 1924. 


1092. What sort of basis have you got that out upon, 
becatise unless you have taken out the cost of running your 
trains /—We have not. 

1093. How can you arrive at whether you are carrying 
that traffic at a loss or otherwise /—We are takimg our total 
cost, not our hauling cost. Our total cost includes all over- 
head charges. 

1094. Have you based it, first of all, on the whole of your 
tonnage and then taken your haulage costs, or how is it 
arrived at?—You can only arrive at that figure by taking 
proportionate amounts received. 

1905. Are those statistical figures, or your own ‘—'T’hose 
are largely statistical figures, I think. 

1096. I do not know whether you are responsibje for 
those or not. Of course, it 1s a very startling statement 
to make?—Yes. These figures were taken from the annual 
report. 

1097. Do you believe that to be true?/—I think it is 
largely true. I would not like to say that on that 82 per 
cent. we do not get anything towards our interest. “There 
is no doubt we have to look to the high class trafic. 

1098. The way it is put here by whoever put it is “This 
therefore leaves a balance of 17:15 per cent. of the total 
tonnage hauled which returns a profitable revenue,” the 
suggestion being that the other does not return a profitable 
reventie?—Of course, as a matter of revenue, it pays the 
whole of the working costs and the whole of the overhead 
charges and the interest, and any tratite which only pays 
the working cost, plus the overhead charges, we should not 
look on as a profitable revenue, because there is no profit. 

1099. If this is correct, it means that you convey all the 
minerals, the miscellaneous trafic, the fruit, the grain, 
hay, straw and chaff, and coal and coke at cost price {— 
Practically so. 

1100. All the rest of it you look to as being available for 
paying interest on the capital?—That is our A B G, first 
and second, and those are our book rates, of course. 

1101. What sort of an answer have you got to people 
who are classified in 1, 2, and 3?—It has been done abso- 
lutely on purpose. It has been done for a particular 
reason. It has been done in order to encourage people to 
go out in the country and produce. We have cut down 
our grain rates, we have cvt down our hay, straw and chatt 
rates, our crude ores which they have to mine in the 
country—we have done it deliberate y—and we expect the 
other traffies to pay for developing the country. Tt is a 
very good policy. 

1102. The other traffics being live-stock, wool -—Well, 
wool is not a very high rate. 

1103. I suppose your wool rate is based on what it will 
bear?—The wool rate has a long history. 

1104. Is not that really the basis of it—what it will bear ? 
Not exactly. 

1105. It does not cost you much to convey it _—N6,. The 
wool rates were really made at a time of very keen competi- 
tion between the various States. They used to canvas i 
each other’s State to try and get the wool trafic, and that 
went on for many years. 

4106. That would rather tend to inake the rates low, 
would it not?—It did. 

1107. Do you consider your wool rates to-day are low ¢ 
—I think they are quite reasonably low compared with 
the value of wool. 

1108. You are coming raund again to the value of the 
article—what it will bear. That is really the basis of it /—— 
That is so, undoubtedly. 

1109. I am not saying you are wrong in this; we want 
to get the facts, that is all. We can draw our own con- 
clusions when wet get the facts from you. The rates you 
are charging for fruit, you are charging for so-much per 
case in a great many instances without reference to dis- 
tance ?—That is so. 

4410. There, I suppose, you would say you were convey- 
ing it for absolute cost or even less ‘— Yes. I do not think 


we maké much out of 1 


a deliberate policy to“ 
naumer inté .direct— 


1111. Have you not got some differential rates for 
fencing wire and other things ’—We have rates for articleg 
made in the Commonwealth as against those which are 
imported, and we also have concessions which we grant on 
export business. 

1112. But under the Act appointing the Commissioners, 
are you not debarred from charging a difference in rate 
for the same article between the same places!—No, I do 
not think so.. I do not think it would apply in that case. 
As long as everybody can get the same rate, we cannot 
individualise. 

1112. You are charging a different rate to a man who 
buys fencing wire in Sydney 1—Yes. 

1114. To a station in the country, if it happened to be | 
manufactured outside this State?—That is so. 

1115. Although it may come from the same warehouse 
in Sydney ?—That is so. 

1116. Precisely the same article?—That is sO. 

1117. Conveyed under the same conditions ?—Y es. 

1118. To the same place?—Yes. 

1119. What is the underlying principle in that ?—To 
encourage the local manufacturer. 

1120. Is not that rate taking the place of a tariff, or an 
addition to the tariff’—Is there a tax on the imported 
article ?—Yes. 

1121. Then you take the place of the State in putting 
on a further tax /—Of course, the customs tax is a Federal 
tax. 

1129. The Federal Government tax the article coming 
in?—Through the customs. 

1123. And you charge more for conveyance on the rail- 
way ?—Yes. 

1194. That is a State tax?—That 1s really a State tax. 
Tt is to our interest, of course, to encourage the local 
industry. 

1125. T am not arguing; I only want to arrive at the 
facts ’—That is so. 

1126. Do you get many complaints about that /—-No. 
We had some pretty strong complaints when we said we 
were going to knock it off. I believe there have been one 
or two complaints with regard to the higher rate that has 
been charged on the imported article, but I know when 
it was suggested knocking it off there were some very 
strong complaints made. 

1127. You mean the manufacturer here complained !— 
Yes. . 

112°. It really amounts to this: that the Commissioners 
have put themselves in the position of the customs, have 
they not?—Practically so, yes. 

1129. Although the Federal Government have taxed it 
previously ?—Yes. 

1180. This is the thing as it stands at page 19: “Subject 
to the provisions of this Act, all such tolls shall at all 
times be charged equally to all persons and at the same 
rate whether per ton, per mile or otherwise . . . in 
favour of or against any particular company or person 
travelling or using the railways.” Do you not think that 
you are debarred from making a differential rate’—We_ 
have decided that we are not, with r gard to that par- 
ticular scheme any more than we are when we make en 
allowance on quantities. 

1131. But then you would make an allowance to every- 
body 2—Undoubtedly.. So we would here to everybody who 
produced the local article. 

4132. You are differentiating between one man and 
another, because he has a thing which was not produecd 
at the same place. That is what it means, is it not?-— 
We will give that concession to any man manufacturing 
in Australia. 

1133. It says here you must not give a reduction in 
favour of or against any particular person. Now you are 
giving a favour to a local manufacturer here as against 

here whois selling an imported article, are you 
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1134. But you could not differentiate between the con- 
signees and the consignor?—Anybody in that case cout 
get that rate if he liked to buy the local article 

1135. How do you know whether it is an importea 
article or manufactured ?—They have to declare it. 

1136. Is this the only case where you do this?—No, 
there are others. J think you will find that wine is one 
of them. Locally-made wine is charged at a cheaper rate 
than imported, though there is no ectual difference in the 
method of dealing with it. 

1137. Same sort of consignments and same condition: 
and it does not cost you any more?—No, it is done pur- 
posely: to encvurage local industry, and as far as I know 
we have never had it questioned. We have had com- 
plaints, but apparently nobody is game to take it up. 





1138. You ere making a distinct difference between th 
conveyance of an imported article and one manufactured 
here?—Yes. 

1139. When I asked you to get out the cost of the trains 
IT am not sure whether I gave you grain?—I will put in 
grain. 

1140. Have you had any complaints with regard to the 
live-stock rates?—Yes. The charge is so much per truck, 
and there are two sizes of sheep vans, the smaller of which 
is being done away with. I think now there are about 
300 small trucks. 

1141. When trucks are ordered are they ordered for a 
number of sheep 7—No, just the number of trucks. 

1142. You do not specify the number to be conveyed. 
but leave it to them to put in as many as they Ike at theiz 
risk ?—That is so. 

1143. Do you undertake to water and feed animals ci 
route?—No. Generally speaking, it is not done unless the 
journeys are very long, and in that case we advise t'ic 
people that the stock will have to be spelled, and they 
make arrangemetns with some local man to look afte: 
them. 

1144. Do you pull the train up to water the stock /—- 
Yes. When they have to be spelled during long journeys 
they are unloaded at pre suitable ee There is no 
law here which compels the cattle to be fed en route. 


1145. Is there not a good deal of suffering on the part 
of the animals ?—TI do not think so. We used to get a lo* 
of complaints, and that is one of the reasons that we have 
made the alteration, and [ think the trouble has now bee? 
cured, judging by the letters we receive. do not thinlc 
the animals suffer now. The worst time for them ii 
regard to water is the hot weather. 

1146. Of course there have been some pretty stron 
representations made in England and elsewhere of your 
methods out here, but you think you have cured it #—I <« 

1147. As far as checking is concerned, goods ecouHenn 
and that sort of thing is dealt with by the traffic auditor? 
—Yes. 

1148. And your warehousing is not of a very extensive 
character ?—That is so. 

1149. Are you responsible for the figures which hav 
been got out as to the losses on recently-constructed lines ? 
—No. 

1150. Do you find very much road competition ?—We 
have had a certain amount, but not as much now as pre: 
viously. I think that is largely owing to the bad roads 
We might feel it more with better roads. I know moto1s 
were being run to Bathurst, but owing to the state of the 
roads it did not pay them to go. One think that helped 
the motors was the freight rates for petrol to the country. 
We found they were taking it and bringing back produce 
When we very corsiderably dropped our rates that stopped 
it. 

1151. The most effective way is to give a good service 
yourself so that people will not be induced to put o 
motor-cars?—There is always the advantage of delivery 
at your door, and we have no delivery in country towns. 
1152. In the compilation of these rates have you pail 
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Witness—C. A. Hodgson, 16 July, 1924. 


any regard to the heavy gradients?—No. We simply make 
the mileage rates applicable to the whole of the railways 
without regard to gradients or destination. 

1153. With regard 


outside a radius of 


to passenger rates, you are charging 
35 miles from Sydney and 35 miles 
from Newcas‘le rates which are double per mile?—They 
are not double the suburban rates. The second single for 
10 miles suburban is 10#d., and the other is 1s. 6d. 

1154. Is the justification for that that it has always been 
so’—To a large extent, yes. As a matter of fact tho 
very small mileages hardly affect the travel at all, because 


there are hardly ary tickets issued. The difference is not 


so great with greater distances; 50 miles is 3s. 104d., as 
against 7s. 4d. 

1155. Do you see any justification for charging a pas- 
senger who travels 50 miles in the country double whai 
he would pay for travelling 50 miles within 35 miles of 
Sydney ?—Of course, it is a very much more expensive 
proposition to us, because it costs so much more to convey 
him. On account of the loading we can run our suburban 
trains at a very cheap rate, but in the 
not get the loading. 
passenger in the town than in the country. 


country we do 
We ean actually run cheaper per 


1156. Take the case of a passenger who has to trave 
in a mixed train. Do you suggest that if costs more 
to convey him in the country than in the suburbs?—We 
igh it take six es vers in the mixed train and 600 in 
the suburban, though I admit there is a certain amount 
of goods trafic. The passenger does not get greater 
comfort on a mixed train. 

Have you any idea what it would mean if you 
made the country rate the same as the town for pas- 
sengers /—It would mean a terrific reduction, absolutely 
more than we could face. 

1158. You are not charging the same rates per mile 
from here to Melbourne as you are to Albury or Wagga?— 
That is so. 

1159. If a man travels from here t beat he is pay- 
ing practically the same fare as if he went to Melbourne /— 
Oh, no. If he went to Albury he okt not pay quite 
the Melbourne fare. 

1160. You said you would lose money by compiling 
through fares on the basis of your suburban seale. Would 
that be so, having regard t that you 
are now charging to Melbourne and Brisbane ?—-Of course, 
we would not lose that on the interstate passenger, but 
ve would on the passenger travelling within the State. 
L am not sure, but it might affect us in regard to whether 
our mileage proportion would work out at more than our 
local rate. 
steamer fares. 


to the reduesd rates 


The basis of the interstate fares is largely 


1161. Are they charging less per mile in Victoria as 
betwee nn Albury and Melbourne than you are?—lI am not 
sure, but, of course, the Victorian railways altered theit 
rates considerably with ours. 

11614. Anyway vou think that you could not face the 
reduction of these country passenger fares, and put them 
on the same basis as your suburban fares?—-It would be 
a very serious reduction, because it would not be con- 
fined to passengers travelling between two points in the 
country. At the present time if a passenger travels to 
a station 60 miles from Sydney, and pays for the first 
84 miles at the suburban rate, and the balance of the 
distance at the country rate, he could e¢o right through 
at the suburban rate. Every passenger travelling to or 
from Sydney outside the point of the mile limit would 
get a reduetion which would increase with the distanee. 

1162. When did you first raise your fares?——In August, 
1917: 10 per cent. on suburban seale, 
periodical tickets. It was raised a further 74 per cent. 01 
Ist November, 1918, and on ist January, 1920; it was 
again increased. The differen 
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country seale and 


» between the rre-war raies 

and those charged now are p eee on the paper on rhe 

document in the possession of the Ci mmission, K3 8 
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Witnesses—C. A. Hodgson, 16 July, and R. L. Ranken, 18 July, 1924. 


1163. You have gone up from .5d. per mile to 2d. for 
the first mile, a penny afterwards, and after that three- 
farthings ?—Yes. 

1164. And in regard to your country railway stations 
from 1 to 100 miles you are charging 13d.?—Yes, as com- 
pared with 1d. under the pre-war rates. 

1165. So at the present time you are charging, if any- 
thing, a little more than you were before as between the 
suburbs and the country?—I do not think there is very 
much in that. 

1166. Is there any difference in your charges for goods 
traffic in the suburban area?—No, we are charging the 
same all round, The only difference between the suburbs 
and the country is the passenger fares; that has always 
been so, though it leads to all sorts of anomalies. 

1167. But the loss is greater than you ean stand?—Yes. 

1168. Did you not raise those passenger rates in the 
country before you increased the rates in the suburbs in 
1917 or 19182—No, it was 10 per cent. all round at the 
same time. That is the first increase after the war 
started. Early in 1914 we did raise the country 5 per 
cent., but not the suburban. 

1169. What was the idea of that?—Trying to get a 
little more money. It is true that we had more pas- 
sengers in the suburbs than in the country, but a 5 per 
cent. increase was so small as hardly to be felt in the 
country. 

1170. What sort of facilities do you 
people for excursions?—We give them excursions at 
Easter and Christmas, and on three other oceasions dur- 
ing the year to Sydney, while they can go to other places 
if they like. The excursions follow the ordinary fare in so 
far as that some tickets are issued at single fare and some 
at single fare and a quarter for the double journey. 


give country 


1171. Do they bear any relation to the excursion rates 
you charge from here to the country?—To a certain 
extent. The week-end excursion fares charged here at 
the single fares for the return journey. We do not charge 
week-end fares in the country. We did start it, but it 
did not work. When they did their shopping here they 
took their goods back as passenger’s luggage. 


1172. You said you were not satisfied with the arrange- 
ments for transhipping. Is there any considerable delay 
with respect to that?—Practically none with anything 
that really matters. 

1173. Do you not sometimes get a lot of stuff to tran- 
ship at Albury ?—Yes, sometimes a heavy lot of fodder, 
but there are agents here who do the transhipping. They 
provide the labour. 

1174. Do you mean to say that tratie consigned from 
Victoria to New South Wales or Queensland is taken 
charge of by agents for the purpose of transhipping’— 
Yes. The stuff is largely consigned to the agent for 
forward. 

1175. Is there anything gained by that from a publi¢ 
point of view?—-It is preferred. 

1176. They must make sumething out of it?—-They do, 
not in rate, but I think they are able to watch the market 
better. 

1177. Here is trafic coming through an imaginary line 
at Albury, and you have agents there to accept traftic 
coming from Victoria here or going from here to Vie- 
toria?’—Yes. I think you will find that when the traflic 
leaves its destination nobody knows where it is going. 

1178. Surely that would only apply to a certain propor- 
tion of the traftic?—That is so, but it is a fair propor- 
tion. I am speaking principally of fodder. They unload 
the trucks at Albury, and reload without cost to us. It is 
a local rate to Albury, and then it is reconsignec. 


1179. Does not that cost more?—Probably not. because 
the interstate rate would not apply except to Sydney, and 
this stuff is not going to Sydney. In the case of stations 
inland they pay the sum of loeal rates. 

1180. Is there the same difference between your govds 
rates interstate as there is between your passenger rates? 
—No. 

1181. You are charging purely local rates ?—Nos to Mel- 
bourne. We have special rates that we quote to Melbeurne. 
That is ovine to the sea competition. 


(Witness retired.) 


(The Commission adjourned.) 





E1cHTH Day. 


FRIDAY, 18 JULY, 1924. 


(Held at Chief Secretary’s Building, Macquarie-street, Sydney.) 


COMMISSIONERS : 


Sir SAM FAY. 


ROBERT LIMOND RANKEN, Engineer-in-Chief for 
Existing Lines, New South Wales Government Rail- 
ways, sworn, and examined: 

1182. Sir SAM FAY: Your jurisiiction extends to al! 
existing lines ?—Yes. 





1183. And includes any duplication and extension of 
same’—Yes. All extensions to existing lines. Anything 
in the shape of a new line as such comes under Con- 
struction Branch—under Mr. Hutchinson. I have nothing 
whatever to do with that. I might say that plans of 
station-yards and bridges, or anything like that, are 
submitted to me before they are constructed. 

1184. Is there anything in the shape of transfer from 
your department to the Construction Branch in respect 
of rails or materials and so on?—Yes. The supply of 
rails. 1 arrange the contract for rails for both my branch 
and the Construction Branch. The Commissioners, of 
course, arrange the contracts with the Broken Hill Steel 
Works or Hoskins Limited for both the Construction 
Branch and the Existing Lines Branch. 


Sir VINCENT L. RAVEN. 


1185. How about material for bridges, and so on?— 
We manufacture bridges for the Construction Branch, 
and we would continue to do so if our shops could do it, 
but recently we have had to let contracts for théem—for 
several bridges, but that is only because the amount of 
work is more than our shops ean hold. 

1186. Then the work of the other Chief Engineer for 
new works is confined to earthworks and construction, 
but not to the purchase of material?’—That is so, as far 
as rails and sleepers are concerned. Of course, he carries 
out the designs for bridges and we work to those designs: 

1187. Have you any voice in the design of the new 
lines?—Yes, simply as far as station arrangements are 
concerned, 


1188. Have you any voice in the bridges?—The bridges 
are designed to the loading we adopt. 

1189. Are you consulted ?—No. 

1190. You consult the Commissioners, of course ?—Yes. 
There is a transfer of costs in connection with all the 
materials handed over to the Construction Department. 












1191. Who checks that—anything that you transfer that 
is in your books ’—Take the rails, for instance. My inspec- 
tor passes them. That is, new rails. We do hand over 
a certain amount of material taken out of existing lines 
—second-hand rails. We are doing that. We have done 
that. 

1192. That is, I suppose, main road rails and put into 
pioneer lines ?—Yes. 

1193. The figures in connection with that go through 
your accountant /—Yes, my accountant puts the 
transfer value of the rails on that. 

1194. Is there any checking of your accounts at all— 
anyone outside your accountant?—The account 
through the Chief Accountant, of course, but no other. 

1195. He does not check them, does he?—No. We have 
an architectural staff of five men. They are all-round men 
who ean do architectural work. It comes under the Prin- 
cipal Designing ‘Engineer. We do not call them archi- 
tects, but they are architecis. They do architectural work 
in connection with station buildings, and all that sort of 
thing, or alterations and additions. 

1196. You are responsible for the coal-mine?—Yves. I 
am responsible for the mechanical side of it. The Superin- 
tending Engineer, during the developmental work, is 
responsible to me for the proper installation of the neces- 
sary machinery. He is an experienced coal-man. He ia 
not the man below ground. The mine manager would 
be below ground. 

1197. Does he look after his own machinery or does 
your man’—My man looks after the machinery below 
ground, and eventually when we get all our electrical 
gear in operation he will be the man responsible for the 
upkeep of the machinery—the electrician. 
of the eoal-mine come under my accountant. 

1198. You give the lengths that your gangers are respon- 
sible for—it is fairly long, is it not?—Yes. In places it 
is on the pioneer lines. Are you referring to the threc 
men attending to the 104-mile length? 

1199. Yes?—They do their job. It may appear long, 
but if a man is attentive and methodical he can eect 
through the work all right with the light rail; that is, 
with the 60-]b. rail. It is not a very heavy section. 

1200. You have to go a pretty long way for ballast for 
your Sydney area?—Bombo quarry. All the volcanic 
dykes have been exploited nearer Sydney. We find Bombo 
is a very economical place with the vertical strata. 

1201. Are you re-ballasting the Sydney area?—Yes. 

1202. I notice you are pretty short in some places ?—I 
suppose you saw the sections that Lave been opened up for 
cleaning out the ballast for the electrification. 

1203. Take between here and Parramatta, there seemed 
to be some sections there which looked to me to be fairly 
thin in ballast?—We did not complete our last year’s 
ballasting programme, because I am taking so mueh 
ballast for the electrification, but the men soon let me 
know if there is anything at all doubtful about the roed. 
Of course, we are clear of the sleepers: We have to keep 
our sleepers clear of ballast. 


Owl, 


goes 


The accounts 


1204. I notice your sleepers are very short compared 
with the general rule throughout the world?—Well, we 
reduced them from 9 feet to 8 fect. We used to have a 
9 feet by 10 x 5, but it is considered economical to reduce 
it to 8 feet. We found no difficulty about it. We knocked 
off a foot straight away. We found that the de‘lection 
of the sleeper was simply working the ballast out. The 
last 6 inches of the sleeper became useless so far as 
supporting the rail is concerned. 

1205. You have got your sleepers fairly close together? 
—18 to 40 feet rail, 2 feet 6 inches. 

1206. And you stagger your joints?—Yes. 
a& joint every 20 feet. 


That means 


1207. The line would appear to be vather noisy. Do 
you think that is accounted for by having a joint every 
20 feet?—I do not think so. Do you mean the corrugated 
rails ? 





Witness—R. L. Ranken, 18 July, 1924. 


1208. No, I am referring to the ordinary running ?— 
No, it has not struck me that way. I do not think that 
would affect it. 

1209. It is 20 feet instead of 40 fect?—I think it is 
always more noticeable. My experience is that if you 
are on the square-jointed road you hear the knock-knock 
far more clearly—if our joints are noisy my fettlers ought 
to be doing more work | think. 

1210. Have you got a yearly programme of renewals— 
absolute renewals ?—Yes. 

1211. I do not mean a programme limited to one year, 
I mean over a series of years?—No, just the year. I sub- 
mit every year the requirements for the following year, 
based on personal examination by the responsible ofticers, 
if possible—that is, my divisional engineers, and next to 
them their chief inspectors. 

1212. You give a very long iife to your rails. I sup- 
pose that is the result of your experience here?—Yes. Are 
you referring to eighteen years‘ 

1218. It is the other figures that rather staggered me— 
the forty years ?—That is so, that is the life of those rails. 
Of course, these figures were taken out from actual re- 
newals. They are really the past life of rails. I think 
you would rather have had my estimate of the future life 
of the rails. 

1214. Your experience of the past will be about the same 
that is, the 714 Ib. rail for instance; was that on the 
main line here?—Yes. There is a lot of 714 Ib. rails to 
the north of Armidale—beiween Armidale and Wal angarra 
on the north-west, and between Boggabri and Narrabri. 
Of course, the traffic is not very heavy there, but those 
rails have been there forty years, and I am sure some of 
them will be there another forty years. We have had 
them analysed, and there is only 13 per cent. of manganese. 
They are splendid rails; but there is nothing to show 
that in places where the traffie is light they will not 
last—well, I do not know how loug—so lone as we keep 
the timber in and keep the joints up. They do not get 
much rust up there, nor on the New England tableland, 
and out west none at all practically. 

1215. Are the ones you are getting now as good as the 
old ones?—Yes. The funny part about the 714 lb. is 
that they are the same weight as when they went in. We 
have had some come out heavier than when put in, but 
that, of course, must be a clerical mistake. There was a 
rail the other day with forty years’ life, and it only lost 
4} lb. The item in the estimate of expenditure for last 
year—* provision for writing down capital account ”—is 
this; take a conerete instance. There is a carriage shed 
now in the Sydney yard which has to be taken down, 
demolished, and rebuilt in connection with the city rail: 
way. The original cost of the existing carriage shed 
will be debited against working expenses. That is what 
we eall writing down the capital account. 

1216. You have given the actual maximum loads here; 
are they the weight of rail or on the bridges, you have 
got a lot of 14 tons I see ’—Yes. 

1217. Is that by reason of the rail track or the bridges? 
—The track. 

1218. You have nothing on your mein line between 
here and Albury which is down to that?—No, they will 
earry all N.N. class engines. 

1219. And your lines to Neweastle and Grafton ?—Yes. 

1220. When you get beyond Grafton you have a pretty 
low weight of rail?’—Sixty lb. Jf the line is made through 
Kyogle as the main line to Brisbane we will have to 
re-lay. That has been provided for in the estimates. 

1221. Speaking of the main line generally, you are 
up to about 20 tons per axle?’—Yes, and as far as Orange 
on the west. Of course, those engines do not run on tha 
west. 

1222. You give the maintenance cost per track per 
mile ?—Yes. 

1225. It varies from £504 to £1,412. What is the par- 
ticular ‘feature of the Hornsby to Milson’s Point lne— 
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Witnesses—R. L. Ratiken, 18 July, and F. C. Garside, 21 July 
£1,400 per mile?—We have had heavy repairs recently on 
the Milson’s Point line. It is short—1 in 50 grades—and 
fairly sharp curves and pretty constant traflic. That is a 
line that is going to be electrified. 

1223,, Will you have gteater maintenance costs after 
electrification?—I think our maintenance costs will be 
heavier. 

1224. It would naturally be so if you get a more fre- 
quent train service /—Yes. 

1225. Is that the only reason?—I gr the electric 
rolling stock tends to disintegrate a road more than steam. 
1226. Do you mean the low centre of sievils (—Yes, 
1227. I assume these figures are based on your actual 

experience ?—Yes, they are actual instances. 

1228. When you come to the pioneer lines you get down 
to just over £100 a mile?—Yes. I have particulars if 
you will allow me to revert to the Milson’s Point hne: 
relaying £318, fettlers £512, bridges £80, station buildings, 
£338, and supervision £106, making £1,554. Those are 
the main charges for last year. 

1229. They will not recur ?—No. 

1230. So that those figures do not really mean your 
average cost?—That is not the average. This was hased 
on last year—based on 1923 

1231. Sir VINCENT RAVEN: I understood you to 
say that as far as new constructional work is concerned 
it is not under you?—That is so. 

1232. To what extent were you consulted before a new 
line was constructed I was not clear; are you consulted at 
all with regard to gradients and curves and that sort of 
thing?—No, but of course the Commissioners are con- 
sulted. 

1233. The question of gradings and curves would not 
really be a proper cne to put to you; of course, your lines 
are full of them?—Yes. 

234. In going over them there are many places in 


*which it would appear that some of the gradients and 


curves might not have been as bad as they are?—Some 
of them are very bad—Tarana to Oberon. Of course, 
we had to convert a special engine to run on those. They 
are laid with check rails all through. I am not consuited 
about lines like that. The Public Works Committee re- 
ports to the Government, and if the Government says a 
line has to.be built, of course it is built. The Commis- 
sioners have a say, and they report as to what they con- 
sider to be the financial aspect of the line. My posi- 
tion is that when the line is finished I have to take it over 
and run it. I naturally do not look forward to taking over 
lines like that. 

1235. OF course, the effeet of gradients and curves are 
an ever-le isting uneconomical cost ?—Absohiutely. 

1286. And such questions require very careful consi tera- 
tion as Pe whether you should not spend a little more to 
begin with than have to bear permanent costs afterwards? 
—Yes. I have nothing to do with that. 

1237. With regard to the weight load per axle, do I 
diaiae and you to say that it was the rail that governed 
that, or the bridges, or both?—Well, it would be both. 





When I said “rail,” I really meant on the pioneer lines, 
that are unballasted—what we call earth ballasted lines, 
and it is not really rail. I was wrong in saying that; it 
is the general construction of the line. 

i238. So far as your main lines are concerned, the 
ballast would not apply ?—No. 

1239. Only the pioneer ?7—Yes 

1240. So far as your main hives are concerned you have 
not restricted the weight of engine design *—Not gener- 


. ally. 
1241. And you go up to 20 tons an axle+—20 tons 7 ewt. 
i242. Ilave they ever asked for anything more than 


that ?-—Yes, we are making provision for more than that. 
a are making provision for the Cooper F.50. 

With regard to the clectric motors running over 
your oe and the wear on the railway, would not the 
extra wear be largely due to the acceleration and decelera- 
tion and constant application of the brakes?’—Yes. 

1244. Apart from the low centre of gravity ?—I could 
not say which is going to hurt the most. I do say that a 
lew centre of gravity injures the road. 

4245. If it is an electric locomotive you do not say it 
would do any more har in fact, less harm than a steam 
locomotive ?—Yes. 

1246. It would do less harm?—The injury would be 
done by the acceleration and deceleration and the applica+ 
tion of the brakes, but I do not think if the electric seg 
motive is designed with a reasonably high centre of gra 
vity we would have that peculiar wearing of the rails 
which is taking place in Victoria now. 

1247. You would not agree that it would have a less 
wearing; you have got a rotary motion instead of a reei- 
procatory motion. 

1248, Which is a hammering motion all the time on 
the rails?-—Yes. 

1249. It is largely due to the multiplication of the 
working unit on the train—in the multiple unit ?—Yes. 

1250. Really half your motor coaches have a moveabld 
mechanism ?—Yes. 

1251. With regard to those rails—forty years old—the 
714 |b. rails, IT presume that as they get older you move 
them on to other sections of the lines where there is less 
traffic ?—Yes, that is the intention. We are doing that 
now. We have laid some sections, and insteal of putting 
in the hght 60-lb. rails we have put in 80 lb. recovered 
rails. 

1252. What staff have you got in connection with the 
mechanical side of the coal-mine?-—There is the superior 
tending engineer, the underground manager, and, I think, 
about 500 men. The total number of men employed on 
all operation is 556, of which number 119 are miners 
engaged on coal production. That is practically the whole 
of the statt. 

53. Do you consult with the Chief Mechanical Engi- 
neer at all about mechanical matters connected with it? 
—Yes. I get the benefit of his advice whenever I want 
it. He is very good to me—Mr. Lucy—lIn that respect. 


(Witness retired.) 





Ninto Day. 
MONDAY, 21 JULY, 1924. 
(Held at Chief Secretary’s Building, Macquarie-street, Sydney.) 


COMMISSIONERS : 


Sir SAM FAY. 


FREDERICK CHARLES GARSIDE (Comptroller of 
Storcs, New South Wales Government Railways), 
sworn, and examined :— 

1254-55. Sir SAM FAY: I wish to ask you a few ques- 

{ions about your system of purchasing stores. Do you 


prepare the tender forms?—Yes, for the majority of aur 


purchases; in one or two instanees where large plant is - 


required, CG:, for the power houses+turbo-alternators— 


Sir VINCENT L. RAVEN. 


the Chief Electrical Engineer would prepare them— 
whenever they are highly technical. 

1256. Would you prepare the tenders for machinery ?— 
Just in a few eases of small machinery; usually the 
cugineering branches would prepare these. 

1257. +e ee then send them to you?In the majority 
of cases, yes, but in the case of a big power-house plant, 
the Chief Electrical Engineer handles the business Hine 
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self up to the point of getting the Chief Commissioner's 
approval. ‘The papers are then handed to me so 1 
ean devise all details as to payment, delivery, and so on. 

1258. Then. to whom are the tenders sent /—Usually 
sealed tenders are directed to the Secretary for Railways. 
Some tenders-—the unimportant ones—come to my oflice, 

1259. What would you eall the unimportant stores 
Lines that we would require every day. 

1260. You do not refer to annual contracts /—No, the 
tenders for those all come to the secretary, aud | attend 
on the day that they are opened. 

1261. Are they submitted to the 
away ¢—No, they are sent to me for analysis and 
mendation, and I make the recommendation to the Com: 
missioners, and they aecept the tender. 

1262. Through their 
letters of acceptance fnally—we advise the letter of 


1 4.1 } 
Secretary sends out that letter. 


Commissioners straigut 


recoti- 


ecretary ?—They send out the 


acceptance, and the 

1263. Are your annual contracts advertised in the news- 
papers ’—Yes, always. 

1264. You in some eases select particular firms, do you’ 


—Very rarely; have competition for most of them. 
1265. For tenders other than annual—do you advertise 


specihe quan- 


= 
| 
| 


those?—A number or thei 
tities are required. 

1266. In other cases you select the firms and ask them 
to tender, do you?—Very rarely. 

1267. Those are the tenders that come to you direct, 
are they;—not annual tenders, but the other tenders that 
come in from time to time ?—Yes, quite a number of them 
come to me direct. . 

1268. And you take the in 





Commis: 
sioners wpon them? —Yes, I do not make the purchase 
until I get the Commissioners’ authority. They see the 
actual detail of it. 

1269. Sales of old material—do you advertise in that 
under the 


structions of the 


case?—Yes. We separate our advertisement 
eolumns likely to catch the eye of intending purchasers, 
7.e.. wnder the “Sale” or “Machinery’ column, as well as 
under our own Siete: advertisement each week. 

1270. Do you confine your advertisements to Australia 
for old material ?—Yes. 

4271. Who is responsible for the analysis of stores?—~ 
In a measure, I am. 

1272. In a tender for a particular department, that 
department would specify. what it ee any es, 

1273. But, when the stores are supplied, who analyses 
them ?—First of all you have to count the articles 1f more 


than one: then there is the question of seeing that you 
get the particular thing that you expected to purchase t— 
Yes, 

1274. Who conducts the analysis?—We do most of the 
receiving with our own officers; but where it is mat rial 


{ 
of a technical nature we get an inspection certificate from 
the branch concerned, and bring probably thei research 
engineer into the matter to make the inspection ive 
us a certificate that everything is true to specification 
before we accept it or attempt to issue it. 

1275. I gather from your memorandum here tha 
Lad some chemist in your department; but that is 
so, is it?-—No, the chemist is now attached to the Ohiet 
Mechanical Engineer, 

1276. You have ycry little control outside of your own 
particular stores in Sydney—no direct control of stores, 
have you?—We have nok a the direct control; but we have 
a fair measure of control from the fact that we get a 
monthly statement of the stock held in the trust stores, 
and I am also able to keep quite a close watch on exe 
stores through my own inspectors and the stock-taki 


inspectors—we have five of the latter. 


1277. Can thev 
whole cf the stores throughout the 
only had experience of them for the past 12 months, and 
we have found it quite a big task to cover tue position in 
12 months. 


t you 
ot 


- se 


in 12 months thoroughly anaivse the 
railways ?--We have 
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1278. When they are examining the stores, d. they 
cxamine the stock of serap on hand, or make any report 
upon it’—Yes. 

y question the out-stations as to obsolescent 
stores?’—We get a clos a on that, and they are 

ithovised to arrange with the loeal officers to send in any 
material that is slow moving or obsoleseent, and deal 
with it on the spot while they are there. 

1281), You do not tale stock at the end of each yeal 


} 
' 


Not under this system—it is a continuous stock-taking. 
128! Then your certificate that you give to the Audi- 
tor-General is a certificate from the books, subject to the 
continuous stoek-taking which your inspectors carry out? 

1282, Have you got what you call a manufacturing 
account?—Yes, for each department manufacturing 
material. : 

1288. And they manufacture, for instance, in the foun- 
dey at Eveleigh for all departments /—Yes. 

1284. How do you charge out the cost to other depart- 
Accountant sets up a division of the 


ft 


ments ?—The Chief 
stores advance aecount which he calls a manufacturing 
account. That operates v tween the Chief Accountant and 
the head of each manufacturing branch. ‘The Chiet 
Aecountant at the end of the month debits the particular 
branch with the cost of materials and the wages in pro- 
duction of the various articles, and we take those over 
through the stores advance account at the end of the 
month and give credit to the particular manufacturing 
branch. The bulk of that work is done through the Chiet 
Accountant. 

1285. Do you know how he arrives at the charge that 
akes to another department, for foundry materials, 


he ma 
fo» instance?—The general principle is that the whole- 
sale foundry cost is debited to store advanee account, 


and frem this an average cost per lb. or ewt. is arrived 


at. for retail charging to the branches supplied. It is 


arrived at most tly by averages; ¢.9., yrass-castings in the 





rough to-day could be priced at 7d. finished brass- 
castings, 2s. per lb., and so on. We would take the 


yerage of 


t 
1286. And 
1 
H 


Q ie foundry output for the month. 
he gets the necessary information from the 
iocomotive department to enable him to adjust ?—Yes. 

1287. Tle gets the actual charges for raw material and 
labour ?—Yes. 

1288. I see, you sell quite a lot of scrap mate Aceor- 
fing to this return, in the year ending June wis you 

sold £145,000 worth?—That is so. 

1289, That is much more than you ever sold before ?—: 
Yes it is a record. and the ds mand for 
‘ap better than ever before, because of the opera- 
tions of Hoskins, Broken Hill Proprietary Company Ltd., 
and the steel works generally. 

(290. Still vou would have sold before ?—Yes. 

1291. Does it mean that you got hetter prices ?—Yes, 


Prices were good 


, 


OlYr “sci 


and competition was very keen. 
1292. When you buy through the Agent-General in 
London, do you give him particulars of what you want? 


—Yes. . 


2 > T ‘ . > 

1293. IT see here, that you suggest to him the firm of 
firms to be approached ?/—Y« 

1295 You do not leave it to him?—We do not altoge 


ther take away his initiative, but Mr. Lucy suggests a list 
of A which he would be prepared to draw boiler-plates 
from, for instance, and it is generally a fairly extensive 
list. If IT mieht explain: we had some difficulty, a few 
f 


years ego with Stewart and Lloyd in regard to some stee} 


plates which turned out badly, and the Chief Mechanical 
Engineer and the Chief Commissioner were very con- 
cerned about the matter, and, I think, following upon thai 
eertain firms of repute were mentioned in all the succeed- 
ing indents. 

1295. Have you not a consulting enginecr in London ‘— 
a Mr. Davis, who is attached to the Agent-General. 
¥%. Did he pass tke material of which you com 


ni ?—TI could not sav at the moment. 


; 
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° PS ge GN 
4297. That would be the check in the ordinary course: 
—Yes. io tiest. fed 


1298. Have you any check upon manufactures in the 
shops for the particular department manufacturing /—Yes. 
I issue the majority of the manufacturing orders, but 1 
do not issue them until satisfied that they are really 
wanted, by checking up the stock on hand and following 
the issues. I very often refuse a manufacturing order. 

1299. Do you mean to say that you have any control 
over the foundry at Eveleigh?—I do not say that Ll have 
direct control; but they ask me to issue the manufacturing 
orders. If I am satisfied that they do not really want 
them, I tell the Chief Mechanica! Engineer the position 
as to stocks and rate of issue and that in my opinion the 
manufacturing order is not required, or that it should be 
cut down. 

1300. Do you deal with the output of coal from the 
State colliery?—Yes, I arrange for its disposal. 

1301. And you debit the locomotive department or any 
other department with the cost ?—Yes. 

1302. Based on the general cost of running the col- 
liery 7—No, we take the average price of coal, spread overt 
the whole of our supplies. 

1303. You are getting coal at varyiug pri¢es—from the 
north, south and west ?—Yes. 

1304. And you are charging out.at an average price _— 
Yes, for all our private supplies. 

1305. Including your own colliery ?—I am not absolutely 
sure on that point; I do not think we take the railway 
coal-mine into the average price—the price of coal there 
runs about 10s. 6d. per ton, whereas the other is an aver- 
age of 15s. 3d. 

1306. If you do not take the average price, then you 
must allocate it to a particular service—i.e. your own 
coal ?—Yes. 

1307. Do you keep any record of the consumption per 
engine ?—No that is done by the locomotive accountant: i 
do not keep the records, although I am in touch with the 
whole of the business through the locomotive and stores 
committee each month. 





1308. Do you keep a record of oil supplied to the engine- 
men ?—Not a detailed record—that is kept by the locomo- 
tive accountant. 

1309. You say here: “Oils for engine-men are supplied 
from locomotive trust stores up to the quantity authorised 
for the journey to be taken.” You have nothing to do 
with that?—That is handled through the trust stores. | 
do not keep any records of the oil used for a particular 
journey. 

1310. You mention here: “The quantity of coal required 
to fill the tender is calculated from the skips into which 
it is loaded.” Again, you do not keep a record of that? 
~-Not a detailed record. I may say that when you ealled 
for that information I wanted to get you to realise, if you 
could, that we endeavour to take an active interest in the 
whole of the supplies whether they go through the trust 
stores or not. 

1311. Then, this is simply a record of what is done, 
though it is not all done under your control?—No, not 
directly under my control. 

1312. Stores for the construction branch. Are they 
charged out direct to the job in all cases?--The greater 
proportion of the material is. There is just a small por- 
tion of the stores held against the stores advance aecount 
regularly. 

1313. What sort of examiuauvi do you make of the 
coal stores. You keep a quantity on hand which is esti- 
mated to last two or three months, I think?—We rekon 
on keeping two menths stock to meet industrial trouble. J 
check that with the stock taking inspectors as well. 

13134. They take an actual taking—estimate the value 
oi the heaps, do they ?—Yes. 

1514. Are vou responsible for those figures of the cost 
of material as ketween 1913 and 1923?—Yes, they were 
prepared from the Eveleigh stores ledger, 


At 
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1315. You say that in 1917 and 1918, the Governmenf 
accepted a debit for a reserve of 300,000 tons of coal 
through the Public Works Department. Is that stock still 
in existence ’—Not to that extent—only about 60,000 tons 
is in existence at the present time, and is held for the 
public works at Port Waratah. That 60,000 tons is not 
included in my value of the coal on hand; it is altogether 
outside of us; we clear it as soon as we can. 

1516. But was it intended to keep that as a reserve?— 
Not as a reserve for the Commissioners. We hold our 
reserves at the various depots at the point where it is 
likely to be used, altogether apart from that. 

1317. You say that in 1919 you began to charge the 
Tramway Department with freight on their coal, and you 
give the additional amounts included in the value of the 
coal as ranging from £15,000 to £82,000 in 1924?—Yes. 

1518. Does that mean that that is an additional revenue 
of £82,000 to the railways?—The Chief Traffic Manager 
would get credit for that freight. 

1319. That is, £82,000, which in 1913 or 1914 would not 
have been revenue, although you would have carried it?— 
So far as I know, but I am not quite sure on that point; 
I did not have the handling of this business at that time. 

1520. Anyway there is a charge made now, which was 
not made ten years ago’—That is so. I think good reason 
‘an be given for that, in the fact that we are selling 
large quantities of electricity in bulk, and it was in order 
to arrive at the actual cost of the production of elce- 
tricity that that arrangement was made. 

1321. You mean that the power is obtained from the 
Tramway Department ?—Yes, and to arrive at the actual 
production cost of the power, it was thought necessary 
to take the full freight rate for the coal used by the powers 
house. 

1322. You have had some little trouble in connection 
with some of your examinations in the last two years, have 
not you, in regard to some stacks that were short. For 
instance in January, 1923, there is a record of £3,000 short 
in steel plates at Newcastle; also other shortages. Was 
that at a time when you had any control over those?—~ 
That was just prior to the time when we took over from 
the trust system, and I brought those stores directly under 
my control, and we amalgamated the locomotive and the 
permanent way stores, and they are now under the control 
of my officer. It was when we went into a thorough stock 
taking there that we located that shortage. 

1323. It was pretty serious, was not it?~Yes, but I 
think it was only a matter of figures. J do not think 
for a moment that the material ever went off the premises; 
I think it had been used and no reeord made of it—-in 
fact, that is what our investigations proved eventually. 

1524. Even in regard to as late as February this year 
there is a minute where you state that you have located 
over £19,000 worth, which was now taken on the books ?— 
That also refers to Neweastle. 

1325. Have you your own stores representative up there 
now—one of your own people?—Yes, my officer is in 
charge, and the whole position has been straightened out, 
and I am sure we have got to the bottom of it. 

1526. Does not it rather point to the necessity for your 
taking direct control in other places?—It does, and we 
recognise that, and we are taking over the control ag 
rapidly as we can. 

1327. Sir VINCENT RAVEN: Do T understand that 
you are not responsible for these stores outside of Syd- 
ney, except Neweastle?—I am not directly responsible 
for them; they are under the ecntrol of the head of the 
branch, who holds the stock in trust for the Comptroller. 

1328. Then he is under you. You eall yourself the 
Comptroller ?—Yes. 

1829. You say he holds the stock in trust for the Comp- 
troller—that is for you?—Yes. 

1330. And, therefore, you are responsible?—Yes. I 
feel my responsibility. 

1331. But you are not responsible, nor is the responsible 
officer over the trust stores, for the amount of stores 









tised @—Well, I do all 1 ean to check up the issue of the 
stores from the trust stores each month. 

1332. I do not know whether I make myself clear. You 
are not responsible—nor anybody under you—for the 
amount of stores used, ie., if I am requiring in my 
department stores out of these trust stores, I can order 
what I think is necessary ?—You can, but still there would 
be a check on the business each month from the informa- 
tion that I get from those particular branches. 

1333. But you do not hold yourself responsible for me 
if I use a certain amount of white metal, do you?—No, 
but if I found—in fact I did find it necessary to write 
to the Chief Mechanical Engineer quite recently as to a 
very heavy increase in the consumption of white metal 
packing at Enfield. 

1334. Then would you consider yourself a better judge 
of the amount of white metal to be used than the Chief 
Mechanical Engineer ?—No, but my position is probably a 
little peculiar compared with that of previous comptrollers ; 
I came from the Locomotive Branch and therefore have 
a very fair knowledge of its operations. 

1335. But there can be only one person in control of a 
department ?—Yes. 

1336. The Chief Mechanical Engineer is surely the 
proper person to decide how much particular stoves is 
necessary and how much is not?—Yes, but I think you 
will agree that the Chief Mechanica! Engineer would 
welcome my ealling his attention to what appeared to 
be an unusually large issue in certain lines of material. 

1337. That is not a matter for me to give an opinion 
upon; I only want to know the facts; but apparently vou 
do hold yourself responsible as a check on the amount of 


material that is necessary to be used in the Chivt 
Mechanical .Engineer’s Department. Is that what I 


understand ?—Yes, I feel that I am responsible until the 
material is properly used. 

1338. And is that for all kinds of stores?—Yes, so far 
as I ean check it. 


1339. Would not the Chief Mechanical Engineer decide 
what was serap and what was not ?—Yes, he does decide it. 


1340. Then he is entirely responsible for any of the 
scrap handed over to you?—Yes. 

1341. I rather understood you to say that you held 
yourself responsible for seeing that all the scrap was 
handed over?—It is done through the local officers; for 
instance, it is obvious that for certain lines of scrap there 
is only one place, and that is at headquarters or where 
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it can be sold; and whilst our inspectors are there they 
confer with the O.M.E, Officer and reach a decision as to 
what is to be done with the serap. 

1342. Yes, but my point was, what is scrap and what 
is not scrap?—That must be entirely for the Chief 
Mechanical Engineer to decide. 

1343. Therefore all you can see is that what he decides 
is scrap should be handed over to you to be sold?—Yes. 

1344. You have just told me you hold yourself respon- 
sible for the amount of stores consumed, to a large 
extent. Does that apply to coal?—Yes, I feel I must 
take an interest in the consumption of coal. 

1345. Do you consider the coal consumption is high or 
low, satisfactory or unsatisfactory ?—As a matter of fact, 
on the whole JI think it is better than it has been fot 
years. 

1346. I do not know that that is quite an answer, is itt 
—You see I am in touch with the figures, because they 
are reviewed each month, and I have a fair idea of how 
the business is going. 

1347. You hold yourself responsible as to the amount 
of stores consumed. Is the amount of coal consumed 
good or bad, in your opinion?—I do not quite get what 
you are anxious to get from me. 

1348. IT judge from you that you hold yourself respon: 
sible for the amount of stores and various goods that 
are used ¢—Yes, I feel I have that responsibility. 

1849. J am asking you particularly about coal. Ara 
you satisfied that the consumption of coal is high or low, 
satisfactory or unsatisfactory?—I would say that it is 
satisfactory. I know that it is carefully watched. 

1350. With regard to the amount cf coal which is in 
stack on the ground, is there any measurement as to the 
amount that is taken up?—yYes, there is. It is only 
aproximate. 

1351. Will you tell me how it is done?—In many cases 
it is lifted simply by a shovel into the truck, and the truck 
is then used as a stage to load it on to the engine. There- 
fore the whole thing is only approximate, and to get at 
the actual weight on the ground can only be done by 
regularly measuring it up. 

1352. It is very approximate?—Yes, adjustments are 
certainly necessary after the stocktaking. 

1353. So far as you know, the coal is not measured 
either from the coal stage on to the locomotive, is it += 
No, although we have a fairly accurate gauge of it with 
our overhead bins. 

1354. That is still 





app-oximate?—Still approximate, 


Tentu Day. 
WEDNESDAY, 23 JULY, 1924. 


(Held at Chief Secretary’s Building, Macquarie-street, Sydney.) 


COMMISSIONER : 
Sir SAM FAY. 


WILLIAM CARROLL, Director of Statistical Bureau, 
New South Wales Government Railways, sworn, and 
examined :— 

1355. Sir SAM FAY: T understand you are responsible 
for not only the statisties of the New South Wales Gov- 
ernment Railways, but you are also the head of the inter- 
State Bureau ?—That is co. 

1356. You take both?—Yes. 


KR oT » . . eat 
1357. The cost of the inter-State Bureau beine divider! 


: = oe ; : 
between the different States in proportion to what?-— 
No, on a flat rate, each State contributes an equal amount. 
QreQ a cee m4] in t ; } 
1358. The assumption being that <he work is about 
equal ?—W ell, praciieally so. 


as 





1559. In your statement you say that you take the 
information for operating statistics from the combined 
drivers’ and guards’ daily reports?—That is so. 

1360. Do you cheek those against any other return ?— 
Yes, against the loading returns and the guards’ train 
journals. 

1361. The loading returns from the stations ?—-The daily 
loading returns which are sutmitted—not from the whole 
of the stations, but from the principal depot stations in 
the State. 

1362. And the guards’ journals?—Yes. In connection 
with the guards’ journals, we do not chee’ the whole of 
them, but we make periodical checks to satisfy ourselves in 
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i iv ro? NeEeCT ‘ ] 
respect to the loading shown on the drivers’ shects and 


the journals, if they a In that we have 
not found any discrepancies to create any disturbance at 
all: we can take it practically that that information 1s 


gree or otherwise. 


on a good footing, solid and sound. 
y 4c 1 CAYTreEct (— 
1363. You are satisfied that those reports are Correct? 
io 
Y es. 
1364. You think from your experience there 13 not muc: 
doubt about it /—Yes. lif 
1365. Have you noticed something which | thought 
. . i : i eS 
rather extraordinary, that in the loading statements, the 
train load, very frequently the exact maximum tonnage 
: 7 4 Cree Vin have 
was shown as being eonveyea ‘—¥ es, that 191 60, WW e pave 
looked into that recently, and we found a little difference 
tT 
in that respect, but not sufficient to create any disturs- 


F: 


ance in the compilation of the figures when we are getting 
out the percentages. 

1366. The impression left on my mind was that it was 
not actual, but was computed by the guard, as it were— 
he would say “the maximum is so and so, I have the 
maximum, and that is the tonnage I am going to put up? 
—He computes his load, of course, from the weights of the 
individual vehicies on his train, and the stations also, in 
compiling. their daily loading returns—-that is the same 
souree of their information; and whilst in a gocd num- 
ber of instances it may come right out at the exact 
figure shown for the maximum load of the train, a ton 
either way would probably not be taken into consideration 
or 2 or 3 tons. 

1367. It was so often in a return I saw that Mr. Hodg- 
son produced—so often the actual maximum load was con- 
veyed, to a ton?—That is on the daily loading returns. We 
checked those very carefully. 

1368. I think these returns were from the gu: 
and drivers’ statements?—The loading returns wou 
submitted by the depot stations. 

1369. I do not think that was so?—If that were the form: 
presented by Myr. Hodgson, I think that would be the 
form, a daily loading return—a large white sheet about 
that size (illustrating.) 

1870. I do not know; we had it in a condensed form. O£ 
course, one knows from practical experience that a return 
might be made up quite accurately by a guard at 2 o'clock 
in the afternoon, but at 2 o’clock in the morning it would 
not be so accurate. | mean, it is an actual neg of the 
physical condition of the man?—Yes, I think that the 
information we get on the drivers’ sheet and ee guard’s 
journal is practically correct. We have checked those 


G 


documents with the train itself, and we find them to be 
practically correct. Of course, some of the guards may 
go a little bit wrong in their additions ; if a man has 
thirty or forty vehicles on his train of different weights 
he may make a little mistake there, but we pick that up 
in the bureau, because we even use mechanical 
check his addition. 

1371. You see what I am driving at—to 
are quite satistied 


aids {o 


7 , . . De . . * 
hat the basis of your statisties is cor- 
| 

f 


y satisfied. I do not compile the load- 
ing of trains for the operating’ statistics from the daily 
looading returns, I use the figure that we build up from a 


, 


t 
rect ?—Yes, perfect! 
f 


combined sheet that I have referred to, dea we cheek the 
others by it to see if they are ee 3 up to what we are 


handling, 

1372. How soon after the information gets into your 
hands do you supply the operating officers with these 
statistical lezures?—Between the 15th and the 18th of the 
month following—that is the complete returns, 


, ial ; ; 
is lots of shunting mile 


but there 
aze; we give that weekly, about 
the 4th day following the close of the week in which the 
information is compiled, 

1373. But your complete returns are not in their hands 
until the 15th of the folloy ee month ?—Any time between 
the 15th and the 20th. 

1374. Does that inean that your figures for this month 
of July will be in their hands in the middle of August ?— 


Yes. 


375. I think we had some evidence that whey Were not 
produced until six weeks after date?—I do not know 
where you would get that evidence. 

1376. Well, it was certainly given by semebody; I think 
it was Mr, Hodgson’—We have practically the whole of 
them completed and distributed to the whole of the officers 
for their monthly conferences, which generally take place 
any time between the 20th and the end of the month. 

1877. This is what Myr 
statistics generally 


Hodgson said, speaking ot 


A, I got certain information, yes. Q. How soon do 
you get that information after the actual work? A. 
| suppose it would be about six weeks. A. It is earlier 
than that. That is, if he is referring to the operating 
statistics; he may have some statistical information 
in regard to his own operations that he may get six 
weeks after the period. 

1378. This arose on a question with regard to the miles 
per hour that he got out of an engine’—Yes, well, we 
have that any time between the 15th and the 20th of the 
month. 


1379. Then he was wrong in that, because, according 
to his evidence, he says, ‘‘l suppose it would be about 
six weeks” ’—He says he supposes. ‘Those returns are all 
dealt with at the Commissioners’ conference, before 
the close of the following month for which they are sub- 
mitted, and they have them in their hands some consider- 
able time before that. 


380. Well, I wish you would reconcile your evidence, 
i, you, beeause all we want to get out here are the 
facts’—Do you wish me to see Mr. Hodgson, or bring 
something before the Commissioners to nate those 
statements 4 

1381. If he wishes he may correct his evidence, if it 


Ves, 






j-4 


is wrong ¢—- 

1382. In. ante to the statistical business, you deal 
with the i 

383. F at “ a comparatively modern department, is 
it not’—It was brought into operation about 1915, I think 
—I am not sure of the exact date. It was then run under 
a committee ; an officer of each byanch was a member of 
the committee. We took over.the Dnemusian is of the hoard 
in 1920, as shown there. 

seems to have been very successful?—Very 





7 


1585. I should like to ask one question with regard to 
how you deal with patents for your men. This js their 
invention /—Yes. 

386. You take out for them letters patent?—That is so. 

1387. You have the free use of the invention for the 
railways of New South Wales? they give us a 
conveyance to that effect. 





1388. That is a practice which is a common one in 
England too, and elsewhere, I know. But are they at 
liberty to deal with the invention in the other States? 
¥oa-—ang we help them in that direction, too, by placing 
it before the other administrations. 

1389. And if it is an invention of a New South Wales 
railway employee, he gets paid by any other ‘State using 
the invention?—Yes. If they adopt it or can use it they 
will pay him a bonus in accordance with the scale they 
have in operation. We also pay him a bonus here ag well, 
after we iit the whole thing through for him; the Com- 
missioners pay the whole of the fees in that connection, 
ard in eddition pay him a bonus on what we find is the 
value of the patent on the first year’s saving; we can pay 
up to 100 per cent. on the first year’s saving; that is, give 
him the whole of the first year’s saving, for the patent. 


1390. Then he is free to do what he likes with his 
invention outside the railways ?—Yes, 


1391. Supposing a European or an American railway 
adiministration wished to make use of it, he would make 
his own terms?—Yes, he could make his own terms with 
them, 


restions and Inventions Board ?—That is so.-: 
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1392. Do what he lked?—Do exactly as he liked. 


1393. 
Just so. 

1394. Then you have under you the advertising branch 
as well ?—Yes. 

1395. You make the contracts for advertising ’—The 
whole of them. 

1396. And you collect and remit the eash?—We do the 
whole business, collect the moneys and remit them to the 
eashier, after audit by our own auditor and the Auditor- 
General. 

1897. They are audited by whom’—By our own trattic 
auditor, as well as the Auditor-General. 

1398. The Auditor-General really into your 
branch?—Comes into my branch in order to look over 
the accounts—the contracts and ledgers and accounts. 

1399. Do you deal with bookstall receipts?—No. The 
bookstalls are leased. We do not get any receipts other 
than the amounts that they are leased for. 

1400. They come under Mr. Hunt, do they ‘—The estate 
agent. They are leased to the New South Wales Book- 
stall Company; the ‘Commissioners are not operating the 
stalls themselves. 


Sell his patent in any way he thought proper ‘— 


comes 


1401. I should just like to ask you one or two things 
about the statistics published in the annual reports of the 
Commissioners. I suppose you are responsible for those 
figures?’—We furnish the statistical figures, or a great 
portion of them, to the Chief Accountant; he really com- 
piles that report. 

1402. I notice that in the report for the year ending 
30th June last year you give the average per passenger 
per mile in the suburban areas—I presume Newcastle as 
well as Sydney?—That would be included in that figure, 
the suburban area. 


1403. As ‘61d.; and in the case of country passengers 
you give it as 101d. That is for second class. Is that 
difference due to the higher charge per mile in the coun- 
try ?—The country fare would be higher than the suburban 
fare; but it is the greater distance and the greater fare 
per passenger, as against the suburban passenger. In the 
suburban area it would be short journeys; the country 
passengers would cover longer journeys. 


1404. Surely a shorter journey would be dearer per mile 
than a longer journey?—Not so. (‘The suburban rate 
would be a bit less than the country rate. 

1405. You have a very large number of season ticket 
holders in the suburban area. What is your calculation 
with regard to the number of journeys a season ticket 
holder makes per week or per year?—We credit them with 
two per day. 

1406. For how many days per week ’—Seven days. 

1407. Seven days?’—No, six days. On all periodical 
tickets we credit them with two journeys. That is com- 
piled by the traffic auditor, and I am speaking a little bit 
from memory in that respeet, in regard to the number 
of journeys credited on the various classes of periodical 
tickets. He handles the ticket side of the business, and 
the revenue, of course, too. 

1408. You are assuming that every season ticket holder 
travels every day in the week except Sunday to and fro ?— 
To and fro. 

1409. Do you think that is ecorreet?—I could not say 
definitely. Some, of course, probably travel more than 
two journeys, and I think on the whole it would be just 
a fair assumption to take it on that basis. 

1410. We are speaking now of the suburban, of course? 
—That is so. 

1411. And you think that on the average a man would 
travel every day of the week?—The ereat bulk of the 
season ticket holders, of course, are business people, com- 
ing into the city. 

1412. Do they work on Saturdays, all these business 
people of Sydney’—Yes, Satuslde~ is practically 2 Full 
business day in the city here. 
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1413. What is your calculation with regard to a work- 
man’s ticket ?—The same with a workman’s weekly ticket, 
two journeys a day. 

1414. Do you calculate he travels six days per week?— 
Yes. 

1415. Are you doing the same with regard to your 
country ticket holders?—No. The scale on that 
is a little bit different: just what it is from memory I 
could not quote to you. That is the traftic auditor’s side 
of the business, not mine. 

1416. But you are the statistician; does this not come 
under you?—No. He gives us those figures of the num- 
ber of journeys, and then we put it up against the mile- 
age, and so forth. We do not handle the whole of that; we 
have to get that tigure from our traffic auditor. I can get 
you the seale, of course, but I am not quite familiar with 
the arrangements in relation to the number of days for 
season. ticket holders—commercial travellers, and so forth. 

1417. You would not expect a country season ticket 
holder to travel to and fro every day of the week, would 
you ?—No. 

1418. Of course, what I wanted to get at was the basis 
on which you arrive at these figures—to see what was the 
difference between your country and your town charges ’— 
Yes. 

1419. I assume that in these suburban figures, and the 
country as well, although it says ordinary passengers, it 
means excursion passengers as well?——The whole would be 
in there. 

1420. So that it is not strictly accurate to say that 
ordinary passengers number so many ?—Not in that sense; 
it is not strictly accurate. 

1421. You would be having a large number, I suppose, 
in what are termed ordinary passengers—a large num- 
ber would be really taking excursion tickets?—That is 
SO. 

1422. Your first-class traffic has had a tendency to de- 
erease, has it not, of recent yéars?—Yes. The heavier 
traffic, of course, is the second class, and it is gradually 
increasing and the first class decreasing. 

1425. Figures that are published with regard to Victoria 
and New South Wales—you are responsible for those, are 
you not?’—We collect them, and bring them together. 
You will notice the first-class traffic in Victoria is very 
much heavier than in New South Wales—in fact, it would 
be about nine to one. 

1424. There is a difference in some of the charges in 
Victoria, to the advantage of Victoria, according to the 
figures that are published?—I think, taking it on the 
average, the difference between the first and second class 
fare in Victoria is about 51 per cent.; in New South 
Wales it is somewhere in the vicinity of about 60 per 
eent. 

1425. 'That difference would have the effect of reducing 
the first-class traffic ?—I think so. 


season 








THOMAS CROUCH 


Wales Government 


(Publicity Officer, New South 
Railways), sworn, and examined, 
as under :— 

1426. Sir SAM FAY: This department of yours is a 
comparatively new one?—Two and a half years. 

1427. Amongst other things, I see from your memoran- 
dum you send to foreign newsvapers?—English news- 
papers. 

1428. Regular statements of the financial position, and 
details of the operation of the railways here ?—Yes. 

1429. You have evidence that this work has had an 
important influence in maintaining the stability of the 
State’s credit?—We have heard it remarked that it has 
had such an influence. 

1430. I suppose you rely upon the figures showing the 
profits on the operation of the State railways ?—Yes—our 
own official figures. Financial statements have been issued 
quarterly, really, and one annual statement—the last 
annual report. A summary of the last annual report wag 
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sent, and a summary of each quarterly report this year has 
been sent. Then in between times there have been other 
statements sent to England, indicating the results of 
various operations, as disclosed in our own statistics. 

1431. You find that publicity of that sort is acceptable 
to and rather sought for by the press ?’—Undoubtedly. 
They appear to be very willing indeed to get it and to 
display it. A number of the English papers have given us 
really excellent treatment in that regard. The [L®ndon 
Financier and the Bullionist—papers of which I have no 
personal knowledge, but which I have heard stand rather 
high in financial circles in London—have apparently re- 
ceived the information with avidity, because they have 
displayed it prominently and headed it up well; I have 
had cuttings sent to me by the next mail here. 

1432. You are responsible for a publication you eall The 
Staff, a monthly magazine/—Yes. There has been, as I 
have said there, for many years a magazine published in 
the department. It was confined to the membership of 
the Railway and Tramway Institute, but with the begin- 
ning of this year the whole scheme was reorganised, under 
my supervision, and the magazine is now distributed to 
the entire staff of the railway and tramway services; it 
now runs into 50,000 a month, whereas its latest previous 
circulation was 21,000. 





1433. Is it sold to the public as well?—We are just now 
beginning to make it available on the bookstalls. We 
have had a few inquiries from outsiders as to where the 
book could be purchased, and in order to meet that demand, 
and also to test whether there was likely to be any sub- 
stantial demand, I am now putting it on the bookstalls and 
advertising it by poster displays. I would be very pleased 
to supply the Commission with a complete file of that 
magazine, if they are at all interested. 

1434. We have seen it. You say that the work of 
publicity is extending to embrace an active supervision 
of all departmental publications?—Yes. That is, apart 
from the technical publications; I do not mean the weekly 
notice, for instance, or the time-tables; although in con- 
nection with the time-tables, I have been recently called 
into conference with a view to cutting down the size of 
it, if possible, without eliminating any necessary features. 
Our time-table, as you have probably noticed, is getting 
rather bulky for a pocket book—the idea being that it 
should be a book that could be put into the pocket—and 
I have recently been. called into conference on that matter, 

1435. The total cost of your operations, T see, is not yery 
much ?—No, it has been rigorously kept down. 

1436, £1,500 a year?’—Yes, £1,500 will more than cover 
what it has cost for my operations. 


ELEVENTH DAY. 


THURSDAY, 24 JULY, 1924. 


(Held at Chief Secretary's Building, Macquarie-street, Sydney.) 


Sir SAM FAY, 


| 


COMMISSIONERS : 


Sir VINCENT L. RAVEN, | 


JOHN SPENCE, Director of Finance, sworn, and 
examined, as under :— 


1487. Sir SAM FAY: As you know, we have been asked 
to report on the railways and tramways of New South 
'W ales /—Y es. / 

1438. We find a good deal of difficulty in connectioa 
with finance. This is a very large business in which 
the Railway Commissioners are engaged; it is not only 
the running of the railways and the tramways, it is a 
big manufacturing business as well, such as you very 
seldom find in connection with railways; also it is on a 
very considerable scale, and it is evidently intended to 
make it still bigger. Now, we have come across, in many 
directions, evidence that the efficient and economical 
working and building of new railways and of works can- 
not be carried out under the existing financial system. We 
are told that they are held up very often from the end of 
June until November, because under one of your Acts, 
until the budget is passed, they are not supposed to spend 
more than they did in the previous year during that par- 
ticular period. Then again we find that works are held up 
because money is not available. We want your help, in 
telling us whether you think that one of two propositions 
—or either of them—could be fitted into the framework of 
your present financial organisation. 

WITNESS: I should like to correct something you 
have said, which does not appear to me to be quite right— 


_te., the statement that works are held up until the esti- 


mates are passed. That, as applied to works in progress 
and already provided for, cannot be right. because they 
are always allowed to go on spending at the same rate as 
the previous year, until the estimates” are passed: or if 
more money is required than was provided at last year’s 
rate of expenditure, they may ask for it, though they will 
not always get it. I only wish to make that correction in 
regard to works that are held up: I cannot see that; the 
works can always progress in accordance with whatever 
appropriation has been made for them—perhaps I should 


use the word allocation in lieu of the word appropriation— 
the works can always progress in accordance with what- 
ever allocation has been made for them. 


1439. Sir SAM FAY: You are differentiating between 
new works and ordinary maintenance work?—No, J am 
even speaking of new works. For instance, we are just 
beyond the financial year ended 30th June last, and there 
are no estimates passed yet. The Railway Department— 
and all other departments—are going on with their loan 
work at the same rate as they did last financial year—that 
is, on new railways; so that they are not held up in that 
way, though it is true they cannot go on faster. 

1440. That is not quite in accordance with the evidence 
which we have had before us, and, presently I will read to 
you extracts from minutes which have been made by the 
officers dealing with these particular new works—but with 
regard to the ordinary maintenance work in the railways, 
do you say that there is no difficulty as between June and 
November in regard to finance?—No. Railway mainten- 
ance is provided from revenue; new works are provided 
from loans; what I said a moment ago had reference to 
loan works. With regard to revenue work, that is pro- 
vided for under the Audit Act. Automatically there is 
three months’ supply voted from the 1st July, under the 
Audit Act, and that supply is at the rate of one-twelfth of 
the previous year’s appropriation; so that at the same rate 
that they went on the previous year they can go on, pend- 
ing the passing of the estimates. 

1441. But that is exactly the point, is it not—e., that 
assuming that in, say, June, July, and August of last year, 
they were spending at a certain rate, and that this year, 
for really essential purposes it is necessary to spend, say, 
25 per cent. more—under your Audit Act they could not 
do it?—That is true. It is true to this extent—it is not 
exactly what they spent in the previous July that governs 
it; it is that they cannot spend more than one-twelfth 
of their yearly appropriation. If the expenditure went 
evenly throughout the year what you have said would be 
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correct, but as a matter of fact | do not suppose it really 
does. If you take their yearly appropriation and divide it 
by twelve, that is their limit of expenditure for any month, 
under supply. 

1442. Then there is obviously a good deal of pressure 
put upon the Commissioners to reduce expenditure ¢- -Well, 
l have to distinguish between loans and revenue, you see. 
As regards loan works, there is a good deal of pressure to 
keep their expenditure down; as regards revenue, | know 
of no pressure, except that they must keep their expendi- 
ture within their revenue. 

1443. It goes bevond that, does it not, if it is only one- 
twelfth up till the time that the budget is passed?—Well, 
of course, that is only temporary. 

1444. But it might have a serious effeet if acted up to 
strictly 2—1 do not think so—I do not think that the effect 
“an be very serious, because there are ways of exceeding 
that: e¢.g., in special cases they can have recourse to the 
Treasurer’s Advance Account. I may say that that course 
is discouraged, because the Treasurer’s Advance Account 
is a limited amount and has to provide for all emer- 
gencies; still, there is sufficient elasticity in regard to 
revenue to provide for emergencies. 

1445. Do you say that, so far as you know, there is no 
pressure placed upon the Railway Commissioners to re- 
duce their expenditure?—As I said before, I have to 
distinguish between loan and revenue. As regards loans, 
there is pressure, because there is only a certain amount 
of loan money available, and that has to be allocated to 
the Railway Commissioners in common with other depart- 
ments. With regard to revenue expenditure, 1 know of 
no pressure which is applied to the Railway Commis- 
sioners, except to keep their expenditure within their 
revenue. 

1446. Mr. Fraser, when giving evidence on financial 
matters, read a letter which had been written to him upon 
the subject of expenditure, and it showed that there was 
considerable pressure brought to bear upon him*?—Ot 
course, departments are always told that their expenditure 
must be kept on the lowest possible basis, but so far as the 
railways are concerned—and I can only speak from my 
own experience; I have only been about eighteen months 
in charge of the Treasury—my experience is just as I have 
stated it, namely, that we put no pressure on the rail- 
ways in regard to expenditure, except that they must keey 
it within their revenue. 

1447. When you say within their revenve, do you mean 
the actual working costs, plus 5 per cent. interest on the 
capital ?2—It would be their actual working costs, plus their 
share of the interest, but the rate is not always 5 per 
cent.; it varies from year to year. 

1448. But it would mean that they would be expected 
to be earning 5 per cent. interest on the capital invested 
in the railways ?—Yes; it was £5 3s. 2d. per cent. last year, 
IT think. 

1449. This (indicating) is the letter which Mr. Fraser 
read to us, and to which T have already referred :-— 

The following copy of communication, dated 23rd August, 
received from the Director of Finance, is forwarded for 
favour of attention by your Commissioners :— 

“Your draft estimates for 1923-24 are returned here: 
with for favour of revision. The total estimates received 
from all departments exceeds the estimated revenue for 
the current financial year by fully £1,500,000. It there- 
fore becomes necessary to reduce them by that amount. 
The Colonial Treasurer desires that you will be so. good 
as to give this your urgent personal attention, and let 
him have your revised estimates at the earliest possible 
moment. It is imperative that ali departmental esti- 
mates be reduced very considerably, and only essential 
items included. Your estimate of expenditure exceeds 
your last year’s expenditure by £146,575. Owing to the 
increase in salaries, payment for interest and other 
statutory payments, the contingencies expenditure musi 
be brought very considerably below that cf last year. 
It will be observed that the 1922-28 expenditure colunim 
is incomplete. Will you please have the remainder of 
the figures filled in against the respective items?” 

That shows pretty considerable pressure, does it not ?—lt 
wants a little explaining. Theat was a cireular letter, to 
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the best of my recollection, which was sent round to all 
departments, including such departments as the Lands 
and Agriculture Departments, which are not in the same 
position as the Railway Department, and, despite that 
letter, | know of no pressure on the Railway Commis- 
sioners to bring their expenditure below their total in- 
come. Their expenditure is supposed to cover, also, ins 
terest on the capital. 

1450. Of course, you are dealing here with a big busi- 
Hess iY eg. 

1451. It is not an ordinary department of State; it is 
a commercial undertaking ?—Yes. 

1452. It is pretty obvious to us that to try and run a 
business on the basis of the yearly budget, which is 
dependent for some months upon income, as you put it — 
Yes. 

1453. And which has to cover not only actual working 
expenditure, but also interest at the rate of 5 per cent. on 
the capital, is a system which does not lend itself—can- 
not lend itself to economical working ?—That proposition 
may be pertectly true; I have not considered it, but I 
think that in arriving at any conclusion on a proposition 
of that kind it should be borne in mind that the result 
of the railway working, so far as the Treasury is con- 
eerned, for a number of years and until the last two 
financial years, has been a deficiency, and it is obvious 
that in those circumstances pressure would be brought to 
bear on the Railway Commissioners to keep their expendi- 
ture down. 

1454. But the effect of keeping expenses down is not 
economy; I mean, it is not what one would do in business. 
However, I am not suggesting that there is anything 
peculiar about New ‘South Wales finance. This sort of 
thing, we know, has arisen in pretty well every other 
3ritish railway organisation which is under the State, 
and, up till now, I am not sure that anyone has really 
got out of the difficulty of running a business through the 
State with a yearly budget. Well, what we should lke 
you to help us in is this: to tell us whether one or either 
of two methods could be adopted, in view of your present 
financial arrangements. Of course, we know that if either 
of those propositions is carried into effect,it will be neces- 
sary to get Parliamentary sanction for it. First of all I 
will put this question to you: Would it be possible to have 
a separate budget for the railways—a budget which should 
be passed for, say, five years, so that there would be con- 
tinuity of expenditure, thus enabling works to be carried 
on, and then to carry on their day to day work without 
any fear of interruption from the Treasury’—You are 
referring now to what we eall the revenue side of it, 
namely, working expenses. 

1455. Yes, we will put it that way?—We will take the 
working expenses which are chargeable to revenue. It 
could not be done without a new Act, ef course. Any- 
thine could be done with a new Act. 

1456. Would there be any great objection to that on the 
part of vour department ?—I have not given that subject 
very much thought. I believe it has come up before my 
time in the Treasury, and the Treasury officials in those 
days opposed it. I do not know fully the grounds of 
their opposition, but no doubt it was dictated to some 
extent by the fact that the railways usually showed a 
deficiency, and the general revenue had to provide that. 
I only assume this, and that while it was so there was 
pretty good reason for keeping the railway finance within 
the general revenue. 

1457. Of course you appreciate, I am sure, that if you 
build lines enough in the country, and you have to wait 
some years before you get a return upon them, that you 
eould pretty well break down any system if you built 
enough lines—that is, if you went on building unre- 
munerative lines—because that is the real reason, is it not, 
why they did not pay the full interest which the State 
had to pay on the loans raised for railway purposes ?— 
Well, I could not say that of my own knowledge, but that 
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is what everybody thinks, and that is what the Commis- 
sioners say, I believe 





that they have certain develop- 
mental and unremunerative lines. That is part of the 
reason; then I should say that another part of the reason 
is that lines are not always carried to completion, and that 
they cost very much more than they ought to cost by 
reason of their being suspcided-—not only once, but some- 
times several times. 

1458. That is exactly the point that 1 was coming 
that when you start new lines of works, they are st 
and then they are held up?—Yes. 

1459. Then you have material lying on the ground, with 
all the capital which has been put into it lying idle, and 
then presently they go on again; that is just the thing 
that impresses Sir Vincent and myself, 7.e., that there is 
no continuity, and that in consequence there is, without 
doubt, great loss ?—Yes. 


. to— 
tarted 


* 1460. It is that state of affairs that we want to suggest 
should be altered by the introduction of financial methods 
different from yours of to-day?—Of course, you eannot 
eure that unless you take it wholly away from politica! 
considerations—policy considerations. I do not know to 
what extent the Government can now dictate the con- 
struction policy, but while the construction was under the 
Public Works Department the Government dictated the 
construction policy, and, to a very large extent at any 
rate, the Government still controls it, because it controls 
the finance, and it can say how much money is to be 
allecated to railways for loan expenditure. 

1461. Per annum ?—Yes. 

1462. When it is decided to build a new railway, or to 
carry out new works on loan account, is there a vote of the 
House for the full amount, or only for the year’s expendi- 
ture?’—Only for the year’s expenditure. 





1463. Well, here is another proposition we will put to 
you, to get over the difficulty: would there be any diffi- 
culty in entirely separating the railway and the tramway 
side of finance, putting the whole thing under the Com- 
missioners, the Commissioners taking over the responsi- 
bility for all existing loans which have been issued for 
railway purposes, raising their own capital, keeping their 
revenue and dealing with their own expenditure—still 
under the State, of course ?—I do not think I could answer 
that question without consideration. The only Treasury 
difficulty is legislative; but there might also be policy 
difficulties, as to which I am not prepared at the moment 
to express an opinion. 

1464. Of course, we do not overlook the fact that it you 
take away the railway side from your budget, more than 
half of it is gone; it becomes a comparatively small budget 
depending upon taxation?—Yes, but as they draw out 
practically as much as they spend, there is not very much 
in that. You see, the general revenue gets very little 
benefit from any surplus from the railways. 

1465. It is quite possible that under the efficient working 
and management which would be carried out by a con- 
tinuous policy the State would get—as in the case of 
India—a very large revenue?—You mean a very large 
surplus ? 





1466. Yes?—Taxation always follows the balancing of 
the revenue and expenditure, and I take it that if such 
a thing happened the general taxpayer would get the 
benefit of any surplus like that, whereas, under the sepa- 
rate system, the user of the railways would get it, because 
the Commissioners would, presumably, keep their fares 
and freights down, it being a State concern, to just the 
amount required to carry on. 

1467. Still, the community would get the advantage of 
that, would they not?’—Undoubtedly; but any opinion of 
mine as to whether it is better for the general taxpayer to 
get the benefit of it or for the user of the railways to get 
it I do not think is worth very much. 

1468. What we wanted you to help us in was in the 
slirection of telling us whether you saw any difficulty— 
pssuming that the necessary Act is passed—to earry out 





either of those propositions ?—I do not think there is any 
real difficulty, subject to having the necessary legislation, 
in making satisfactory arrangements for separating the 
railways and giving them complete control of their own 
finance—there is no machinery difticulty. As a matter of 
fact, that is likely to be done during this session with the 
Water and Sewerage Board, which, until recently, has 
been in exactly the same position as the railways; but 
there may be very grave policy difficulties, which I have 
not considered. I do not see how an official can say more 
than that. 
(Witness retired.) 


ORLANDO WILLIAM BRAIN (Chief Electrical En- 
gineer, New South Wales Government Railways), 
sworn and examined, as under :— 

1469. Sir VINCENT RAVEN: You are Chief Elec- 
trical Engineer, New South Wales Railways ?’—Yes. 

1470. How long have you held that position?—I have 
been in charge of the branch a little over twenty-five years. 

1471. You have under you the power supply arid distri- 
bution in the tramways; lighting; stationary electric 
motors and equipment; the purchase and maintenance ot 
motor-cars, typewriters, clocks, watches, &c.?—Yes. 

1472. You supply your power from three main generat- 
ing stations, viz.: Ultimo, Sydney; White Bay, Sydney; 
and Neweastle?—Yes. 

1473. At Ultimo station your output is 67,653,864 mil- 
lions ?—Yes. 

1474. The cost of generating works out at .5851 of a 
penny, at Ultimo ?—Yes. 

1475. And your maximum kilowatts, 36,500?—Yes, the 
plant. 

1476. And your maximum kilowatt one-hour loading i3 
22,000 ?—Approximately. 

1477. At White Bay the output is 76,585,600 ?—Yes. 

1478. And your cost there, .4096 of a penny ?—Yes. 

1479. And your machines, 21,000 kilowatts ?2—Yes. 

1480. And your maximum kilowatt hour is 18,000 ?—Yes. 





1481. Those are the two stations at Sydney, and you 
supply from those stations power to the railways and 
tramways ’—Yes. 

1482. And there is also a certain supply to outside 
sources /—Yes. 

1483. You have agreements for the supply of eurrent to 
outside soureces—I presume those are varying agreements ? 
—Yes. 

1484, I do not want you to tell me what they are in any 
detail, but T should like you to tell me, broadly, how they 
are based?—They have been based on the estimated cost, 
taking into consideration the location of the point of 
supply and the cost of current at the time. In connec- 
tion with the City Council, which is by far the most 
important service, a very special investigation was made 
as to the charge. When the new agreement was made 
between the Commissioners and the City Council for their 
future bulk supply, the Chief Electrical Engineer to the 
City Council told me that the only conditions which 
would be satisfactory in the matter of supply were such as 
would give his business the advantage of their own load 
factor, also the improvement on the load factor of the 
power-house as a consequence of his supply. The whole 
thing was regarded as co-operative when the matter was 
first mooted, and Mr. McKay came to me and said that 
one or other of us could supply the power, and he was quite 
prepared that the Commissioners should supply it because 
of the advantages they had, and therefore it was discussed 
on a co-operative basis; and he asked me to try to give 
him a formula which should be a basis of charge, on 
which he would be able to see that he had the benefit of 
those two factors. I have here the agreement containing 
the clause upon which the present charge is based (hand- 
ing copy of the clause to the Commissioner), 






















1485. I suppose this agreement was based on the ex- 
pectation of carrying a certain profit to the Railway Com- 
Yes, it allowed them 10 per profit. 
Well, that practically was profit and contingencies. The 
costs were made out as finely as we could make them, and 
to that was added a clear 10 per cent. on our estimate. 
That is, so far as the City Council is concerned. 
supply ‘—I mean, 


missioners ¢ cent. 


c 


1486. Are there any other sources ot 
are there any other places to which you supply current — 
Yes, to St. George and Bankstown, and others. 

1487. But, my point is, that outside those there are other 
places to whom you supply current /—Yes. 

1488. Have they any altemative source of supply ?—No, 
they have not; it is not available. In some cases they are 
within reach of the City Council supply, but 
dependent upon the railways. 

1489. The City Council is supplied by you?—Partially, 
but they also have a large power-house of their own. 

1490. You supply people outside the City Council ?— 
Yes. 

1491. And the City Council also have a supply of their 
own ?—Yes. 


they are 


1492. And therefore these outside people could have an 
alternative supply from them or ‘rom yourselves ?—Well, 
they could not, really, because the City Council require 
the whole of their plant for themselves, and in some cases 
there is not the reticulation. 

1493. I asked you just now if they had any alternative 
source of supply, and I thought you told me that—you 
said the City Council?—Well, what I mean is this: that 
it is not available to-day if they wanted it against a break- 
down, but if they liked to say, ““We will not take the supply 
from you, but will take it from tlie City Council,” and 
made the necessary arrangements, they could do that. 

1494. But, they do not exist to-day ?—No. 

1495. There is not a supply company from which they 
could get their current supposing they desired to do so, 
other than yourselves?—No. We have an agreement with 
the City Council which gives them the first right over 
any of the consumers in the county of Cumberland. Those 
that we are supplying the City Council have not been 
advantageously placed to supply, and we have agreed to 
supply them. 

1496. You have various agreements with these people, 
carrying certain profits to you?—Yes. 

1497. So fay as the railways and tramways are con- 
cerned, is the current charged to them at actual cost 4— 
The actual cost charges. <A figure has been given, but it 
varies from year to year, and probably is not the actual 
eost. With a large number of people supplied, it wants a 
good deal of accountaney to say what is the actual cost. 
For instance, in connection with the future load on the 
railways, it seems to me quite clear that we shall have to 
adopt a similar method for charging the railways to that 
which we have in connection with the City Council, be- 
cause the cost to the Commissioners will be the balance; 
and if that is an equitable charge—which we think it is— 
the balance is all that the Commissioners should pay. 
Now, that clause that you have there is a somewhat com- 
plicated one, and it will be better understood if I put this 
before you (handing Commissioner a table of figures). 

1498. Well, I do not propose to deal with these agree- 
ments at all. I know they are complicated in a large 
number of cases. I only want to get at the result of yout 
sales outside, and the result of your generating power to 
the railway company. Do you produce a_balance-sheet 
showing your total costs and your total revenue, and show- 
ing the power distribution as a separate business ?—No, 
we have not treated it as a separate business. 

1499. You could give me the figures, could you? 
we have all the figures, but I have not got them now. 
1500. I should like to have them—-say, for 1923 ?—Very 
well. 1 


~Y es, 


Of course, it involves in many cases a number of 
special considerations, as where we have our own high- 
tension feeders running a long distance, and we supply 
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vill be 
made for those feeders, and it has to be a matter of special 
still, that can all 


perhaps to the consumer—in those cases charge 





ecaleulation in a great number of cases: 


be set out and the correct charge against them shown. 
The balance which remains after that is the charge which 


that 
the Commissioners shall carry their correet proportion. 


the Commissioners carry, and of course the idea is 


1501. But, I presume, you have a kriowledge of the costs 
plant ¢ Yes, 
can show the results. 

(502. Is the private supply taken fairly equally from 


of your generating’ it is all available, and we 


both stations at Sydney; or is there more taken from one 
than the other?—At the present time there is much more 
of the private supply taken from Ultimo, because we have 
the only existing plant there. ‘he private 
supply—that is, the City Council supply—was arranged 
when they were in difficulties, and it had to be done at 
short notice, and the handiest connection was to Ultimo; 
so that a power supply of something like 10,000 kilowatts 
to the City Council has been built wp mainly at Ultimo, 
that is, partly 25 eyele and partly 50. 

1503. I see that the largest unit at present at 
your power stations is 7,500 kilowatts ’—Yes, at present. 

1504. And I notice, here, that the cost at White Bay is 
less than the cost at Ultimo ?—Yes. 


50-eycle 


any of 


1505. Although there is not a very great deal of Varia- 
tion between the output at both places, at the same time 
the number of kilowats at Ultimo, the more 
expensive station, is a great deal larger than the number 
of kilowatts at White Bay /—Yes. 

1506. Can you explain that higher cost at all?—Ultimo 
power house was the power house which was built first, 
and it was built on smaller designs originally, and has 
grown. The ‘White Bay power house embodies the best 
designs we know, and as the result of some years of ex- 
perience on the Ultimo plant. Then, again, the Ultimo 
power house, having been originally built to a smaller 
design, it had a smaller type of boiler—the 8,000 bb. boiler 
—and the consequence was that as that grew up we had 
as many as sixty of these boilers there the evaporation of 
each of which is about one-third of one boiler at White 
Bay. Then, again, at that time, on the advice given over 
twenty years ago, it was so designed that it did not admit 
of the installing of economisers, and therefore we cannot 
eet anything like the thermal efficiency of White Bay. It 
has less than three-quarters the thermal efficiency of White 
Bay. The units are smaller on the average. There is one 
7,500, there are five at 5,000, two of 2.000 and two of 2,560, 
against three of 7,000 at White Bay. Then the Ultimo 
units are also of an older type and older design, and are 
not so efficient in their operation. Then, again, the cir- 
culating water is quite a difficulty in Ultimo. At the 
present time we are rather troubled owing to the fact of 
the restricting of it as a consequence of the building ot 
the city railway, which is heating ovr circulating water. 
We are getting an increased temperature, whereas White 
Bay has ample water with quite a low temperature. 


which is 


1507. At Ultimo you have no economisers /—No. 

1508. You have uneconomical boilers ?— Yes. 

1509; And you have a number of smaller units ?—That is 
DO. 

1510. And you have a difficulty with your circulating 
water.—Comparatively, yes. 

1511. Under those conditions, then, I presume you are 
not extending at Ultimo?—No, we are not extending at 
present, but I hope that the Commissioners will later put 
in larger units, because over a million of money has been 
spent there, and at the present time we are spending in 
order to make the cireulating water satisfactory something 
like £130,000 or £140,000 on water ducts. I 
of money. We cannot afford to discard the station, and | 
think that later on probably the Commissioners will put 
in larger units—perhaps four units approximating to the 
latest size we are putting in at White Bay, and put in large 


and C4 onomisers 
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15114. Does that not mean improving the station?—It as we developed and as the public supply must be 50 eycle, 
would mean improving it altogether, because it would then as soon as we could we went to 50 cycle supply. 


pha EE Aiea 
Or 
oe 





i really mean substituting new plant. 1523, Then you are not hoping in time to have a uni- 
i 1512. What you propose to do is to improve the circu- versal 50 cycle?—No. 
ati lating water and to put in larger units and put in econo- 1524, And you are not working in that direction ?—Yes, 
Hid mising plant?—That is so. we are working to make all our additional extensions, so 
Ti 1513. But do you propose to enlarge the station in the far as we can, the 50 cycle. hat is largely in the interests 
ht same way that you ‘are enlarging the station at White of the general public so that cur current will be available 
Hit Bay ?—No. wherever we go in the State for. industrial and publie 
Hi | 1514. Have you anything like that in mind at the pre- purposes. 
| sent time?—No. The site does not admit of enlarging it 1525. I suppose that you have a large number of sub: 


to a modern super-power house, but I think the figures will stations? On this return that I am looking at there are 
tH | probably show that it will pay very well indeed to enlarge twenty-two. Are those in connection with tramways ?— 











ith it to the extent I have said, probably to four units of that Those twenty-two are entirely tramways. That is a list 
Hh gize. of tramway substations. 
ny) 1515. But the higher cost is due to what you have stated, 1526. Yes—have you any automatic sub-stations ?—Yes 
HNE. and do you hope to decrease that at all until you have made — we have eight automatic sub-stations. 
ALE these proposed alterations—will you get a better load 1527. Amongst these ?—Yes. 
ii factor or anything of that kind’—At present we are not 1528. Are they working satisfactorily ’—Yes, they are 
t making the best load factor that might be made of our working very satisfactorily. We are very hopeful of ex- 
Wit combined stations, for the reason that it is inadvisable tending that number and making a big saving. 
it with the present switch gear to tie the two stations together. 1529. You are intending to increase it 7—Yes, and I may 
Hie We are incurring quite a heavy expenditure to put in say that one of my special objects in getting experience 
t i} modern switches which would handle any conditions that in the early stages of the automatic substations was that 
! i could arise with two big stations being connected like that. I thought that was probably the solution of satisfactory 
Wh When we do that we shall be able to combine the two railway working, to be able to work the substations cheaply 
} i} stations, and the improvement in load factor then will be and thus not require such high voltage on the trolley 
H rather in the direction of giving Ultimo a lighter load — wire. 
Mt | factor and transterring as much load as possible to White 1550. There are three substations here—lorest Lodge, 
| Hil Bay, building up the load factor at White Bay because it Prince Alfred, and Meeks-read. Are those also in con- 
{| ; i is aso much cheaper station to operate; so while apparently nection with tramways /—Yes. 
iy Whi ] Ultimo costs may be raised in the future, that will only 1531. They are in course of erection ?—— Y eg, 
ani HT occur with a very definite improvement in the costs as a j 1532. They are for tramways 7—Yes—Prince Alfred and 
il | whole of the current. Meeks-road are for the tramways, but they are part of the 
i 1516. Then you hope to be able to reduce the cost at railway substation. 
1 both stations in the future’—Yes. That is to say, the 1533. Do you mean they are being put up for the railway 
I total cost of the output of both stations—that is, the cost or for the tramway?—The substation is to be erected for 
ti per kilowatt hour, I mean, for the total output of the two the railway and advantage is taken of the opportunity to 
Hi] stations. use that centre for a distribution point for the tramways 
i 15164. Then you are extending White Bay station?—Yes.  *°9 that this loading which is shown on page 5, the normal 
li 1517. And you are proposing to put in there machines Pane shown there, is Tor the units tor the embed > but 
1 Ae tp B2.000 iloweatta Mave im that same building are larger units for the railways. 
Vii ts : - son ; 1534. You mean then that what is proposed here, as 
i] | 1518. Is that on account of the electrification of the rail shown on page 5, are for tramways ?—Yes. 
i way or 18 it on account ot the extended requirements out- 1535. But you are going to use the same substation for 
Mi side the railway ’—It is both. If we had not the city 4 ¢ 





railway purposes in the future?—That is in the case of 


ading we shc ave xte Thi av ty mect the 4 : 
loading we should have to extend White Bay to mect the Prince Alfred and Meeks-road. 


allway requirements as it is the power-] ee aes, tae e : : : - 
rails ay re juirements, but 1s it is the power-house it White 1536. Not Forest Lodge?—Not Forest Lodge. In fact, 
Bay will meet the requirements of the two for not a very 


ged : Prince Alfred and Meeks-road are primarily railway sub- 

great period of years on the present ontlock stations and are being built for railway substations. Of 

course, their function as a railway substation is very much 
more important than as a tramway substation. 

1537. Those will not be the oniy substations connected 


1519. I may have to ask you a question about that later. 
Then part of your A.C. current is 25 evcles aud part 56 
cycles /—Yes. 











1520. And you have transforming stations where you ean with the railway electrification?—No. There will be a 4 
bring those down to secondary voliages for workshops and number of substations on the railway electrification. 
signalling ?—Yes, and for the traction supply. The bulk 1538. You have not given me those at all?—No. 
of the substations, of course, are traction supplies. 1539. Because they are not, I suppose, at present in 

1521. Are you decreasing the 25 cycle and increasing Course of erection’—We are proceeding with them. I 
the 50 cycle?—We are increasing the proportion of 59 think on page 6 we have given them, and the plant for 
cycle, but we are increasing the absolute output of 2% those has been ordered. 
cycle because the Prince Alfred Park substation is 25 1540. I will come to those directly. In the meantime, | 
cycle. these are partly for tramways and partly for railways?’— 

1522. Are you decreasing the 25/—No. Weare inereas- Yes. 
ing the actual output of the 25 because we are putting 1541. I notice that you have storage batteries ?—Yes. 
in two 18,750 kilowatt units at White Bay, which will 1542. Why do you have those?—Those storage batteries, 
add 37,500 kilowatts to the present 21,000 and bring ut when they were out in, showed very good figures indeed | 
$e2 4otal to 58,500 kilowatts for the two reasons that the for tramway work. Lead was cheap then, and it was very 
aersways, which are entirely 25 cycle at present, are in- ‘economical indeed to save in generating plant and high- 


"=zasing year by year, and portion of the railways will also — tension mains, and substation plant, to carry the peak of 
pe 25 cyele. Of course, I might say that had the art been the tramway load on the batteries, and also the batteries 
sufficiently advanced when we first put out plant in, wher were used at night time to obviate the necessity for staff 
we put in our 25 cycle, it would have been preferable te being on duty. But of recent years and during the war 
put in 50 cycle, and we should have put it in. Reliable lead went up to such a price that it became impracticable, 
converters for railway supply were not available om 50 and to a large extent it was good finance to drop them out 
cycle, and therefore the 25 cycle was being installed at that of use. The price has gone down again now and we are 
time practically all over the world on that account, but renewing some of our batteries and really, to some extent, 

















re-starting our battery practice, though probably they wi'l 
never be used generally unless there are some very radical 
changes in the outlook. There is no probability of their 
being used to the extent they were before the war. 

1543. You deal with those for the peak loads; that is 
what you had them for?—That is what we had them for 
originally and as a stand-by. 

1544. But you do not propose to increase those ’—Not te 
any extent, no. 

1545. These four substations—I see you have got Prince 
Alfred and Meeks-road over again here?—Yes. 

1546. Are these five substations the only suwb-stations 
which are proposed in connection with the electrification 
of the railway ?—With the Hlawarra line, that is all that 
is in hand at present. 

1547. Over what area does that extend ?—I have for- 
gotten the mileage out to Waterfall for the moment. 

1548. But it is the first section that you are dealing with ¢ 
—Yes. It is the main South Coast line and the Banks- 
town line also. 

1549. I think we had better leave that, because we shall 
want some information about the electric railways, and 
then I think we will bring this question of sub-stations 
into that. I was going to ask you some questions about 
this 25 cycle and 50 cycle in connection with the sub- 
stations, but I think I will leave that until we deal with 
them in connection with the railways’—Prince Alfred is 
25 cycle. All the other four are 50 cycle. Prince Alfred 
is in the city, and the bulk of our city service is 25 cycle. 

1550. And that is the reason?—Yes. We had a certain 
amount of the 25-cycle generating plant for it and at an 
earlier stage we started putting im larger 25-cycle units. 
The 25 cycle unquestionably has advantages for sub-station 
work and Prince Alfred being our biggest sub-station 
there were advantages in having it and no special dis- 
advantages. 

1551. Is there no disadvantage in not having uniformity ? 
~—That is the only disadvantage. One would prefer to 
have it all 50 cycle but we cannot do that entirely because 
we could not alter it on the trams. We have a big load, 
which must remain as 25 cycle. 

1552. With regard to the coal that is charged for your 
power stations, I see you give the average cost at Ultimo 
and White Bay. Is there anything in that charged to the 
carriage of the coal?—Yes, we are charged with the car- 
riage of the coal. 

1553. I see on page 8 of your memorandum that you 
are enlarging your power station at White Bay in order 
to deal with the bulk requirements of the City Coun- 
cil—their future requirements—and it appears that 
the whole of the extension which you are making now 
will only deal with their requirements up till 1930, the 
estimates for 1930 being 70,000 kilowatts?—Yes, and as 
far as our estimates for railway consumption have gonc 
up to the present, that will be the capacity of plant which 
we shall be able to provide together with the railway 
requirements. ‘That is to say, we shall ibe able to meet the 
visible railway requirements and that 70,000 kilowatts. 

1554. It rather appears from this, though, that what you 
are putting in now is intended to deal with the future 
requirements of the City Council. Do I understand you 
to say that what you are putting in now, the enlarge- 
ments, are intended to deal with the future requirements 
of the City Council together with the future require- 
ments of the railway ?—Yes, and thé City Counceil’s addi- 
tional requirements comménee with 7,080 kilowatts next 
March, so their demand comes first in point of date. 

1555. But what you are doing is intended to deal with 
both?Yes. 

1556. And will deal with the requirements, so far as you 
ean see, until 1930 ?—Yes. 





1557. Have you at present in your expectation any fur- 
ther power-houses than these two?—-Yes. I -have given 4 
statement to the Commissioners showing the require- 
ments, so “ar as they can be estimated, up to the year 
1937, ) . 
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1558. And would that mean a new power-house alto- 
gether, or extensions over the present?—It means a large 
new power-house. 

1559. Further away ?—Yes. Our proposal was a power- 
house somewhere on the South ‘Coast, in the coal district, 
convenient to the circulating water, of a capacity of 
300,000 kilowatts. 

1560. With regard to Newcastle, you have a power 
station there with an output of 27,232,808 kilowatts, and 
your equipment at the present time is 14,000 kilowatts at 
a cost of -4564?7—We have one 7,500 and two 2,500, and 
one 1,500 kilowatts, 25 cycle. 

1561. That is at present?#—Yes. There is also a 2,500 
k'owatt 50-eyele unit and a 7,500 kilowatt going in. 

1562. At Neweastle you are changing your steam trams 
to electric ?—Yes. 

1563. And for that purpose you are enlarging your power 
station there ?—Yes. 

1564. To what extent are you enlarging that?’—We are 
putting an additional 7;500 kilowatt unit there at present. 

1565. And will that deal with your expected electric 
tramway ?—Yes, that will deal with the visible load for 
some few years. 

1566. Do you hope then to reduce your costs?—I am 
confident we shall. Of course, we supply the entire city 
there, as well as the cities of Maitland and ‘Singleton, and 
their service will grow. We also have an industrial load, 
and that promises to grow, partly depending upon the 
money that is made available to the Commissioners to 
instal plant. 

1567. Then the present power-house, together with the 
extension, will supply the tramways of these municipalities 
of Maitland and Singleton ’—Yes. 

1568. I should like also, if you will Jet me have it, a 
balance-sheet for Neweastle as well as ‘Sydney ?—Yes. 

1569. Now I will deal with your workshops. Your prin- 
cipal workshops, in which you deal with all your electrical 
work and tramway work, are situated at Randwick?— 
Yes. 

1570. Are these workshops self-contained or do you get 
any help from Eveleigh—We get some work occasionally 
from Eveleigh. We get castings from Eveleigh. 

1571. Metal castings ?’—Yes, iron. 

1572. All the non-ferrous castings you do yourself ?— 
Yes, but the ferrous castings we get from them, and the 
work we do ourselves. 

1573. At the beginning of the financial year you put 
in estimates of the amount that you require in money 
to carry on for the ensuing year?—Yes. 

1574. You send those in in June?—Yes. 


1575. Do you send them to the accountant /—Yes. 





1576. Then do you get the amount of money which you 
ask for as a rule?—Ave you referring to working expenses 
or loan? 

1577. I was referring, in the first place at any rate, to 
maintenance and renewals—that is, ordinary revenue 
expenses ?—Generally I get most of them. 

1578. I understand that the estimates are not finally 
passed and agreed to until October ?—Yes. 

1579. Between June and October, does that mean at 
all that any of the work in your shops is kept back, or 
are you kept fully going all the time?—That applies more 
to the loan work. 

1580. I am still on the maintenance and renewal?—I 
do not think that that affeets our shops much as a rule, 
because I think I get most of my running supplies that I 
want. 

1581. You mentioned loan. That, of course, is capital 
account ?—Yes. 

1582. Have you in mind at all the capital account for 
renewal of tramway cars, or are they renewed out of 
revenue ?—There is a special fund that I am not too con- 
versant on the finance of, but still the renewal of tram- 
cars, the building of new tramears in the place of. old 
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up on occasions for want of funds. It does not go as 
rapidly forward as the programme has been laid out on 
occasion. 

1583. Would you charge anything to capital account 
unless it was an increased number of cars. You have at 
the present time 1,600 cars ?—Yes. 

1584. Would you keep those up our of revenue; that is 
to say, when they require rebuilding, would they be re- 
built out of revenue?—We renew a new car entirely out 
of revenue as it takes the old car’s number and takes its 
place. All those questions are dealt with by the Commis- 
sioners personally, whether any given charge goes to 
revenue or to capital charge. Of course, where a car is 
built in place of another car and takes the number of the 
old car, in that case obviously, I take it as a matter of 
course, it must be charged to working expenses. 

1585. Then, whenever you build a new ear, does it take 
the place of an old car unless it is for an increased ser- 
vice?/—Oh, no. We have built a number of new ears that 
have not taken the place of old ears. 

1586. For the same service?—It has gone in generally. 

1587. Does it increase the number of cars that you have 
without increasing the lines which they run over?—Yes, 
we have increased our number of cars. In fact, they do 
not go together. The Tramway Traffic Manager says when 
he wants more cars, and more cars are furnished really to 
meet his wants. Occasionally, when a new line is built, 
that line is charged with a certain number of cars. ‘The 
Minister is told when the line is being considered that a 
certain number of cars wil! be required for that line and 
that line is charged with that number of cars. 

1588. What is the average life-time of your cars?—It is 
rather hard to say, because the great bulk of our service 
has only been in service twenty years, and we are only 
just beginning to lose some of the earliest of them. When 
I say twenty years, the city service started in December, 
1899—that is just on twenty-five years ago—and nearly 
all of the old box four-wheel cars have been displaced. 
That is the old-fashioned cars in which we had about 
twenty-six people facing one another. Then the eight- 
wheel cars that we were looking at at Randwick the other 
day, as a matter of fact they went into service in 1900 and 
1901. They have been in the service twenty-three and 
twenty-four years, and some of those now are being re- 
built and sent to Newcastle, 

1589..Are you talking about car bodies now ;—how long 
has your electric service been in use?—The electric ser- 
vice in the city? 

1590. No?—I make the difference because there were 
one or two insignificant lines once before. There was one 
first at Waverley, and there was one over at North Shore, 
started about 1894, and they increased in number over at 
North Shore. Then there was a line started in 1897 down 
at Rose Bay, about a dozen cars. Then our main service, 
that was the George-street line, the first electrified city 
line, was in December, 1899, and that is when the ereat 
bulk of these present cars were built. | mean, that is 
when they started being built. The older cars become 
obsolete rather than worn out. We did not reach our 
eighty-passenger car until nearer towards 1910. That is 
the big seating capacity and low step. Those we are hop- 
ing will last us over twenty years. 

1591. Then you have no experience at the present as to 
the life-time of these electric cars and equipment exeopt 
obsolescence ? Exeept obsolescence, and as we hope that 
obsolescence will not operate on these we are hopeful that 
these will have a life of over twenty years. Of course, I 
might say that that applies more to the car bodies than it 
does to the motors. The equipment probably will become 
obsolete earlier. 

1592. How is that obsolescence goine to be dealt with 
annually as the time arrives, or have you any sort of 
reserve fund in anticipation of it?—That is a matter of 
the general policy of the railways, but as it has been done 
the material has been ordered, For instance, we have 
erderéd hundreds of néw westoras to replace the old ones 





The charges have been distributed by the Chief Accoun- 
tant over certain periods subsequently. A number come 
out at one time and they take some months being put into 
place, and the Accountant charges those somewhat simi- 
larly to the arrangement in connection with the throwing 
out of big power plant. 

1593. And you deal with those annually from year to 
year ?—Yes, that is dealt with from year to year. 

1594. And it is quite possible that you may arrive at a 
time when you will have to do a large amount of renewals ? 
—Yes. 

1595. It would not average itself out to an equal expen- 
diture year by year?—No, and that is partly due to the 
fact that finances are not given to us. I made a recom- 
mendation a number of years ago to another body of 
Commissioners to replace a number of motors very expen- 
sive in upkeep. They were not replaced for a number of 
years, and the war came on and the prices became almost 
prohibitive for replacing them. However, -they became 
so bad that a number had to be replaced. Then in that 
case it makes it a somewhat uneven charge. 

1596, Do you ecnsider your shops are well equipped with 
machinery ?—I think so. We are improving them from 
year to year. 

1597. Do you get all the machinery that you ask for?— 
Yes; not always, but generally. I think recently, in Mr. 
Fraser’s time, we have mostly got what machinery we 
have asked for. 

1598. Then you are quite satisfied with the machinery 
as it stands in your shops?—We have some old machines 
that we do not see our way to replace. It does not look 
economical to replace them at present. 

1599. The value of your machinery I see is practically 
£150,000 ?—Yes. 

1600. And you have expended in the last ten years 
£44,500 ?—Yes. 

1601. The bulk of that was expended in 1922, when you 
appear to have got a considerable amount of new 
machinery ?—Yes. 

1602. With regard to your stores, are they under you 
or are they under the Stores Comptroller?—The stores 
generally are under the Comptroller ?—Only small running 
stores are under my officers at the different locations. 

1603. And anything that you make in the works that is 
not absolutely charged off to some particular order is put 
into the stores?—Yes, except the running material that 
they are using in the shops themselves in connection with 
the repairs. 

1604. That is made to a particular order?—Yes. 

1605. But I presume that you do make stores for re- 
pairs ?—Yes. 

1606. I mean to say you do make certain material into 
parts for repairing purposes which cannot be charged off 
and those go into stores to be taken out again by you 
when required ?’—Yes. That, as I understand it, is the 
material I was trying to describe that is used in the shops 
as they are going along with their repairs. 

1607. Because I notice that you say here that you make 
quantities of each item for stock which are used as re- 
quired for repairs ?—Yes. 

1608. It is those items which I am speaking of ’—Yes. 

1609-99. When you make quantities for stock which are 
used afterwards for repairs, do they go into stores ?—I 
would rather the works manager answer that question. 
We certainly make large quantities of material which is 
used subsequently, which goes tc the Comptroller. The 
Comptroller takes them over. Just the line between them 
and which of the material the works manager puts into 
his own stores J could not say. There is a certain amount.’ 
T take it it is mainly the smaller material of the smaller 
value which he puts into his own stores and uses as he 
wants, but the large quantities, running into big figures, 
are taken over by the Comptroller and issued by the 
Comptroller again to the works manager as wanted. 

1700. Can he make quantities of items for stock and 
keép thém himself undér his own e@ontrol and use them, 














when he desires? 

quantities of small 

are not very large. 
1701. However, your stores, with the exception of small 


I should say that only applies to small 
value, because the stores that he has 


ones, are under the Stores Comptroller’—Yes, right 
throughout the service. 
1702. You have a very complete system of gauges in 


your works ?—Yes. 


1703. Do you work to standards throughout /—Yes. 

1704. Therefore the work is interchangeable ’—Yes. 

1705. Does that apply to all your work, or only to the 
tramway work—you see, you have signalling and you 


have other things?—Yes, generally to all our work, but t 
eannot say with all the works with the same precision as 
the tramway works. 

1706. And you find no difficulty 
that way?—No. It is an advantage. 
1707. A great economy ?—Yes. 

1708. I notice that you have given up colour painting 
and instituted enamel painting ?—Yes. 

1709. Was that for purposes of economy, or was it 
bility ?—It was both. It is economy and durability, 
keeps the ears not so long out 

1710. Do you think in every way it is an advantage /— 
Our experience so far is; we that it has 
been quite a step in advance. 

1711. Is your timber bought by yourseli or by the Comp- 
troller ?—By the Comptroller. 

1712, Is it timber which you have specified ?—Generally. 
1713. Is it inspected by you betore being purchased, 
afterwards ?—Our officers certainly do a good deal of in- 
spection, but I could not say they inspect al] the timber 

that is bought for the tramways. 


dealing with it in 


dura- 
and it 
t of service. 


feel quite sure 


1714. I suppose somebody inspects it¢’—Oh, yes, it is 


inspected. 

1715. Then you do not know whether the ins spectors are 
under your supervision or under the supervision of the 
comptroller ’—There is a lot of inspection which is done 
by my foreman car-builder. 

1716. Is that after you receive 
inspections, but I am not very sure of my ground there. 

1717. You do not know whether that is at the request 
of the comptroller or not?—No, but I do know that the 
timber receives a very thorough inspection. 

1718. However, you are satisfied with it when you get 
it?—Yes, for the most part, but when we are not we reject 
it. 

1719. And you work on a bonus system to a large extent 
in your shops, and you specify what timber you require? 
—Yes. More than half the men are working on the bonus 
system now, which we are graduaily extending. It 
sents many difficulties, but we have a special staff on who 
are endeavouring to make an art of it. 





it?—Ile goes for some 


pre- 


1720. I notice that you have a system of what you call 

eadets”’ in your shop, and I judge from your memo- 
randum that they are intended for higher class work— 
something above the workman class?—Yes, I think there 
are about fifteen in the service now—though that is only 
a guess. 

1721. Your works manager it -—-Oh; 
no! It comes through my hands, but they disappear int) 
the service. It has been a advantageous system. 
Onee a year we have an examination, and it depends 


knows more about 


very 


largely upon the result of that what we think of ‘these 
fellows when they present themselves 
1722. Is it an examination of apprentices¢—No. The 


examination is advertised. They have to obtain the leav- 


ing certificate, and then they are required to sit for a 
special examinstion for cadets. One of my ofticers—a 


highly-qualified graduate—takes charge of that. It is an 
examination in general engineering and electrical work, 
and physics. 

1723. Is that an examination which earry out, 6: 
is it in connection with one of the universities ?—It is ear- 
vied out by the department at the Railway Institute puder 


’ 


you 


- - a < * 
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the same conditions as other examinations. We adver- 
tise for candidates, and put them through two examina- 
ae, 

And you select a certain number from those can- 
didat ates ?’—One as a rule. 

1725. I see their course is somewhere about two and 

half years?—It may extend to five. They can come in at 
16 and stay for one year after 21. They are not at the 


Randwick shops alone. 


726. The passage on which I noticed it is page 28 of 694, 


This puts the months in the various shops, and it totals 
that two years and eight months, but you say they can 


go on for five years?—Yes, because the Randwick training 
is only part of their They are also given 
telephone and lighting and in the power-house 
and the sub-stations. This is the works manager’s report, 
and that is all he has to answer for. 


experience. 
training 


1727. What happens after those two and a half years?— 
They go through a similar set programme on the power 


side. They go through all the other sections of the 
department. 

1728. Then do you select from those cadets officers for 
vacancies ’—Yes, they gravitate almost automatically 
useful officers. The good ones who have been under dif- 
ferent officers are applied for by those officers, and they 
have made some of our best men. 

1729. Do you guarantee them work?—No, but I do not 
think we have ever turned any cadet off. In some cases 
cadets have aie gravitated to quite subordinate posi- 
tions, because tley have not shown qualifications. 

1730. With reg A to your tramway system, do you get 
out any costs which guide you in deciding whether or not 
economically ?—Yes, 
made out every month mile, and per thousand ki 
watt hours. All our divided into headings. 

1731. How do you judge whether it is good or otherwise? 
——In, 4 good mahy cases we have comparisons with other 

parts of the world; but in recent years, I must admit, that 
we have compared them with our own results and en- 
deavoured to eee our results all the time. These 
things can only be judged by comparison with one’s pre- 
vious results, or with outside results. Outside it 1s very 
often the case that the conditions are yery divergent. 

1732. You have to allow for that, but you have been 
comparing with your own self as to whether you are mak- 
ing an improvement or not ?’—Yes. 

Iie And, 
Jae ?—Yes, I think we are improving almost everywhere; 
but if not we know the reasons and provide against them. 

1734. Could you 
figures ?—Yes. 

iL7e3: Or D. 
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you are working complete costs pre 
per 


costs are 


so far as you are concerned, are you 1mproy- 


1 let me see some of those comparative 


[ suppose your labour eosts are high as compared 


-Y eg. 

ale(ia Gs 7 you doubled them, would that be a good com- 
parison, roughly speaking’—I should not hke to say, 
because the conditions in England change so rapidly. A 
little while ago English 
it looked as if we had a chance of 
but now the English costs are apparently 

"37. I do not think so# 
machinery particularly have come down very materially. 

1738. Beeause the English manufacturers are 
to work at a very great deal less profit than they have 
before; but, as a matter of fact, in the electrical industry 
the wages haye quite recently increased /—There has been 
a very substantial drop in the prices of large units, gene- 
rators, and that sort of thing. | not in mind what 
would be a fair increase to put on English labour charges 
to bring them up to the rates here. 

1739. So far as 
is not that amount. of 
put there is in others. 
frequently; and owing to the numerous aw ards the depart- 
n regard to adjustments of wages 
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and soon, over which we have no control, 


se in Britain ?’— 


labour costs were very high, and 
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1740. And the only advantage you are able to get is by 
some bonus system which you are using largely in your 
shops ?—That is so. 

1741. You are satisfied that your costs are on the de’ 
crease /—Yes. 

17414. Sir SAM FAY: I gather from an answer that 
you gave just now that you have occasionally been held 
up on renewal work by reason of financial stress ’—Yes, [ 
think I mentioned particularly the renewal of rolling- 
stock. We have been told that we could not have the 
money. 

1742. Recently /—Yes, I think in connection with the 
additional cars for Newcastle. - The Chief Commissioner 
informed me that we could not proceed on the lines we 
had laid down at the rate at which we had beeen working. 

1743. Was that on renewal account or loan account /—-I 
have a litttle difficulty there, because we are really renew- 
ing cars, but in place of those we are building new ones. 

1744. That was surely on loan account?—Yes. the new 
ear, I presume, is charged to loan account. Anyway, we 
have an additional car, 

1745. Is that the only 
think of any other in connection with renewal or main- 
tenance where we have recently been held up. I men- 
tioned the case of renewal of motors. There is no doubt 
that in some of those cases the inability of the Commis- 
sioners to replace old equipment has beeen owing to finan- 
cial reasons. There would be more instances of that kind, 
because we have had obsolete equipment at various times 
which I pointed out that it would be very advantageous 
to replace, but I was informed that the money was not 
available. 

1746. That is to say, you have gone on with an ineft- 
cient machine in place of a new one which would have 
saved you a good deal of money ?—That is so. 

1747. Does the Auditor-General cheek your deccounts ?— 
I understand so, though he does not deal with me. We 
have an accountant for our department. 

1748. Is he in any way under the Chief Accountant ?—— 
No, but he is answerable in his methods to him. 

1749. I think you said that when you get a new tramway 
line the vote that you get covers the necessary cars to run 
that tram line?—Yes, though perhaps 1 had better be 
careful here, because there was some suggestion at one 
time that the rolling-stock should not be included, and | 
do not know the present practice. 

1750. You are responsible for the telegraph instruments 
all over the railway ?—Yes. 

1751. And you have to send men out to remote parts of 
the country ’—Yes, but it requires very little attention. 
They are Morse instruments, and we are not responsible 
for the wires outside. 

1752. Would there be any difficulty in your being re- 
lieved of that?—I do not think so. . 

1753. You are sending men out, and the Signal Super- 
intendent is doing the same? You look after instruments 
on one side and he on another, and he looks after the bat- 
teries on one side and you on another?—There is very 
little difficulty about that. There are only two men jn 
the whole service on it. I offered to transfer them to Mr. 
Byles some time ago, but nothing was done. 

1754. You have a very nice programme of new works in 
view, but are they all sanctioned ?—The majority of them; 
but some have not yet received the Commissioners’ ap- 
proval for the expenditure of the money. I keep the 
JSommissioners advised as far ahead as possible as to what 
is involved in each step. 





sase you have got?—IJ cannot 


1755. Have you a programme of construction for sane- 
tioned works ?—Most of those have a certain time in which 
I undertake to do them when they are passed, that Is, on 
the assumption that we get the money. 

1756. Have you ever been held up in the contract in 
the construction of works on account of shortage of 
money?—Very frequently. We may require a Jarge 
amount of money to spend on a sub-station, and T say 1 
will spend if in a certain financial year. Perllaps the 





money does not come forward, or the building is not 
completed within that year, and JI dare not order the plant, 
because it is very heavy material and must be properly 
housed. Consequently I hold back my orders until there 
is a prospect of erecting it, and frequently a substantial 
delay is caused. 

1757. Does not that mean waste’—It means that that 
service is not available then. 

1758. Have you ever had to stop building when half- 
way through?—I should not like to say in regard to 
building. Mr, Cowdery builds for the tramways and Mr. 
Ranken the railways. We do not get the buildings when 
we expect them, but we are not responsible for that. 1 
know what I want inthe building, and give the plans, and 
they do the architectural work. I know that the buildings 
have not been completed to time in a number of cases. 

1759. Can you give us a programme for five years ahead, 
showing what has been passed, so far as your department 
is concerned ?—Yes, but take the railways. I have an 
idea what power will be required on the railways within 
the next five years. If the money does not come forward 
for our anticipated requirements the work will not be 
done. 

1760. I am assuming that all this has been agreed to, 
and that Parliament has passed it?—They have passed 
electrification, but have not passed the money which will 
enable it to be done. ‘This is a little outside my realm—- 
but the Commissioners must get the money each year 
which they are going to spend in the following year, but 
if they do not get it they cannot give the officers the order 
to go ahead and incur expenditure. 

1761. In the organisation of your department cannot 
you look further ahead than one year’—We do, to some 
extent, because occasionally we have to place orders that 
vill not be executed in less than two years. I think the 
Commissioners in that case take the risk. 

1762. Do you not find it extremely inconvenient to be 
held up?’—In some cases it is, and we have on occasions 
been short of power. 

1763. But you are quite unable to get out a programme 
for your own purposes to cover a longer period than one 
year ‘—We cannot do. so with certainty—that is, in connec- 
tion with new works. Of course, I get out my programme 
just on the assumption that I shall get it. I prepare my 
programme for more than a year, with the knowledge that 
if the money does not come the programme will not be 
followed out. 

1764. Can you give us a programme for the next five 
years of works that have been passed?—It depends upon 
what you mean ‘by that. The White Bay power-house has 
been built, and the Commissioners are completing the 
building, as you saw. At present we have two 22,000 
kilowatt units on order and two 18,750. J have received 
approval for calling for tenders for another 22,000 kilo- 
watt unit, and they have been called. Whether the Com- 
missioner will have approval for that money or not when 
we get those tenders I do not know, but I have every 
expectation that they will. Then there is room for two 
more units after that to keep up this contract with the 
City Council, in regard to which a special Act was passed 
to enable us to enter into it. We will require the other 
units following almost annually. The policy has been 
approved by Parliament, and that agreement was autho- 
rised by a special Act. I have a programme laid out, 
showing that all those will be in service before 193 

1765. If, for any reason, the electrification of the rail- 
ways is held up, your power will not be required ?—Not all 
of it, but a good deal will be wanted for the City Council, 
Within a few months it will be necessary to take the pre- 
liminary steps for the new power-house. 

1766. Is the question of the '\City Council supply more 
important than the supply to the railways for electrifica- 
tion Oh, no; but di mean they are both required, and if 
the Government did not give us the money for the City 
Council it would be a very serious position indeed, becauge 
the whole city is depending on us now. They are net 
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building now, and if we pad to run the city supply short 
for industrial and public purposes it would be a bad thing. 
It seems to me that there is an obligation. The position is 
a little unsatisfactory. The Lord Mayor saw the Chief Com- 
missioner on this very point—what is their position if the 
Government will not give the Railway Commissioners the 
money to carry out this contract into which they have 
entered? Either must give five years’ notice of termina- 
tion of this agreement in this, so we are responsible for 
all that is involved in the necessary power-house pro- 
vision so far as it concerns the City Council for the next 
five years at least. I drew out the 1937 diagram, showing 
what was wanted, and it showed an expenditure of some- 
thing over six millions in that period. That means that 
the new power-house must be erected by 1930. <As the 
site has to be selected and all arrangements made, it will 
be seen that it is certainly desirable that a start should 
be made next year with regard to the preliminary steps. 
We are asking for an undertaking to the Commissioners 
that would enable them to carry out their contract with 
the City Council. A qualified approval has been given 
that the Government will stand behind the Commissioners 
up to the completion of White Bay, which is a direct 
undertaking to supply that cavital. Within twelve months 
the matter will have to be further considered, because the 
Commissioners will have to come within the five years 
period. If they did not get the undertaking from the 
Government it would mean that the Council would start 
a power-house of their cwn, which would be very re- 
grettable. 

1767. I take it that in all these things you have given 
the Commissioners an estimate of the cost and the date 
within which you will complete ?—Yes. 

1768. Sir VINCENT RAVEN: You have had a con- 
siderable section of research work, which appears to have 
been carried out very thoroughly. I understand you do 
some research work for Mr. Lucy ?—Yes. 

1769. Is this research work charged to general charges, 
or how do you apply the cost of this investigation ?—I am 
afraid I should have to ask my accountant about ‘that, but 
I assume he would charge them to the work with which 
they are connected, though, in some eases, it is difficult 
to do that. 

1770. Have you any idea of the actual cost attached to 
that department?—No. It has been a rapidly growing 
one, and the man we have in charge has proved so useful, 
owing to ‘his exceptional ability in a number of special 
investigations, that his work has grown very rapidly. His 
staff has been rapidly increasing, and is to-day probably 
50 per cent. greater than twelve months ago. JI think Mr. 
Lucy is now establishing somewhat similar conditions in 
Eveleigh. He has an investigator, though I do not know 
what class of work he takes. 
less of his work in future. 

1771. Of course, it is difficult to put into money value 
what you are getting out of a department of this kind?— 
Yes. Owing to the fact of his having been able to 
make a satisfactory pinion during the war we were saved 
from a very great difficulty. We could not get pinions 
from anywhere, and the one we are at present making is of 
a better class than we can buy. 

1772. I quite realise the advantage of a research depart- 
ment of this kind, but I should like to have some idea of 
the actual cost?’—Very well, I can get that. 

1773. Outside your shops in connection with your tram- 
way system you have a number of car sheds ?—Yes. 

1774. Can you tell me how the stock is dealt with there? 
—-They are inspected every other day. They have a short 
run and a long run alternately. Inspection is thus pos- 
sible in daylight. The effort in the ear shops is to do 
nothing in the nature of workshop wevk, but to replace 
parts, and when anything more is revuired to send the 
ear to Randwick. We have a very small skilled staff in the 
var sheds. 

1775. Do you keep separate costs in connection with 
that ?—Yes, the costs of the parts are kept separately. 





Possibly we may be doing 
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1776. Are they drawn out of your stores?—The Con- 
troller has a store at each of the car sheds, which is 
entirely under him. We have a staff of about 600 con- 
nected with this ear shed work. 

1777. But they deal entirely with the running work, and 
any repairs which are required are sent in to the Rand- 
wick shops¢’—Yes, except ordinary replacements. 

1778. I think I shall probably have to ask you for the 
cost of the car sheds and the staff outside?—The overall 
costs, or the costs per car mile. 

1779. We ean work out the costs per car mile if you will 
give us the overall costs, because none of your costs appear 
in the actual statement?/—Very well; they are prepared 
every month. 

1780. You deal with all the electric lighting and supply 
the energy and do the repairs, and I suppose you charge 
to that particular section the energy which they use at a 
certain figure ?—Yes. 

1781. Where are the lighting repairs done?—We have a 
special depot at the Central Railway Station for small 
repairs, and any serious work is done at Randwick. 

1782. You buy the great bulk of your fittings outside on 
contract?—Yes. Where a specification is required we 
make one, but a good many things are standard articles in 
connection with this equipment. Radiators are standard 
articles. As regards service transformers, we make our 
specification out, which has to be complied with. 

1783. I suppose you test most of these things, even the 
lamps ?—We test the lamps for efficiency, and, of course, 
every transformer to see that it is all right, but we only 
test samples of the lamps. That is done very elaborately 
at Randwick for candle-power and efficiency. The light- 
Ing section is a considerable one, and it is entirely under 


mse. 





1784. Do you have the lighting of the carriages under 
you?’—Yes, except that under the new arrangement the 
Chief Mechanical Engineer takes over all the rolling- 
stock, and I only act in a consulting capacity. He will 
have the lighting of the electrically-driven carriages. 

1785. What about the steam stock?—That is all under 
me. The new electrical stock is under him, but he uses 
me as an electrical consultant. 

1786. He consults you with regard to the train equip- 
ment and lighting and everything ’—Yes. 

1787. Are the cables, &e., under you ?’—Outside from the 
trolley wire to the power-house it is mine, and all the 
cables and mains are under me. 

1788. And the pole erection with regard to the eleetri- 
fication ?—As to those big steel masts, the mast erection 
is being carried out by the Engineer-in-Chief for Exist- 
ing Lines, and I erect the cables and wires. We are mak- 
ing some of those poles in Randwick works. The cables 
are under me. 

1789. And all the rail bonding?’—The rail bonding is 
under the Signal Engineer, but I make the bonds. Then, 
of course, the rail bond has to meet my requirements. 
That is a ease where both officers are concerned, because 
he has to have the transformers and the circuits and so on 
to complete his signal system. We have to work in con- 
junction. J have nothing to do with the electric signalling. 

1790. Can you give us any reason why that is separate 
from the electrical department?—It was my _ proposal. 
When Mr. Johnson came out I pointed out to him that 
the interlocking was in the hands of the interlocking 
engineer, and all the electrical services in connection with 
the interlocking and the signalling were in my hands, and 
that it was frequently the case that repeaters and so on 
connected to his points and other apparatus wanted at- 
tending to. Two persons being responsible, it was quite 
possible that there would have been a disclaimer of re- 
sponsibility under certain circumstances which would 
have caused trouble. It was not advisable to have two 
connected systems of interlocking and two different 
officers responsible. I pointed that out to Mr. Johnson, 
and shortly after that he decided to eall for the Signa! 
Engineer. It seemed to me that that was the only course 
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open unless I was prepared, and the Commissioners were 
prepared, to give me the points, wh ach I certainly did not 
desire to undertake. When the Signalling apes eame 
out, I transferred my senior ioe and very | ighly 
qualitied officers, to him. They had ‘specialised in th: 
work, and since then that work has grown a great Eh e 

1791. Then he does not use you as a consultant in coti- 
nection with it?—No, though he refers to me sometimes. 

1792. Would he call himself a qualitied electrical engi- 
neer, or does he rely on the staff which you transferred to 
him ¢—I would rather not say. 

1793. I notice that in connection with the workshop you 
have stables for forty horses; for what do you use them ? 
—For the tower waggons and tip-carts and pole removing, 
for taking the cables about and carting conerete and so 
on. A lot has to be taken by road in connection with the 
tramway service, 

1794. But the railway service could be moved about on 
the rails#—Some of the material is advantageously taken 
about on the roads. 

WITNESS: I should like to say that although Mr. 
Byles, as far as | know, had not done very much electrical 
work before he came here, he was a signalling expert, and 
I know that now he is quite conversant with his system 
and with the electrical circuits at the railway station. | 
know my officers have been useful to him. No doubt he 
has learned a great deal about the electrical work since 
he came here. 

1795. Sir VINCENT RAVEN: Have you workshops 
in connection with the cable department ?—Yes, at Leich- 
hardt, though they are not elaborate. J like to make all 
those outlying shops as small as possible, and only earry 
out detailed work. J find the besetting sin of nearly all 
engineers is to get a workshop if they can, and it has been 
a battle to keep the workshops down. As soon as I find they 
are building up a shop to any extent I get thework trans- 
ferred to Randwick. It is advantageous to have one or 
two blacksmiths there for doing special little jobs that 
turn up in connection with overhead line construction. 

1796. You have anticipated my question, but you believe 
in concentration as opposed to decentralisation ?— Most 
certainly. 

1797, I see that you have a large mileage of cables to 
deal with. Are those bought outside on a specification 
through the Stores Department?—Yes, though at one 
time [ dealt with them all direct. I issue the specification 
and deal with the tenders and acceptance and BE a 
The Comptroller’s part in connection with the special 
. technical things of that kind is mainly that the 
contract is in order, and he passes payment for stocks. 

1798. With regard to the telegraph section, Sir Sam Fay 
put a question to you and I see that 
—Yes, at Redfern, employing about thirty-five hands. 

1799. Is it contemplated that they should take your 
Randwick workshops in future to Chullora?—Oh, no: 
not the Randwick shops; 
the tramways. 


seeing 


you have a workshop ? 


it would be very inconvenient for 
There is room for extension at Randwiek 

1800. Then would not this little workshop be better there 
than detached somewhere else?—They do a great deal 
incidental railway work whieh has been advantageous, 
but it might be worth considering transferring the bulk of 
their work to Randwick. That has been a special class of 
work which has grown up, and it works very well. 

1801. You have another department here which appears 
to me to require a little explanation as to why it should 
be under you; the repairs and purchasing of clocks and 
watches, typewriting machines, and so on. I should have 
thought that the Stores Department would be the people 
whe would deal with all that, and perfectly able to do it. 
You do not repair them, but simply get them done outside 
on contract ’—Yes, we have a man who takes the contract, 
and we find that cheaper. At times the department has 
undertaken it, but we have gone back to the contraet 
systerk. k wants somebody to leok after it and check it. 
Tt.is & troublesome Jittles job, but there is not much -in it. 


1802. All those things are done outside?—They are done 
in a shop within a few yards of my office, and my chief 
clerk handles that work, and keeps stock of the clocks and 
watches, and sees that all the different departments are 
supplied promptly, and checks those cases where the 
watches and clocks are abused, and sees that the contractor 
gets a fair deal. 

1805. I do not attach much importance to it, but it 
ciniee me as a peculiar addition to the plestsiaal en- 

gineer’s work ¢—There is no particular advantage to me 
in having it. Somebody else would have to undertake the 
work. The Comptroller is a little more distant, and per- 
haps it would be advantageous for the contractor to move 
his store, though I eannot see any reason why it could 
not be satisfactorily done by the Comptroller. In regard 
to typewriter repairs, it is an advantage to have a quali- 
fied mechanical engineer looking into the details and see- 
ing that the Department is properly served in the matter 
of repairs. I think it is advantageous to have that work 
under an engineer. 

1804. You deal with motor-cars ?—Yes 
and there are about eighty of them. They come into us 
when requiring repairs at Randwick. Some are sent out- 
side. The unsatisfactory feature is that every now and 
then a car is bought and put into some man’s hands, and 
he gives it very rough treatment in the bush—perhaps 
forgets to oil it altogether—sends it back for some trifling 
thing, and largé repairs are required. 





unfortunately— 


1805. Do you keep a number cf spare parts for these 
cars ¢—I do not think go, bus I think the works manager 
would send to the local depots. There was a proposal at 
one time that I should undertake the repair of all the 
Government cars, but I asked the Commissioners to de- 
cline it. I knew that a good car might be knocked about 
by an inexperienced driver, and when it came to the 
repair shop in six months it might cost, perhaps, about 
£200 to put it right. 

1806. Do you keep those repairs separate?—Oh, yes! 
Kach department is charged with repairs for its own cars, 
and that is where the trouble comes in. 

18064. WITNESS: In connection with one question 
that you asked me, J should like to mention that the figure 
I guve you showed the equation for the charge to the City 
Council. You said that you would like to know what 
would be the probable cost in connection with the railway 
service. That very complicated definition in the agree- 
ment is really embodied in that equation, .29 of the root of 
499 x if. The 142° is merely the reciprocal of the 
load factor, and + is an assumption, or instance, 
if we have 44,000 kwts. of plant in service and 48,000 
kwts. of guaranteed load, the relation of the plant in ser- 
vice to the guaranteed load would be 23. It takes about 
twenty lines in the agreement to set out, but this is all 
it amounts to. It is the reciprocal of the load factor of 
the individual consumer multiplied by the reciprocal of 
the load factor of the effective piant. There is a captal 
charge of £3.25 per kwt., and that at 35 per cent. load 
factor works out at .255d. The running cost equation 
gives .47d., making the total cost .725d.. Deducting a 
profit of 10 per cent., it leaves the actual cost to the 
Commissioners upon this basis, which is the result of very 
careful computation, at .658d. at the power-house. Your 
question was in regard to the cost at the sub-station. Our 
line figures, worked out on Relying law, average a loss 
8 per cent. for the latter, makes 6 per cent. inerease, and 
the actual value of that ben be just equalled by the 
capital charges on the cable, and if we charge another 
53 per cent. for the latter makes 6 per cent increase, and. 
the cost, therefore, at the sub-station to the Commissioners 
under these circumstances shouid be .692 per kilowatt 
hour. J have taken the 71,000 kilowatts at per cent. 
load factor, which equals 21,800,600 kilowatt hours which, 
at .692d., equals £627,000. That is taken on 72 watt. hours 
per ton mile, which is the result of m: vay oes of work. 
I have worked in conjuneckion with the 
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Engineer's officers in obtaining that ton-mile result. This 
is assuming 
ment. 


500 pairs of ears. It is shown on the state- 

18068. Is 35 per cent. as a load factor a fair thing, be- 
cause, of course, it is an estimate which does not. exist ?— 
l admit that Mr. 
the hours he gives it would be lower than thirty-five. The 
load factor in Melbourne is over 50 per cent., but that 


{ 


lodgson’s estimate is lower. If we take 


includes a great deal of industrial a as well, but it must 
be certainly a long way above thirty-five. The load factor 
for the whole of the British aed railways in 1918 was 
37 per cent. Mr. Bradfield carried out very elaborate eal- 
culations over the system, and he arrived at 36 per cent.. 
so I think 35 per cent. is fair, and it accords with a number 
of systems. I| think that is the figure you really asked 
me about. 


WILLIAM HUTCHINSON, Chief Engineer for Raii- 
way and Tramway Construction, sworn, examined 
under :— 

1807. Sir SAM FAY: You ate responsible for the con- 
truction of all new lines for the New South Wales Gov- 
ernment, under the Commissioners?’—Yes, with the ex- 
ception of the city railway, for which a separate branch 
has been created. I have nothing to do with that. 

1808. Formerly you were the engineer for the Public 
Works Department?—Prior to ist January, 1917, the 
Railway Construction Branch, since its inception in 1855, 
was under the Public Works, not under the Railways, and 
I was there as an officer and chief of that branch before 
I came to the Railways. 

1809. Then in 1918 you were transferred to the Railway 
Commissioners ?#—On 1st January, 1917. 

1810. Do you make surveys for new lines?—The sur- 
veys are all made by Mr. Kennedy, who is the Railway 
Engineer for Surveys. ; 

1811. Is he under you?—No. He was up to a certain 
time, then afterwards he had a separate branch created. 

1812. So that as*far as you are concerned you have to 
take over the construction of a new railway, the survey 
for which you are not responsible for?—No. I have cer- 
tain rights. If I want deviations made, or if I think 
alterations should be made I have the right to get that 
done. 

1813. You make the suggestion to whom ?—Now I should 
make it to the Secretary for Railways. 

1814. If you were not satisfied with the lecation of the 
lay-out ?’—Yes. For instance, in constructing some of our 
lines we often see necessary .deviations. I make them 
then without consulting anybody. 

1815. Having the layout before you, you proceed to get 
the plant on the ground ?—Yes. 

1816. That plant is your property, so to speak ?—Yes, 
it belongs to the Railway Construction Branch 

1817. What is that plant capable of doing ;—is it capable 
of constructing completely a line of 100 miles in length? 
—Yes, with the exception of the locomotives, and probably 
some trucks. Under the present arrangement we hire 
those from the Chief Mechanical Engineer. When we 
were with the Works Department we had our own loco- 
motives. I think we had about eighteen locomotives when 
we came over to the railways. They were then absorbed in 
the Chief Mechanical Engineer’s Branch, and T have-to 
hire those when I want them. 

1818. The Chief Mechanical Engineer took over from 
the Public Works the engines whieh you formerly had ?— 
Yes. 

1819. And when you want engines for construction you 
go to him for the loan of them ?—F or the hire of them. 

1820. And a charge is made against the construction of 
that branch ?7—Yes. 

1821. Then with regard to material—yrails, sleepers, 
fastenings, girders, and so on—do you buy?—If T want 
any material | make a recommendation to the Railway 
Commissioners. They will approve of it or reject it as 
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they think fit. If they approve, I get out the tenders and 
the specifications and the drawings, and tenders may or 
may not be invited. Generally, if it large thing ten- 
ders are invited. Those tenders would come on to me for 
recommendation. J make a recommendation, and the 
Railway Commissioners exercise their right as to whether 
they approve or disapprove. That is the modus operandi. 

1822. That is to say, public tenders are invited for the 
material you want’—lFor anything that is of a large 
amount. [or small amounts we will get quotations, prob- 
ably from a number of firms. 

1823. Does not the Chief Engineer for Existing Lines 
supply you with a good deal?’—Take the ease of bridges. 
He is making at the present time, and has been for some 
time past, most of our steel bridges. We are not getting 
those made outside the Railway Commissioners’ shops. | 
supply a list of the necessary material. The Comptroller 
of Stores sets about and gets that material. ‘lhe dog 
spikes and fishbolts for the lines are made, the dog spikes 
chiefly by the Existing Lines Branch, and the fishbolts by 
the Chief Mechanical Engineer’s Branch, on requisition 
of those branches. 

1824. Do you buy the sleepers?—We have bought those 
for many years past direct from the cutters. Just at pre- 
sent I requisition for them and get them from the Exist- 
ing Lines Branch. 

The same thing with regard to rails?—No; I have 
my own contracts for rails. 

1826. You make your own contracts for rails direct ?— 
Yes; of course, with the approval of the Commissioners. 

1827. When you commence to build a new line, do you 
eive the Commissioners an estimate of the cost, and the 
date on which you can complete?—No; I could not do 
that. I give them an estimate of the cost. That is laid 
down in the Act, Any expenditure over £20,000 has to 
be approved by Parliament. An Act has to be passed for 
that, and in that Act the amount of money proposed for 
the line is stated. That, of course, is known by the Com- 
missioners. Beyond that I do not give them another 
estimate. 

1528. But the original estimate is yours ?’—Yes. 

1829. Do you give a date for completion ?—No. 

1830. Why ?—Because you never know what money you 
are going to get or how long it w ill take you to complete. 

1831. 'Then when you start a railway, whatever the 
length may be, you are not in a position to say when you 
can complete that work’—No. I would in a position 
to say when I could complete it, if all the money that 1 
wanted was provided, but it never is, 

1852. So that it means that you start on the railway, 
the estimated eost of which is so much, 
tinuous work ¢—Yes 

1835. But in consequence of the budget being a yearly 


based on con- 


one, and your not knowing whether you are goine to get 
the money or not, you ure unable to give a date for com- 
pletion of the work ?—Quite so. 

1834. When you start a new 
dent engineer?—Yes. 


railway you appoint a resi- 


You have, I suppose, a number of men at your 
eall?—Yes. 

1836. Permanently employed ?—Yes. 

1837. You have given us not only a number of estimates, 
but the actual cost of certain of the works which you have 
carried out?—I selected two as an illustration—a light 
and a heavy line. 

1838. What struck us rather was that the surveys of 
these lines seem to cost a very considerable sum compared 
with the Is there any particular 
reason for that?—Take your Glenreagh to Dorrigo line. 


total cost of ae railway 


Your surveys and so on cost £22,000. It seems a lot of 
money (—I can explain that. This particular line is one 
of the most difficult lines I think we have ever built in 
New South Wales, and there has been a tremendous 
amount of survey work. For instance, the trial surveys 
are up the face of a range from Glenreagh on the North 
Coast, and it is an extremely difficult survey. When the 





= - See ree s- 




























































—— 


——_ 
= 


* 


~~ Ss, 


> 


el ~~ e 


ee 


SS eee 


ae tse 





or ae 


a vir . th Zr 








Witness—W. Hutchinson, 24 July, i924. 


surveys were made they were through a dense forest that 
you had to cut your way through. ‘This is not an ordinary 
survey; it is an extraordinary survey, and although that 
amount there seems very high, it should be borne in mind 
that there was a tremendous amount of exploration work 
and difficulties in making that survey. 

1839. They could not get their levels by observation ‘— 
No. It was a most difficult job in every way. Then the 
country is so rough that a very great deal of detail work 
had to be done before you could locate a line at all. 

1840. Did they follow a river course or anything of that 
sort?—No. The line rises for the first 12 miles right up 
the side of a range. It rises about 1,800 feet, then it is 
crossing and recrossing quite a number of waterways at 
right angles nearly. Another thing is the rainfall is ex- 
tremely heavy, and there is a tremendous amount of delay 
not only in survey work but in construction work. That 
would be an instance of the very heaviest expenditure in 
connection with the survey of any line I know. 

1841. That is an explanation of the rather extraordinary 
cost of survey, that they could not take their sight levels‘ 
—That is so. 

1842. Do you know how long it took them to take those 
levels ?—There were a great number of parties at different 
times; different lines with different curves were surveye'l. 
For instance, the first time this was surveyed the curva- 
ture was 5 chains. The estimate for the 5-chain line was 
very much less than the estimate for the line of * chains. 
We were then under the Works Department. The Rail- 
way Commissioners then said, “We want that line changed 
to 8 chains to take our rolling-stock and certain of our 
engines,” and the change was made. ‘hat meant a fresh 
survey practically of the whole line. 

1843. What expenditure in your particular branch is 
there authorised within the next four or five years ?—That 
is never known. I do not know to-day what amount of 
money I am going to get for this financial year, which we 
have just commenced from the 1st of this month. It is im- 
possible for anyone under the method of voting money to- 
day to lay down a fixed plan and arrange an organisation 
extending over, say, a period of two or three or four 
years. It is quite impossible, because Governments 
change. Incoming Governments have different views about 
lines from other Governments, and the amount of money 
they vote depends just upon the will of Parliament. 

1844. When it is decided that a new line shall be made 
in the country, is not a vote taken for your estimate of 
cost?—No; an Act is passed, but it does not follow at 
all that the line rill be proceeded with at onee—they 
might not even construct the line that is authorised by 
Act of Parliament. There are lines which have been 
authorised by Act of Parliament years ago which are not 
built to-day. Nor do they, when they put an Act of Par- 
liament through, at that time raise the money for build- 
ing the line. The process which is followed is: after the 
Act is passed the Minister will say to the Railway Com- 
missioners, ‘We are going to place a certain sum of money 
this year on the Estimates, and we wish you to have 
that line started.” ‘That is the way the line is started, 
and only the particular amount of money is voted for that 
year. 

1845. Apparently there is a committal by the Govern- 
ment more or less for the expenditure over the next few 
years of two or three million pounds at least ?—~To-day 
there are six lines for which there are Acts of Parlia- 
ment. Presumably those lines will be built, but no in- 
structions have yet been given to the Commissioners ta 
build any of them. They run into a good deal of money. 
There are three tramways authorised; probably they would 
be under £100,000, but the railways will amount to a good 
deal. 

1846. Upon which a good deal of money has been spent 
in survey ¢—Yes. 





1847. Then what does it mean to you under the exist- 
ing organisation; does it mean that when you have a rail- 
way half constrretel you are suddenly told there is no 





more money available?We have lines that we are finish- 
ing now that were closed down owing to the fact that 
there was no money to construct them. That, I think, was 
largely due to the conditions prevailing in war time. That 
would be rather abnormal, of course. But what does hap- 
pen is—say I had a railway 50 miles to build at a cost of 
£300,000 or £400,000, I might be ordered to commence the 
construction of that, and on the vote £50,000 might be put 
down for the first year. That means that you cannot carry 
out your work in the most expeditious way or the most 
economical way, and that is one of the difficulties, I always 
contend, in carrying out the work by day labour, which 
is our principle to-day. If the line is let to a contractor 
the Government has to provide the whole of the money, 
otherwise the contractor would bring enormous claims if 
he was blocked, and quite rightly so. 

1848. We have looked through some of the minutes which 
you have made from time to time at your monthly con- 
ferences, and of course we could not help but be struck by 
some of the remarks which you have made. According to 
these minutes, you have said from time to time that you 
could not economically carry out the work?—That is quite 
eorrect. 

1849. And that you could have finished the lines very 
much earlier /—Yes. 

1850. And have earned money by the railway, which 
was not possible because you were stopped for the want 
of money ?—Yes. 





1851. Does it mean that when you were stopped in that 
way you get rid of your staff’—No. If you have a line 
going on, and you are, so to speak, dribbling through the 
work, your organisation practically has to be the same, 
because you have to take the time and you have to look 
after the men, and you have to do everything. You might 
perhaps have a clerk or two less, but that is all. You have 
to have the engineers there, and’ you have to have your 
organisation. You will not have the number of labourers; 
of course, you only keep the number of labourers on that 
you can afford to keep on—that you pay for doing the 
work. : 

1852. As far as your administrative staff is concerned, 
you have to keep them going; your overheads are the same ? 
—Practically the same. You would not have quite such a 
large staff, but you would have pretty well near it. 

18524. With regard to your actual operating staff, those 
men would be got rid of—I mean your navvies?—Yes. I 
have two lines going on to-day. I got £50,000 last year for 
one of them and £83,000 for the other. I asked for a great 
deal more than that. During the last year I have limited 
the expenditure each month, so as to keep within that at 
the close of the financial year just ended. That was not 
an economical way of doing it at all. If the Commis- 
sioners had been able to get it from the Government, and 
had said to me, “‘You go ahead as fast as you can; we will 
supply the funds,” the lines weuld have been nearly 
finished, and economy would have been created in every 
way. 

1853. So that it amounts to this: that the whole of your 
plant for the construction of your railway is lying dead be- 
cause you cannot construct continuously 7—A good deal of 
it. As regards those two lines I mentioned, of course [ 
did not send the plant on to the jo», beeause I knew the 
conditions when I was starting. 
© 18534. In your view, would it not be more economical 
to wait until there was a certainty of getting the money 
and going straight ahead with the work ?——My view is that 
it would pay the Government, if they are short of money, 
to say, “We shall only begin the number of lines that we 
ean finish, and that our money is capable of letting them 
eo ahead at the fastest rate at which they can economically 
be done.” 

1854. This is a minute which you made on the 28th 
April of this year in regard to the Glenreagh-Dorrigo rail- 
way: “The chairman said he had asked for information as 
to whether the difference between the amount expended on 
the line at the end of February and the estimate will be 














sufficient to complete the work, and the Chief Engineer 
for Railway and Tramway Construction said that the 
difference would not be sufficient to complete the work. 
He pointed out, however, that there was about £50,000 
worth of plant on the line, a good deal of which, unfortu- 
nately, he would not be able to realise on, as there was 
no line to which it could be transferred, and the amount 
involved would be debited against the line.’ Does that 
mean that if you have £50,000 worth of plant left over 
after the completion of a railway, and you have no new 
line to which that can be sent, that £50,000 is debited to the 
cost of that particular railway?—Yes. On railway con- 
struction there is no plant account. All plant purchased 
for construction is debited in the first instance to the vote 
for the line to which it is sent. Take this Dorrigo line, 
where I say there is £50,000 worth of plant. If that plant 
could be sent direct on to another railway, that railway 
would be debited with the cost, and the Glenreagh-Dorrigo 
railway would be credited. On the other hand, if there 
was a plant account the plant account would be debited to 
the cost and the Glenreagh-Dorrigo credited, but neither 
of those things can be done, consequently the plant re- 
mains a debit to any line om which it happens to be until! 
it is transferred to some other line, 

1855. Is there not any method of writing off the cost of 
the plant in proportion to its wear and tear, and so on?—- 
In the Works Department we had a certain depreciation. 
When we came to the railways the Railway Department 
had a different method. Instructions were issued that all 
plant was to be kept in first-class order, and that the ecst 
of doing that was to be a debit against the line on which 
the plant was at the time, but that no further deprecia- 
tion was to be written off. Later than that, I think, 
although it has not been done yet, some depreciation will 
be made of the plant—more than has been done in the 
past. 

1856. Is there any set basis upon which depreciation is 
made’—We have a set basis in the Works Department. 
Certain plant was depreciated 5 per cent.; that was plant 
which would last quite a long time. Then there wag other 
plant depreciated 10 per cent. and 15 per eent., and plant 
that readily wore out 25 per cent.—in four years we wiped 
it right out. 

1857. Have you any idea of the value of the plant you 
have in your branch?—When we came over from the 
Works Department we had about £260,000 worth of plant. 
Of course a lot of that has since been scrapped as worn 
out, useless. We have purchased new plant at various 
times, and I should say the depreciated value of our plant 
to-day would be about £160,000. 

1858. In that £260,000 that you transferred from the 
Works Department to -the Railway Commissioners were 
the engines included 2—Yes, 

1859. And the debit for the engines was taken over by 
the Chief Mechanical Engineer !—The Chief Mechanieal 
Engineer took them over and the Works got credit. 

1860. So that to that extent your £260,000 would have 
been reduced ?—Yes. 

1861. And now you estimate you have about £160,000 
worth of material available for construction work ’—That 
is the depreciated value of it. 

1862. Depreciated value debited to each particular rail- 
way constructed ?—The whole of the debit has not yet been 
made. 

1863. So that you have a vote for a railway of so much, 
and you have not charged against that vote the whole of 
your depreciation 7—No. . 

1864. Sir VINCENT RAVEN: Are the surveys of the 
lines which you are going to make submitted to the Chief 
Commissioner for his approval before they are started 2— 
No. 

1865. Does he approve of the curves and gradients ?—- 
Yes, he would be consulted atout that. 

1866. It would be submitted to him, and he would 
approve of the gradients and curves which exist in the 
survey ?—Yes, 
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1867. L judge from what you say that practically all 
your estimates eventually are very much exceeded ?—That 
naturally arises because the rate of wage is always 
changing. 

1868. I mean, from the point of view of being stopped? 
—I would not like to say at the moment that they are 
all stopped, but very few of them are proceeded with at 
the speed at which they could be most economically carried 
out. 

1869. That means that your estimates are very much 
exceeded eventually ?’—Yes, but I want to make it clear 
that the one great cause for the exceeding of estimates 
is the variation of the rates of wages. For instance, the 
Commissioners do not control the wages at all; the Court 
does that, and the rate of wages is a most difficult problem. 
It is almost yearly changing. I have here a shect showing 
the variation in wages since 1904. (Sheet handed in.) There 
are three copies there, and there is a little plan. There 
is an extra climatic allowance always made. That shows 
the variation from 1904. That is for the navvy. I may 
say that the skilled labour is always increased in prac- 
tically the same proportion, perhaps a little more. 

1870. It has rather decreased since 1922?—There is a 
slight decrease there. 

1671. In £921 it appears to have got to its maximum ?— 
Yes, 17s. 3d., I think then. 

1872. And it goes down to 15s. 2d.2—Yes. 

1873. You said with regard to the plant which was left 
over from a line which had been completed, and there 
was not another line to which this plant could be usefully 
moved, the line which had just been completed was debited 
with the cost of that plant?—Yes. 

1874. I presume, when it is moved on to another line 
then that portion of the line gets credit?—A vote imme- 
diately goes through credited to the line from which the 
plant has come. and the other line debited. Finally it 
adjusts itself. It sometimes takes some years to do it. 

1875. Sir SAM FAY: Arising out of the last answer, 
do you know out of what moncys this plant was pro- 
vided ?@—Yes, it is out of the loan money for the line. 

1876. I am talking about the original. You came over 
from the Public Works Department with £260,000 worth? 
—That was always the same. It was-alws ys debited to 
the loan votes. 

1877. Supposing you started with £260,600 worth of rail- 
way plant for construction at the initiation of your par- 
ticular department that would be debited to the particular 
lines then proposed to be constructed ?—Yes. 

1878. It is passed on from cne to the other?—As long 
as the plant lasts it is passed on from one line to the 
other, and the line is debited and credited, and so on until 
it is scrapped. The last line has to bear the total cost 
of that plant at its then value. 

1879. That is all we have to ask you, unless you would 
like to say anything yourself?—I would like to say in 
railway construction one of the essential factors js keep- 
ing the ecst and knowing the correct value. In our 
method of accounting we have a system of double-entry 
on the unit kasis. Whether we do our work efficiently 
or not—I think we do, but it may be said we do not—we 
know the actual cost of every unit item of our job, and 
there is no escape from being debited with every cost on 
the line. TI have been looking up journals and all that, 
and I had a trip abroad on one oceasion, and I have not 
seen a system which I considered gave a better result than 
the system of costing which we have. Of course, it is said 
that. the day-labour system is a very costly system, 
although some people prefer it, but I contend we know 
exactly our costs, and there is nothing done by guesswork, 
Some things we make mistakes over: some things we do 
well. 

1880. Your day labour is dependent upon supervision ? 
—Yes. Up to 1897 we had all contracts, but since then we 
have had all day labour. I have been in my present posi- 
tion over twenty years now, and with the exception of 
three ov four jobs it has all been day labour. 
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1881. You apparently rather anticipate some criticism 
of the day labour system as far as your department is cor- 
cerned ?—We get it, too. I do not say that sometimes it is 
not deserved; probably it is. We cannot expect always to 
do a thing in the best way, but I think generally we do. 
We have very close supervision. It depends, of course, so 
much on the Government in power. Some Governments 
want contract, some want day labour. 


(Witness retired.) 


Dr. J. J. C. BRADFIELD, Chief Engineer, Metropolitan 
Railway Construction and North Sydney Bridge, 
sworn, examined, as under :—- 

1882. Sir SAM FAY: You are the Chief Engineer for 
Metropolitan Railway Construction and the North Sydney 
Bridge ?— Yes. 

1883. Have you made any progress plan of the construc- 
tion of ile e:ty railway ?—Showing the work from month 
to month? 

1884. Showing when you are going to finish?—'That 
depends upon when the money is made availabie. 

1885. Did you make the estimate for the railway ?—-Yes, 
originally. 

1886. When you made the estimate did you not antici- 
pate a date?—We anticipated being able to finish the work 
in five years. 

1887. That is to say, your estimate was based on the 
time it would take you to finish the construction on an 
economical basis /—Yes. 

1888. I presume that your estimate was more or less an 
economical one based on time? 

1889. I gather from you that you do not anticipate 
finishing to time?—No. We have not the money available 
to start on the western side of the city. The money so far 
available is to go on to St. James and open up to there, 

1890. Have you up till now been held up for money ?—To 
this extent: I ask for a certain amount of money. This 
year I asked for £900,000. I am going to London on 
Wednesday. I do not know how much has been made 
available, and probably the office will not know for another 
two months. Probably the amount asked for will be cut 
down to about half; and of course you cannot prepare any 
scheme of work until you know what money is available. 

1891. You started your financial year at the beginning 
of this month, and you will not know until the end of 
October or November how much money you can spend in 
the financial year ?—That is from Ist July to 30th June. 

1892. How ean vou construct economically under such a 
system as that?—Of course, candidly we cannot. We do 
the best we ean. We do not overload the staff in any shape 
or form; but I cannot expand the staff if we get more 
money available than we think will be made available 
until it is made available. 





Yes. 


1898. It is quite possible that your date of five years may 
be seven ?—It may be ten or twelve by the way it is going, 
with an estimated cost of £4,500,600, and an expenditure of 
£360,000 a year. 

1894. The first section is really the important one for 
the purpose of relieving the Central Sydney Station—the 
completion to St. James’ ?—We are going to complete to 
St. James’. The most imprtant sectidn to complete is to 
Wynyard-square. The bridge contract is a six-years’ ecn- 
tract, and the city railway should be completed to 
Wynyard-square on or before that date. 

1895. Sir SAM FAY: Wynyard-square, you say ?—Yes. 

1896. That is three-parts of the way round the circle ?— 
Yes. The railway from the bridge will join the city rail- 
way at Wynyard-square. The bridge contract is to be 
eompletted within six years. So we must soon start on 
the western side of the eity, because it is difficult work on 
that side. 

1897. You are constructing now from the Central Sta- 
tion down to St. James’ ?— “Yes. 


1898. But you have done nothing on the western side ?— 
Nothing from Goulburn-street towards the western side 
of the city. We are constructing the whole of the work 
from Redfern to Goulburn-street, and from Goulburn- 
street, on the eastern side of the city, we are completing 
the work to St. James’ Station. We have not mada a 
start on the western side of the city, which is by far the 
more difficult work. 

1899. You say it is essental in order to use the bridge 
for electrical railway traffic, that you should complete to 
Wynyard-square at the time of the completion of the con- 
tract for the new bridge?—Yes, else we will have to ter- 
minate the traffic from North Sydney at Wynyard-square 
Station. 

1900. Is it not essential to complete the whole lot at the 
same time?2—It would be far preferable. We could leave a 
piece out at the Quay, but it would be far preferable to 
complete the loop, so as to prevent shunting at St. James’ 
and Wynyard-square. The contract has been signed with 
Dorman, Long, & Company for the building of the bridge 
within six years. The contract will really date from the 
signing of the plans in England, which will be about 
November next. So I anticipate, everything going right, 
that the bridge will be open for traflie on 1st January, 
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1901. Roughly, six years ?—Just a shade over six years. 

1902. What is the estimate for the work ?’—The estimate 
for the whole of the city railway is £4,500,000. 

903. Four and half millions for the city railway apart 
from the bridge?—Yes. The main bridge will cost 
£4,217,721, and the approaches will cost one and a quarter 
millions. 

1904. The amount included in the Act for the approaches 
and the bridge, £5,500,000; does that figure include the 
work at the Central Station and the land?—-The 
£4,500,000 is tthe cost of the city railway construction 
only, and does not include cost of land resumption. 

1905. What is the actual cost to the State, all in, of 
making the city railway, including the work at the Central 
Station ?—We have practically resumed the whole of the 
land now. The city and suburban railway resumptions 
have cost to date £896,000. We have resumed the land we 
want in the city. 

1906. That might cost £1,000,000?—No, we have re- 
sumed all the land we will want. 

1907. That is the value of all the land you will want 
from the Central Station to complete this circuit of the 
city railway ?—Yes, unless we find some of the buildings 
to be of such a character that it will be necessary to 
resume them for safety, or pay compensation. 

1908. Then to your estimate of construction, roughly, 
million has to be added ?—Yes. 

1909. That is £5,500,000 for the whole think, lock, stock, 
and barrel ?—Yes. 

1910. And that includes the work at the Central Station ? 
—Yes. : 

1911. You are going on with this work on the eastern 
side. If you are held up when you get fairly well to work, 
vould it not mean that you will not be working economi- 
eally, that you will be getting rid of your men and all that 
sort of thing, and that your plant will be lying idle?—-Yes. 

1912. All that being due to the fact that you are depend- 
ing on a yearly budget ’—Yes. 

1913. Sir VINCENT RAVEN: Are you responsible for 
the electrical side of the work?—No. I am constructing 
the permanent-way and stations. Mr. Brain is responsible 
for the electrical side. We have a committee, and diseuss 
all the questions together. 

1914. That work is not in your estimate of £5,500,000 ?— 
There was an amount included for the overhead equip- 
ment and signalling, £185,000 in all. 

1915. Sir SAM FAY: For overhead wiring ?—Yes, aw 
signalling. 
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Tweurtn Day. 


WEDNESDAY, 30 JULY, 1924. 


(Held at Chief Secretary’s Building, Macquarie-street, Sydney.) 


COMMISSIONERS : 


Sir SAM FAY. 


Sir MARK SHELDON, President, Sydney Chamber of 


Jommerce, sworn and examined, as under :— 
C , 


1916. Sir SAM FAY: I understand that the Chamber 
of Commerce, Sydney, of which you are President, is 
representative more particularly of the industrial side of 
business in New South Wales¢—Not so much the indus- 
trial side. I should say the Manufacturers and the Km- 
ployers’ Federation are more representative of the indus- 
trial side. We are on the commercial and distributing 
side. 

1917. You do not represent the pastoral and the agri- 
cultural interests ’—No, but the pastoral and agricultural 
people are affliated with us in certain ways. For instance, 
they have representation on the council, but they express 
their own views. 

1918. And there are certain other Chambers of Com- 
merce affiliated with yours!—Yes, practically all the 
Chambers of Commerce in the State. You have a list of 
them there. I think there are thirty-five bodies, or some- 
thing like that. The only exceptions are one or two who 
just within the last few months, on account of the new 
State movement, have started something of their own in 
the north, but the principal bodies even there are members 
of the Sydney Chamber of Commerce. 

1919. We may take it then that your Chamber repre- 
sents the commercial side of New South Wales ’—Yes, if 
anyone does. 

1920. You have sent us a certain number of suggestions 
on which you are prepared to give evidence, and you have 
tabulated them under seven heads. Perhaps we might 
take them in the order in which you have sent them in. 
First, with regard to the financial control of the railways 
in 1 (a). Will you be kind enough to elaborate that item ? 
—It is our opinion that the money invested in the rail- 
ways at the present moment—of course, you understand 
that the money invested in our railways is all borrowed 
capital, and a certain amount of the State debt, a very 
large proportion of which has been incurred and expended 
on behalf of the railways—we think that that money should 
be earmarked, and that the Railway Department or the 
Railway Commissioners should have a separate debt, or 
a certain portion of the debt, assigned to them. Any 
future expenditure in the way of a capital nature which 
it was required to make to bring in more money for the 
railways should be treated in the same manner, and there 
should be railway bonds issued similar to what is done in 
the neighbouring State of Victoria in regard to the metro- 
politan Board of Works. You know what is the practice 
there; I need not elaborate on it. It is a bond issued with 
the authority of the Government, and carrying the State 
Government’s guarantee. This would lead, in the first 
place, to everyone knowing exactly what money there was 
in the railways, what was the capital invested, and it 
would also, we think, serve as a means of putting a check 
on people desirous of having railways which would be, 
after all, in some cases a little before their time. 

1921. The proposal as you have it here, and as I take it, 
is that, roughly, £100,000,000 of loan moneys should be 
issued by the State for railway purposes, not specifically, 
but should be demanded from the consolidated fund of the 
State and transferred to the railway administration, and 
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upon it, subject to State guarantee /—Certainly, 1 go so 
far as to say that in that case, if you do not do it, at the 
present moment the railways may be called upon to bear 
the interest on a debt incurred for other purposes, till you 
have got a regular hotchpoteh, and it is hardly fair to the 
railways, and, again, it is not fair to the public. ,You are 
mixing up your direct taxation with your enterprise 
taxation. 

1922. We have had some evidence of it already in regard 
to what you are saying, and undoubtedly there are difficul- 
ties, but you do not mean that it would be necessary to re- 
issue the £100,000,000 as railway stock?’—Of course, as the 
lines matured I would do it, but not now. That would be 
only complicating matters. 

1923. You suggest that it should simply be transferred 
into the books of the railway adminstration?—Yes, and 
as present loans matured J would then issue the railway 
bonds to renew them. Of course, always guaranteed by” 
the State. 

1924. When you come to new issues for the general 
purposes of the railways, do you think it would be neces- 
sary to have a State guarantee, provided the issue was a 
first charge upon the railways’—I do, in this way: that 
you would get it at a lower rate if you had the State 
guarantee. 

1925. I was rather looking at it from this point of view: 
You have already got, roughly, £100,000,000 guaranteed 
by the State. If you put on top of that another £20,000,000 
as a first charge, you have got a State guarantee. I am 
looking at it rather from the point of view of the investor ¢ 
—I see your view, but all the same I am talking now of 
the State of New South Wales and its resources, and I 
still think that the guarantee of the State would attract 
investors all the time. Of course, your question to me no 
doubt has a bearing on the practice in other parts of the 
world; for instance, bonds issued in connection with the 
United State railways. I do not think that is practttable 
in this country. I mean, frankly, it is not practicable 
politically, where, for instance, you would have an engine 
with a plate on it to the effect that “This engine belongs 
to the bond-holders, and in case of default,” and so on. 1 
do not think that would appeal to the sentiment of the 
people here. 

1926. I was looking at it from the point of view of the 
investor, from whom you have to attract capital ?—The in- 
vestor, too. The investor here will, after all, look with 
favour on a State guarantee. 

1927. He will, but there is a certain class of investor to 
whom railway bonds and shares are more attractive even 
than State bonds’—I do not think you would find them in 
this country. 

1928. But you have to go outside to get a good deal of 
your money ’—Certainly, but there are very exceptional 
cases with regard to some railways, probably such a rail- 
way as the C.P.R., but I have seen the dealings of the 
C.P.R. and the provinces in New York, and I think the 
provinces on their own dealings have got a shade the better 
of it. 

1929. You see what it amounts to is this: The State 
wants money now, and the State will want money 
every year. If the Railway Commissioners are going side 
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Wiiness—Sir M- Sheldon, 30 July, 1924. 


by side with them into the money market, you are going 
to get a certain amount of competition/—I do not pro- 
pose that the Railway Commissioners should issue bonds 
whenever they liked. It must be subject to the Govern- 
ment of the day, if the Government are going to guarantee 
it. My proposal is that the Government should guarantee 
it, and before the bonds can be issued they must be issued 
at the time and at the convenience of the Government 
of the State. 

1930. Then you are not getting rid of political con- 
trol?—Certainly, you have got control in that way, but it 
would probably be a more desirable form of control. As 
far as I am personally concerned, I would quite advocate 
the railways being sold, but I do not think that is possible 
in this country. I do not think it is possible politically, but 
T think the economic effect would be. very much to the 
advantage of the railways. 

1931. You see, we have had abundant evidence of the 
waste which has gone on for very many years here in con- 
sequence of financial stress, the holding up of works half 
constructed, railways half constructed, works which ought 
to have been carried to a conclusion rapidly and econo- 
mically. We have had abundant evidence of that waste, 
and as far as I can see the only method of getting rid 
of it is to put the finances right?—Do you mean to say 
by that, what would be my suggestion to overcome that 
difficulty ¢ 

1932. Yes, we would be glad to hear it’—The Railway 
Commissioners, or whoever has control of the railways, 
want money. They are going to carry out certain works. 
They do not want it all at once. They get authority from 
the Government, or the Government of the day, say, to 
issue £10,000,000 worth of bonds. They do not issue them 
all at once, but once they have got that authority they can 
use the money as they require it and issue the bonds then, 
in the same way as is done in Victoria in connection with 
the Board of Works, when they issue bonds for what money 
is required. When they get the money they have control, 
and they know exactly what is wanted. As the work 
proceeds they can go on raising the money. 

1933. Of course, that would do away with the present 
practice of being absolutely dependent upon the yearly 
budget of the State?—Yes. I think with you—as you must 
think—it is a shocking state of affairs. Take, for instance, 
the city railway. You have only got to go out of this 
building to-day and walk up the street and have a look at 
this city railway being built. Just think of the interest 
which is being lost on all the moneys laid out there. I 
do not think any other country in the world would stand 
it, and the working-man knows, as he lives here, that all 
that is only done as a political expedient. The work is not 
carried out on business lines. The Railway Commissioners 
are not responsible for it; they cannot help it. It is 
political control, but the idea I have got, or what I suggest, 
would, I think, obviate that waste, and still satisfy the 
public sentiment of this country where it is desired’ to 
keep the railways under the control of the State. 

1934. What occurs to us is that so long as a business 
concern like this, which is a great commercial] enterprise, 
probably the biggest thing in the Commonwealth of Aus- 
tralia, is dependent upon a yearly budget, which is not 
passed until months after the commencement of the year, 
it means that the Railway Commissioners do not know 
how much money they can spend during that year, and 
you will have this continual waste going on from year to 
year, and it not only means waste to-day, but the interest 
which has to be paid on that waste; and your suggestion is 
that you should eliminate the yearly budget as far as the 
railways are concerned—take it clean out of the consoli- 
dated fund, and having once got Government’s sanction 
for the commencement of a work, the Government should 
give the Commissioners power to issue warrants /—Quite 
30. 

1935. Of course, in putting these questions to you, you 
must please assume that I neither agre? or disagree with 


what you say. Of course, we have not come to any cons 
clusion yet /—Quite so. 

1936. Coming on to your 1 (b), you say that the Rail- 
way Commissioners should publish a balance-sheet in the 
ordinary way. I assume there you mean that they should 
publish a balance-sheet, showing the capital account, re- 
venue account, and the net revenue account /—Yes., 

1937. With the necessary departmental statements show- 
ing depreciation, renewals, and so forth?—That is so. 

1938. You know that there is no reserve in the accounts 
of the railways here ?—Unfortunately, I do know it. 

1939. You would, I assume, in the public accounts of the 
Commissioners, have included estimates of future expen- 
diture 7—Undoubtedly. 

1940, And those accounts should be presented to your 
legislative chamber once a year /—Yes, and I would go so 
far as to say this: that the railways should show their 
workings from month to month; that is, the revenue and 
their earnings—I do not mean to go into a detailed 
account—but they should adopt just the same practice as 
you have in England and in America—just the earnings 
of the railway to show what is going on from month to 
month. 

1941. And that is an estimate which is often very near 
the mark?—Yes, to within 24 to 5 per cent. usually. 

1942. In 1 (ce) you say that the Railway. Commissioners 
should provide for depreciation and replacement 1—Yes. 

1943. In the year ended 23rd June last, the Railway 
Commissioners showed a profit sufficient to pay over 5 pet 
cent. on the moneys invested in the railways ?—That is so. 

1944. That was rather a notable achievement?—lIt cer- 
tainly was. 

1945. Do you know of any other country in the world 
where the railways, as a whole, State and private, have 
paid 5 per cent. during the past ten years ¢—They cer- 
tainly have not done so in America. 

1946. But when you come down to the accounts, and 
you find that no provision is made for wasting assets, “n 
the shape of old engines, rolling-stock generally, the roads, 
machinery, and so on, that does not quite show the posi- 
tion?—It does not. When you take an arbitrary figure. 
such as that there is £100,000,000 invested in the railways, 
and we know well that the life of most of the things on the 
road vary, such as rolling-stock and the road itself, and 
there is no disclosed depreciation of that kind, it simply 
means, as far as I can see, that they have worked on a 
working account, and no depreciation has been provided 
for, and therefore that 5 per cent. is materially cut. 

1947. Of course there has been a very remarkable de- 
velopment during the last ten years. According to the 
evidence we have had before us, the railways have in- 
creased 35 per cent. in mileage and nearly the same in 
capital. They are, roughly, a third more in mileage and 
in capital in ten years ?—Yes. ; 

1948. As to 1 (d), there your suggestion is that there 
should be five commissioners?—Not particularly five, but 
T think five would be the best number, the chairman to be 
one of them. 

1949. You suggest that one man should be a construc- 
tion or maintenance man. Would you not rather think 
that it would conflict with the responsibilities and duties 
of the Chief Engineer. If he had a survey expert or an 
expert in fact as a commissioner ?—The suggestion put 
forward is one put forward with a certain amount of 
knowledge. I know the objection to having experts on 
boards. In ninety-nine cases out of a hundred they are 
dangerous. 

1950. Some boards have suffered from them?—Yes. TI 
myself personally have seen one or two staffs which hava 
suffered from experts being on the board. 

1951. With regard to three and four you suggest a busi- 
ness man and also a man of financial knowledge. Would 
not those two go together?—I suppose you can easily get 
them together, and if you can get those qualifications com- 
bined, so much the better. Certain business men, though, 
have not got what you call a financial knowledge, whereag 
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on the other hand the financial man has not got what is 
ordinarily termed a business knowledge, and he looks to 
one side of the question only; but if you could get those 
qualifications combined, of course such a man would be 
ideal. 

1952. You suggest with regard to five that he should be 
experienced in the handling of men. Is it not your experl- 
ence in business that the views and acts of the man at the 
top go from top to bottom, and do you not think that labour 
questions might be left in the hands of the head of the 
commission, who would instruct the chief ofticers ?—In 
regard to the question where we have put forth the propo- 
sition that there should be five Commissioners, we have 
always put it forward with the proviso, or with the idea, 
that there should be a chairman, as there is a Chief Com- 
missioner now, and the other Commissioners were to be 
channels, and they would take that side of the business 
much as the executives or the vice-presidents of railways 
do on the other side of the world. There you have the 
president and vice-presidents, and the vice-presidents, 2s 
a rule, are men who are actually engaged in the business, 
and they are executive officers. 

1953. What you are referring to is such an organisation 
as the Canadian-Pacifie?—Yes, where you have such a 
man as Mr. Beattie, a young lawyer and a famous man, as” 
president. 

1954. But he selects his vice-chairman ?—He does, with 
the consent of his board. 

1955. But in effect he does?—Yes. 

1956. Who do you suggest should appoint these Com- 
missioners?—I know who J would like to suggest, but 
after all I suppose the people own the railways. ‘The 
people are the shareholders in the country, and in a demo- 
cratic country like this I think the people should appoint 
them. 

1957. That is to say, the Government of the day should 
appoint them ?—Yes, but they should allow certain inter- 
ests to nominate one man, or something like that. But, 
after all, the people represent the shareholders in the ecn: 
cern, and the Government should have the final say at any 
rate. I cannot get away from that. 

1958. What sort of terms would you suggest these men 
should be appointed on?—I£ you have five Commissioners, 
then one should be appointed for one year, and one for 


two, three, four, and five years, and we would not have the 
board retiring as a whole. With regard to the first board. 
you would have cne man for one year, one for two years, 
and the least important men for anything from two to five 
years. Then, after that, five-yerr appointments. 

1959. Would you agree that, in a question of this sort or 
a business of this sort, it is very desirable that there should 
be continuity of policy ?—Exactly, that is why I make that 
suggestion. 

1960. We have seen to-day very large works going on 
and a certain policy laid down. When you get a change of 
policy you get again waste. Do you think you would get 
the right men to come in under an arrangement of that 
sort. Take the chairman, for instance, or the Chief Com- 
missioner. Do you think you would get a really good man 
to come in on a five or seven year basis?—I think you 
would get him to come in on a seven-years’ basis, because 
if he was a good man—if he delivered the goods—he would 
get the appointment again. 

1961. Then you think that one Government would follow 
the other?—T do not say they would do that, but public 
opinion will have its weight in the end. 

1962. You do not think he would require protection ?— 
I think he does require a lot more protection than he has 
got to-day. 

1963. I take it that these Commissioners should he well 
acquainted with New South Wales conditions—the varying 
conditions of the country, and the climates, east, west, 
north, and south, which could nat be learnt by anybody, 
looking at the system to-day, without some considerable 
experience. Of course, a few years ago it was a much 
smaller thing. A new man eould get hold of it in perhaps 
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a couple of years, but to-day it is a very much bigger 
thing ‘—Yes, I suppose you have found that out. 

1964, [ assume that your suggestion in regard to these 
Commissioners applies to people who are well acquainted 
with existing conditions ?-—( ‘ertainly. 

1965, Has your chamber considered at all the question 
of a certain amount of decentralisation in the management 
of these railways?+—Yes, that was one of the objects of 
which we put forward that prior suggestion you have dealt 
with. We took rather as a basis, the parties that drew 
up the suggestion, countries with somewhat similar econ- 
ditions to our own, with extensive railway systems, like 
Canada and the United States, where they have railway 
systems covering vast areas, and where the conditions re- 
quired in one part of the country are quite different from 
the conditions required in other parts of the country; and 
we thought that, through this board, you might have these 
men taking charge of certain sections and certain parts of 
the business separate from the other parts, like one dealing 
with the north and south, and another dealing with 
freight and so on. We have considered all that, and we 
think it desirable as the railways develop, for this to be 
done. Of course, there is the question of developing the 
railways with terminals other than the present terminals. 
There are practically only two terminals in the State at 
the present time—Sydney and Neweastle. 

1966, When you speak of terminals you mean a sea- 
port ‘—Yes, where the railway again comes in contact With 
another class of carriage. There is something more than 
the railways to be considered there. It is the question of 
the port, and there is the question of the freight. Now, a 
lot has been said about opening new ports. J certainly 
agree with the opening of new ports, and they will open 
of themselves if they are allowed to in the ordinary natural 
flow of business, but a good deal has been said I think in 
this matter, and people are looking ahead either too ouch, 
vr they have not given it sufficient thought. Now, you 
take the question of wool. Wool, after all. is the big 
industry in this State, and will be for many a day. The 
wool-grower is not going to send his wool to some new 
port or some new market simply because it happens to be 
near his door. It may cost him a little less in trainage, 
but he is going to send it to the best market where he can 
get the best price. The matter of trainage or freightage is 
a very small item compared with the competition which you 
get in a big market, and although it would be very con- 
venient for him for his personal convenience, or it may ba 
for his district, and so on, I do not think he would be pre- 
pared to sacrifice his pecuniary interests for the sake of the 
district or for the sake just of the sentiment o7 opening 
anew port. Take the case of the United States. There, 
after all, New York and Boston are the big drawing ports, 
and the big export and import ports. You have got Phila- 
delphia, which does not do so much, although it was an 
earlier port than New York, and you comé to Hampton 
Roads, which is only used for coaling. Now take the West 
Coast. You have got San Francisco, and you have got 
Seattle. Seattle does not compete with San Francisco 
except in a particular class of business, and that is tho 
Alaska business and a certain amount of the commerce 
which is freighted out of Puget Sound. Now. you know 
San Pedro and Los Angeles is boomed, and boomed, and 
boomed, and if there were ever any boosters in the world, 
they are the people from Los Angeles. But it is simply 
the fact that trade will go wherever it can best be served. 
Now, in anything I have said to you I do not want you 
to get the idea that I am in any way against decentralisa- 
tion, but decentralisation must be done gradually. What 
would be our condition to-day if we had started from all 
these ports—say, a port in the north and a port in the 
south 7 We could never have carried On. lhe overhead 
charges would have been too big. 

1967. I take it, frem your arguments, that vou are look- 
ing to Newcastle and Sydney as being the only really 
effective norts’—Just at present. I think probably some- 
thing nicht be done gradually to develop Coff’s Harbour. 
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1968. But, still, for present practical purposes, you have 
got the coal at Newcastle, and here you have the general 
produce of the States?—Yes, and Neweastle can handle 
a certain amount of produce, and does in fact export pro- 
duce. There is another phase, too—shipping. As you 
know, the tonnage of the vessels has increased very largely 
the capital invested in them, and the probability of a boat 
lying a day idle is a very serious item. The cost oi run- 
times greater than it was ten 
he interest outlay and 
may find it very 


ning a vessel fs very many 
or fifteen years ago, both from t 
from wages and other charges. ‘They 
difficult, except in certain seasons—in the export season— 
to use those ports, and that is why I say develop the ports 
slowly. Take, for instance, the case at Coff’s Harbour. 
Undoubtedly they would have a butter export, and at cer- 
tain times of the year they would have a grain export ; but 
I think you will find in your experience here that that 
is limited to a few months only in the year. 

1969. Still, taking Coft’s Harbour and Neweastie, and 
assuming that the railways were decentralised, they would 
in all probability come within that decentralised area ‘— 
Yes. 

1970. Take No. 2. You are suggesting there that the 
railways and tramways should be divided and become two 
distinct bodies. Can you tell us why ?—They are quite 
two separate businesses, and the only similarity between 
them, it seems to me, 1s that they both run on wheels, and 
that they might both in some instances use the same repalr 
shops. But, nevertheless, one is dealing with a different 
gort of traffic altogether—I mean street traffic as it is at 
present eonstituted—and I go so far as to say that the 
tramways should be under the control of the people using 
them. For instance, the tramways here should be brought 
under the control of a metropolitan tramway.board. 


1971. Do you not attach any importance to continuity 
of travel as between the railways and tramways? You see, 
we will be having presently a city railway running under- 
ground controlled by the railway organisation. If you 
take away the tramways from the railway ‘organisation, 
you are going to have competition on the top 2—-Probably, 
but I think the tramways will fast disappear with the 
development of the underground railway. 

1972. Of course, competition may be a very good thing, 
and in some instances undoubtedly an advantage, but, on 
the other hand, you have got an organisation which to-day 
js intermingled to a very great extent ?—It is. 

1973. You have got very large manufacturing establish- 
ments here which are common to both ?—Certainly. 

1974. And it would be rather difficult to separate them 
now?—It would probably be difficult ‘but still 1 think the 
practice adopted in other parts of the world is opposed to 
it, and I think for them to work together would be bene- 
ficial in the end. Of course, I admit that our tramway 
system is a very fine system. 

1978. Undoubtedly ?—One has only got to travel to other 
parts of the world and come back here again to make the 
comparison; and I would like to pay my respects to the 
tramway people on the way they handle the traffic. ‘Tak- 
ing the difficulties that they have to encounter, the way 
they handle the traffic can only be described as wonderful, 
and it has excited the admiration of people from other 
parts of the world. Personally, I think the traffic is 
handled here better than in any other part of the world 1 
have been to, and I have never seen, wherever T have been, 
anything like the efficiency with which the traffic is handled 
at places, for instance, like the Racecourse or the Agricul- 
tural Ground. 

1976. Where they have handled 1,200 people a minute ?— 
Yes. You do not find that in many places, and the number 
of accidents and mishaps are what might be called ridica- 
lously small—fortunately, of course. . 


1977. Still, you think on the whole that the railways are 
better separated from the tramways?—Yes, I think the 
zailway people should be railway people. 
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1978. After all, transport is transport, and first principles 
apply to both?—Yes, and I know you may also answer me 
by quoting the Canadian Pacific Railway as sea carriers, 


but still I think the railways are carrying out quite a 


different service. 
1979. You are speaking for Sydney alone, not for New- 


castle ?—No. 

1980. They are to deal with their own problem ?—Yes, 
but we have not got any very extensive tramways except 
in the Hunter districts. They are practically railways. 
do not for a moment include in those tramways such tram- 
ways as the one running from Camden and other local 
lines, which are really railways. 

1981. Coming to your No. 3, that the 3oard of Com- 
missioners should have the right of approving of new 
lines, do you think any Government would deny itself the 
right to say that a ne should be built for developmental 
purposes ?—I would still leave that power. You see, those 
suggestions are based on the first subject upon which you 
examined me, as to the board being responsible for the 
capital invested in the railways. T do not think any Gov- 
ernment has the right to come a long and say, “We will ge 
on building a railway to Timbuctoo, and then hand it over 
to you.” Of course, that is getting back to Government 
control. 

1982. But if they are prepared to foot the bill and to 
meet any loss that might be incurred, could the Railway 
Yommissioners refuse?—That is a different matter alto- 
gether. 

1983. You say that unless they are prepared to guarantee 
the working costs, then the Government should not have 
the right ?—-Certainly. 

1984, No. 4, electric traction. We have had a good deal 
of evidence on that, and there is a very large scheme in 
eontemplation /—Yes. 

1985. Do you refer more particularly to the suburban 
area of ‘Sydney or to the country 2—We come down along 
the coast here as far as they run, to Nowra and that way, 
and they could gradually develop that. You see, the power 
is there ready for them. 

1986. You refer to the power which is available pretty 
well everywhere from the Queensland border down to Vic- 
toria?—Yes, and we know it is interchangeable. You have 
the steam when it is not convenient to apply electric power 
—I mean freighting along and the haulage. I think, too, 
that we would be able by that, amongst other things, to 
haul bigger loads. 

4987. You mean to get over your mountain grades ?— 
Yes. I know the first capital expenditure is big; but take 
the ease of Milwaukee and St. Paul. You probably know 
better than I do what have ‘been the latest results there. 
At first they had a bit of a set-back on the capital, but I 
think they have turned the corner now, and they have 
carried through, too, on pretty tough country, not the best 
in the United States. From my recollection, and I have 
been over the road four or five times, I think there is 
forty-eight hours or probably sixty hours of pretty bad 
country, where there is not much habitation around. 

4988. And it is very hilly?—Yes, and that is where the 
rivers start mostly, and there is also very heavy snow. 

1989. I see you have mentioned here that maintenance 
is lowest under electric traction. Have you got any dis- 
tinct evidence of that?—I am not an expert in that way. 
From what I have seen at Harmon, on the Hudson River, 
on the New York Central, it is so. They run out about 
30 miles, and nothing comes into New York in the way 
of a passenger train on either of those four roads, and most 
of their freight for 35 miles, and the engines or the motors 
comprised in that and building are not occupying any 
greater space than the ground floor of this building here, 
the Chief Secretary’s office. I have been in there at various 
times—half a dozen times—and I do not suppose im the 

repair shops there, of one of the biggest systems in the 

world, there are more than 100 men employed. Of course, 
it means constant supervision. Every engine is looked 
after constantly after every run, and I understood from 














what I heard that the cost of maintenance was not to be 
compared with the cost under the old system—in fact, they 
would not like to compare them with the old system. Of 
course, I admit that in America they have other great diffi- 
culties, but that is the evidence I have heard. 

1990. You see, the electrician would look at it from one 
point of view and the man who had to keep the road wong 
from another?—There is another feature, too, about that 
electric traction. There is no question about its comfort 
and cleanliness. For instance, going along in the sleeper 
at night, there are none of the troubles of getting bumped 
out “head on.” I lived at one time at the Yale Club in 
New York, which is right over the New York Central 
Railway Station, and I never heard a noise all the time | 
was there, and there was a train going out every minute. 

1991. From the public point of view there is no ques- 
tion of the advantage of the electric working. As to what 
you suggest in No. 5, I have been informed that the 
Commissioners have that power and have exercised it.?— 
In No. 4 we asked you to give special consideration to 
that. We do not pretend to be experts on the matter, and 
at the same time we have made this suggestion simply for 
you to take into consideration how the overheads might be 
cut down by the selling of power and the development of 
power in this country. 

1992. That is in the country districts, side by side with 
your railway power ’?—Yes. 

1993. In regard to this, you say consideration should be 
given to the building of modern motor traction roads. I 
am afraid that is not within our terms of reference ?—It 
ought to be, if I may say so. 

1994. Possibly the question of using motors upon motor 
roads is within our ambit. Do you suggest that the rail- 
way administration should use motors for the purpose of 
carrying passengers and merchandise to and fro from 
stations in the country ?—No, I do not go as‘far as that, but 
we put it in No. 6, “the desirability of existing 
lines.” 

1995. That is distinctly outside our reference ?—Yes, but 
we suggest that you should take into consideration that 
phase of what is outside and affecting the railways. I do 
not see how you ean avoid it. -It may not be within the 
scope of your commission, but we respectfully suggest that 
it ought to be. ‘Say they are going to build a railway from 
one point to another, and it was suggested that it was 
wanted. The railway people say, “No, we cannot build a 
railway anywhere near the cost as we can build a motor 
road for the traffic you have there to-day,’ and I think 
that many of the railways that have been built would have 
been better if they had been roads, on such as the small 
spurs—I do not refer to the main lines—and I think that 





many of the suggested railways referred to the Public 
Works Committee would have given better service with 
roads. 

1996. And you would leave it to the public to find their 
own vehicles ?—Yes, I would. I do not object to the Rail- 
way Commissioners finding a box or truck, something that 
is lifted from their truck to an ordinary motor truck and 
sent away. A container, such as you have in England, 
earriers of about half a ton. 

1997. In No. 7 you say that you think the Railway Com- 
missioners should come under the Common Carriers Act? 
—Yes. 

1998. The Railway Commissioiners, aceording to their 
last published report, do pay a good deal away in compen- 
sation—£11,000 in the year, I think, was the last figure? 
—If it is only that figure it is 
shows very good control. 

1999. Do you think they should come under the common 
law ?—Yes. 

2000. Do you know if the other States of the Common- 
wealth come under the common law as far as railways are 
concerned ?—J could not say. 


wonderfully small, and it 


2001. It was suggested in one of the letters you handed 
in that in Victoria they do come under the common law ? 
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—I cannot say that from my own knowledge, but I can 
get that information for you if you requre it. 

2002. It is rather an important thing to know what 
the other States do in a matter of that sort ?—Yes. 

2003. Perhaps in conclusion you would like to say some- 
thing with regard to the present Chief Railway Comniis- 
sioner and the way his duties have been carried out ?—~ 
Yes, I think it is only fair to say that he has carried out 
his duties, as far as we gentlemen can see, and with the 
machinery at hand and the conditions under which he 
works, in a highly meritorious way. We cannot speak too 
highly of the way he has earried out his duties. He has 
had to contend with many difficulties, and it is apparent 
to everyone that he is a man of experience, and does not 
fly off at any tangents on to any particular theory. I 
think he has shown wonderful discretion throughout the 
whole of his term of office, and he has had a very trying 
time. I do not want to refer to any political aspect of the 
matter for a moment—each one is entitled to his own par- 
ticular view as to how a thing should be done—but Mr. 
Fraser has had certain conditions to work under, and I do 
not know, nor have I ever seen, a man who could have 
given better results than he has under those conditions. 

2004. Sir VINCENT RAVEN: I do not think it is 
necessary for me to enlarge on what Sir Sam Fay has said 
or brought out in connection with the financial side, but 
there is just one question I would like to put to you in 
connection with (d) in No. 1. I take it from what you 
have said that you rather suggest that the Commissioner 
and his assistants should work somewhat on the same lines 
as the president and vice-presidents of railways in the 
United States and Canada ?—That is so. 

2005. [ notice amongst the duties of the Comntissioners 
which you have suggested there is nothing said about any- 
body who is experienced in mechanical or electrical work. 
Now, from my knowledge, after going several times to 
America and seeing the railways, on a number of those 
visits I have noticed that officers have passed through the 
mechanical side before they come to the gperating and 
more important side, and it appears to me that it is a 
department which spends an enormous amount of money, 
and in these days, when mechanical and electrical engi- 
neering are the basis of nearly al! industries of every kind, 
that someone who has that knowledge ought to ho'd a 
position as assistant to the Chief Commissioner if any- 
thing of this kind was carried out. J would like to hear 
what you have to say upon that question?—Really the 








consideration was a maintenance man or a construction 
man. That is what we had in view, but it has been badly 
expressed. That is all I can say. 

2006. What one would generally understand by a con- 
struction or maintenance man is a road-maker and bridge- 
maker ?—Undoubtedly. We meant a mechanical man. Per- 
sonally, as far as my own personal knowledge goes, I re- 
member when I was Commissioner in the United States 
and they were asking me to secure a man in America to 
come out and report on the railways—the uniform gauge— 
it was a mechanical man who was the man I was after all 
the time. 

2007. It is really the mechanical man who is coming to 
the front in engineering in these latter days ?—Of course, 
it must be. 

9008. With regard to No. 2, in Gonneection with your pro- 
posal that railways and tramways should be*separated, do 
you not think, more especially as electric traction is 
coming forward upon the railways, that there is a greater 
similarity between the electrical side on the trams and the 
suburban traffic on the 
that is so, would it not be more economical to utilise the 


railways; and if you agree that 


workshops that were dealing with the one for the other ’— 
T recognised the fact that probably we will see all our 
suburban railways electrified within the next few years. 
That must be the tendency, but still I do not think that 
it is the same class of business. Of course, we have to a 
large extent grown up here on what might be classed as 
snods traffic has enarated. andin 


mixes\ traffic, The not been 
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the city there are other classes of trafic. Of course, some 
of the difficulties might be got over by the decentralisation 
referred to by Sir Sam Fay, but still I maintain that it 1s 
a different thing. 

2009. I am referring more specially to the maintenance, 
upkeep, and renewal of the stock, which I think you will 
agree is a very important item, and which will show very 
largely in that balance-sheet which you speak of, being 
worked in the most economical way, and I suggest that it 
would be more economical to have such similar work per- 
formed in the one workshop rather than dividing it up and 
multiplying it?—That is based on the idea that all the 
work and construction is gcing to be done by the Com- 
mission—I mean the mechanical construction. Persona:ly, 
[ think it would be very much better for the State if there 
were more private enterprise, more competition. You re- 
ferred a moment ago to the question of the mechanical 
engineer coming more into prominence every day. Un- 
fortunately, that is not the case here. What I am refer- 
ring to is rather off the track, but I would like to say it. 
Where can an engineer get employment in this country— 
T mean high-class employment—as in other countries? He 
has got to go to the Government, and then he has got to 
wait upon seniority. We have a great engineering school 
at the University, but that is only producing graduates to 
go to America and to obtain positions elsewhere outside 
this country. I think, just as in other countries, private 
enterprise should be allowed to compete for the construc- 
tioin of a lot of this work, and I think better results would 
follow, not only in the railways and tramways, but it would 
also develop industry in this country which might expand 
in many directions 

2010. But what I have said does not suggest that elec- 
trical equipment or anything of that kind should not be 
bought outside. J am speaking of the necessary main- 
tenance and repairs which would have to be earried out 
in the railway workshops ?—There is only one answer to 
that question. They are very similar occupations, but I 
still think that they are two separate means of conveyance 
—the tramways and the electric railways. 

2011. Now leading out of what you have said Just now, 
I would like to ask you, is it your opinion that as much 
work should be bought outside as possible, and that the 
Railway Commissioners should not set up a manufactur- 
ing department where they could buy cheaply outside? 
I certainly think so. 

2012. I am talking now about locomotive work gener- 
ally ?—As long as they could see that there was an effective 
supply from private enterprise—not from one firm, but 
provided there was reasonable competition. I do not 
think that that work is part of the railway business. ‘The 
railway is a carrier—it is not an engineering shop. 

2013. Your idea is that they should not set themselves 
up as competitive manufacturers ?—That is so. 

20134. WITNESS: Another feature about that is, I 
think you will agree with me, that it stops enterprise and 
emulation—there is no competition, and you get nothing 
11ew. 

2014. Sir VINCENT RAVEN: You have suggested 
that consideration should be given to a considerable in- 
crease in electric railways?—Yes, that there should be a 
consideration of that subject. 

2015. I myself have been over the railway you refer to 
in America viz., the Chicago, Milwaukee and St. Paul, 
which is the biggest electric railway there is in America. 
The information which I received there was that it cer- 
tainly was a very paying concern, and the only thing that 
they were waiting for in order to connect up those 
400 miles of line was money, and not because it would not 
give a good return. Well, now, the whole question in 
converting from steam to electricity is the enormous capi- 
tal involved?—Yes, that is so. 








2016. The New South Wales railways have, I under- 
stand, a considerable scheme of electrifying immediately 
around Sydney. Would not you agree that it would be 
wetter to push that forward as quickly as possible to see 


J 
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the result of that in a congested area before considering 
other parts of the line at the same time?—Yes, certainly. 
I agree with you entirely. Of course, I do not pretend 
to have any expert knowledge, but in places along the 
South Coast and between here and Neweastle I should 


like to see it tried; also I should like to see it tried over 


an area such as that to Lithgow, where you have coal on 
either side of you and power on either side of you, and it 
is a question whether that would not solve some of our 
gradient problems. 

2017. There is no greater advocate of electrical traction 
than I, but I should like to know from you whether you 
do not agree that it is better to deal with this congested 
area before trying experiments on other areas’—Yes, L 
certainly do; I think it is there where it is more effective. 

2018. With regard to the roads, I was not quite clear 
whether you suggested that the State railways should 
make the roads in order to feed the railways?—No, I do 
not think that that is their business. What IJ meant was: 
that in any future extensions of railways it should be 
considered as to whether it would not be better to have a 
good modern road fit for motor traction, and to keep that 
in view all the time, and for the railway to keep out of 
it, and say, “You people can build your own road, and we 
will receive freight from you at this point and will give 
you every facility that we can.” J think that in that way 
the State would save a great deal of money. 

2019. Sir SAM FAY: You were referring to the rail- 
vays not competing with manufacturers. J presume you 
referred to manufacturers in Australia?—Yes, certainly. 
I believe they can build practically anything here if they 
are given encouragement. JI believe the policy of the 
Government of building Government workshops is stop- 
ping the enterprise of individuals who sink money in this 
way without any risk to the taxpayer. At present the 
taxpayer is paying for these things. We all know that in 
these enterprises only a certain percentage are successtul, 
and the taxpayer foots the bill all the while in this ecoun- 
try, and very often we do not know whether the ventures 
are suecesstul or not. 

2020. Do you not think that the railway administration 
has been rather forced into manufacturing because of the 
distance from the base of supply, either Europe or 
America’—Yes, that was the case at the start, but now, 
with modern developments in industry, the question 1s 
quite a different one—it is quite different since Federa- 
tion. For instance, there was practically no manufactur- 
ing in this State before federation, whereas the “key” 
manufacturers within the last twenty years have come 
to this State, and this is the primary State. Previously 
practically the only large engineering works we had were 
Mort’s Dock, whereas now you have only to look round 
and you will see that the buildings now are all modern. 
Of course, we did have a few railway-carriage builders, 
and we had the works at the Clyde. but there was not 
always the support for them, in addition to which they 
had pretty good competition from America for their 
engines. 

2021. Dealing with these letters which you sent in—the 
first one deals with fares. The first statement is that 
fares on the Victorian railways in the,neighbourhood of 
Melbourne are about half what they are here. That is a 
matter which we will have to go into in the ordinary 
course of our inquiries ?—That is only a matter of account- 
ancy. 

2022. Then there is a complaint, which we have already 
gone into, of the rates and fares from Goulburn to Mel- 
bourne being the same as from Sydney. Do yow wish to 
say anything about that?’—No. I conclude you will look 
into that also. 


2023. Then there is the question you have already com- 
mented on, namely, the common carrier. There is a state- 
ment made there that in Victoria they accept the condi- 
tions of the Common Carriers Act?’—Yes; well, I am a 





little doubtful about that, but 1 will find out. 














2024. ‘Then there is the question of rates, and there is 
a complaint which crops up in other letters as to the time 
at which goods are received at Darling Harbour’—That, 
unfortunately, is the incidence of certain legislation. | 
suppose the Commissioner is trying to keep down his cost, 
but in keeping down his cost they are causing great loss 
to the publice—I mean that on account of the limitation 
of hours for the delivery and receipt of goods certain 
time is lot which is dead time for certain people in the 
city here. It would be revolutionising their business to 
make their hours suit the railway hours; it would mean 
upsetting the whole economic situation. I think you will 
find that by the Commissioner saving, say, £10 the public 
are incurring £20 by the present times. 

2025. There is a complaint also about weighbridges ?—- 
That crops up all over the world—the weights at one end 
as against the weights at the other. That is one of the 
greatest sources of complaint. There is a great tendency 
in weighbridges for something to get out of order, or 
perhaps the tare is not quite right in the waggon, and so 
on. I know there are complaints, and sometimes what 
makes it hurt is that the case is a serious one—it may have 
been a theft, it may have been gross negligence in the 
tare of the waggon that went there. 

2026. Is it that they want to make use of the railway 
weights for selling purposes ?—Yes, they do—many of the 
contracts are on railway weights. For instance, you sell 
a man so many tons of goods. You may have weighed 
them in the city, but he gets his weighbridge weight from 
the railway, and he says that is different. Of course, one 
may have been weighed a mile or two away, or there may 
have beeen some carelessness in the tare of the waggon; 
there is often so great a difference as 28 Ib. in a couple of 
tons. 

2027. Have you no law here imposing a penalty on 
people using false scales?—Yes, we have. But it is not 
false scales; very often it is the tare of the waggon which 
is at fault, and that is where I think a lot of the trouble 
arises—I know that when I was in charge of wharves the 
trouble arose in the tare of the waggon. Most of these 
waggons have the tare marked on them; well, a man may 
have put something on his van at one place and dropped 
it at another—you never know what they do—very often 
quite thoughtlessly and unintentionally. When I was in 
constant touch there, the practice used to be to have a 
tare every day. I am referring to the road vehicle; that 
is where most of it occurs. The practice is for a horse 
team or motor truck to go into the railway, where it is 
weighed gross, and then they tare him when he comes out; 
or sometimes the man in the city, when receiving the 
goods, reverses that order, and tares first and then gets 
his load and tares afterwards. Well, in between there may 
have been some alteration in the tare—e.g., in the old days, 
where a man had a four-horse team, he probably had 1 ewt. 
of feed on, and he may have fed his horses in the mean- 
time. Things like that occur, and it is not always the 
fault of the Railway Department. 

2028. Here is a gentleman who indulges in very high 
language. He speaks of the juggernaut—of the trollies 
which in the hands of hurrying porters on railway plat- 
forms, often loaded with small parcels, play havoc with the 
shins of passengers, and he suggests that they should be 
replaced by overhead trollies ?——I have never seen overhead 
trollies in operation wherever I have been. 

20284. There are some in some parts of the world. He 
also complains about the railway administration breeding 
rabbits on the line?—That is a constant source of com- 
plaint in the country. That rests largely with the indivi- 
dual ganger in charge of that section as to whether he 
looks after the rabbits on the line or not. 

2029. Another statement says that “the Department does 
not have the staff in uniform’-—that they cannot tell who 
is the railway man and who is not? 

2030. Sir VINCENT RAVEN: Yes, that is rather an 
important matter, I think?~Yes, it is. ‘Sometimes, when 
travelling in the country, you_may have noticed persoris 
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walking aha wearing a tweed aap and, in hot weather, 


with their coats off. He may be referring to that. Also he 


may be referring to the red cap. 

2031. There is a complaint here about trains not run- 
ning to time—being in some cases half an hour late; what 
ig your experience with regard to time-keeping’—In my 
experience the time-keeping is pretty good. I do not say 
that it is altogether.up to the English standard, but over 
there you have such short distances, yet even so I have 
been many times late in England. I go to Melbourne 
about every two or three weeks, and I cannot remember 
being five minutes late on one oceasion when getting into 
Melbourne or into Sydney—that is, within the last six 
months. 

2032. Would you say that there is a small proportion of 
engine failures and breakdowns?—There was a good deal 
of difficulty in regard to engine breakdowns, but I think 
that state of affairs has been gradually overcome. 





2033. They say here that engines are breaking down 100 
often to replace them, and possibly these do not get 
overhauled often enough. Have you considered that at all? 
—I cannot say that I have travelled much on the suburban 
lines, but I have not heard many complaints about it. The 
press is generally pretty prompt in ventilating anything 
like that in the newspapers in this country. Certainly, 
after the war, the railway engines had got pretty low, 
owing to the starving of supply of money to the Commis- 
sioners, with the result that some of the engines were 
breaking down pretty often; latterly, however, I do not 
think there has been much of that 

2034. With regard to sleeping accommodation, are there 
many complaints with regard to that and as to the difficulty 
of getting sleepers ’—Yes, there is a good deal of difficu'ty 
about that, but that is at seasonal times—e.g., a lot of men 
may want them just to go to the races, to go to Mel- 
bourne, and so on. Sometimes if you try to book a berth 
to Melbourne you may not be able to get one, because all 
are booked up. But I have suffered that way when travel- 
ling in America quite often. J have seen people unable to 
get a berth in a train, even in the ease of the Pullman 
Company. 


2035. These people refer rather to the mail trains, I 
think?—Yes: well, those are practically the only trains 
that carry sleepers in New South Wales. 

2036. Sir SAM FAY: In another letter they ask for 
second-class sleepers /—Yes, there is no reason why a per- 
son should not have a second-class sleeper, I suppose; 
whether it will pay or not is of course a different matter. 


2037. Of course, that is a question of addiig weight to 
the train’—Yes. I think what they mean is to adopt the 
principle. Well, you have a second-class ticket and are 
going a long distance—go and pay extra for your sleeper; 
and they will quote you the case in America. But, as we 
all know, there is only one fare there—I mean, there is the 
basic fare, after which come the extras, t.e., the sleeper 
and the chair car. That is what they re fee to; they do 
not know that they are getting a concession on their ordin- 
ary freight. 

2038. They rather refer to the second-class sleeper being 
in use in Queensland; do you know anything about that ?— 
Yes, I have seen them once or twice on certain lines there: 
but of course the Queensland railways do not pay. 

2039. You agree that it is largely a matter of expenses + 
—Ycs, and a difficulty of carrying heavy traims over the 
gradients they have here. I do not think you eould give a 
second-class sleeper with a second-class fare, if you expect 
the railways to pay—that is, even if he pays the ordinary 
rate of 12s. 6d., or whatever it is for a sleeper. 

2040. Sir VINGENT RAVEN: Is there more diffeulty 
in regard to ladies getting sleepers than men ?—In the old 
Pullman. sleepers that they have here they curtain off so 
much space at the end of the car for the ladies, and if they 
have to curtain it off they have 16 take four berths. bee 
if there 1s only one sleeping-car on the mail train that? 
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difficulty. Of course, men naturally, owing to their yoca- 
tion, travel more at night than women. There are more 
men travelling than women and there are more men’s 
sleepers than women’s sleepers. 

9041. Is the trouble more emphasised, so far as ladies are 
concerned, than men; that is what they say in this letter ‘ 
—Well, I have so very little to do with ladies that I do not 
quite know. Naturally, ladies do not travel so much as 
men, but apart from that, amongst my lady friends I have 
never heard of them not being able to get a lady’s sleep- 
ing ticket. I tell you frankly, I do not think there is much 
difficulty in that direction. Of course, you know what is 
always said about booking; 1.¢., kissing goes by favour, 
and the usual habitue, or the man who is always booking, 
gets the best berth, and it is very often in that manner 
that these things get about. But I do not think there is 
any cause for complaint in that. 

2042, As to the question of the engines being of an 
obsolete character, what do you say?—I am not sufficient 
of an expert to be able to answer that question. J know 
that they are always replacing engines. 

2043. Sir SAM FAY: There is a complaint with regard 
to rates which are charged on certain classes of imported 
merchandise. As we have it here, the Federal Govern- 
ment imposes a Customs duty on certain articles ?—Yes. 

2044. The complaint is that when they are conveyed over 
the New South Wales railways they are charged more than 
the same article conveyed under exactly the same condi- 
tions locally manufactured. These are complaints against 
that practice. I take it there would be two views in New 
South Wales on that subject, would there not?—VYes, 
quite. 

9045. That is, the view of the man who paye for the 
imported article and the view of the manufacturer here 
who wants his products protected?—Yes, that is so; then 
there is the view in certain cases of the buyer in the 
country who has to pay more. The question is really a 
political one; it is a question of State policy. he policy 
of the country is undoubtedly a policy of protection, and of 
course that is one of the difficulties which the railways are 
working under. 

2046. There is a suggestion here that tourist travel 
should be encouraged by running trains longer distances 
into the country without stopping?—At certain times of 
the year there should be facilities in that way. I have no 
doubt the Commissioners comply with that requirement, 
having due regard to the expense involved, of course. 

2047. The next suggestion is that a dining-car should 
be run on some of the trains on the main lines. At the 
present time the Commissioners provide refreshment- 
rooms?—Yes. They did run a dining-car some years ago 
between Sydney and Moss Vale, I think, but it was not 
patronised, and so it was discontinued. In connection 


with the suggestion of dining cars on trains we have to 


recollect that all our mail trains, with the exception of the 
Brisbane, leave at night time after the meal hour, and they 
all arrive at their destination in the early hours of the 
morning. That is the present system. If people were 
sitting up they would not want a dining-car in the middle 
of the night. In saying this I am taking Sydney as the 


‘terminus, and I should think it very doubtful whether a 
dining car is required. 


Then it must be borne in mind 
that the haulage involved in those things is very great, 
and it cannot be done without expense. Of course, people 
go to the United States or to England and they see dining 
cars there. Well, the dining car on the trains in America 
is part of an institution—people wait to take their meals 
in the dining car in order to save time, and they do not 
mind what price they pay; but the way our railways are at 
the present time I do not see how the provision of dining 
ears will pay the Commissioners. Of course, you might, 
as a trial, put on a dining car between here and New- 
castle. With regard to the trains from Melbourne, they 


; get into Sydney about 10.20. Well, a man does not go to 
a dining car for his breakfast—TI think he generally has 


something lieit—to that T do not think a dining car would 


pay in that case, but it might possibly pay between Sydney 
and Newcastle. be 

°2048. Take the tourist traffic to 'the Blue Mountains— 
Katoomba for instance; early trains are started from 
there, are they not?’—Yes. 

2049. Would not it be an advantage to run a breakfast 
ear from there?—Yes, you might run a club car—not a 
dining car—from there—a car where you could get coffee 
and rolls or scones, toast and jam, and things of that sort, 
but not to provide a heavy breakfast. 

2050. Then there is a complaint as to the labelling of 
first-class carriages second?—I suppose that if they have 
not enough second-class carriages they have to carry the 
second-class passengers somewhere. 

2051. So, the first-class traffic is decreasing?—I should 
not say that it was. 


2052. That is the evidence we have got now?—It may 
be, but when times get moving a bit and people are on the 
up-grade as regards money they will swing back again, 


2053. Sir VINCENT RAVEN: Is there much difference 
between a first-class carriage and a second-class?—No¢ in 
the newer ones. 

2054. Then, what do people pay for in a first-class car- 
riage?’—Well, some people do not like to travel with a 
Chinaman, or for some such reason as that; also a man 
very often in a second-class car thinks that there is a 
different set of manners—I think there is a lot in that. 
Of course, there is no trouble like that in other countries; 
for instance, in the suburban trains in America, in which 
they have all one class, except, of course, where you get 
below the Mason-Dixie line and have the “Jim Crow ¥ 
cars. 

2055. Sir SAM FAY: Then there is a complaint from 
one of your members of competition with the sea, and this 
letter starts by saying that the railways are run at a losé. 
We have not found that, up till now?—No, there is doou- 
mentary evidence to the contrary. I know that the gentle- 
man who writes that is a very able man and one of our 
best freighters. 


2056. He makes certain statements here as to things 
which we are analysing, but his first statement obviously 
is wrong. Then the Campsie Chamber of Commerce com- 
plains of the absence of proper connection between trains 
and trams?—That is rather against my argument a 
moment ago, and you, gentlemen, will get your halo if you 
devise something to make those things meet. 


2057. Then there are suggestions with regard to the 
maintenance of new lines, but that is not within our pro- 
vince. Then there is a complaint about the Adamstown- 
Belmont railway agreement. I think that is purely a ques- 
tion of the construction of an agreement, with which we 
have nothing to do. 


2058. Sir VINCENT RAVEN: One letter comes from 
the Chamber of Commerce and Industry, Illawarra, and 
complains about the couplings on the doors of hopper wag- 
gons being difficult to close, and says that in private- 
owned waggons this inconvenience does not exist; have 
you anything to say about that?—I am afraid not, because 
I do not know what the coupling is, in that case, to be 
quite frank. 

2059. Is it of sufficient importance to ask us to look into 
it; I mean, I know sufficient about these troubles and com- 
plaints as to railways to know that a great number of the 
complaints are not worth while bothering about ?—Well, 
sir; if you are satisfied that there is effective control in 
the mechanical department I do: not think you need 
bother about anything further. 


2060. IT am sure that I am not going to look at all the 
couplings to the doors of waggons to see whether [ con- 
sider them satisfactory or not. 


(Witness retired.) 


(The further proeéedings were adjourned till Thursday, 
Zist July, 1924, at 10.45 a.m.) y 
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THURSDAY, 


St JULY, 1334. 


(Held at Chief Secretary’s Building, Macquarie-street, Sydney.) 


COMMISSIONERS : 


Sir SAM FAY. | 


STRINGWELL ATTWILL, 


Transportation, New 


REGINALD HARRY 
Superintendent of Passenger 
South Wales Government Railways, sworn, examined, 

aieed — 

2061. Sir SAM FAY: 
Passenger Transportation ‘—Yes. 

2062. Do you control the running of the passenger 
trains throughout the whole of the railways ?—Yes. We 
arrange the time-tables for them and the loads. 

2063. Of passenger trains ?—Yes. 

2064. And you arrange the load in conjunction with 
the Chief Mechanical Engineer ?—He arranges the | load 
the engine will haul. We arrange a suitable load for the 
passengers offering. We provide the seating accommoda- 
tion. I see that sufficient is provided and that there is 
no waste. 

2065. How do you get the sufficiency’—Trains are 
counted at different points daily, the number of passengers, 
first and second. I get that, and that is my guide. 

9066. You deal with the trains not only from Sydney, 
but from Neweastle and other places /—Yes. 

Do not you find your duties conflict with the 
responsibility of the District Superintendent ?—No, it is 
more of a check on them. 

2068. Do you arrange the time-table in conjunction with 
the District Superintendents?—Yes. We put the pas- 
senger trains in the time-table first and then they fit their 
goods trains in. We check the time-ti able for the goods 
trains to see if we can improve it. 

2069. When you arrange the time-tables do you have 
a meeting to decide on the times of the trains w ith the 
District Superintendent ?—Not with the passenger trains, 
They give us a written recommendation and we discuss it 
wien they come down to conference. 

2070. They tell you the passenger traffic requirements 
of their district according to their views ¢—Yes. 

2071. You arrange the time-table in accordance with it? 
—Yes. 

9072. What trains do you fix the time for?—The ex- 
presses first, then the long-distance trains, and the short- 
distance trains. 

2073. You make your ordinary 
round your Melbourne and Brisbane expresses 2—Y es, 

2074. Do you deal with any complaints which come 
from the public in regard to accommodation ’—Yes. The 
Chief Traffic Manager sees them also. JI prepare the re- 
plies generally. 

9075. Do you have many complaints?—A fair number. 
Many of them are trivial, and we explain them and they 
are satisfied. 

2076. Do you deal with delay of passenger trains as 
well?—-Yes, through the District Superintendents. 

2077. You get a good many complaints in regard to 
that?—-No so many in regard to the long-distance trains. 
They are generally in relation to late arrivals of suburban 


and workmen’s trains. 


You are the Superintendent of 


train serviee revolve 


2078. Do you get any complaints in regard to your night 
trains, as to the accommodation being comfortable or not 4 
—Not a great number. 

2079. So far as you know, are the people living far out 
in the country satisfied with the accommodation of your 
night trains?’—Most of them have to travel by night. 
Qdd complaints are 


The majority have no complaints 


made about the type of vehicl 


VINCENT L. RAVEN. 


9080, Do you consider they are satisfied with their 
present train service, which, in some instances, is only two 
or three days a week?—I do not say in every case. Some 
wish for an improved train service, and we have applica- 
tions in that respect. 

2081. Are you held up by 
—We are short at times. 

2082, Short of passenger accommodation /—Y es 

2083. Does that apply to your main-line tains as well 
as suburban ?—Suburban principally. To the main-line 
trains we give preference. 

2084. You have to run suburban carriages on your main 
lines sometimes ’—Yes. 

2085. That is not satisfactory?—No. There are com- 
plaints about that frequently. That is chiefly on holidays 


shortage of travelling stock? 


and week-ends. 


2086. Do you issue notices in 


all these special train 
regard to passenger traffic /—Yes. 

2087. Even those which are running 400 or 500 miles 
if in the country?—Yes. There may be an odd one, a 
divided train, and at holiday time, that we do not issue. 
Generally we issue all of them. 

2088. How do you manage to get the notices out into 
the hands of the staff when you are running a train to 
Murwillumbah?—The Superintendent issues them from 
that side of the Clarence River. That is my oversight. 
Up to as far as South Grafton we issue them, but not 
generally on the other side of the river. 

2089, How do you manage to get out your spec vial train 
notices?—We get early advices and we send the notices 
forward by special envelope. We diffeulty in 
that respect. 

2090. When you are timing a 
do you run-them without consultation with the District 
Superintendent /—No, he submits a proposal and we check 
it. Sometimes we alter it, but not often. 

2091. Do they conflict at all with the running of the 
goods trains?—Oceasionally. Of course, the 
train takes preference. They do not delay 
They: will alter the working of the goods 


have no 


special passenger train 


numerous 
passenger 
the goods trains. 
trains to fit in. 

2092. Do you consult with the 
in regard to fixing the time o1 
specials in the country we have to run to suit the people 
who. want them. We try to fit in with the locomotive 
arrangements to avoid additional expense. We give the 
Locomotive Department a proof of the special arrange- 
ments generally. 

9093. ‘The engines for the passenger service are under 
the Chief Mechanical Engineer entirely 2_Yes. Although 
we do consult with them in connection with the allotment 
of different types of engines. 

2094. You deal with orders for 
trucks, &e.?—Yes. 

2095. Are you: short ?—No. 
convert some of our bogey goods trucks. 

0096. That is to motor-car trucks /—Yes. 

9097. You also control sleeping car equipment ‘—That 
sheets, pillows, &e. 


Locomotive De page eDe 
the special trains ’—The 


horse boxes, motor 


When we have a rush we 


is, the rugs, water bottles, 


9098. You control the sleeping-car linen ?—Yes. 


2099. Do you get complaints in regard to the linen ‘ 
No. 


2100. Are the people satisfied with their b¢ is ?@—So far. 


Ocensionally they complain about the hardness of +he 


bunk but that i all 
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2101. How often do you recondition your ‘bedding ?— 
They are guided by the condition of the mattresses. As 
soon as they get hard or lumpy they are taken out. 

2102. Who examines them’—The locomotive men have 
an officer and I have an officer. The locomotive branch 
does the conditioning. 

2103. Who is responsible for taking the mattresses out / 
—We have a carriage inspector, and he makes the exami- 
nation of the beds. ‘He is under me. The Locomotive 
Department also has an officer who makes an examina- 
tion of the mattresses; we check that officer. 

2104. You issue printed circulars in connection with 
the works and progress of the works, opening of new sec- 
tions, stations, or sidings’—Any works in progress, and 
they want a connection with the main line, we issue 
notices to the staff telling them what has been done. 
When the work is completed we issue a notice regarding 
the working of those particular places. 

2105. 'That includes the signalling too ?—Yes. 
big work it is included in the weekly notice. 
about 400 circulars a year. 

2106. Do you prepare amendments and additions ?— 
Yes. ttt 

2107. Your instructions are very elaborate. Have you 
had experience on any other railways?—Not working on 
them. 

2108. Your instructions are very numerous, very de- 
tailed, and very elaborate ’—Yes. 

2109. Taking an ordinary employee out in the country 
looking through those instructions, he would be some- 
what puzzled until he got a good deal of experience. - You 
are adding constantly to those instructions little matters of 
detail which might be dealt with locally. They are very 
numerous ‘—The alterations and additicns are numerous. 

2110. It would take some time to get it all into your 
head ?’—It would not ke possible. The books are for refer- 
ence purposes. 

2111. Are you responsible for the instructions in regard 
to where shunting and crossing should take place ?—I pre- 
pare these instructions for the Chief Traffic Manager, who 
deals with them. 

2112. You give detailed instructions that certain things 
are to be done at a particular station, or between one 
station and another. Are you responsible for those ?—The 


lf ats 2 
We issue 





Local Appendices contain those instructions; they were 


issued before my time. 

2113. What voice has the District Superintendent in 
that’—He is consulted. The district superintendents 
check all the proofs. Their suggestions are carefully con- 
sidered. 

2114. You are really acting as an assistant to the Traffie 
Manager for trafic purposes ?—Yes. 

2115. ‘Sir VINCENT RAVEN: Are you generally satis- 
fied with the locomotives, dealing with passenger trains ?— 
We have a number of failures. 

2116. They can haul the trains at the weights and the 
speed which you require’—If we had more powerful 
engines it would save pilotage. 
not strong enough. 

21164. Train delays due to locomotive seem to be very 
large ?—I do not think the percentage is particularly high. 

2117. As a matter of fact it is particularly high. It 
causes you inconvenience’—It causes the public incon- 
venience. 


In cases one engine is 


2118. In regard to the beds, so far as the Locomotive 
Department is concerned, it is in connection with the fixed 
beds, the springs in the bed, they have to satisfy them- 
selves ’—Movable mattresses. 

2119. Do they supply those ?—Yes. 

2120. They supply them in the first instance. Are they 
responsible for seeing that they have got the right mattress 
there ?—We are responsible for secing that there is a mat- 
tress for each bed. ‘The conditioning and renewing of 
them is done by the Locomotive Staff. If we see anything 
wrong we ask for another, 





2121. How are they responsible after it has got into the 
carriage ’—They have a man who goes through the car- 
rlage. 

2122. That is doing the work twice over +~—He examines 
the fittings as well. 

2123. The movable mattress—is it not doing work twice 
over if he does it and you do it too+—In one way it is. 


We make a check on him. It is advisable probably to 
have a check on the examination of mattresses to avoid 
them getting into a bad condition. 


( Witness retired.) 


WILLIAM CHARLES QUINTON, Superintendent of 
Goods and Livestock Transportation, sworn, examined, 
deposed :— 

2124. Sir SAM FAY: You are responsible for the goods 
and livestock trafic under the ‘Chief Traffic Manager ?— 
Yes. 

2125. You supervise the goods train service, which em- 
braces the running of all trains conveying livestock and 
perishables ‘—Yes. 

2126. Are you responsible for the loads of engines em- 
ployed 4—Yes, in conjunction with the Chief Mechanical 
Engineer we determine the loads. 

2127. You are the officer on the traffic side who consults 
the Chief Mechanical Engineer ?—Yes. 

2128. Do you fix the time of the goods trains*—That is 
rcally fixed by the Superintendent of Passenger Trans- 
portation. 

2129. Not goods trains?—They are really fixed in the 
various country districts by the District Superintendents, 
and in the. metropolitan area the same applies. If there 
is anything which requires to be determined it is sub- 
mitted to me for consideration. 

21294. That is to say, the Passenger Superintendent 
has the choice of the road, and the goods trains have to be 
fitted into that ?-Yes. 

2130. You deal with undue delays to trains and engines ? 
—Yes. 

2131. Does that mean that out in the country, where 
engines are kept out, say, for a week from their home 
station, you deal with that ¢—Yes. 

2132. With whom do you deal with it?—With the Chief 
Mechanical Engineer and with the District Superinten- 
dent, and with the District Locomotive Inspector concerned 
in that particular district. 

2133. The really responsible officer for keeping an engine 
out an undue time would be the District Superintendent? 
—Not necessarily. 

2134. Who else?’—The locomotive people frequently. We 
might send an Enfield engine to Broadmeadow. It is pre- 
pared to return to Sydney. Something may happen to 
a Broadmeadow engine which is prepared to go to the 


North Coast, and they grab the Enfield engine. That 
would ke done by the Locomotive Department. 
2135. Are you sure?—Absolutely. That is detected 


within a few hours, and we want to know from the loco- 
motive people why they sent that engine away, and we 
issue directions that the engine must be returned as soon 
as possible to its home depot. 


2136. We have been rather given to understand with 
regards to goods train engines, the Locomotive Depart- 
ment are asked to allocate a certain number of engines 
to a depot. After they are so allocated they are controlled 
absolutely by you?’—That is as far as the ordering is con- 
cerned, 

2137. So far as the working of the engine is concerned 4 
—Yes. We determine that. As far as that individual 
engine is concerned, if she got to Hamilton and Loco. 
were in a tight way, they would take it and send it north 
or north-west as the case might be. 


2138. They would tell you that is the only engine they 
have got?—Yes. Their running repairs may be somewhat 
excessive at the time, | 


ad oue ' 4 




























































2139. Do you get a great many complaints with regard 
to engines being sent away from their home depot ?—Yes. 
That is carefully watched by the Chief Mechanical Engi- 
neer’s staff. We are always on the alert for it, and even 
if we were not, he would give a strong reminder about the 
necessity for getting it back. 

2140. You are responsible for engine men on duty un- 
necessarily early ?—We have a return of engine-men signed 
on duty to work a train and they may be on duty 30 
minutes too early. That is debited as unnecessarily early 
against that particular depot. The various District Super- 
intendents, together with the locomotive inspectors, are 
responsible for submitting the details of each case. Those 
cases are personally investigated by the District Superin- 
tendent and the District Locomotive Inspector. 

2141. You mean that the engine-men turn up before 
their proper time’—They book up at,-say, 1.30, and they 
are allowed a certain time to prepare their engines, about 
45 minutes. They are standing and waiting in traftiec 
20 minutes unnecessarily. They are allowed, say, 15 
minutes to attach to train and test brakes. If they are 
standing 30 minutes over that time it is debited as un- 
necessarily early. ; 

2142. You have a train, say, timed to leave the depot 
at 1 o’clock. The engine-man is supposed to be on duty 
45 minutes before that time to prepare the engine and get 
out on the road ?—Yes, 

2143. That is 12.15 ?Yes. 

2144. If the engine-man turns up at 12.15 could he be 
unnecessarily early ?—Yes, because the train may get away 
late. A stock train may be running into Werris Creek 
from Armidale. She loses time en route after the station- 
master, Werris Creek, has ordered the engine out to leave 
at a certain time. If that train loses time from locomo- 
tive or traflic causes, we treat it as a case of unnecessarily 
early, providing engine was waiting 30 minutes or longer. 

2145. You do not suggest the engine-men are respon- 
sible for that?—No. The idea of keeping that record is 
to provide for the most economical working. If we were 
to allow depot station-masters to order out engines indis- 
criminately it would cost us something. 

2146. In a case of unnecessarily early, the responsibility 
Jays with the station-master. He should have called that 
man out, not at 12.15, but at 12.45?’—Whatever time is 
necessary. [fe must put the men back. He should ascer- 
tain how a particular train is running, and it is his re- 
sponsibility for notifying those men in due course they 
will not be required for a certain time, 

2147. Sir VINCENT RAVEN: How long would he 
know that that train was going to come in late?—It is 
quite possible he would not know in sufficient time in 
many instances, because they are entitled to 2 hours’ 
notice at their homes. Wherever it is possible we insist 
on them putting the men back in order to save the cost 
of standing. 

2148. Unless he knew in time to give notice no fault 
could be found?—That is so. We want to know whether 
there is any negligence on the part of the staff. 

2149. Sir SAM FAY: It is a check on your own traftie 
staff?7—Yes. The enginemen are not in any way respon- 
sible. 

2150. Sir VINCENT RAVEN: What is the time which 
is considered reasonable to ask a driver after he has been 
called on duty for a certain hour to be put back ?—Once 
he is called we do not put him back. He is entitled to 
two hours’ notice in accordance with the award. 

2151. Do not you give him any more than that?—No. 

2152. Night or day ?—That is considered sufficient. 

2153. Sir SAM FAY: You control th> goods and live- 
stock waggons throughout the State?—Yes. 

2154. Have you enough live-stock waggons?—At the 
present time more than enough. J have 700 standing idle. 
During drought periods we tind we have not sufficient. 
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At the present time we have under construction 300 addi- 
tional sheep vans. During the drought periods, to relieve 
cases of extreme urgency, we place open waggons in 7he 
trade. 

2155. What number of live-stock waggons would be neces- 
sary to enable you to tide over a drought period such as 
1922-23 ‘—It would be a high figure. We do not know 
in somé instances whether the cases are entirely genuine. 
There is sometimes an undue inflation of orders. 

21554. They order more than they want because they 
expect to get less‘—They know during drought periods 
they would get less. They know it is an impossibility 
during that period to meet all the orders submitted with- 
out delay. 

2156. We have been told certain people—not the graziers 
—order ahead a large number of waggons for which they 
have no sheep ?—I have only been in my position since the 
middle of June last year. During that period I am not 
aware of any of those orders. I have been told by others 
that it was the practice occasionally. 

2157. That would be orders for trucks which were really 
not genuine orders, but were designed to enable them to 
buy cheaply during drought starving sheep, and get in an 
allotment of trucks in front of the graziers/—Yes. The 
Commissioners have taken action in that direction which 
may circumvent anything of that kind in future, inas- 
much as they reserve to themselves the right of charging 
the full freight for all orders accepted and provided where 
the circumstances are in any way suspicious. 

2158. What number of live-stock waggons would tide 
you over a pericd of drought ?—I would have to take the 
past figures before I came into the position as a basis. I 
could give you an idea later. 

2159. You would take the number of waggons actually 
used, and not those ordered?—We would take them both 
into ccnsideration. I have 1,706 sheep vans and 1,256 
cattle waggons. During some of the periods we had as 
many as 3,000 and 4,000 orders on.our books for immediate 
removal during such periods. 

2160. If they are to be of any use they have to be utilised 
quickly, because the sheep are starving?—Yes. We realise 
that by placing a large number of wheat waggons into the 
trade for the relief of cattle and other open empties for 
the conveyance of sheep. 

2161. Are you short of ordinary goods waggons?—No. 
At the present time I have a considerable surplus. 

2162. Having regard to the growth cf your business, are 
you keeping safe with your present amount ?—With 300 
additional new waggons of 25 tons capacity we are keep- 
ing abreast of the times. 


2163. How about the growth of business?—We will con- 
tinue to eonstruct additional waggons. Some of the 300 
are ready, and the others are in course of construction. 

21634. You have had some trouble in dealing with grain ? 
—Yes. We find that everybody desires to get rid of their 
produce as quickly as possible and get it to the seaboard. 
We cannot undertake to shift the whole of it in a very 
short gériod. 


2164. There is occasionally trouble at your seaport by 
reason of the vessels not being there?—Yes. We have had 
sericus congestion at times. 

2165. You are short of sheep vans. Would you rather 
have good waggons built which would be available for 
general purposes to tide you over a time of drought, or 
would you prefer to have sheep vans built ?—I would pre- 
fer sheep vans. The open goods waggons are all right for 
short distances, but they are unsuitable for a long haul 
without “spelling” en route. It is hard to say when 
we will have a drought. Sometimes we experience a 
drought in the north or west when conditions are favour- 
able in the south, and they are starving on the other 
sections, 

2166. Your drought may synchronise with your move+ 
ment cf wheat/—It is quite probable. 
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9167. You would prefer additional sheep vans than open 
goods trucks?—Yes. We are constructing both at the 
present time. 

9168. You deal with all traffic reports showing the clear- 
ance of traffic during the previous twenty-four hours ‘— 
Yes. 

2169. Does that apply to the whole of the railways /— 
Yes. Each depot throughout the State is directed to send 
me a wire, to reach me at 5 a.m. to show the movement 
of traffic. That is also dealt with by the Chief Trattic 
Manager daily at 9.15, and is carefully scrutinised by him. 
The Chief Mechanical Engineer also attends that meet- 
ing, and any matters required to be discussed are dealt 
with. 

2170. The Chief Mechanical Engineer would not be in- 
terested in that?—If we have any delays of traffic, and it 
is a question of engine power, he wants to know all about 
it. It may not be due to the allocation of engines, but 
to the running repairs. 

2171. You get these reports direct from the stations, and 
not from the district superintendents ‘—The district super- 
intendents also receive a copy. 

9172. You control the goods engines, which embraces the 
allotment of goods engines to the various depots ?—Yes. 

2173. Do you do that in consultation with the Chief 
Mechanical Engineer?—We confer with him in regard 
to the actual class of engine that is to be employed. Other- 
wise we determine what is necessary. We determine the 
supply of engines daily. We have two reports coming 
forward, at 9 a.m. and 5 p.m. They indicate the position 
at all depots throughout the State with regard to engine 
power. 

9174. Are these reports looked at by the Chief Mechani- 
eal Engineer as well as yourself at the meeting next morn- 
ing ?—They are. 

2175. You keep a record of engines under repairs; where 
do you get that return from?—From the 9 a.m. and 5 p.m. 
reports submitted to me by wire from all depots. 

2176. Are they from the Traffic Department ?—From the 
Traffic and Locomotive departments. 

9177. Sent to you?~Yes. ‘The depot station-master 
submits a wire, that is from the depot where the loco- 
motives are located. He knows exactly what engines he 
has on hand. Where repairs are concerned and what they 
are is obtained from the Locomotive Superintendent, and 
wired by the station-master. That is also wired to the 
superintendent of the district. 

9178. When engines require substantial repairs and 
overhaul they are removed, and the depot is recouped when 
practicable?—Yes. Each engine bears a tabulated number. 
When that engine is placed into Eveleigh for repairs there 
ia a certain section on our engine board for that number 
to be placed, and we know that engine is in repair in the 
locomotive shop. Just a few days before the repairs are 
completed we are advised when that engine will be avail- 
able, and we have another space to put that in. We are 
able to keep an exact check on the movements of all 
engines. 

9179. You are responsible for the engine load tables ’— 
Yes, in conjunction with the Chief Mechanical Engineer. 

2180. Those tables are not always governed by the weight 
of the train?That is in regard to the capacity of the 
engine. 

2181. Yes?—-No. We may have fifty-two vehicles on a 
ttain. They may weigh 450 tons, and the engine capacity 
is 565 tons. ‘The maximum length load of that train is 
fifty-five vehicles. 

2182. Why?—That is covered by the length of various 
erossing loops and refuge sidings, &¢.,-over which the 
train has to pass.. Instead of taking. 450 tons as the 
capacity of the engine, we take the weight of three 
vehicles short at 6 tons, making 18 tons. We will say, 
therefore, 468 tons is the capacity of the engine. 

9183. They are very elaborate calculations in regard to 
some of these loadings?—Undoubtedly, if you were not 
aware of the circumstances you might think there was 


something wrong. ‘That arrangement has been in force 
ever since | can remember. It has been considered quite 
in order. If we are within 10 tons of the load we reduce 
the capacity of the engine. Take a load of 490 tons. The 
capacity of the engine is 500 tons, and we have not a truck 
in the yard which will weigh 10 tons, consequently we take 
490 tons as the capacity. 

2184. You control the tarpaulin factory ?—Yes. 

2185. Do you control the manufacture of tarpaulins ?— 
No. I have a foreman who is immediately responsible for 
the supervision of the factory. I am held responsible for 
seeing proper supplies are maintained and distributed. 

9186. Who is responsible for the manufacture/—I am 
responsible for the proper conduct of the business, and that 
comes under the heading of manufacturing. My foreman 
‘s the man who is immediately responsible to me for the 
business being properly conducted. 

2187. Have you a tarpaulin factory ?—Yes. 

2188. Are there men employed on your staff?—Yes, and 
the foreman also. 

2189. Do you requisition for the material required /— 
Yes, through the Comptroller of Stores. 

2190. What sort of experience has this man of yours had 
of the manufacture of tarpaulins /—Twenty years. 

2191. You have been manufacturing the whole time !— 
Yes. 

2192. How many tarpaulins have you got ?—Our stock is 
22, 500. 

2193. How many do you manufacture or buy a year ?— 
In 1923 we issued 2,997 new tarpaulins. 

2194. What do they cost?—Last year’s, tarpaulins cost 
£7.15. The present day cost is £6 16s. 

2195. Are you responsible for the use of the tarpaulins 
on the trucks?—Yes, for the supply of them. 

2196. Do you use more than one tarpaulin on a truck ?— 
Yes, in a number of cases. From the Portland Cement 
Company’s siding we use two sheets. Also on trucks 
of chaff and fodder on particularly long hauls from the 
southern districts to Wallangarra we use two, which 
absorbs a great number. 

2197. When they are going through interstate ?—Not 
necessarily, but we do always use two. Our business some- 
times in that respect is very heavy. 

2198. We will put your supply as 3,000 a year, as the 
wastage of your tarpaulins ?—Yes, we have that. 

2199. £20,000 a year ?— Yes. 

220). You must be using a considerable number of 
duplicates, or are your tarpaulins too small ‘No, _ one 
tarpaulin will as a rule cover an ordinary truck of goods. 
Where truckloads of fodder are concerned we must neces- 
sarily use two tarpaulins. 

9901. Is that for lashing?—No.. The loads are all 
securely lashed. 

3202. Do you sheet your chaff always ?—Yes. 

2203. Winter and summer ?—Yes. 

2204, Although they were secured by lashing ?—Yes. 

2205. Do you get rain here in the middle of summer ?— 
Yes. We are subject to very heavy storms in the middle 
of summer, and we are never safe. 

9206. Sir VINCENT RAVEN: Are you satisfied that 
your locomotives are sufficiently powerful to take al] the 
[ regard them as powerful enough. 





goods you have? 

9207. There is no need for more powerful engines ?— 
That would have to be governed by the question of draw 
gear. It is for the Chief Mechanical Engineer to say if he 
would dllow stronger locomotives, on account of the heavy 
grades we have to travel over. 

2208. As far as you are concerned you are taking loads 
which are necessary ?—Yes. 

2209. Those loads, as arranged, appear to be very com- 
viiecated. I do not know if you would consider the line 
from Sydney to Goulburn as illustrating the character of 
the line generally in. New South. Wales?—No. That is 
somewhat easier. Our western and northern areas are 
much heavier 03 regards grade than the south. . ; 


























2210. It has gradients of 1 in 40?—On certain sections, 
but not to such an extent as on the north and west. 

2211. The loads vary considerably with the different 
classes of engine and the different classes of trains, and 
with the length load of the carriages?’—Yes. On some sec- 
tions we work up to sixty vehicles, others we will run 
seventy. That is entirely governed by the facilities avail- 
able for crossing and refuging. 

2212. It appears from this statement that you never 
get a load up to the capacity of the locomotive /—There 
would be instances where the exact tonnage hauled does 
equal the capacity of the engine, but there are many yhere 
we are from 3 to 10 tons short of the capacity. 

2213. I have a paper here giving the capacity of the 
engine and the fixed load, which I understand to mean the 
load allowed ’—Yes. 

992134. And the gross load taken. 
any, have you come up to the load which the engine could 
take. In a number of cases you have come up to the fixed 
load, but the fixed load appears, for one reason or another, 
to be considerably below the load which the engine 
ean take. Do you agree with that?—Each train is dealt 
‘he loading is carefully analysed to 
No doubt there are a 
large number of differences between the gross and the 
fixed load. I feel satisfied the system 1s quite all right. 

2213. Looking at the table which I hand you, the red 
line indicates the capacity~ of the locomotives, and the 
next line indicates the fixed load. You see the differences 4 
—Yes, there are differences. Take the second item. We 
only got up to 360 tons. Our engine capacity is 565 tons. 
That is a fast goods train with a limited length It only 
conveys 45 vehicles. 

9213c. That is not isolated?—There are a number of 
cases in the same category. No. 25 has 53 instead of 55. 
The gross tonnage of the 58 vehicles is 542 tons. We take 
to debit 6 tons each, 12 tons for two vehicles short, making 
554 tons. 

9218D. If that statement is correct, it looks as it the 
engine were amply powerful enough to deal with the 


In very few cascs, 1f 


with on its merits. 
ascertain if better could be done. 


necessary trade?—Yes, I feel satisfied on that point. 
2213. Does that illustrate generally what takes plac 

—Yes, that may be taken as an index. The idea of the 

loading returns is to detect whether there is any undue 


/ 


wastage of engine power. 

2213r. Do you find you get many failures with the loco- 
motives ?—Yes, a considerable number. 

2913a. That is not due to the load?—No. The Chief 
Mechanical Engineer takes care that he does not allow 
the engine to become overloaded. 

2213H. How ean he tell that ;—he has nothing to do with 
the engines when they get outside?—Only as far as the 
engine load table is concerned; it is up to us to see that 
the engines are not overloaded as compared with the fixed 
load. 

29131. He cannot tell if it is overloaded after it geis 
on to the road#—The locomotive people would not know 
unless an engine stalled on account of being overloaded. 

22137. In connection with waggons, you have a number 
of different classes /—Yes. 

2913K. It is an advantage, is it not, to reduce those 
classes to a minimum?—They are being gradually re- 
duced, That is to say, the standard 25-ton waggon is 
gradually being adopted. 

2213L. Are you endeavouring to bring them down to a 
fewer number of classes ?—Yes. 

2213M. So far as the workings of the engines are con- 
cerned, after they leave the shed it is of great importance 
to the Chief Mechanical Engineer that the best work 
should be got out of them, because a good many of his 
costs are got out on the train-mileage basis ?—Yes. 

2213N. How is he able to take part in that?—He will 
obtain the same information as I do, the information 
prepared by the Director of the Statistical Bureau, in- 
dicating the miles per hour. 
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22180. He only knows afterwards?—As far as I am 
aware, 

2213p. It the organisation does not allow him to take 
part in the arrangements of the working he cannot knuw 4 
—He has no control of the engine after it leaves the shed. 

22139. Can you suggest how he should know before if 
that is sot—-No, I cannot suggest how he could know 
before. 

JPR. 


under his notice by some returns /— 


He can only take up the matter after it comes 
Quite so. 

9213s. Does he often take up cases/—I am not aware ol 
what he does. He does not come to me. 
22137. Who would he make the complaint to?—Prin- 
cipally to the Commissioners. 


tween the Chief Mechanical 


There is no connection be- 
Kngineer and myself, in 
those subjects. J am responsible for the miles performe] 
by the engine. 

2214. Then it would come to you eventually, even al- 
though he took it up first of all through somebody eise? 
—He has a representative attending the Assistant Dis- 
trict Superintendents’ conference, at which I preside once 
monthly. : 

2215. It would come to you eventually. If he had a 
complaint he does not take it up directly with you?—That 
is SO. 

2216. No matter whom he takes it up with, it would 
eventually come to you for explanation?—Yes, I would 
see to that, There may be cases out in the various ‘Jis- 
tricts which I would not see. There may be some unsatis- 
factory local working in a particular district, and- his 
representative may take it up immediately with the trattic 
representative, the District Superintendent. I would not 
know anything about that probably at the time. 

2217. If it was a complaint that you were responsible 
for, would it not come to you at some time?—Not neves- 
sarily, unless it is a particularly serious case. 

2218. So far as you know, the Locomotive Superin- 
tendent 
to the C 

9219. Yes?—Not with me. 


has not taken up any cases?—You are referring 
hief Mechanical Engineer ? 
There are cases where an 
engine has been delayed which the Chief Mechanical Engi- 
neer has taken up with me. If there are cases where the 
locomotive inspectors consider undue delay has occurred 
they will represent that to the District Superintendent 

92920. Who fixes the length of the load—the Chief Mech- 
anical Engineer?—In some instances the Traffic Depart- 
ment determines it, if it is the case of the length of refuge 
siding or crossing loops. If it is a question of drawgear 
and we can take more than fifty-five or sixty, then the 
Chief Mechanical 
seventy. 

99291. Sir SAM FAY: The line from Sydney to Geul- 
burn is one of your chief lines ?—Yes. 


Engineer will approve, say, up to 


2222. ‘What particular part of it is responsible for 
limiting your load in length?—The 1 in 75 grade from 
Picton to Moss Vale. ; 

2223. You gave the reason the limitation was due to 
vour refuge sidings, crossing places, and so on?—Yeg, 
because we can otherwise take sixty yehicles on the Geul- 
burn section. 

2224. You gave the ease of forty-five waggons being the 
hmit ’—That was a fast train due to speed only. 

2225. Are you limited in any way between Sydney and 
Goulburn to fifty-five7—We can convey sixty, except at 
certain times, when mail trains are concerned, and there 
are certain places where we cannot accommodate ths 
length of trains. We have difficulty in taking fifty-five out 
of Enfield. From Enfield at the present time we do not 
usually send more than fifty-five vehicles. 

2226. That is from Enfield ?—Yes. 

2227. Why ?’—In setting back on to our departure road 
we have not the sixty vehicles length available. 

2228. In consequence of you rot having more than that 
particular length in your siding at Enfield you limit the 
load from Sydney to Goulburn, 149 miles?—It would not 
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affect it to any great extent. Almost all trains convey the 
fifty-five on account of the restricted facilities on the road 
in regard to refuge sidings. 

2229. Have you no practice of shunting across’/—We 
have a double line, but I do not consider that advisable 
except in cases of emergency. It is done. 

2230. Is that because of the steep grade?—In some in- 
stances. 

2231. As a matter of fact, you are limiting your load to 
some extent to trains going away from Sydney because of 
the length of your siding in Sydney ?—Yes. 


2232. Sir VINCENT RAVEN: Have you any knows 
ledge of the train miles per hour which you get out of 
your train ?—Yes. 

2233. 

2234. You keep information which gives you the trais 
miles per hour ?—Yes, every district is concerned. If there 
is any falling off I want to know why. 


You have a record of that ?—Yes. 


2235. Do you send that anywhere’—Yes. That is pre- 
pared by the Director of the Statistical Bureau, and each 
District Superintendent receives his copy. 


FourTEENTH Day 


FRIDAY, 1 AUGUST, 1924. 


(Held at Chief Secretary’s Building, Macquarie-street, Sydney.) 


COMMISSIONERS : 


Sir SAM FAY. 


Sir VINCENT L. RAVEN. 


Hon. Dr. NORMAN WILLIAM KATER, M.L.C., Pre- 
sident Graziers’ Association of New South Wales, 
sworn, examined, deposed :— 

2236. Sir SAM FAY: We have your list of submissions ? 
—I am going to deal with Nos. 7 to 11. In what I am 
handing in there is a question I asked in the House about 
drunkenness in the service. 


2237. Take No. 7—methods of railway construction. You 
suggest the method should be reviewed¢—Yes. I canno* 
give very much specific evidence of waste in the system, 
but there is a general impression that the present system 
of railway construction is extremely wasteful. ‘Some cf 
the railways which have been built have taken years to 
build, and the estimates have been very much exceeded. 
Take the Dubbo-Werris Creek railway, for instance. ‘That 
took ten years to build. <A lot of the capital was locked 
up during the process of building. The cause of that is 
the Public Works Committee submitting to Parhia- 
ment recommendations for railways to be built all over 
the country, many of which will never be built. Parlia- 
ment decides to start a certain job, we will say, without 
being certain that they have the money to do so. When 
it is half finished certain political exigencies make them 
start a job elsewhere. Men are removed to that. In that 
way there is an enormous loss. It is believed that the 
work done by the Railway Construction Department-— 
there is not fair value obtained from the employees for 
that work. For instance, there is the siding I had con- 
structed by the Railway Department on my own property. 
I got an estimate from the Railway Department. Inci- 
dentally they made me sign an extremely one-sided agree- 
ment under which they could tear it up at any time at my 
expense. My solicitor told me I would have to accept it 11 
I wanted the work done. The estimate was for a certain 
sum, with the proviso if I constructed the earth works it 
would be reduced by £150. I accepted that and got in 
touch with a contractor. JI asked him what he would do the 
earth work for, assuming that it was a certain measure- 
ment. He said £50. I found afterwards the plans they 
had given me did not show there was a down-grade. It was 
», dead-end siding. Consequently we had over-estimated 
the amount. When we came to do it we found we did it for 
under £25, and they estimated it would cost £150. That is 
a small example of what their estimates are. If they esti- 
mate the earth works cost six times what it does, possibly 
the estimate of the rest of work is six times the cost also. 

2238. In the first instance, on our arrival here, we ealled 
for all the minutes of the various conferences held by the 


railway officials for twelve months. We found on the 
engineering construction side very considerable evidence 
of the waste which had been going on, apparently for a 
series of years, in the construction of lines, brought about 
more particularly by what you say in the shape of not 
being able to find the money or the men being transferred 
to.another job. It meant perhaps double the cost. That 
is not a reflection on the railway officials—it is a reflection 
on the system of finance. That is a matter to which we have 
given a great deal of attention. In regard to the actual 
estimates and the actual costs following on the estimates 
we have had some evidence from the Engineering Branch, 
and we will follow it up again. Apparently they are satisfied 
that day labour is the best plan?—I do not agree with 
that. 

2939. It is a question of supervision more than anything 
else /—Yes. 

2240. Sir VINCENT RAVEN: Do you suggest that 
this new construction work should be let out on contract? 
—I do. You then have a time limit, and the Government 
would be obliged to find the money. 

9941, And there would be a check on the Government’s 
estimates ?—Y es. 

2242, If the contractor could do the work cheaper than 
the Government it should be let out on contract ?—Yes. 

243. They have to find the money and carry it through 
once they start ?—That is an advantage to the country. It 
vould be an advantage even if a contract cost a little 
more than the present system. ‘For instance, the (Dubbo- 
Werris Creek railway might have been built within two 
years, and it would then have cost less than in the long 
run what it did, even if the initial cost had been a little 
more, because all that money had been lying idle all those 
years. 

2244, Sir SAM FAY: It would mean in times of finan- 
cial stress these works would not be ecmmenced, which 
would be. an advantage ?—Yes. 

2945. Sir VINCENT RAVEN: You consider that when 
works are commenced they should be completed quickly #— 
They should be carried through with the quickest possible 
despatch. 

2946. Sir SAM FAY: Take No. 8, that the present 
Railway Appeal Board be reconstituted ’—It appears from 
the constitution of that board that it is possible they may 
not always give an impartial verdict. I produced a ques- 
tion with regard to that which I asked in the Upper 
House, 
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2247. We have been struck by the number of disciplinary 
eases which have come before the Commissioners which are 
noted in the conference minutes. The number appealed 
against and varied by the board does not appear to be very 
great in comparison with the total. There are more cases 
than we have been used to?—I would be very sorry to be 
at the head of a service in which the discipline was subject 
to an appeal board of that nature. It tends to undermine 
the discipline of the service. 

2948. As a matter of fact, the decision of the Chief 
Commissioner cannot be appealed against ?—I think that 
is true. I do not think he often exercises it. 

2249. He feels he would be going against public policy 
as expressed by the Act?—Yes. 

2250. Therefore any disciplinary measure taken is taken 
by the officer in charge of the department ?—Yes. 

2251. You think that some alteration should be made in 
that appeal board?—It should be done, or its personnel 
altered so as to give the (Commissioner a larger say in 
it. 

2252. Sir VINCENT RAVEN: Is it composed of men 
who have had experience in labour troubles and govern- 
ment of men’—I eould not sav. ‘The cutside member is 
a stipendiary magistrate. He is there in a judicial capa- 
city. The other members are both employees in the ser- 
vice. 

2253. It is dificult to manage a large undertaking like 
a railway company if the authority to deal with your men 
is taken out of your hands ?—Naturally. 

2954. Sir SAM FAY: Then there is No. 92—A great 
advance has been made. A considerable increase in speed 
in stock trains has been given. We still think it might 
be increased, and that some of the delays at various places 
might be decreased. Certainly we think they should be 
given precedence over all other goods trains. 

22544. The stock trains you refer to are stock trains 
to the market here?—To a great extent. Stock trains 
moving starving stock are just as important. 

2255. Then with regard to the supply ?—'Supply is a very 
serious thing in drought time. We often have to wait six 
weeks to two months for trucks to move our starving 
stock. That puts you in a difficult position. The pre- 
liminary process to moving your sheep is to lease portion 
of a property. You are obliged to take it from the day 
of inspection. The lessor will not wait two months to 
lease it to you. In spite of that you may have to wait 
two months for your trucks. In the meantime perhaps 
rain has fallen, and you do not need the country, or half 
the sheep may be dead. The long delay experienced in 
waiting for trucks causes enormous losses. 

2256. It is admitted by the Commissioners they are 
short ’—Yes. 

2257. We have been considering what would be the best 
thing to recommend. We have put it to them that it 
might be better to construct goods trucks which would be 
available for removal of stock and other general pur- 
poses. The evidence we have is rather against that. They 
would prefer sheep trucks, which means if you have an 
adequate number to deal with times of drought for per- 
haps nine months of the year those trucks would be idle. 
Have you any views to offer as to whether it would be 
possible to have a dual truck?—TI have used ordinary D 
trucks in the transit of sheep. I do not like them. That is 
an open truck without a top on it. Sheep travel fairly well 
in them. The floors get very slippery, and the sheep get 
down. I am against them for the long journey. The only 
losses of sheep I have had have been from travelling in 
them and getting drenched with rain. 

2258. If a temporary top could be put on ?—It would be 
much better than at present, provided ventilation could 
be effected. 

2259. Or a truck with a permanent top and a movable 
top floor¢—Yes. It is certainly a thing well worth in- 
vestigation. 

2260. At present there are sufficient open trucks, but 
insufficient cattle and sheep trucks ?— Yes, insufficient cattle 
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and sheep trucks, and often a shortage of open trucks as 
well. 

2261. Si: VINCENT RAVEN: Has a combination 
truck ever been proposed ’—Not to my knowledge. 

2262. It has not been proposed and objected to by the 
graziers’—No. We have a lot of evidence from the agents 
which I will hand in with regard to delay. Before leaving 
the question of trucks, I would like to say about the con- 
struction of sheep vans. -An enormous waste of money has 
been incurred through faulty construction of them. The 
first truck used had solid top floor and bottom grated. 
That used to get dirty and the sheep get down. The 
design was altered. For the top floor they instituted a 
grating. They made a roof below that with a space of 
several inches for the lower deck. It was a curved roof. 
They made all the roofs of tongued and grooved boards. 
It should have been obvious that if the space was not kept 
clean there would be a good deal of rotting dung between 
the two spaces, and the moisture and heat would quickly 
destroy the roof. That happened. The boards buckled and 
they leaked like sieves. Only the other day I asked for 
sound trucks. They supplied me with one with a leaking 
roof. 1 think someone is to blame for not foreseeing that. 
They have altered it now. They are still using the same 
grooved timber, but they are putting a galvanised-iron 
sheet underneath, and a layer of bitumen bétween the two. 
They have had to tear all those roofs out and replace them, 
which is a great expense. 

2263. Did that go on for any length of time?—I do not 
think they found it out till I drew attention to it. They 
did not start to alter it till I discovered it for them. 

2264. That is recently ?—Three or four years ago. 

2265. These trucks for a special purpose—is a design 
submitted to the graziers’—Lately it has been—the new 
truck. We were asked to see it. They used not to do 
that, but in the last year or so they have been doing it. 

2266. You realise the importance from the economy 
point of view of reducing the different types of truck as 
much as possible; is there one truck you could agree to?— 
So far as the general design is concerned, I am not talking 
of the roofs. We are satisfied with the latest type. 

2267. You would be satisfied in future if they submitted 
a design for your approval?--Yes. We want them all of 
one type. If you are trucking twenty trucks of sheep and 
you have to bring your sheep 20 or 30 miles under the 
present circumstances you do not know within 200 sheep 
how many to take. There are two trucks, the large and 
the small. The targe trucks hold ten more than the small 
ones. 

2268. Would you prefer the larger truck ?—Yes. 

2269, I suppose there are no other trucks you would like 
refer to besides those carrying sheep ?—No. 

2270. Sir SAM FAY: You would like to refer to the 
earriage of fodder for the use of live-stock?—Yes. During 
drought periods one ean get fodder carried at a reduced 
rate. We have recently asked the Commissioner, why not 
move that fodder to those of us who are provident and move 
it in good times, if we sign a declaration it is to be stored 
on the property for sheep fodder only: why not move it in 
times of plenty instead of waiting till times of drought? 
One of the difficulties in times of drought is that you ¢an- 
not get trucks for your fodder. I have several letters as 
to that I will hand in. The manager of the New Zealand 
Land Company tells me that they grow a lot of fodder 
themselves on one property. When they try to move it to 
their other property in drought time they cannot do it on 
account of the shortage of ordinary trucks. It would be no 
loss to the railway if they will carry this fodder at a re- 
duced rate in times of plenty. It would be an advantage 
to them, because they may have a certain number of trucks 
idle then. 

2271. We have seen ricks of lucerne at various places; 
that is what you refer to’—Principally, yes. 

2272. Would the conveyance of fodder as a rule be at 
the same time as the movement of wheat ?—It is hard to 
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We are prepared to buy fodder at any time at a 
moderate cost. The movement of wheat is November to 
March. I should say we would wish to move the fodder 
at any time during the year. 

2273. I was wondering whether it would suit your pur- 
pose if this took place at particular times when they were 
not pressed for trucks!—To a certain extent. It woul! 
be subject to this disadvantage: if it were known that the 
Commissioners were going to move the fodder only during 
those times the agents and sellers of fodder would hold up 
their produce till those months, and perhaps we would 
have to pay more. 

99474. Sir VINCENT RAVEN: Your point 1s that it 
should be moved at a definite time, when there are nlonty 
of trucks at the lower rate, which they charge in drough 
times?—Yes, provided they are guarded by statutory de- 
elarations that it is to be stored on a property and not for 
sale and to be used for fodder for sheep. It would be an 
advantage to both parties. 

2275. WITNESS: There is the question of cross-country 
line, No. 5. There is an urgent necessity for eross-countT7 
lines. It has been found the Dubbo-Werris Creek was of 
enormous advantage in moving fodder and sheep. We 
have always urged, and we urge now that more cros* 
country conmections be made between the various systems. 
I have some matter relating to that which I will hand in. 

9276. Sir SAM FAY: Do you refer more particularly to 

lines crossing east and west /—‘Some would be north ant 
south. I give the Dubbo-Werris Creek one as an examp!e, 
and the Forbes-Stockinbingal. 
0977. Sir VINCENT RAVEN: Would they be ight 
railways for the carriage of stock and not passengers g 
am not competent to answer that. Im one way light ri 
ways are a mistake, because if the country is opened ¥ 
you may want a permanent heavy railway. 
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2278. Sir SAM FAY: I supposc the Dubbo-Molong line 
would be an example of it¢-—Not to a very great extent, 
because that really is a loop of the main line. 

9279. To avoid the heavy gradients?—Yes. That is a 
direction the line should have gone in the first instare, 
and would have gone if our railways had been in private 
hands. It was a shame the railway was ever pushed on 
from Orange to Wellington through the wretched country 
it goes through, when it eould have gone via Molong 
through excellent country. 

9980. Having in view the difficulty there has been in rais- 
ing money for these lines, have you any views in regard to 
the taxation of lands by a contribution of a small sum per 
acre per annum tor a number of years where it is obvious 
that the lands are improved in value 2—We are so heavily 
hit now by the Federal Jand-tax that I would hestitate to 
answer that. The Federal land-tax is very heavy. 

9981. Would the improvement of land value extend to a 
distance of 20 miles or 10 miles from a new railway ?--L 
would say 20 miles. It used to be considered 16 miles wes 
the limit you covld cart wheat to the railway. And from 
the wheat point of view I would say it would increase the 
value up to 16 miles. 

2282. It would be a very small sum per acre per annum 
spread over a number of years which would be necessary 
to meet the eapitalisation of the railway ¢—lIt might be 
a sound idea. 

9983. We have been looking at the financial difficulties 
and they are great?—I do not say it is not a sound idea. 
On the spur of the moment I would rather not ex» ress 
a definite opinion. 

9984. It is more a question of policy than anything 
else probably ?—Yes. With regard to railway finance. I 
think it might be as well to separate the railway system 
from the State Budget and allow them to raise their 


own loans. 


(Witness retired.) 


HAROLD VICTOR CAMPBELL THORBY, M.L.A., 
President, Farmers’ and Settlers’ Association of New 
South Wales, sworn, examined, deposed :— 


9985. To Sir SAM FAY: I propose to deal with most of 


the items. Mr. Kidd will deal with No. 4. I would like 
to point out under the heading of No. 1, we submit 
the suggestion that the railway administration in New 
South Wales has arrived at such a _ stage when 
we would like you to consider whether it would be advis- 
able to divide the administration into four sections, the 
northern system and branches, the western system and 
ranches, the southern system and branches, each of 
which constitute a separate system, and the metropolitan 
area, which would constitute another division. I have the 
reasons tabulated, which I will hand in. Under the 
present state of affairs the railway administration is 
becoming unwieldy, more particularly when you recognise 
that the tram systems of Broken Hill, Newcastle, and 
Sydney also come under the control of the same organisa- 
tion. We ask you to consider whether it is adyisable to 
place the railways and tramways under separate control. 
The railway and tramway systems are growing to such 
large dimensions and are so widely scattered that the 
time is at hand when the traffic problems of Sydney alone 
call for the undivided attention of one having full control 
and responsibility, to enable that individual to concen- 
trate upon the future development which will be neces- 
sary to meet the transport requirements in the near future, 
That is a view 1 hold of the separation of the tramway 
from the railway administration. It will be necessary 
for the tramway authorities to undertake a motor traus- 
port sub-department of the tramway, to keep up with the 
growing needs of the people of Sydney. That would bring 
about further complications ‘in our Railway Department 
if it were left under the one control. It is also pointed 
out in this statement that Sydney, Newcastle and Broken 
THll each have their traffic problems, which are matters 
to be considered in conjunction with the municipal autho- 
rities more than any other section. The municipal 
authorities are directly concerned with tramway adminis- 
tration: and the producing .and industrial organisations 
are more directly concerned and interested in the adinin- 
‘stration of the railways. We feel we could get better 
administration if we had an organisation or an adminis- 
tration which would concentrate upon the railway devel- 
opment itself, and keep more closely in touch with the 
requirements of the producing and commercial interests, 
and leave the administration of the tramways and so 
forth to an independent Board of Control. To do this we 
suggest the railway system of New South Wales should be 
divided into four divisions, each division to have a sub- 
Commissioner with full control and responsibility of his 
own division. I particularly emphasise the varying condi- 
tions. In New South Wales you have the north and the sub- 
tropical areas, where the conditions are entirely different 
from the south and the west. Each of our railway systems 
deals with a distinct type of country, and industries. We 
cannot stress tco much upon the efficiency of our railway ad- 
ministration. We should have a better system, which will 
encourage the development of the national resources, par- 
ticularly the primary industries, to the greatest possible ex- 
tent. If each system or division was placed under the con- 
trol of a Sub-commissioner, then it would give us decentral- 
‘sation of administration, cheaper and more efficient control 
and throw the responsibility more directly on those who 
would be more closely in touch with the requirements of 
each division, with a Chief Commissioner to act as general 
manager of the business. With the opening up of new 
ports, Coff’s Harbour and Clarence River on the North 
Coast. and Port Kembla on the South Coast, the comple- 
tion of the North Coast railway and the construction of 
the line from Moss Vale, which is sanctioned, and at 
the same time the linking up of the Victorian and Queens- 
land lines increased development will be encouraged, and 
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too wide a field of operation, 


-the responsible head be relieved of detail; 


will greatly increase the railway work of the State in the 
near future. With the completion of cross-country connec- 
tions, a proportion of the railway traftic will be 
earried on without coming within the influence of Sydney. 
That is illustrated by the completion of the Dubbo-Werris 
Creek line, where, within the first 
111,000 tons of produce went across. 
mand was there, 


great 


three months, over 
That shows the de- 
waiting for the completion of the cross- 
country connection. With the exception of these 
tremendous amount of the tween 
without within 250 miles of 
Sydney. The completion of the City railway also tends 
to overload the central control, and the outlying interests 
would like you » full 
that. With the completion of the under- 
ground city railway and the electrific: 


politan railways, and with concentration of 


lines, a 


transport be the various 


on coming 


to give 


the metro- 
the adminis- 


ition of 


‘tration in the city of Sydney, our contention is that that 
liability exists—the overlooking of the interests of the 


consideration is 
of that particular area which 
comes more particularly under the notice of the controlling 
officers than those portions far removed from headquarters. 

2286. To Sir VINCENT RAVEN: I have dealt with 
No. 1 and No. 2 combined. Reading from my statement, 
I strongly urge that if sub-Commissioners were decided 
upon then that they should meet in conference at least 
twice a year with representatives of the various industries 
and interests to discuss all matters of importance to the 
respective industries and the railways, that it would be 
possible to have the various organisations working more 
in co-operation than at present. 'The producers’ organisa- 
tion has always been anxious to meet the Railway authori- 
ties and where possible offer suggestions which may help 
them. The Railway C 
which will assist us to 
products. 


outlying districts. More sympathetic 


jommissioners can offer suggestions 
co-operate in the 
I contend that it would have the ef 
ing a spirit of competition between the eee divisions 
and give greater lbition than at present 
individual initiative. It would establish headquarters 


staff right in the centre of the division under their eon- 


ee of our 


tect of ecreat- 


scope to an and 


trol; it would prevent overloading of any individual and 
eliminate delays and congestion. The Chief Commis- 
sioner and his central staff would still be the supreme 
authority on matters of policy. My opinion is that to 


spread one working organisation over the entire railway 
system of New South Wales gives heads of departments 
for anything like careful 
attention to details, and makes necessary their dependence 
upon subordinates who are far removed from their imme- 
diate oversight, while the idea of separate and distinct 


units of Management on the other hand confines heads of 


department to smaller fields and makes them directly 
responsible to a local head or sub-Commissioner who has 


-general charge of the service within his division. It is 


essential in such a large organisation as our railways that 
or mueh of his 


time would be taken up with minor matters and trayvel- 
ling over the extensive lines of the State. Or the greater 
part of his time and attention may be given to one 
division, particularly that which comes most directly 


under his notice and attention to the detriment of that 


which is farthest from his observation or control. That is 


what we fear is going on at the present time. Those 
portions of our railway furthest removed from the head- 


We contend if we can get 
District Superin- 

That would 
railways. To 


quarters are most neglected. 
a system of control different to 
tendents it will improve the administration. 
improve the whole working conditions of the 
prevent this, I contend that subdivision is essential with 
the responsibility carefully apportioned and placed under 
thoroughly competent men, 
sity of 
tions of policy to 


our 


who would obviate the neces- 
the important 


all their 


referring anything but most ques- 


the Chief, working out own 


‘divisional problems in accordance with instructions laid 


down by general policy. All divisions to be worked in 
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close co-operation with each other yet retain its distinet 
management. ‘Ihe trouble is, matter how small or 
unimportant a matter the present time, prac- 
tically everything has to come through headquarters, and 
all their any little 
alteration or undertaken 
Our ambition 
1s to overcome that and bring the controlling authorities 


more closely 


ho 
may be at 

replies come to head-quarters before 
small country 
or any repairs eftected. 


any work can be 


That causes delay. 


in touch with the producers and the country 
people who use those lines and pay the bulk of the freight. 

2287. SAM FAY Have you done with the sugges: 
tion there should be decentralisation of control?—I was 
not referring to the financing of the railways at this 
juncture. 


Sir 


2288. Do you attach any importance to four divisions as 
against three ?—-No 


2289. Would it not be sufficient if decentralisation took 
the form of a northern division under an efficient com- 
missioner stationed, say, at Newcastle, another for the 


the southern man 
you see any objection to the southern 
man at Sydney?—No. That would meet with our views. 
We merely refer to the three country divisions and the 
metropolitan divisions, because the three systems are so 
distinct. The southern man probably could control tha 
metropolitan division. 

2290. If you have another division for the suburbs of 
Sydney and Sydney, you would not then have the traffic 
from, say, the south in one hand. You would have it in 
two hands. You would be taking it from the jurisdiction 
of your southern superintendent and handing it over to 


western, and another for the southern, 


being assisted. De 





your metropolitan superintendent. Would that not be 
some disadvantage?—Whoever was commissioner of the 
metropolitan area would be chief commissioner, and he 





would be supervising the receiving and 
from north, 


despatchins 
south, and west. 


his assistant commissioners, 


The chief is tas ae ier eso eS : 
ihe chief commissioner would have the central organisa- 
tion, which would have control over that. «Those are 
merely suggestions to give us something better than we 


have at the present. 


2291. Your ide a of 


woul | be oper ation 


the duties of the area commissioners 
and commercial ?—Yes. 

arin under them assistant engineers under the 
chief engineer ?—Yes. 

2293. And likewise the mechanical side under the Chief 
MscHanidal Dh 
2294. Is not view there 
organisation from an engineering 
district ’—No, I suggest the same subdivision should take 
place as far as the engineering is concerned. That should 
be separated as far as practicable, and, as far as possible 
from the sub-commissioners’ control, and throw more 
responsibility on the Chief Mechanical Engineer than what 
is thrown on him at present. He has practically no power 
as far as the staff is concerned at present. If he is to get 
the best out of his organisation he should have more power 
and have abs “olute control of the Engineering Department, 
and be responsible for the out-turn therefrom, machinery, 
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2295. Sir VINCENT RAVEN: Is the Chief Mechanical 
Kngineer not entirely responsible to the Chief Commis- 
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Commissioner, and the Chief Commissioner alone, can he 
not do exactly as he desires in his own department ?—I 


find that he has no administrative authority 
whieh is authorised by the Commig. 


think you will 
except everything 
sioners. 


=— 


ae? 


— 


=e 


a ey ee 


Fes 


a 


pA £5 


a ae 


pene ia ene 6 


2. = 





% 




















































































Sees 


——_ 


——ae 


ee ee 
=e 


Ee a 
a - . reas 


te a ee 







Witness—H. V. C. Thorby, 1 August, 1924, 


2297, In his own department he has complete authority $ 
On the evidence I have everything has to be referred 
back to the Commissioners. He is the designing engineer, 
but not the administrator, so far as the works are con- 
cerned. 

2298. Is your opinion that he has not complete control 
over his men and over the works?—Yes. That is what I 
have gathered from interviews from Mr. Lucy and docu- 
ments I have perused. 

9999. That the Chief Commissioner interferes in his 
detail department work ?—It is practically controlled from 
the Commissioner’s office, not the Chief Mechanical 
Engineer’s office. 

9300. The control of his workshop or as to what he 
should build?—As to what he should build, and the dis- 
charge or employment of men. That does not go through 
the Chief Mechanical Engineer. He has very little to say 
in connection with his work. If they do not give satisfac- 
tion he reports the matter. 

2301. He deals with the punishment of his men?—lt 
does not appear so in referring to various Royal Com- 
missions. 

2302. No doubt he would have to submit to the Chief 
(Commissioner the money which he expects to expend in the 
shops, and the class of new engines and rolling stock which 
he is going to build. Outside that do you say he has not 
complete control ?—I say that he has not complete contro] 
of the engineering department. 

2303. Can you give us any reason why you say that. My 
information is entirely opposite?—I produce the evidence 
before the ‘Select Committee of inquiry into the case of 
Mr. Dingle, dated 19th December, 19258. 

Can you remember the report?—Not in detail. Did 
you speak to the Chief Commisisoner about the report ?— 
Yes. Everything in that nature was referred back to the 
Chief Commissioner. 

2304. It is obvious that Mr. Lucy is under the Chief 
Commissioner /—Yes. 

2305. And it is obvious the Chief Commissioner can 
give him instructions if he desires. He has not com- 
plete control of his own department and everything which 
goes on in his own department, you say. I should like to 
hear about that. That does not show he has not complete 
control over his own department. With regard to Mr. 
Brain, the Electrical Engineer, would you say the same ‘— 
He has more control than Mr. Lucy has in the Railway 
Department. When the 1917 strike took place Mr. Fraser, 
as far as the railway was concerned, practically dealt with 
the matter himself, as I can show from the speeches he 
gave at Eveleigh Works. In the tramways works Mr. 
Brain took more of a direct hand. 

2306. Sir SAM FAY: There is a good deal of evidence 
im connection with that inquiry on the general administra- 
tion of the railways ?—Yes. 

2307. Going back to the question of the division of the 
tramway system from the railways, what particular ad- 
vantage do you think would be gained. There are obvious 
disadvantages. There are certain manufactured articles 
which are common to both?—Our contention is under a 
costing system that would not make any difference. They 
would be charged up to whichever department they were 
supplied. 

2308. You mean that the railway shops supply the sepa- 
rate organisation, such as the tramways’—Yes. If the 
Chief Commissioner still maintains control of all those 
organisations there would be no objection to it so long as 
each organisation was placed on its own merits, and we 
had detailed reports in connection with the finance and 
manufacture of those various organisations. I feel there 
is a certain amount of confusion in connection with the 
costings of the various departments. Reports submitted to 
Parliament in answer to questions are not explicit or satis- 
factory, and in many cases are not correct. 

2309. Sir VINCENT RAVEN: Do you suggest the 
tramways and railways are not separate in the same way 
as you propose’—They are partly separate. The tramways 
are under Mr. Doran, and the Railway ‘Mechanical Depart- 
gent under Mr. Lucey, the Electrical Department under 


Mr. Brain. If they are more completely separated both as 
regards finance and everything else, they would be more 
satisfactory. The surplus revenue from the Tramway 
Department is paid into the general balance-sheet of the 
Railway and Tramway Commissioners, and it is a set-off 
against any loss in the Railway Department, and vice 
versa. The Tramway Department this year will probably 
show a loss. 

2310. Sir SAM FAY: Is there any disadvantage in that? 
—The trouble is, the people who use the tramways have 
a greater influence on the administration, for whatever 
cause it may be, than the people vitally concerned in the 
railway administration. If we could get the railway ad- 
ministration more closely in touch with the country m- 
terests and the industries they serve we would probably 
get more sympathetic consideration. : 

2311. Sir VINCENT RAVEN: The point you were 
speaking of, to begin with, was the question of entirely 
separating the two accounts ’—Yes. 

2312. All the accounts which were debitable to the tram- 
ways are debited to the tramway, and to the railways also. 
There is a separate balance-sheet, which is shown in the 
Commissioners’ report. That is done to-day. As to how 
you shall deal with the final result is another matter. 

2313. Sir SAM FAY: I should say so too. I do not 
see where you gain anything from a financial point of view 
or working point of view from dividing it’—In the near 
future it is contemplated that, through the entry of the 
motor buses, complications are going to arise ‘between the 
private buses and the tramways. Suggestions have been put 
forward that the tramways should be taken out of the main 
streets. The underground railway is going to bring about 
an alteration. They are factors which should be dealt 
with more closely between the municipal authorities and 
the controlling body of the tramways. ‘Every other capita] 
city of the Commonwealth, except in Western Australia, 
has s¢parate Tramway Boards, running independently of 
the Railway Commissioners. They borrow their money 
and administer their own: affairs. 

2314. Whether it be tramways or motors on the road, it 
is all a question of transport ?—Yes. 

2315. The principles of transport do not vary very much, 
if at all. Whatever the method may be of conveying 
people from place to place, the principles remain constant. 
If you look anywhere in the world you will find big 
organisations running not only railways, but steamships 
and all sorts of things successfully. That applies in 
America, where all sorts of methods of transportation are 
under one hat, and to advantage. We have some evidence 
from Sir Mark Sheldon in connection with it. We have 
not been pointed out what real advantage there would be 
in dividing the two, assuming that the real operating 
officer of the tramways was more or less independent, that 
he would have nothing else to do but look after the tram- 
ways under the authority of the Railway (Commissioner. 
We should like vou, if vou could, to give us some indica- 
tion of any real advantage there would be in separating 
them?—You realise that at the present time political 
influence has a great deal to do with tramways and rail- 
ways administration. All the money voted to the rail- 
ways or tramways is voted through Parliament, and the 
same Public Works Committee, which investigates new 
tramway lines, is the same Public Works Committee 
which investigates railway proposals. Money is voted 
for certain works to be carried out, and then political 
influence causes that money to be diverted from a rail- 
way to a tramway, and vice versa. Works which have been 
sanctioned are hung up. Employment is found for large 
numbers of men through political pressure. Under one 
Administration it is placed, to my mind, in a difficult posi- 
tion when they have the handling of the one lot of 
funds, and political pressure induces them to divert those 
funds and shift the men. 

2316. Do you think that would be altered under any 
system of division? Could not Parliament do what it 
liked with either one or tke other?—Undoubtedly they do, 








2317. Sir VINCENT RAVEN: Under your proposal 

have these divisional areas, with a Commissioner over 
sach, such Commissioner would be over the tramways 
and railways as well, I take it¢?—I am not sticking for 
that point. The suggestion we make is, would it not be 
advisable to have these subdivisions and have a distinct 
Tramway Commissioner, and, if you thought it advisable 
that the Chief Railway Commissioner should be supreme, 
well and good. 

2318. What I wanted to know was whether these area 
Commissioners would be over the railways and the tram- 
ways as well, under your proposal?—No, that is not my 
idea; my idea is a separate tramway Commissioner—a 
Sub-commissioner, 

2319. I refer to your first point, that the State should 
be divided into different areas, so that each area might 
receive a very special consideration *—There are no tram- 
ways in other areas. 

2320. There is Neweastle, and at some future time I 
gather that the tramway systems will be extended?—No 
doubt. 

2321. And to that extent, the Commissioner who had 
that Faxticul: ir area would have both tramways and rail- 
ways under him?—That was not my idea. In Victoria, in 
such places as Bendigo and Ballarat, they have their sepa- 
rate Tramway Board and separate tramways, and when 
they feel competent to start a tramway, they do so, and 
that is their liability. 

2322. And you suggest there should be separate Traim- 
way Commissioners as well’—Yes, that is my view, but 
if you thought after consideration that a Chief Commis- 
sioner over the whole would be a better policy, we would 
not find fault with that. 

2323. In the meantime, all that we want to know is, 
what your suggestions are?—That is the suggestion we 
put forward, namely, that the tramways should be sepa- 
rated from the railways, and that the railways be divided 
into three or four sections, each under the control of 
Sub-commissiener, the Chief Commissioner controlling 
the whole lot. 

2324. Sir SAM FAY: We have to look at it, more par- 
ticularly for the purposes of our report, from the point 
of view of economical working. It does not appear to us, 
from eS evidence so far before us, that any division of 
tramways from railways would lead to economy—rather 
the eal ¢—That is not our view; still, we are not 
experts, and merely put these suggestions forward for 
your consideration. 

2325. ‘Sir VINCENT RAVEN: All the questions of 
finance are separated to-day?’—Yes. Of course, I have 
seen the Eveleigh Works congested with railway work that 
was very badly needed in the country districts in the way 
of repairs. J have seen that hung up on account of work 
going on on the Neweastle steam traction boilers. I admit 
that all that would be a charge to the tramways. 

2326. Sir SAM FAY: What is the next point you deal 
with?—The next is that, in the case of developmental 
lines which are not yet paying, the Railway Depart- 
ment should be credited with some of the benefit which the 
Lands Department is at present absorbing on account of 
the increased rentals which are being received from the 
Crown lands as the result of the railway lines passing 
through them. The idea which the Farmers and Settlers’ 
Association has held for years is that the Railway De- 
partment should not be held responsible for losses in- 
curred on developmental railways. Lines are sanctioned 
by Parliament and constructed, for developmental pur- 
poses, to open up the country. They are then handed 
over to the Railway Department and are referred to as 
non-paying lines, and they have a tendency to increase 
the freights and fares on all other sections of the railways, 
that being the natural ultimate result. Our contention 
is that the ccasolidated revenue should stand the loss ou 
developmental lines, in the national interest. 

2327. Entirely through the Lands Department, do you 
mean /—No, not through the Lands Department. Our 
contention is that it should come from consolidated 
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enue. The Lands Department controls both the Lands 
and Forestry Departments, and they are the two depart- 
ments which most benetit from the construction of a 
railway line-—e.g., in the case of the Dorrigo line, the 
Forestry Department are reaping a rich harvest from the 
various areas surrounding the Dorrigo line, but the Rail- 
way Department should get some credit for having to run 
that railway probably at a loss. 

2328. In arriving at the actual loss on any railway, 
would you give any credit to that new railway from traffic 
brought upon the main line?—Yes, I would, but I do not 
think, from the discussions IT have had with the Secretary 
for Railways, that the present revenue returns on a certain 
branch line gives that line full credit for the traftie which 
it brings to the line or attracts over the main line from 
the capital. 

2329. Our evidence is, so far, that no eredit is given 

t the present time ?—No, but my view is that there should 
e eredit given to that line. Another point in connection 
with that is this, that the Railway Commissioners adopt 
the practice when they take over a light line, say, of 60 
ib. or 70 Ib. rails, that they gradually convert that line if 
necessary, into 80 |b, or 99 lb. rails, and charge that to 
repairs or betterment; still, it means that the revenue of 
the railway is being taxed or that the users of the railway 
are being taxed to convert a light line into a heavy line, 
whereas that should be provided for out of the capital 
cost originally, 

2330. Does that mean that you suggest that no light 
lines should ke built?—-Well, I do not approve of light 
lines except in very exceptional eases. We have a glaring 
instance of the failure of light lines in the Dubbo-Werris 
Creek line. Tt has only been opened six months, and it is 
now generally admitted that the rails on that line will 
have to be converted from 70 to 80 or 90 Ib. rails. During 
the wet season last Christmas they ran heavy engines 
across that line, and they bent the rails down and de- 
sireyed the formation. Consequently, they had to take 
those heavy engines off and put the lightest (A class) 
engines on that line, to take small loads across. That 
meant a good deal of delay. At the same time, the heavy 
engimes are not able to put up the speed on the hight lines 
that they would be capable of if they were running on 
heavy rails, The result of this is that the line is not so 
advantageous to the district which it serves as it should 
be. 


2331. Do you think it was entirely a question of the 
rail—not of the sleeper?—I think it was the rail rather 
than the sleeper; at any rate, that was the general opinion 
of the railwaymen who are operating around there. I 
think it is a GO Tb. rail there. 

2332. To Sir VINCENT RAVEN: I think they are all 
new rails there, not second-hand. 

2333. Sir SAM FAY: You left No . 3 out, did you not? 
—Yes, Under that heading, No. “Whether it is 
advisable or otherwise that the Sateeec construction 
end repair department should be placed under a separate 
department under a costing system’”—I did not deal with 
that specifically because we really got on to it when 
discussing No. 1 and No. 2; and Ido not know that there 
is much more that I could add to that. 


2334. I do not quite follow what it is that you are sug- 
gesting. The engineering construction is a separate de- 
partment now. You are referring to construction of new 
lines, are you?—-No, to the construction of new engines 
-—the building of new rolling-stock. This is entirely on 
the chief mechanical side. The construction of new roll- 
ing-stock and repair work are both earried out together 
at the present time under the Chief Mechanical Enginee 
and the suggestion is that would it not be advisable that 
repair work should ke kept separate from the construction 
of new engines and rolling-stoek, 

9335. Sir VINCENT RAVEN: Do you suggest that the 
building of a new engine is somethine quite different 
irom the reconstruction or repair of an old engine?—It is 




































































—— 


ea 
=—s 








































































er a ee 
=e 


— 


i 





es 


ee ie ed 
——— 


~ ee 


Tg at ee - 
—— 
SSS 


— —. 





i 
2 
SS ae 


Ieee penernrshssrateer an theteatnaninetadneeae 














Witness—H. V. ©. Thorby, 1 August, 1924. 


when you are in such a confined space, as is the case in 
the Eveleigh workshops. With the space that was avail- 
able previously for the repair of the running engines as 
they came in, the result was that the repair section was 
deprived of the space which was properly required. Pro- 
vision is now being made for new sheds at Enfield—that 
is, Ohullora—and the suggestion is that if new work is 
carried on there. the repair depot should be kept separate 
es far as possible. ae! ay 

2336. You do not suggest that they should have a shop 
for building new engines, and another shop for repairing 
engines, do you’—Yes, that is the suggestion we make. 

9337. I do not know whether that proposal comes from 
an engineer or whether it comes from someone who is not 
conversant with the practices, but the fact is that most of 
the work for new engines is done by machines—it is done 
in the forge and in the smith’s shop, which must be com- 
mon shops and common machines for dealing with the 
repair work as well as the new work, and therefore if you 
are going to separate the two you will have an immense 
duplication of machinery for dealing with it. The actual 
space required for erecting an engine or doing new work 
is very small indeed; therefore it would be most unecono- 
mical to.separate the repairing work from the new work. 
In any railway that I have known or been connected with, 
the new work and the repair work have always been dealt 
with together, as being the most economical way of doing 
it. @ (2 {&) 

92338. Sir SAM FAY: Have you any more to say on tha 
subject -No, but I will leave with you the report of the 
engineers working in that department. 

9339. Sir VINCENT RAVEN: I quite agree with them 
if they say that the amount of repairs which have to be 
dealt with at present are so great as to fill up the whole 
space and time of the machines and the working space in 
the Eveleigh shops—that is another matter altogether. 

9340. Sir SAM FAY: Are you dealing with No. 5%— 
Yes, as to the desirability of constructing additional cross- 
country lines. We bring that under your notice—— 

9341. That does not come within our terms of 
veference ?—No, but we bring it under your notice because 
under the present conditions the Railway Commissioners 
are compelled to haul a tremendous amount of stock and 
forage and general merchandise over excessively long dis- 
tances because certain lines are not linked up with cross- 
country sections. Previously to the construction of the 
Dubbo-Werris Oreek line, it was necessary, when trans- 
ferring fodder or stock from Dubbo to Werris Creek, to 
bring it all through Strathfield, and in doing that they had 
to haul it 527 miles; whereas by the construction of this 
short length of line they now only haul it 182 miles. The 
result of that is that owing to the shorter distance of haul- 
age the consignee reaps the benefit of 9s. 6d. a ton on 
chaff alone—to take an illustration; also the Railway 
Commissioners are getting 1d. per ton per mile for the 
haulage as against 4d. per ton on the long distance route. 
In acceding to this suggestion that we put forward, of 
making certain connecting links between main lines, it 
will obviate a lot of haulage and increase the rolling- 
stock available by releasing it quicker, and enabling the 
engines to do more work. It would overcome the shortage 
of trucks to a great extent during drought time, and elim- 
inate the long haulage and the grades. In this connec- 
tion we strongly suggest—if it is competent for you to 
consider it—that the northern tablelands should be con- 
nected with the coast at some suitable point—somewhere 
in the direction of Inverell and Guyra. Of course, Guyra- 
Dorrigo is the proposal that is most easily negotiated. 

9349. Sir VINCENT RAVEN: It is very hilly country 
over that area; I have been over it and I know. 

2343. Sir SAM FAY: We are going to Newcastle. | 
suppose the authorities there will be able to give us some 
information as to that?—Yes, the Newcastle people will 
point out the desirability of a connecting link almost due 
svest from Neweastle to Dubbo, linking. up through 
Gulgong and Maryvale. 
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92344. As to No. 6, regarding the number of employees 
in the railway and tramway service ?—I am not responsible 
for that being there, and I do not know much about it. 

9345. Then, Nos. 7, 8, 9, 10, and 11 have been dealt 
with. Do you wish to refer to those¢+—There are one or 
two things I would like to add to Dr. Kater’s remarks. I 
have some papers which I will leave with you, showing 
that the methods of the Railway Department in construct- 
ing sidings, &c., is against the encouragement of private 
sidings, and the cost seems to be excessive, With regard 
to No. §—that the present Railway Appeals Board be re- 
constituted, in ‘the interests of justice and discipline. IL 
should like to emphasise that it is essential that we should 
have a Railway Appeals Board. I have no great fault to 
find with the operations of the present board, though I 
understand a large proportion of the punishments that 
were administered by the authorities have been reversed 
by the Appeals Board. 

2346. Is that a fact?-Yes, that is correct. 

2347, Do you refer to the total punishments, or to the 
number brought before the Appeals Board?’—The total 
punishments that were administered by the department, 
und the reversals by the Appeals Board, resulting in exon- 
eration and reinstatement of the appellant. I am refer- 
ring to the punishments appealed against; not those that 


. 


were not appealed against. 

2348. The evidence which we have at present is that 
comparatively few of the punishments inflicted are ap- 
pealed against ?—-Not a great number are appealed against, 
but a fair proportion are reversed of those that are ap- 
pealed against. By way of illustration, there is a tendency 
in some quarters to suggest that the Appeals Board should 
be reconstituted, and in others that it should be abolished. 
The Appeals Board is the only safeguard to many of the 
men against senior officers who apparently set themselves 
out to victimise their subordinates. As an illustration, I 
will take the case of a station-master at Glenbrook, who 
after an accident between Glenbrook and Emu Plains was 
disrated to the position of relieving night officer. An 
appeal to the board caused him to be exonerated and re- 
instated, because the departmental inquiry had not given 
him an opportunity to state his case fully, and to show 
that it was not his fault at all. Another case is that of 
a young railway officer in the north who was instructed to 
eo to a station in the south. His wife at the time was 
within a week or two or being confined and was under 
medical treatment. He asked for time, which ‘was abso- 
lutely refused, and he was told to take up his duties within 
three or four days. He made a further appeal to the de- 
partment and produced a medical certificate from the 
doctor attending his wife. Eventually, however, he carried 
out his instructions from the department. His wife be- 
eame ill and was taken to Sydney Hospital; the child was 
lost, and his wife almost lost her life. After the affair was 
over, this man sent the account for the medical fees to 
the department. They immediately dismissed him from 
the service for endeavouring to obtain money which he 
was not entitled to. He appealed to the Board and was 
reinstated by them, and they recommended that he should 
receive full pay for the time—it was a fortnight—during 
which he was off duty, and that he should be compensated 
for the medical expenses he had been put to. J mention 
those two cases as instances of the necessity for the pro- 
tective influence of an Appeals Board. 

2349. The effect of the Appeals Board is this, is it not, 
that it takes out of the hands of the Commissioners the 
jurisdiction over the men; for this reason, that if the 
Chief Commissioner gives an opinion, there is no appeal. 
[Is that so?—I understand that is the law. 

2350. Therefore, the Commissioners, acting in the belief 
that they will be going against public policy, do not deal 
with the men, but leave it to the senior officers to do so. 
That is the effect of the Appeals Board, is it not ?—Yes, 
the Chief Commissioner himself does not apparently inter- 
fere to any great extent. 





2351. Sir VINCENT RAVEN: These men who think 
they have been unjustly treated by the departmental 
officers do not appeal to the Chief Commissioner, but to 
the Appeals Board, beeause they think the Commissioner 
would uphold the decision of his officers?—In the cases I 
have quoted, it is the general opinion of the railway 
employees that they get a much better deal from the 
Appeals Board, and they are very much afraid that the 
Commissioner, in case of an appeal to him, would upho!d 
the decision of his officers; and, if he did, the men could 
not appeal. 

9352. Sir SAM FAY: Therefore, the Commissioners 
are eliminated altogether, in effect, from any jurisdiction 
over the men’?—Yes, they are relieved. 

2353. They could say, “ We will deal with the men,” and 
In that case there could be no appeal as we understand 
it; do you agree that that is the case?—Yes, that is the 
operation of the Appeals Board. Still, I do not think 1 
advisable to eliminate the Appeals Boards, although some 
slight reconstitution might be deemed advisable. 

2354. The next matter is No. 9, dealing with the sue- 
gestion that faster transit be arranged for stock trains 
and unnecessary delays eliminated ?—At 
great number of our branch lines, the practice is te ecol- 
lect stock twice a week—they have two trucking days. It 
it could be arranged that one trucking day would meet 
the requirements of the stock-owners and the department, 
it would be possible to colleet the stock in most cases 
with a special stock train which would carry nothing but 
stock; whereas at present the bulk of the stock are picked 
up on mixed trains, and [ think you will agree with me 
that it is a great disadvantage to travel stock long dis- 
tances on mixed trains, because the trucks are 
coupled on the mixed trains, whereas the stock trucks are 
tight coupled. 

9355. But when they are conveyed from the branch line, 
are they not collectetd at the junction of the main line and 
sent forward in a complete train}—Yes, to a certain ex- 
tent; still, there are quite a number of mixed trains— 
particularly, in the case of the sma!l who 
cannot afford to band together like the big graziers and 
make up a fuli train between them. I contend that it is 
possible to arrange a better system of nicking the stock 
up and eliminating the delay in transit. 
methods, stock are trucked at 4 or 5 o'clock in the after- 
noon and not shifted sometimes until 3 o’cloek next morn- 
ing, and they lie for six or seven hours at different depots 
Waiting for trains to be made up. It js not the actual 
speed of the train that is complained of; it is the long 
waits to which large numbers of stock ave 
depot stations, 

2356. No. 10 deals with the that a 
adequate supply of trucks be provided fer the carriage of 
live-stock and produce ?-—Dr. IXater emphasised the neces- 
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sity of giving the stock-owners an opportunity of pur- 
chasing their fodder at any time of the year, and give them 
the same starving stock rates as are given during the 
drought periods. Jane disadvantage of doing it during 
the drought period is that then the railway is congested 
through shifting starving stock and tke opportunity 1s 
lost then for getting a lot of the fodder that eould pre- 
viously have been bought up at reasonable rates, because 
during drought time fodder is naturally much dearer. [ 
this practice were adopted, it would be an inducement to 
many of the lueerne and hay growers to grow n:ore than 
they do at the present time, knowing tht there would be 
a ready market for their produce to the graziers, who 
would be glad to buy the produce and piit it by as fodder 
reserve in anticipation of drought. The adoption of this 
practice we feel would be to the mutual advantage of the 
stockowner, the producer, and the Railway Department. 


92KK 


2357. Do you think that a sworn declaration would be 
a sufficient protection to the Railway Commissioners ?— 
Yes, there are only isolated instances where deception 
has been attempted on the part of dealers in the past. On 
that question, you asked Dr. Kater whether it was po 


sible to have a dual frauck° which wovld be convertibli 
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from a closed van into a sheep van. In that connection, 
[ may say that I designed a truck for that very purpose, 
about eight years ago, which I submitted to the Railway 
Department, but they did not consider it suitable. The 
idea was that the centre floor would be movable and you 
eould convert it and roll it up like that (illustrating) and 
pass it back to each end of the truck, converting it into a 
cattle truck or into a van for carrying hardware or general 
merchandise. 

2358. Sir VINCENT RAVEN: Did they give you any 

ge 


reason for not accepting the design ?—The principal rea- 


son given was that the manure would get ali over the two 
rollers and would probably cause a clogging; but as I 
pointed out, you weuld only require i+ during drought 
They did mot 


L have the designs if you would eare to 


periods, and it would be easily workable. 
give them a trial. 
peruse: them, 

9359. Sir VINCENT RAVEN: 
necessary. 

9360. WITNESS: Another matter J 
under notice is that a large number of steel trucks were 
turned out with almost solid steei floors.. They ave a great 
disadvantage during the wet weather in the case of wheat 
or chaff or anything like that lying on the floor of the 
truck—the lower layer becomes rotten or damaged, whereas 
a wooden floor is much better for general produce, though 
requiring a little more repair. They are not building 
those now, but there are a large rumber of them in use. 

2361. Sir SAM FAY: No. 11 we denlt with, No 12 
is as to the standardisation of rolling-stock?—I have 
quite a lot of matter here that 1 would tike to submit to 
you about that, but perhaps I could leave that until a 
later hour, and deal at present with some shorter subject. 


I do not think that is 


~ 


vant to bring 


J 


2362. Then will you take No. 13?-Yes, that is in con- 
Some years ago a motor train 
was built on the Grafton-Lismore line. It was a Moreland 
motor-lorry converted into a motor train. It has given 
very satisfactory results to the travelling public, and has 
been very profitable to the department. We strongly advo- 
cate the construction of more motor trains for the branch 
lines in the outlying districts, where the country is level. 
The Commissioners built the No. 2 motor train, it being 
a suburban car converted into a motor train. Our con- 
tention is that experiments which have taken place with 
have not satisfactory; but they 
building lighter motor trains with modern 
engines. The trouble has been that the country people 
are not getting the facilities that they are entitled to, 
with the result that traffic is being driven off the railway 
lines instead of being attracted on to them, and we con- 
sider it would be advantageous for the department to buy 
motor trains, which have been so suecessful in South Atus- 


nection with motor trains. 


such a. system been 


are Now 


tralia, and thus give the country people a fast and efficient 
service straight that a tremendous 
amount of trafic. would be attracted on to the railways 
instead of being diverted from them as at present. As 
an instance, take the Dubbo-Merrygoen section, where a 
That means that to 
come to town to do business a man would have to be away 


away. By doing 


train runs only three days a week. 
The majority 6f the people drive 


at all. 
instance the distance is about 20 or 30 


from home four days. 
into town, or do not come in [In that particular 
Taking 


Elone as an illustration; there are three trains a week, 


miles. 


and if you come into Dubbo on the afternoon train on the 
Tuesday, it gets in too late to do business—the banks are 
closed 
Thursday the train is coming in again, and you eannot 
that that 
service does not attract the passenger trafic. That 
all the branch lines in the 


and you cannot leave the next morning. On 


2o baek until Ividay. You can see class. of 
state 
of affairs applies to practically 
State—i.e., the service is only a two or three days a week 
service, with the result that passengers very rarely travel 
in order to do their 
work, hire a car between three or four of them, and thus 
do it 


on the line. Commercial travellers, 


more expeditiously 


than they eould hove to do by 


avelling in the train, 
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2363. Would it satisfy the people of those districts 
if a train were run so that business could be done in 
the next town, enabling the business people to get back 
to their homes that night?—Yes, I think that would 
satisfy the district, but you could hardly fit in with 
the time-tables on the main lines unless you introduced 
motor trains, which, of course, can travel quicker. The 
trains that do run are mixed trains, which travel on an 
average from § to 12 miles an hour. 

2364. Then you complain of the time-table connections 
on the branch lines ?—Yes, they are bad in many instances, 
which is largely owing to the fact that the majority of 
them are run with mixed trains, and have to connect with 
the mail trains, and they cannot keep up with the mail 
trains. In New South Wales nearly all the mail trains 
leave Sydney between 7 and 10 at night, and arrive in 
most of the country districts the following morning, where 
most of the branch lines start; then it is a matter of fitting 
in the cross-country lines between, say, 6 and 10 in the 
morning and getting across to the other main line in time 
to catch the return mail to the city. That can be done 
in nearly every instance with the motor trains, because 
they do the trip quickly. I cannot too strongly stress the 
importance of a motor train service, and I point out that 
it is in use in other States. 

2365. You are not concerned as to whether it is a motor 
or an engine which does the work, so long as you get a fast 
train ?—Yes, that is so. Still, on that point we have come 
to the conclusion that the motor train is the only solution 
of the difficulty, because the other would hardiy pay on 
<2ose lines, the traffic being so light. My idea is that a 
motor train is much cheaper than a small engine. 

2366. Would you like to speak with regard to the pro- 
vision of dining cars?’—No, I do not think that would he 
of much advantage in New South Wales. Dining e223 
are very heavy, and would overload most of our mai! trains, 
and I think th if the refreshment-rooms are properly 
conducted they are quite adequate. . 

2367. Then No. 16, as to the construction of new car- 
riages for long distance travelling’—The reason for that 
is that in long distance travelling there is every reason 
why a corridor car should be put on. One reason is that 
it is much quicker to enter and leave the corridor ear, and 
they are much simpler for the staff at the platforms— 
no doors or door handles to watch; also in the country dis- 
tricts where our platforms are mostly short, in many 
cases passengers have to climb up and down from tke 
rails in box carriages, whereas with the corridor car the; 
‘an get in the nearest car and traverse the train until they 
reach the compartment they want. We contend that the 
eorridors are much more convenient and comfortable for 
Jong distance travelling; also there is no necessity for 
smoker to smoke in a non-smoking comvartment, as they 
ean walk in and out of the different cars. Another objec- 
tionable feature of tke box carriages is the close proximity 
of the lavatory to the seating accommodation, as there is 
very often a nasty odour from the lavatory. 

2368. Sir VINCENT RAVEN: You have to consider 
the extra weight involved in the corridor carriage ’—Y¢«s, 
I admit that, but I think the extra comfort supplied to 
passengers warrants the extra weight. 

2369. Your lines have very heavy gradients, you know, 
so that any extra weight must be a matter of very careful 
consideration ?—Yes, but the majority of places that have 
the corridor cars are places where they have grades, e.@., 
on the Southern and Northern lines. At any rate it is the 
general opinion that the corridor ear is favoured by the 
public. 

9370. Sir SAM FAY: You suggest in No. 17 that the 
Railway Commissioners should be deemed to be common 
earriers?—Yes, we contend that the Railway Commis- 
sioners should accept the responsibility of delivering 
whatever is placed in their care in good order. We 
have instances where, for instance, a truck of wheat 
which was ccnsigned at Gravesend to Alexandria, 


was missed, and eventually found to have been de- 
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livered at Narrabri, in the north-west, to a miller. The 
owners of the wheat would not accept the miller’s price, 
which was about 6d. a bushel less than they would have 
obtained in Sydney. After a lot of trouble, the Commis- 
sioners agreed to pay 3d. per bushel compensation, 
although they were not bound to do so. There are eases 
where goods have been lost. In some cases the Railway 
Commissioners have made the loss good. I have an in- 
stance where a truck of chaff was burnt while on a truck 
within 8 miles of its starting-point, the responsibility for 
which the Railway Commissioners refused to accept, 
though it is clear that the fire must have had its origin in 
a spark from the engine. We contend that the Commis- 
sioners should accept the position of common carriers 
and be responsible for what is placed in their charge. 


9371. I do not know what your Common Carriers 
Act in this country is like, but the Enetish Common Car- 
riers Act does not prevent a good deal of litigation. That 
Act says that certain things shall happen in certain 
circumstances, and there is very often a good deal of 
litigation in deciding what the circumstances are. The 
Commissioners are at present spendine from £11,000 to 
£12,000 a year in compensation. Well, the acceptance by 
the Commissioners of responsibility under the Common 
Carriers Act would not prevent disputes as to liability ?— 
I can show you many cases where the Commissioners, 
through neglect, have brought about tremendous losses to 
owners of produce—yet there is no remedy. On one 
oceasion about thirteen or fourteen trucks of chaff were 
saturated with rain for the want of tarpaulins. It is the 
Commissioners’ responsibility to cover chaff and wool 
when they are loaded. This chaff was saturated with rain, 
and had to be dried in the sun, but it was damaged all 
the same. 

2372. I recollect more than one coramittee, and more 
{han one inquiry during tie last ten or twelve years In 
connection with railway companies” liabilities, and sug- 
gestions were made, and sometimes accepted by the com- 
panies, that they should be responsible outside the Com- 
mou Carriers Act, because that Act did not give the 
protection which the publie thought they ought to have. 
The Common Carriers Act is not going to cure all their 
troubles in that respect?—We do not specify definitely 
{hat the Commissioners should come under the Common 
Carriers Act, but we submit that as common earriers 
they should be responsible for all loss or damage to goods 
while in their care in transit—-that is, of course, so Jong 
as the goods are received in good order and condition, 

2373. You mean, if the Commissioners are wilfully neg- 
ligent?—-We contend that where it is the fault of the 
Commissioners—as in the case of no tarpaulins—or 
through their neglect, as when there is a delivery to a 
wrong destination—or where goods have disappeared, been 
damaged, or been stolen, that they should be responsible 
to make good the loss. 


2374. Are not they responsible to-day —No, not unless 
you send the goods at the insured rate. There are two 
rates on the railway, namely, the insured and the unin- 
sured. There is very little merchandise consigned at the 
insured rate, particularly produce and that sort of thing. 
The insured rate is not a much higher rate than the other. 
I have discussed this matter with Mr, Fox, one of the 
Commissioners, and he seems favourable to the striking 
ef a flat rate, which might be a slight increase on the low 
rate to-day, which would cover their losses for compensa- 
tion. That would overcome the tremendous amount of 
quibbling that goes on at present between consignees and 
the Department. We think it is only just that when a 
man sends his produce in good condition to the Depart- 
ment, they should see that it is delivered as nearly as 
possible in the same state at the other end. 

2375. 1 would suggest that you !ook into your Common 
Carriers Act here to see how far it would protect you, 
‘for, unless it differs materially from the English Common 
Carriers Act, you would not, perhaps, be much better off 












than you are now?—We may not get all that we desire 
under the Common Carriers Act, but our desire is that 
the Commissioners should be responsible for losses and 
damage and that sort of thing, Take such a case as that 
which happened to a cast-iron bath which was consigned 
from Sydney, and when it reached its destination it was 
split at one end; also, in another case, some concrete tubs 
were damaged; also the same thing happened with lead- 
lights in crates. That is not fair treatment. We contend 
that the method of handling goods on the railway is 
extremely rough. 

2376. Sir VINCENT RAVEN: Are they not responsible 
to-day for breakages?—No, not unless you consign the 
goods at the insured rate. 

9377. Not if it is their own fault ?—No—although some- 
times they will meet you if they feel it is absolutely 
through their own neglect or negligence, but it is a very 
difficult matter to get any compensation from them. 

9378. Sir SAM FAY: Here, as far as my observaticn 
goes, a great many things are sent about without being 
packed; they are sent about in a way which in England 
would result in their being refused acceptance by the rail- 
way companies; but here they take such goods, at your 
risk?—Yes. Of course,, if the Commissioners agreed to 
accept the risk, we agree that they would have the right 
to stipulate that breakables should be carefully packed in 
eccordance with the Department’s regulations.. In the 
case of produce, however, and goods of that kind, where 
it is not a matter of packing, and where it disappears or 
where there is a big shortage, or where these goods have 
been damaged by water and that sort of thing, we contend 
that the Commissioners should make compensation, 

(Luncheon adjournment, 1 to 2.15 p.m.) 

9379. Sir SAM FAY: I think we got down to No. 17. 
Would you like to go back to No. 12¢+—I would like to 
submit this report to you to save your time. 

2380. What is the report about?—I am just submitting 
it to you to draw your attention to several matters, under 
the heading of standardisation, For some considerable 
time the condition of the engine-tenders in Eveleigh has 
been the subject of much comment, and I contend that 
it is in this section of the railways where the most fruitful 
cause of complaint to the producers of New South Wales 
is found. I do not need to read it all to you, but I would 
point out that for a considerable number of years we have 
had serious difficulties with the Railway Department, both 
in the supply of trucks—as has been pointed out before— 
the slowness of trains and cancellation of trains, and all 
that sort of thing; and in 1919 I approached the Railway 
Commissioners and went to the Eveleigh works with Mr. 
Lucy, had a general look round, and I was satisfied that 
was the seat of all the trouble at that time, with informa- 
tion I had received from different officers of the Railway 
Department, was in the engineering section of the Railway 
Department, particularly so far as the engines are con- 
cerned. JI came to the conclusion that practically all our 
troubles can be traced back to engineering troubles, and 
T submit here for your perusal one of the Department’s 
own official lists, which shows clearly that they have over 
thirty types of engines in the Railway Department at 
the present time. Those engines have been altered in 
many cases, with regard to superheaters, and with regard 
to various classes of oiling apparatus, from grease to oil, 
and from oil back to grease lubrication. In every direc- 
tion they have been altered, and even the latest K class 
engines, designed only recently, two of them were built, 
and then the design was altered. The NN engines have 
been altered in many ways. Then, again, there is a new 
engine being designed now, called NN No. 2. When you 
come to look at the position you find that there is no such 
thing as standardisation, as far as I can find out from the 
officers of the Department—men who are working in the 
workshops all the time—-and it appears to me that that 
is one of the trobules we are up against—the class of engine 
we are devendent upon to do the whole of our haulage 
throughout the State. It is shown right back tu 1916; 
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there are comments there from the locomotive drivers 
themselves. In 1916 also there was a report by the officers 
of the Department. Then I give you a good many com- 
ments I have put in myself in connection with oil lubrica- 
tion and the values of various engines. I give quite a 
list of engines there, which, if it is necessary you can 
refer to me under those numbers, and call for reports in 
connection with those particular engines. 

2381. Sir VINCENT RAVEN: Of course, you hand 
this in, but if you had handed it im before you came 
here one would have had an opportunity of asking ques- 
tions on it, and of course one does not get that opportunity 
now ?—I would like to explain the reason for that. I was 
detained in Melbourne for a week on other matters at a 
conference over there when I intended to complete and 
hand it in to you. 

2382. You see, everybody would agree that limited stan- 
dardisation was an excellent thing, but if a railway com- 
pany has got engines which have been in existence for 
the last sixty years it is quite obvious that you must 
have an enormous number of different classes of engines, 
although it may be the policy of the railway company in 
the future to reduce those down to a definite minimum 
standard ?—That is exactly why I emphasise the point. I 
am not referring so much to the old engines, but I am 
referring to the latest designed engines, which are being 
continually altered in many respects. In addition to that, 
the NN class of engine is only a new engine, three or four 
years old, but a new design of engine is coming out. In 
1922 it was on the list handed in, and only one of those 
engines is built to-day, and it is only in the experimental 
stage. I would like also to refer, for your information, to 
the alterations that have gone on in connection with the 
eonstruction of the tender, the draw gears, the alteration of 
the tyres of the wheels of the whole of the rolling stock, and 
that sort of thing. The tread of the wheels of the rolling 
stock of this State was a conical tread—TI think that is the 
correct term—and they were altered by being lathed to 
cylindrical. That was found to be a failure, and then 
they were altered back to conical. I will show you that, 
in a report I have from the Railway Commissioners. They 
are matters, I feel, which are worthy of your considera- 
tion, to see if the engineering affairs of the Railway 
Department are being administered in the most competent 
or capable way, and if it is necessary that all these ex- 
periments or alterations should be going on continuously, 
and hanging up a large number of engines, and preventing 
any conformity in standardisation being established at 
these works. That is a phase I want to bring under your 
particular notice. As experts, I feel it is only a matter 
of bringing your attention to items of this sort, and you 
will be able to see at a glance if what I say is correct. If 
it is not correct, then you will be able to discount my 
evidence. 

2383. But the alteration of the tread cr the formation 
of the tyre, both in the flange and the tread, would only 
take place when the tyres were re-turned up, and therefore 
there would be no extra cost or unnecessary cost, sup- 
posing you were altering the formation of a section of 
your tyre, because it would only be done when the tyre 
eame to the shops for re-turning’—Yes, but in carrying 
that out, I am informed that to do that you would have 
to take off 2 considerable amount of the steel of the tyre 
if you lathed back by the ordinary practice to get a conicat 
tread. 

2384. It all depends on what alterations have to be 
madeé’—Yes. I will just quote briefly here the Commis- 
sioners’ own remarks when I referred the matter to them. 


T stated that— 


“A great deal of time and material was used in what to 
me seems to have been an experiment by having engines’ 
tyfes furned up to eylindrical tread, and when that was 
found to be a failure they were turned down to a conical 
tread again, which meant the lathing off of thousands of 
mileage per tyre at a time when tyres were very searce ane 
dear,” 
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The departmental reply to that was this: 

“American practice was for very many years to turn the 

tyres of all vehicles (locomotive and other rolling-stock ) 
eylindrically, and in tests which were made to determine the 
draw bar pull to be exercised to move a given tonnage It was 
found at one time that the pull on American stock amounted 
to 4 lb. per ton as against something over 6 jb. per ton on 
British locomotives and rolling-stock, and it was the opinion 
of many engineers that the lower draw bar pull in the case 
of American stock was due to the fact that the wheels, being 
eylindrical, always rolled on one diameter, and there Was on 
this account less wheel slip than occurs to some extent with 
econed treads. It has been further the opinion of many 
engineers that carriage stock with cylindrically turned tyres 
have smoother motion than those with coned tyres. It 
geemed to the Commissioners that an experiment with 
eylindrical tyres was, on the information available to them, 
at least worthy of a test, and a test was accordingly made, 
The results said to be achieved in America were, however, 
not achieved here, due probably to the fact that all rails of 
the New South Wales permanent-way are canted 1 in 20 to 
suit thé English practice in coned-wheels, but the experiment 
involved practically no expense while giving information of 
considerable value.” 
Personally, I am not an engincer, but I questioned how 
the alteration could have been carried out without in- 
volving expense or wasting of the tyres. The fact that 
the rails ate 1 in 20 suggested to my mind that 1t 
was rio use trying to put a cylindrical tread on a rail which 
wag built specially for a conical tyre. It is a matter, how- 
ever, which I wish to bring under your notice, to let you 
clearly understand the class of work that has [been gomg 
on in the Railway Department in connection with our 
engines and rolling-stock for years. You have the same 
thing in connection with the drawbars and on the 
tenders. 

9385. Before you leave that, I should judge that it was 
an experiment which would probably be carried out with 
one or two engines, and not with the whole stock?—I am 
informed by one of the engineers in the works that prac+ 
tically the whole of the rolling-stock was cqnverted to 
eylindrical and then converted back. 

2386. That is hardly an experiment?—I am not in a 
position to say that every wheel was turned that way, but 
that is the information I have received, and there is the 
Commissioners’ own official report in reply to my state- 
ments. Following that on, I would like to mention an- 
other complaint I have against the administration of the 
workshops in connection with the class of tyres used on 
the NIN or express engines. For the last six years on 
those engines the tyres have been burst periodically. 
Whether it is the usual thing for engines of that descrip- 
tion to lose their tyres or to have them burst I could not 
gay. but I can give you, or the Department can give you, 
a list of the extraordinary number—to my mind—of tyre 
bursts that have happened on the NN engines. 

2387. Do you mean broken tyres?—Yes, broken into 
four or five pieces. Take NN engine No. 1034, tyre burst 
at Gosford, on the North Coast mail, flew into three pieces, 
%th October, 1919. That is the first I have a record of. 

9388. Have you got all the dates there?—I can give you 
the dates right through if you wish them. 

2389. Yes, I would like to have the dates, but are you 
going to hand that report in?—Yes, I can leave that with 
you. The dates are all there, but I have a more recent 
list of dates, bringing it up to a few days ago. 

2390. Have you any information as to when the tyre 
broke, and whether it broke so that a part of it fell away, 
or did it simply crack and the train was able to come to 
its destination, and it was found ecracked?—No, in some 
eases the wheel has fallen off the engine, axle and all. 

2391. That is a broken axle?—What I[ am referring to is 
broken tyres, when this particular tyre flew to pieces and 
came right off the wheel in pieces. In other cases the 
tyres have become fractured, and then of course they have 
been condemned. 

9392. Sir SAM FAY: Are there any recent cases of 
that ?—Yes. 

9398. We can get the details from the official record ?— 
Yes>that is why J felt there was no necessity for me te 
get you the offtetal records. 


2394. But you can give us the dates‘—Yes. The next 
matter I would like to bring under your notice is the 
manner in which the Railway Department has periodically 
endeavoured, to my mind, to smother facts when they were 
put before them, and when we endeavoured to bring these 
matters under their notice their attitude is shown very 
clearly in this portion of the report also: “At that time 
. . . . 1911 or 1912,” that is, four or five years. They 
are there now, or at any raie they were on the 19th Decem- 
ber of last year, according to the Department’s official re- 
cord. When I say they are there now, I could not swear 
that they are there at the present moment, but at any rate 
they were there from 1911 to 1923. “I stated that there 
were approximately 10,000 axles 
That is the official statement of the Department. “It ig 
anticipated, however, with the return of normal con- 
ditions . . . in the near future.” This is dated 27th 
October, 1919, but I do not want you to feel that it is 
ancient evidence that I am putting before you, because I 
want to follow it up with what happened in 1923. 

2395. I think there was some difficulty in obtaining 
material here after the war?—Yes, but those axles were 
imported before the war was ever thought of. 

2396. Then they were used, surely ?—No, they were not 
used. Perhaps you will allow me to quote the concluding 
passage: “With regard to the stock of carriage and waggon 
axles . -. . is £67,725.” Following that up, on the 
19th December, 1923, when we were examining the officers 
of the Department 

2397. On what oceasion was that?—Mr. George Nicholas 
Clampart, storeman, Stores Branch, Railway Department, 
in connection with the claims of George Dingle against 
the Railway ‘Commissioners, evidence given before the 
Select Committee appointed by Parliament. It was held 
on the 12th December, 1923. I will quote from question 
716. I asked the witness: 








Can you tell me the date when the 7.399 carriage and 
waggon axles went into stock at the Clyde yards?—A. No. 
Q. Are those axles still there?—A. No, a great many have 
since been issued; 1,000 of them had been issued and 6,000 
still remained in the Clyde yard. (Q. Were there a large 
number of tyres standing in the yard?—A. Yes. 

T see that goes on to tyres. The same witness was asked: 

@. You say 1,000 axles were distributed since 1919?7~— 

A. Approximately. Q. Would that be a normal quantity ?—- 
A, Yes, I suppose so. @Q. The 6,000 you now think had been 
there since 1911?—A. Probably. They were there when I 
went there. 
That was when he first went to the Clyde yard. Then the 
evidence goes on to stationary engines. Why I mention 
that to you is to show clearly why the Railway Commis- 
sioners, or whoever prepared this report—and it is over the 
signature of the Secretary for Railways at that time— 
refused to admit those axles were condemned axles, new 
axles which had been imported and condemned, or were 
not fit for use for some reason or other; and I contend that 
it was an attempt to mislead the authorities; and we find 
in December, 1923, 6,000 of the same axles still lying in the 
same place. I only mentioin that as one item where I have 
accused the Railway Department of allowing a consider- 
able amount of waste to go on throughout the length and 
breadth of the whole of the engineering works. I will leave 
that report with you (handed in). 

2398. I suppose you would say that in 1911 they could 
not have anticipated the war?—They had no idea of it. 

2399. That was when they ordered all these axles, and if 
there had been no war they would not have been able to 
claim that saving ?—They should show the loss by deprecia- 
tion, but the point I am making is that those axles were 
not what they stated they were. The whole list of acecusa- 
tions I made against the Railway Department from start 
to finish, and the Railway Department’s official replies, I 
now submit tg you, to show that our grievances are not 
of recent date, but date over a considerable number of 
years, always endeavouring, of course, not directing our 


complaints against any individuals in particular, to try _ 
and better the position so far as the country people are 


concerned : 


. at present.” 








2400, Where those answers given through your House /— 
They were given through the Preniier of this State. 

2401. Through the Legislative Assembly ?7—Yes. 

2402. Do you go on to No. 18?—In connection’ with 
the want of standardisation, I would like to add, in 
connection with the railway tenders, that for some con- 
siderable time past there has been a good deal of difficulty 
in the railway workshops over the alteration of the various 
draw-gears under the tenders. First there was what was 
termed the intermediate. 
the radial draw gear was introduced. The first design was 
rivetted to the bottom on the water tank. In other words, 
the engine was pulling the load of the train largely 
through the rivets en the bottom of the water tank. When 
double-headers were put on to trains there were very heavy 
loads to carry, and the result was a fractured tank, and 
that meant the engine going out of commission and going 
in for repair. That was then altered, and a design was 
put in known as a channel iron draw-gear. That was not 
strong enough, and it burst through. I can show you the 
photograph showing what I mean. Then that was altered 
to what was finally put in, known as a continuous draw- 
gear. That was put in without any bushes to save the 
wearing parts, and the result was they wore through very 


That was then passed out, and 


quickly. I can show you photographs of the wearing 
parts. There are two of the bolts (indicating). 


2403. Were the bolts unbroken ?—They were not broken; 
they were taken out. ‘There were no bushes when th- 
tender came into the works. 

9404. Are these intended to illustrate the bolts when 
was taken out?—Yes, the worn portion. That is to show 
how much they were worn. 

2405. ‘Some of them would break?—Some of them did 
break, and a driver and a fireman were killed threugh the 
draw-gear separating between the engine and tender, on 
the ‘Southern line. The driver and fireman fell down 
between the engine and the tender, and the tender went 
over them as it came following along. In swhmitting that 
to you, it is for the purpose of bearing out my statements 
that in Eveleigh workshop a considerable amount of ex- 
perimentation and faulty construction has been going ct: 
for some considerable time. If you would care to hear 
any further evidence on that point, yeu could heat the 
evidence of one of the workmen who has been constantly 
employed on that work. He would be only too glad to 
come along and give you details for as many years back as 
you wish to go. I do not think I need elaborate that 
matter any further. 

2406. Then vou 99 on to No. 18, the desirability of 
replacing the old engines in the country’—Before 1| 
come to that, permit me just to add here that in 
the Eveleigh workshops at the present time you can see 
large numbers of fractured frames. This photograph I 
produce is one of the channel irons with the draw gear 
pulled right through. You can see the centre portion 
there; that is underneath the tender. That is what they 
were pulling off, that channel iron. That is one of the 
fractured main frames. I can assure you that has been a 
regular cause of complaint amongst the engineers them- 
selves right up to the present time, and it is contended by 
engineers there that that has been brought about by the 
introduction of spiral springs on the engine carriage, the 
bogies. Whether that is correct or not I am not in a 
position to say. 

2407. I am sure I am not?—I ean give you a list of those 
engines that have been coming in repeatedly and regularly 
with broken frames. It seems to me to be a remarkable 
thing that that should be so if the workmanship is what it 
should be. 

2408. Sir VINCENT RAVEN: Does that refer to a 
particular class of engine?—You will see particulars and 
the number of the engine on the back of that photograph. 

9409. I see it is an engine, but what I mean to say is 
whether a particular class of engines have. their frames 
broken more than any other?—Particularly since spira! 
springs were introduced on this class of engine.. That is 2 
f class, is 1¢ not? : ; 
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2410. Yes, but there is nothing on here about spiral 
springs or the reason why it broke?—No, but I can get all 
that detailed information for you if you wish. 1 


C. Thorby, 1 August, 1924. 


have 
volumes of detailed information, such as dates. when 
engines came in, repairs effected, and so on, and the 
flicers who attend to that work can give you first-hand 
-ntormation if you desire ii. 

2411. I do not know if I do, because it would take me 
a very lone time to follow out the reason of failures and 


l am afraid 
No, but I thought 
that by directing your attention to these various points 
that you niight have a r 


engines 


fractures on the different kinds o 


I could not promise to go into that? 


‘port preparea by the department, 
setting out their views as to how these things happen, and 
the number of times they have occurred. 

2412. IT think they would very likely give me an ex- 
planation ?—They would be able to give you all the par- 
ticulars you require, but if you wish to have the numbers, 
I ¢an give you the numbers of the engines and the dates 
upon which the various fractures have occurred. 

2415. All I want from you is this: do you say that a 
jJarge tiumber of these cases have occurred ?—Yes. 

2414. Do you say that definitely ?—TI do. 

2415. Do you also say that they have occurred with one 
particular class of Yes, particularly with P 





engin ? 
class engines. 

2416. Sir SAM FAY: That is all we want, unless you 
wish to add anything more?—-I do not want to prolong my 
evidence by going into more detailed information unless 
you desire it. I will proceed now to No. 18. The object 
of that portion was this, that on the back country lines, 
where we have very light rails—-as I pointed out in connec- 
tiion with the Werris Creek line—old héavy class engines 
have been put out on the back country light lines, and the 
big TF class, which weights over 100 tons, with eight flanged 
wheels, when negotiating curves on these light lines, spread 
the rails, and of course they do a considerable amount of 
harm, and it means following these train along where they 
take a load over these light lines. The objection to TF 
engines on these lines is the eight flanges, which do not 
permit them negotiating the curves without injury to the 
track. The T class is only flanged on the two leading and 
the two trailing wheels. On the four centre wheels there 
is just a flat tyre, and they do not do the damage the TF 
class engine does. 

2417. Would not the engineer for the line keep those 
engines off if they were doing that harm?’—That is just 
what you would expect, but the position is that they are 
not kept off. They repeatedly go over those light lines. 
When they are short of engines they just put heavy goods 
engines on to passenger trains. That is the state of things 
to-day, and they are not in running order or in good work- 
ing condition, a tremendous number of them. 

2418. No. 19 is the question of the policy of building 
large trucks. You refer to the 25-ton truck ?—25 and 40 
tons. I think it is 16, 25, and 40 tons now. The difficulty 
farmers are up against particularly is this: The Railway 
Commissioners quoted a fairly reasonable rate per ton, 
but they stipulated that you must load to in some cases 
within 2$ per cent. and in other cases to within 5 per 
cent. of the carrying capacity of that truck. It is often 
practically impossible to get the required load on to the 
truck, particularly in the case of chaff. With chaff you 
cannot get the stipulated load on to the various trucks 
that are supplied, and the result is you are not getfing 
the chaff carried at the rate quoted by the rate-book. You 
are paying for more chaff than is actually on the load. 
That also has an effect in the Railway Commissioners’ 
statistics showing the tonnage carried and the rates paid, 
and we scriously sugeest that it is advisable that a eon- 
siderable number of smaller capacity trucks should be 
constructed from time to time to meet the requirements 
of the small consignors and consignees, because the Rail- 
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way Commissioners do not encourage mixed consign- 


ments—that is, three or four different eonsignors using the 
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freight and it is sent to one destination; so we contend 
that we should have a fair number of small trucks con- 
structed to meet the requirements of the small consignors. 


2419. There would be no necessity to build a special 
form ot truck provided the Railway Commissioners re- 
duced their minimum?—lf they will reduce their mini- 
mum that will suit us all right, provided a lower mini- 
mum applies. 


2420. You say in your evidence that the rate which they 
quote is an inettective rate for the reason that you cannot 
get a load on?—You cannot get a full load of chaff on to a 
truck. ’ 

2421. Does that apply to any other commodity ?—lt 
applies to most commodities, except wheat. With wheat 
we can get the load. With oats it is difficult to get the 
load. With timber it is the same thing, and it is the same 
thing with the majority of truck loads. Then with smaller 
consignments, even if you ean get the loads you may not 
have the quantity that will fit the truck, although the 
Commissioners retain the right to fill that truck up if they 
so desire; but they are charging an excessive rate, as we 
can show you from the official rate-book. The minimum 
weight of a 12-ton capacity truck is 11 tons, on a 16-ton 
capacity truck 14 tons, on a 25-ton capacity truck 29 
tons. 

2422. Does that apply to everything?—That applies to 
most commodities. There is a slight variation for differ- 
ent products, but not to any very great extent. It is a 
very vexed question with producers to-day, because we 
contend that we are not getting the benefit of the rates as 
quoted. We have to pay for tonnage we do not truck, so 
it is a matter which we feel is well worthy of your atten- 
tion, and possibly your support in our request for a reduced 
minimum on the truck. We fully realise that from a rail- 
Way point of view it is to their advantage to keep the 
minimum rate up as high as possible, because it means 
a bigger revenue and prevents a considerable amount of 
light running on the lines, but at the same time we con- 
tend that the producers are being unfairly penalised. 

2423. Supposing you have a consignment of 20 tons, and 
you load up to 16, what happens to the balance’—You 
would have to put that in another truck; that means to 
say, you would be the loser by having to pay for the mini- 
mum of the truck, of which you are only using a portion. 

2424. So that, in order to get the advantage of the rate, 
you have got to send a particular quantity which ean be 
put into 1, 2, 3, or more trucks’—Yes, otherwise you 
have to pay more than the real tonnage you are sending, 
and then a special rate applies. If you are only sending 
a small quantity of 2, 3, or 4 tons it comes under a much 
higher rate It is roughly double rate than if you send 
a truck load, which is penalising the small consignor again. 

2425. Now we come to No. 20¢—I think Dr. Kater dealt 
with that. 

2426. No. 21?%—That really comes from the Stockowners’ 
Association. The reason for that is that it is contended 
that a bogie wheel runs much easier; there is less oscilla- 
tion. A bogie van has eapacity for about 200 sheep, 
whereas a single truck has capacity for only 100. 

2427. You prefer the bigger trucks ?—Yes, as long as you 
can fill it. The larger stockowners prefer the big truck. 
They ride much easier, and there is much less jolting. 
Of course, the less couplings there are on the train the 
less jolting. 

2428. I do not know about No. 22. I doubt whether that 
would come within the terms of our reference?—I am not 
responsible for that appearing there. You will under- 
stand that we represent three or four different associa- 
tions. 

2429. No. 23 refers to preferential rates?—I would like 
to draw attention to this. Under the present railway rate- 
book the Railway Commissioners have differential rates 
for products manufactured in Australia and products im- 
ported, particularly as far as leather, galvanised iron, and 
many other commodities are concerned. We contend, as 
users of the railway and producers at the same time, that 
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it is not the function of the Railway Commissioners 
to apply tariff duties or preferential treatment to any 
industry, as far as the question of whether the article is 
manufactured in Australia or imported is concerned. We 
do not want to injure Australian industry in any shape 
or form, but we contend that if any particular industry 
requires protection, then it should apply to the Federal 
Tariff Board and not to the Railway Commissioners. It 
is contrary to the Federal Constitution for any State to 
adopt any class of protection as between States. The 
Federal Constitution of Australia provides for free trade 
between the States. 

2430. They do not charge, do they, increased rates on 
those commodities when they are coming, say, from Vic- 
toria’—No, that does not apply. 


2431. I thought you were referring to. interstate traffic 
a moment ago. I take it that you are referring only to 
foreign importations, and not to importations from other 
States of the Commonwealth ?—No, it is quite right, there 
is no differentiation. I was thinking of the Queensland 
railways. As far as the import duty is concerned, that 
only gives the preference to the Australian manufacturer. 
The city consumer has the right to choose between im- 
ported or Australian-made articles without any preferential 
rate at all, therefore, it is only forced upon the country con- 
sumer, and we contend that it is the function of the 
Federal Tariff Board to place a higher duty on an article 
if they have reason to believe that the industry supplying 
that article cannot maintain itself; but it is not the func- 
tion of the Railway Commissioners. We are very emphatic 
in that connection. We would like you to give very serious 
consideration to the matter, and pass judgment on the 
Railway Commissioners in adopting a sort of preferential 
treatment to goods, whether they are manufactured here or 
whether they are imported. 

2432. What sort of view would be taken by the Aus- 
tralian manufacturer? Would he not take an opposite 
view to you?—Yes, but we contend seriously that he has 
no right whatever to expect preferential treatment from 
the Railway Commissioners at the expense of the country 
people. If they are giving the Australian manufacturer 
special concessions, as the Commissioners contend, they 
are not charging extra freight on the imported article, but 
they are charging lesser freight on the Australian article, 
but we say they are charging that lesser freight at the 
expense of the other users of the railway. 

2433. You say that it is not the function of the Railway 
Commissioners to impose this preferential treatinent, but 
that it should be imposed by Act of Parliament ?—The 
Federal Tariff Board is the body which fixes import duties. 


2434. You say the people of Sydney do not bear any 
portion of this, that is because they do not use the rail- 
ways ’—Yes, it is only giving a preference to the Aus- 
tralian manufacturer when the goods have to go over the 
railways. 

2435. We will take No. 24, in the construction of new 
lines greater consideration should be shown to existing 
towns ‘—The reason for that was this, that in running new 
railway lines through the country, it invariably happens 
that the railway line of the railway station is set down 
about a mile or three-quarters of a mile from the existing 
town, necessitating the running of buses backwards and 
forwards. I understand the reason for that is the cheap- 
ness of the land, and if the railway line comes in closer 
to the town the cost of resumption is much heavier. We 
contend that it is a much greater advantage for the town 
to have the line closer in, even if it costs more at the 
time. Coonamble residents did tit. When the Coonamble 
line was running into Dubbo, they paid for the resump- 
tions so as to have the line nearer the town. 

2436. And in No. 25 you referred to economy in con- 
struction; I suppose you are referring more particularly 
to the country stations ?—We contend that a large sum of 
money is unnecessarily spent on the construction of rail- 
way stations and very long platforms, which could be 
abriated by the use ef corridor cars or by the adoption of 
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a method of steps, particularly in the country stations. 
We do not suggest that the platforms should be ecur- 
tailed in the busy stations here, but the expense of build- 
ings could be curtailed, because our contention is that it 
is overloading the eapital cost of the railway station, 
which is one of the biggest difficulties the Railway Com- 
missioners are under at the present time, that is, meeting 
the interest on capital invested. We contend that every- 
thing that can be done, whether it is the cost of railway 
lines or the cost of stations or platforms or anything else, 
we contend it should be done, as long as it is not going to 
interfere with the proper working of the railway line of its 
utility. 

2437. You do not suggest that the platforms should be 
done away with altogether, as is the ease in some parts of 
America’—I do not think our rolling-stock wonld lend 
themselves to that. 

2438. No. 26, ordering of trucks for travelling stock 
during drought time?—Dr. Kater dealt partially with 
that, but I would like to add to his remarks concerning 
the difficulties we have in ordering trucks during drought 
time for live-stock. Our ditticulty is this: A considerable 
number of agents seem to have a method by which they 
monopolise a large portion of the trucks. The individual 
stock-owner is invariably told by the department during 
the busy time that he cannot get any trucks allotted to him 
for perhaps three, four, five, or even six weeks, which in 
many cases would be too late to save his stock. In the 
meantime an agent ean come along and offer you trucks to 
truck your stuff away probably the following week or the 
week after, which goes to prove that the agents have the 
trucks, but they will only give you those trucks as long as 
you consign your stock to them, which is using the Rail- 
way Department as the means of compelling you to trade 
with certain firms. 

2439. Does it mean that they anticipate a drought and 
order trucks ahead for sheep which they have not got?— 
Certainly, they order trucks for sheep they have not got, 
but they are anticipating somebody sending sheep to them. 
It is a matter I think the Railway Department should not 
encourage. They should be absolutely impartial in the 
allocation of trucks, and only allot trucks to those people 
who have stock to send away, or to agents who are order- 
ing on behalf of stock-owners where the stoek are actually 
in existence. 

24394. Do you think a sworn declaration would be suffi- 
cient protection for them?—-[ do. I do not thiak there 
would be any difliculty in getting that, and bringing it 
home to anyone who should violate the principle. 

' 2440. There is another item here, the system of the 
cleaning of the trucks ?—Dr. Kater emphasised that matter 
this morning. One of the difficulties is that since the 
introduction of the batten floor, particularly in the 
sheep vans, a space of about 6 or 7 inches from the oor is 
allowed to be blocked up with manure, and there is no 
ventilation, and there is no getaway for the urine, and all 
this has the effect of smothering some of the sheep. We 
contend that the trucks should be regularly cleaned, and 
when supplied they should be supplied in a clean state. 

2441, Sir VINCENT RAVEN: There is the question 
of cleaning trucks by contract and so encouraging steal- 
ing?—The receiving agents at Flemington have pointed 
out repeatedly that the Commissioners let the cleaning of 
the trucks by contract to different individuals, and they 
were satisfied that a considerable amount of stock-stealing 
went on, and they attributed it to these people who had 
had access to the trucks and the yard at all times and 
hours, so that we contend that it would be much better to 
haye the trucks cleaned properly by the department, by 
officials in the employ of the department. They would 
have a much greater check over them, 21d they would be 
able to select their men. 

2442. Do they do a great dea! of cleaning by contract? 
—I think practically the whole of the trucks at Fleming- 
ton are cleaned by contract. There are also one or two 
other specific matters T would like to bring under your 


yotice. One is the practice of the Railway Department at 
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the present time in saying that they are the constructing 
authorities as well as the traffic authorities of this State, 
that when a railway line is almost completed and certain 
traffic is allowed to go over that line—such as, we will take 
the extension from Barellan, where for three years the 
Railway Department carried three harvests of wheat 
over that line and charged approximately an extra 2d, per 
bushel to users, increasing the freight from 54d. to a 
fraction over 7d. 

2445. Was that before the line was finished ?—-It had not 
been officially taken over. We contend that it was an 
exorbitant charge, and preventing traffic from being car- 
ried over the line when it could have been earried at great 
convenience. We do not suggest it should be carried at a 
time unsuitable to the Commissioners, but when they ean 
fit in trains which will not interfere with construction 
work there is no necessity for them to charge 2d. per 
bushel extra when it was recognised that the wheat was 
only travelling over 34 miles of new line, whereas it could 
have been brought 280 odd miles to Sydney at a rate of 
5d. a bushel only. 

2444. That is to say, they had not made rates for tivis 
new line, and a special charge was made for the use of it ¢ 
—The Railway Commissioners’ attitude is that it hampers 
the authorities by having traffic on the line while it is 
being constructed. We do not ask that this traffic should 
be allowed until such time as the railway is in a workable 
condition, and only—-particularly when it is approaching 
the harvestt season—to enable farmers to get their wheat 
harvest away. T have a petition here signed by a number 
of farmers on the line where they have been petitioning the 
Railway Commissioners to allow them to use the 30 odd 
miles of the railway line from Molong, which is practi- 
cally completed with the exception of the signalling ap- 
paratus. That would overcome their difficulty to a great 
extent, and would greatly assist them if that concession 
were granted. There is one matter I mentioned to you by 
letter, through your secretary, when I asked you if you 
would eall for the papers in connection with the death of 
the station-master at Wellington. I do not know if you 
have looked into this matter in the meantime, but I would 
like to draw attention to that as a specifie case of harshness 
on behalf of superior officers, particularly with reliable 
station-masters. That is only one ease, and I would also 
refer you to the case of Mr. Norwood, station-master, 
Geurie, and Mr. [lfick, station-master, Borenore. I par- 
ticularly refer to those two cases because they are typical 
cases where the departinent has endeavoured to inflict 
punishment upon two officers by the exchange of stations. 
Neither of them wanted an exchange, both of them were in 
fact opposed to it, and neither officer was disrated. It 
merely meant that the department adopted a method of 
hampering their own operations by putting two station- 
masters out of gear for about a week while they were 
transferring their furniture from one district to another 
Personally, I think it is a ridiculous method to adopt. If 
they were guilty of anything they deserve punishment, and 
then punishment could have been meted out to them with- 


‘out upsetting the staff and necessitating two relieving men 


taking charge for a week. 

2445. I thought you said one of them died ?—No, those 
were two separate men; lam sorry if I have confused them 
with the one who died. The other case I am referring to is 
the case of a station-master killed in shunting operations 
Previous to that the staff was reduced by two shunters. 
necessitating him working until 11 o’clock at night. I 
can give you detailed information I obtained from his 
widow. I contend that he was treated very harshly, and 
there was no necessity for the attitude which the superin- 
tendent at Orange adopted towards him, when he ham- 
pered him all he possibly could. He did not give the 
man an opportunity to get on with his work, but flooded 
him with “Please explains” on every trivial matter that he 
could possibly think of. To show you the methods 
adopted by the Railway Department in attending to any 
of the minor works that are carried on, such as alterations 
to station-master’s residence, T will just qiiote this in- 
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stance, that at the same offier’s residence prev ious to lis 
death his wife asked for a ventilator to be put in the waslt- 
house. I am informed that four different railway officers 
visited them, measured the house, and took all sorts of 
particulars, but the work was never carried out. If the 
department wishes to make a report upon this statement 
they are quite at liberty to do so, but I venture to say 
that you will find that there is a tremendous amount of 
time so wasted on the part of senior officers in attending to 
the most trivial matters. Another point I would like to 
draw your attention to is staff matters, in connec tion with 
the Chief Commissioner’s annual tour. It is laid down by 
the Act that they should do so, of course, but the method 
adopted is to harass the railway officers in every possible 
way, so as to have everything spick and span ready for 
the Commissioner’s visit. The officers are actually asked to 
do the painting of various parts round about the station. 
1 will leave with you particulars of a few of the items, 
where railway officers have been asked to do kalsomining 
and painting on Sundays simply because the Railway 
Commissioners were coming round on their annual tour. 
These are some of the matters which create the friction 
and ill-feeling which does exist between the station-masters 
and senior officers to-day. I venture to say that if the 
Railway Department expects to get the best from its men 
it cannot expect to do so if it persists in harassing and pin« 


pricking them in every possible way. 

2446. WITNESS: Another matter I would like to refer 
to. I have a ease here which will give you some idea of 
the correspondence that goes on in connection with rebates 
for starving stock. The practice is for the Railway Com- 
missioners to grant a rebate for starving stock. That 
creates a tremendous lot of difficulty and- quibbling be- 
tween the stockowners and the Railway Department a‘ 
the present time. The system is that you pay your freight 
both ways, and then make application for a refund within 
a specified time, according to regulations. If you w ish to 
see the specific cases which I have here with me I will leave 
them with you. 

2447, Sir SAM FAY: Is there any great difficulty in 
getting the rebate?—If you do not happen to comply with 
all the regulations pertaining to it there is difficulty. At 
the same time, I would draw your attention to the fact 
that the same Railway Department granted rebates to the 
extent of thousands of pounds in 1923, according to the 
Auditor-General’s report, to Hoskins’ Steel Company, 
which the comrany were not entitled to, That company 
had not complied with the regulations, and were granted 
the rebate. When it comes to the stock owners, where the 
rebates are very small and are but minor items, the de- 
partment turns them down simply because of technical 
breaches of the regulations. In this case I have before me, 
the stockowner was supplied with the wrong forms, ap- 
and on account of that his 

Then we have the position 
the rebate that the 
Special pro- 


parently by the authorities, 
application was turned down. 
of the department refusing to grant t 
regulations provide for restocking holdings. 
vision was made to encourage stockowners to restock their 
holdings during the drought, to prevent breeding stock 
being slaughtered at a time when the stock resources of the 
State were beine depleted. The idea was to encourage 
landowners and stockowners to purchase in Ilemington 
young ewes in particular, and take them back to their 
holdings rather than have them slaughtered here. I have 
before me a case where the department has been quibbling 
on a very fine point. Certainly they have been acting in 
that case on the advice of the Auditor-General; but in 
other cases those difficulties have been overcome by refer- 
ence to the Executive Council. I am bringing this forward 
to show that the method adopted by the department in 
connection with these matters is not a very satisfactory 


method to the stockowner. If the stockowner had to 
satisfy the department previous to trucking his stock ne 
would be no necessity for him to pay the return freight; he 


could pay the required freight on the outward journey, et 
they would be returne d free, on a statutory declaration by 


the stack ingpector. 
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2448, WITNESS: There is another matter which I 
would like to bring before you, and that is in connection 
with the departmental attitude when bush fires occur 
through sparks ‘yom the engines. The department is in- 
clined to deny the fact that sparks had escaped from its 
engines and set fire to the grass. It is recognised by many, 
however, that large pieces of burning coal do come out of 
the funnels and are thrown a considerable distance. I have 
seen a number of fires started in that way. Now is it not 
possible to improve the spark-arresting appliances that 
are on the New South Wales railways to effectually pre- 
vent the eseape of large cinders which cause numerous bush 
fires every summer f The danger of bush fires from this 
eause is one of the big disadvantages that the landowner 
who lives adjacent to the railway line has to put up with 
at the present time. I submit to the Commission specific 
eases showing refusal by the Railway Commissioners to 


aeknowledge losses incurred in this way. 


2449. Another matter that I have to bring before your 
notice is in connection with the departmental coal hoppers 
which are engaged in loading coal at Port Kembla. What 
applies in this respect to Port Kembla applies, I under- 
stand, to any other centre where the same work is under- 
taken. To illustrate my point I will read a letter from 
the secretary of the Iawarra Chamber of Commerce and 
Industry, Wollongong, of Tth August, 1923 :—‘Your letter 
of the 30th ultimo reached me when I was in the throes 
of influenza, so you must excuse me for not writing you 
The discharge capacity of Government coal trucks 
at the loading jetty is 25 to 26 trucks per hour, and the 
average load per truck is from 9% to 10 tons. 
charge capacity of private coal trucks at the loading jetty 
is 60 per hour, and the average load is 84 tons. The 
trouble with the Government waggons is the doors; they 
are not so easily manipulated as the privately-owned 
The Government waggon known as the Ritchie 


th 
before. 


waggons. 
waggon is the best, 
discharged at the loading jetty. It is a wonder that the 
Government do not make their doors to suit the Port 
Kembla trade, which is vastly increasing, as the same door 
would suit Newcastle and Sydney. (Signed) H. V. 
Lambath.” 

2450. Sir SAM FAY: The door referred to there is the 
hopper door?—Yes; it cannot be manipulated quickly, and 
brings about congestion and serious delay in the loading of 
ships with coal at the Port Kembla jetty. 


2451-2. Is the capacity of the departmental trucks the 
4 But they can. 


same ?—No, its capacity is 94 to 10 tons. 
only unload 26 per hour, which would be about 260 tons per 
hour. In the ease of the private truck the eapacity is 
8% tons, and the loading rate is 60 per hour, which is 
just on 500 tons per hour. Nearly double the quantity 
per hour can be unloaded from the privately-owned trucks 
than can be unloaded from the departmental trucks. In 
support of that letter I will refer to a letter from Mr. 
Henry R. Lee, of Port Kembla, dated 4th August, 1928, 
Wherein he states: 


The dis- 


and forty waggons per hour have been ’ 


“The privately-owned hoppers are much more convenient - 


than those owned by the Government, principally in respect 
of the doors. In each case it is a simple matter to release 
the bottom doors, but whereas one man can readily close and 
fasteh the doors of the privately-owned hoppers, it takes 
three men with tackle to close the doors of the Government 
hoppers. At the loading jetty controlled by the Public 
Works Department at Port Kembla it is the custom to pull 
up the doors of the Government hoppers by using the loco.” 


That accounts for the slowness in the unloading, which is 
a serious handicap to the industry down there. It means 
delay in shipping, it prevents the quick loading of coal, 
and the matter is one which we think should have your 
investigation. 


2458. Docs that apply to Sydney as weil ?—Yes. 


2454, Are the methods of loading at Sydney the same as ~ 


at Port Kembla ?—Yes, by crane. 


9455. Another matter I have to refer {o you finds me in , 


doubt whether it is really a matter over which you have 


jurisdiction. 4 1s in connec tion with the départmental 
oa » 


me 







2 Sate Pea Oe 














method of dealing with sleeper-eutters. In my opinion the 
“Railway Department adopts a very unfair attitude towards 
these men who are working in the bush on contract cut- 
ting sleepers. From time to time the department discon- 
‘tinues buying sleepers at certain sidings. The men are out 
in the bush cutting sleepers, and they do not know that 
buying has been suspended, and eventually they deliver a 


4 


lot of sleepers to the railway station or siding only to find 
that the department is not taking them. That inflicts great 
hardship on these men who are living in the bush with 
their families. To illustrate my point I will queie a wire 
‘received on the matter from Dubbo: , 

“Re sleepers, Mogrigiy. Vayinent badly needed, men in 
distress, please try get settlement passed.” 
‘I will also read a letter on the same matter from Mr. 
John Wheaton, storekeeper, of EKumungerie, dated 6th 
October, 1922: 

“T would be pleased if you could let me know where to 
‘write for particulars regarding the sleeper-cutting industry. 
‘There are a nuinber of sleeper-cutters both here and Mo- 


-griguy ; some are waiting for a pass for their sleepers and 


others have been passed and they hive received no money. 
In some instances they have been waiting as long as three 
months. The position is now, that unless they can get some- 
thing definite their credit will be stopped at once, and we 
cannot see how some of these people are really going to exist. 
As this matter is very urgent, I will esteem it a favour if 
you can do something, or let me know what to do, at once.” 

2456. Sir VINCENT RAVEN: Are they cutting on 

‘ o 
contract ?—Yes. 

2457. Not on speculation?—No, they are cutting on a 
definite understanding with the department of so much 
per sleeper. They deliver the sleepers to the railway siding 
and then a departmental officer comes along and passes the 
sleepers and grants payment on what they call the sleeper 
pass. 

2458. How is it they do not get paid?—The trouble is 
that the men out in the bush deliver the sleepers from 
time to time—some of them have carters delivering—-the 
timber passer comes along, say, to-day, and he is not ex- 

> ~ 
pected back for three weeks or a month, the periods be- 


i 


tween his visits vary at different times, and in the mean- 
time he does not tell them that he is not coming back; he 
does not know himself when he will be coming back, and 
the men go on delivering their sleepers and stacking them 
in.their various heaps; a fortnight elapses, and the passer 
has not come along; ‘they do not take notice of that, be- 
menth has 


’ 

] a 

1 at the end 
1 


cause sometimes he does not come along until : 
passed; so they go on waiting for a month, ant 
of the month they have a considerab 
and are absolutely in need of payment for their work. But 
when they come to make inquiries by wiring to some of us 
in Sydney they find out that buying has been suspended on 
that line or at that particular siding, and the result then 
is that they have got the sleepers there, their labour has 


le quantity stackec 


been expended, and they are getting no return for their 
labour, because the Railway Department have suspended 
buying sleepers for the time being. My suggestion is that 
these men should have a reasonable notice oi suspension 
of purchase of sleepers by the department, or the passer 
should notify them that he is not going to come hack for 


Six months, or whatever the time may be. The Railway De- 


partment has to depend upon these men for sleepers, and 
it means starvation to the men if they are left with a 
i ee = ? E 4] ] 1 
month's work or two monthy work on their hat 
2459. WITNESS: And while I am on the subject of 


giving fair notice, I might refer to the practice obtaining 


in the Railway Department in regard to giving notice to 
officers who are about to be transferred: Station-masters 
and railway officers find that the notice given to them when 
they are due for transfer is 

generally advised by wire, and have only a few days in 


viramely cl “ Ls gh ae oe 
¢ trem >a Snort, ihey are 


which to pack up and transfer to another station. I think 
in all fairness to the employees we are justified i 
and advocating, particularly in regard to the country rail- 
way men, that these officers should get reasonable notice 
of transfer, especially when we know that the department 
has a big staff to draw upon, that it has plenty of relieving 


In urging 
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men who could carry on until such time as these trans: 
ferred men would have an opportunity of packing up and 
making ready for their transfer. 

2460, Another matter I wish to bring under your 
notice is that of weighbridges. At the end of 1922 
the Railway Cemmissioners intimated that they would no 
longer maintain the eart weighbridges which were in 
existence at the majority of the railway stations through- 
out the State. In addition to that they stated that they 
would not instal any more cart weighbridges in the 
ecountry. The Farmers and Settlers’ Association, of whieh 
[ am the president, took up the matter and: approached the 
Railway Commissioiners with the view to try and induce 
them to instal weig} ridges at those stations where it 
justified, 
and to continue to maintain the existing weighbridges at 


the country stations. 


could be shown that such weighbridewes eould be 


[Eventually an agreement was come 
to whereby the farmers agreed to pay 3d. per ton for every 
ton of produce that they took over the weighbridge, and 
the Railway Commissioners agreed to instal weighbridges 
at all sidings where the farmers would be delivering 
25,000 bags of wheat or more. Now, after having one 
] 
{ 


5 


year’s experience, this position arises. The fariners find 
that it is very inconvenient to have to provide small change 
A large number of the farmers in the 
country do not carry small change with them when they are 
carting wheat and working with their teams. And in 
addition to that difficulty it is found that the system means 
that the railway officer in chage of the bridge has to carry 
a large amount of small change with him and has to do a 


at every weighing. 


large amount of book-keeping, and his books have to be 


audited and checked. It would greatly simplify matters if 


the department could come to an arrangement whereby it 


could charge 2d. or 3d. per ton on to the actual freight and 
allow that amount to be collected in one aet, the depart- 
ment to maintain the bridges as they did in the past with 





out making any specific charge for the actual w 
: 
hat the produce be weighe: 





aes SH 
~~ : 
iss) 
a) 


a ; ; : 

What is required is t 

inerease of 2d. or 3d. be made in the freight to cover the 
! 


Ao tS yaacest arena 
cost of Welghing. 


Phat would simplify matters and eut 
out a good deal of book-keeping, and eliminate the neees- 
sity for the railway clerk to carry with him a large amount 


of change. 


4 


Further, when there is a large number of teams 
coming in to the station and every minute is valuable time 
to the people concerned, any arrangement which would 
minimise waste of time should, I think, be adopted. Ve 
would be pleased if you, gentlemen, would make inquiries 
in this direction on our behalf. We think the ditheulty 
would be overeome if the Railway Commissioners were to 
charge, say, 3d. per ton extra for everythine that went 
over the weighbridges in the State. I think from my 
knowledge of the Railway Act that the Commissioners 





cannot differentiate between persons, that if they charge 
one they must charge all and sundry; but I understand 
that it is only the farmers they have chareed for their 
The farmers 
were under the impression that the Commissioners were 


produce that has gone over the weighbridges. 


: : 
going to make a charge on « 


rerything that went over the 


( 
We ighbridges includine the weighbridge at Darline ?lar- 


’ 


} ET... ¥ | i his the 1O the e tS 1 ubLi The 
/ | nl 1) it J qd le that tl } y fry 
velrhine hould | liminate 1 and th \ mal] AT PA 
eho p t } 3h t Id h ™m de OU ll | of th \ ; 
brid o that all n be 01 equal 0 y 
2461. Another matter I wish to bring befor y 
in connection with railway eonstruction. Under 
the svstem at present adopted difficulties will oceur in the 
future, and those difficulties will show the want of fore- 
sight on the part of the engineers when laying out certain 
new lines. I am referring particularly to the. Dubbo- 
Cx nt mble line, which Wa built a considera) le niunber 
of years back. What I am stating applies to practically 
all sidings, but I will refer to one in particular. In con- 


structing the railway platform and the loading dump, pro- 
vision has only been allowed for two sets of rails between 
them. In other words, it is only a siding. When the time 
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Witness—H,. V.C. Thorby, 1 August, 1924. 


comes to make it necessary that a crossing should be put 
in, that a third set of rails be put down for crossing pur- 
poses, it will mean that the station will have to be pulled 
down, or the loading dump shifted out 10 or 12 feet. 

24614. Sir SAM FAY: Are you referring to when the 
time comes for doubling the line throughout ?—No, not for 
duplicating. At present there are only two sets of rails, the 
platform is here, and the loading dump is there (illustrat- 
ing). There is no room for a loop. If that loading duinp 
had been kept out sufficiently wide—that is, if the rails 
had been laid an extra 12 or 15 feet apart—the loop could 
have been put in between them when the time arrived 
for that facility to be provided, and that would have saved 
the expense of having to shift the whole dump or the rail- 
way station. At several of these stations the time has 
already arrived when they will have to be converted int 
stations for crossing purposes, particularly so far as the 
wheat season is concerned. The particular station I refer 
you to is Armatree. 

2462. WITNESS: I might refer to another matter, and 
that is the fact that the Railway Commissioners here 
have a Publicity Officer. At the same time I wish to state 
that the travelling public have not been acquainted with 
the facilities that the Railway Department offers. What 
IT am referring to particularly is the completion of the 
Dubbo-Werris Creek line. It had been completed six 
months when an intending passenger made application in 
Brisbane for information as to travelling across that line. 
But no knowledge whatever was obtainable of the fact that 
that line was open for trafic. I do not think that you can 
blame the Queensland railway authorities for that. Per- 
sonally, I contend it was short-sightedness on the part of 
our own authorities in not having used: every endeavour 
to attract passengers to travel by that line as soon as it was 
completed. As. far as I can ascertain no intimation was 
given to the Queensland authorities that that line was 
completed. If the Queensland authorities should be to 
blame I withdraw my remarks concerning the laxity of 
our own Railway Department. I produce statements re- 
ferring to the work that was done by the railway officers 
and station-masters previous to the last tour of the Rail- 
way Commissioners, which it is contended was work that 
they should not have been ealled upon to do. It is merely 
titivating the premises without serving any great pur- 
pose. 

2463. The last matter I have to deal with is one which 
may not come under your jurisdiction. You are investi- 
gating the whole of the working conditions of the New 
South Wales railways, and one of the hampering matters 
that we have to put up with in this State is that the neigh- 
bouring States have a different railway guage to ours. 

2464. Sir SAM FAY: We have no reference to the 
gauge question; that is a matter we have no right to deal 
with, and we could not do any good by taking evidence on 
that matter. We have no authority to make a suggestion 
even on that question ’—What I meant to point out was 
this: I want to point out that although curs is the recog- 
nised standard gauge, our Railway Department is suffering 
from the fact that there is a break of gauge at the borders 
of this State. I thought you gentlemen might be able to 
make a recommendation on the matter. 

2465. We eannot. That question has not been referred 
to us. I would like to put a question to you—the same 
question that we put to Dr. Kater. With regard to the 
possibility of levying so much per week for a given number 
of years on land adjoining a new railway, what would you 
say as to that?—In certain districts that would be accept- 
able. In other districts you might find a certain amount 
of opposition. In the districts where the large grazing 
holdings are you would find, in the great majority of in- 
stances, that Dr. Kater’s objection would be a reasonable 
objection. Those people with large holdings already have 
to suffer a fairly heavy Federal land tax. 

2466. But they have got no railway?—In many cases 
they have a railway. 


2467. Then they would not want a new one I am puts 
ting the suggestion to you that the man who has. no rail- 
way and who is already paying the Federal land tax would 
be better off witlt a railway, and I am asking you whether 
he would or would not be prepared to pay something for 
getting the railway facility’—We went very fully into 
that phase when we were considering the placing of 
evidence before the Public Works Committee on the ques- 
tion of a railway from Maryvale to Sandy Hollow. That 
was a decentralising railway, which was recommended by 
the Decentralisation Committee. In submitting the ques- 
tion to the whole of the landowners along that proposed 
line, the question whether they would be prepared to 
contribute so much per annum for a certain number of 
years towards the interest or the loss that might be sus- 
tained on the running of that line, the reply was almost 
unanimously in the afiirmative—that is, that they were 
prepared to contribute a certain amount per annum. 
The suggestion that we put forward was that as the farm 
got further back from the siding it would pay a less amount 
per acre; that a farm within 5 miles would pay a few 
pence, that a farm within 10 miles would pay less, that a 
farm within 15 miles would pay less still, and that a farm 
beyond the 15 miles limit should not be asked to contribute. 
It is unprofitable to grow wheat over 15 miles from a 
railway line at the present time, even where you have a 
good road. So far as grazing is concerned, the railway 
line would not be of any great benefit to a grazier, because 
you can cart a wool clip almost as cheaply 100 miles as you 
can 15. In the districts that would become agricultural L 
do not think any opposition would be taken to the levying 
of a rate on the landowners who would be benefited by the 
construction of a new railway line. 

2468. WITNOSS: I have quite a number of cases before 
me where landowners have complained bitterly of the fact 
that under the present law, when a new line is sanctioned, 
the whole of the land necessary for that railway line is 
resumed without any compensation to the landowner whose 
property the line goes through. The argument is that the 
line may depreciate a property by £300, but on the other 
hand improves it and enhances its value more than it 
depreciates it. But in many localities you will find two 
landowners, one of whom has been benefited by the railway 
while the other has derived no benefit at all. Let me give 
you one specific instance. In this particular instance L 
have in mind the siding is erected right opposite to one 
man’s homestead; the railway line does not take a fraction 
of land from him, and it does not interfere with his pro- 
perty in any shape or form, and he gets the maximum of 
benefit by having a siding near his homestead. Now his 
neighbour, who is a couple of miles away, has the railway 
coming into his property and running through his pro- 
perty, and he is very little closer to that siding than he was 
to the old township, and he loses 25 aeres of land, and has 
his cultivation paddocks cut up into unshapely areas, and 
gets no compensation whatever. The contention is that 
if a charge was made on all the land adjacent to new 
lines there would be created a fund from which com- 
pensation could be paid towards recouping any loss that 
might be sustained. Personally, I would strongly support 
the introduction of such a scheme as that, and I am stating 
that having full knowledge of the attitude of the land- 
owners between Maryvale and Gulgong, a distance of 60 
miles. 

2469, Sir SAM FAY: You are referring to a levy to 
make up for a loss; I was referring to a levy to meet the 
cost of making the railway, spread over a number of years 2? 
—We did not specify what the money would be used for; 
we said it would go to make up the interest on the capital 
cost of the loan, or to make up the loss on the running 
of the line. The amount suggested was 4d. for the first 
5 miles, 3d. for 7 or 8 miles, and then 2d. and then 1d. 
That would bring in a fairly considerable sum of money. 





(At 3.45 p.m. the Commission adjourned to 10.45 a.m. ow 
Tuesday, 5th August, 1924.) 
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(Held at Chief Secretary’s Building, Macquarie-street, Sydney.) 


COMMISSIONER : 


Sir SAM FAY. 


ERNEST EDWARD LUCY, Chief Mechanical Engineer, 
New South Wales Railways, sworn, and examined as 
under :— 

2470. Sir VINCENT RAVEN: You are the Chief 
Mechanical Engineer of the New South Wales Railways ?— 
Yes. 

2471. You are responsible for all the rolling-stock— 
locomotives, carriages, and waggons, their maintenance 
and repair ?—Yes. 

2472. And there is nobody to interfere with your control 
at all. You are responsible entirely to the Railway Com- 
missioners ?—Yes. 

2473. You have given me a very full description of the 
organization of your workships. There are a few ques- 
tions I would like to ask you. With reference to loco- 
motives, | have a statement here as to the numbers which 
you had from 19138 to 1923, and 1923 I see you had 1,341 
locomotives, but you have given to me 1,391. From the 
1,391 I have taken off thirty-four, which are practically 
out of use, and twenty which are duplicate stock. That 
brings the total from 1,391 down to 1,337 that you have in 
use—etfective locomotives; but this statement differs froin 
the Commissicners’ report, which gives 1,341. Can you 
explain what is this difference of the four?—At the 
moment, no. 

2474. You might just look into that?—The Chief Com- 
missioner’s report ended on the 30th June, 1923, and my 
statement, I think, goes to the 30th April, 1924. That 
prebably accounts for the difference of the four engines. 

2475. The report I am talking about is 1923?—This 
figure is at 30th April, 1924. 

2476. But I am not talking about 1924. However, I 
think you had better look into it and let us have your own 
explanation. There is not a great deal in it at the 
moment; but still I would like to have that cleared un. 
There is an increase in engines from 1913 to 1923 of 34.27 
per cent., and there is an increase in miles open for traffic 
of 35.31 per cent. Has this increase in the number of 
engines been paid out of capital or of revenue?—Out of 
capital. 

2477. Then the increase in the capital represented in 
locomotives is somewhere about equal to the increase in 
miles open for traffic ?—Yes. 

2478. I have got a statement here which shows me al! 
the different classes of engines which you have got, and 
they total up to thirty-nine?—_Yes. 

2479. Are the engines exactly similar and the work in- 
terchangeable ?—No. 

2480. So they might be multiplied again by a good many 
practically different classes ?—Yes. 





© 2481. Would you be able to look into that and tell me 
to what extent they vary in the different classes ?—Yes. 

2482. I do not expect you to do it now, but you might 
do it for me. Now, the total capital value of those loco- 
motives, as given to me, is £7,139,868. You agree with 
that ?—Yes. 

2483. Now, I suppose those locomotives wear out or get 
obsolescent at some time or other?—A_ considerable 
number of them are old-fashioned and obsolete types. 

2484. But they will wear out or get obsolete at some 
time or other ?—Yes. 

2455. Have you got in your mind auy average life whic) 


you should put on a locomotive?—I think that an ideal 





life of a locomotive should not smesnd thie 


Ly Years. 


Sir VINCENT L. RAVEN, 


2486. If you look at thirty years’ life for your engines 
as they are numbered to-day, you would have to build 
forty-five engines a year to keep up the stock ?—Yes. 


2487. And if your capital had to be renewed in thirty 


years you would have to spend every year £237,996. It 
that arithmetic is right, do you agree with that?—I do. 

2488. You send in an estimate every year for what you 
expect to spend during the coming year. When do you 
send that in?—As a rule, about April or May of the year 
in front of or in advance of the year which will begin on 
Ist July. 

2489. That is to say, in April or May of 1923 you send 
in an estimate of the work you will do in 1923-1924, com- 
mencing 1st July ?—That is so. 

2490. Now, how do you send those estimates in:—are 
they divided in any way;—we will take the locomotives 
first They are sent in ranged in items giving the head- 
ing for which particular sums are required in detail, and 
submitted by me to the Chief Accountant. 

2491. You have not got a statement showing how they 
are sent in?—I think I have one here. (Statement handed 
to Sir Vincent Raven.) I have pencilled on the top of 
that statement the date the estimates were passed. 

2492. In this return that you have shown me—I do not 
for a moment want to know anything about the top part, 
which refers to locomotive drivers and firemen’s wages, 
but I see that you have got here an estimate for wages 
and material, £1,688,801, and for new boilers, &e., 
£221,700 2—Yes. 

2493. You have nothing down here for new engines at 
all?—No. 

2494. Did you not expect to build any new engines that 
year ?—Not on that account. 

2495. Not for renewals?—Our renewals are charged to 
working expenses. 





2496. Put this is all your expenditure, is it not, as far 
as repairs to locomotives is concerned ?—Yes. 

2497. There is no other estimate shown here for loco- 
motives outside those two figures 2—No. 

2498. Therefore, you did not estimate for building any 
new locomotives that year?—No. 

2499. Tsuppose youdonotal ways get what youaskfor?—-No. 

2500. You say that your estimate goes to the 
accountant ’—Yes, the Chief Accountant. 

2501. Do you hear anything more about it until you 
are advised as to what the Treasury have agreed to?—Yes, 
sometimes the Chief Commissioner will call us down; that 
is, the heads of departments, and give certain directions 
with regard to sums of money. 

2502. He consults you before the amount that you have 
asked for is reduced ?’—Yes, he holds meetings of heads of 
branches for that purpose. 

2508. But he does consult you before the amount of 
money you have asked for is reduced, and you agree to the 
reduction ?—Yes. 

2504. I see in this return that you have handed me that 
with regard to new boilers, &e., you asked for £221,000, and 
you were allowed to spend £175,720?—Quite correct. 

2505. Will you first of ali tell me what you did really 
include. I do not mean in every detail, but what you did 
really include in that £221,000 which you asked for ?—I 
had in mind to re-boiler and set with s7>er-heaters a con- 
siderable number of locomotives. As a matter of fact, 
last year I built 162 new boilers. 

2506. I understand that the Ciief Commissioner said 
you could not snend that money. Ds you know a%¢ hg 
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would say that?—I should think because the estimates 
were passed so late. I think I have put the details in 
pencil at the top of that statement. The estimates were 
passed so late that we could not possibly spend vs 

92507. But if you had the estimates passed in time would 
there have been any difficulty in you spending the money 
that you asked for ?—No. . 

95074. As a matter of fact, you did spend that year, 1 
maintenance, £1,688,701 ?—Yes. 

2508. Can you tell me what proportion of the work you 
.do at Eveleigh, Honeysuckle, and the other factories ?—I 
think a. fair proportion wonld be to set Eveleigh at 600 
Neweastle at sixty output, and Lismore at ten out- 


output, 3 
ibout the proportion of 600, sixty, 


~put. That 
and ten. é 
2509. That is, 670 engines a year’—That is approxi- 
mately correct. 
9510. ‘That is the percentage ?—No, 
repaired 


would be 


it would be heavy 


repairs—600 engines heavily Eveleigh, . sixty 
oat Newcastle, and ten at Lismore. 

9511. Of course, it is quite easy to work out the per- 
‘centage of repairs which are done at Eveleigh, Hloney 
suckle, Lismore, and there are a large 


; : ¢ é 
number of engines which o 


and out stations, 
are repaired outside Eveleig 
- works ?—Y es; 

9512. And even outside 
9513. In your opinion is the decentralisation of the 


Paty] 
a costly business ¢— 


the Honeysuckle works ?—Yes. 


repairs to locomotives in that way 
Undoubtedly. 

9514. I have got here a statement ,;which shows the cost 
of maintenance of as compared with 
other railways, and it shows that your costs are very high. 
Can you give me any explanation with regard to that ?— 
I think based on the size of the engines, the 
large size of our engines, and on the work that they per- 
As a matter of fact I have handed in a seven-page 


rour locomotives, 
J ; 


so—yes, 


form. 
statement. 

2515. [ have that, but take your engines that have been 
repaired 1923. They show £1,246, the average cost per 
gocomotive — *X es. 
2516. AE: you reduce 
sh railways, regarding your labour costs as 100 pe 


that to compare it with the Eng- 
lish r cent. 
and material 
comparison shows 91, as, for 
Great Western £518. That is a 

2517. And T presume that you will agree that on the 
Great Western Railway they have plenty of large engines 4 
__] think that average tractive power of the Great West- 
ern Railway engines would be eonsiderably below New 
South Wales. 

2518. You will agree that they 
of very big engines ?—Yes. 

9519. You will agree that on the London and North- 
Fastern Railway they have a very large number of very 
big engines?—Yes; still I think the proportion would be 
less than New South Wales. 

2520. We will come to that. You will agree that they 
have a large number of very big engines ?—Yes. 

9591. The difference between their cost and yours is 
£506 in engines for the London and North-Eastern Rail- 
way and £721 for the New South Wales railways, based 

‘the same price for wages and material, and you must 
Bios remember when you are comparing, that in the one 
case they are beautifully painted, and in the other case 
they are not painted at all, and there is some cost attached 
to that. I gather from what you say that you attach some 
importance to the tractive power of the locomotives ?— 
Yes. 

25992, T have worked this out carefully, because you 
used the same ade ae in connection with your coal 
costs ?—That is so. 

9523. But if you use 
the maintenance of locomotives, even supposing the trac- 
tive effort on the North-Eastern Railway, which I have 
as 20,120 against 23,7 difference worked 


35 per cent. higher than in England, your 
Ei if instance, against the 


big difference /— Y es. 


have a large number 





that argument in connection with 


your 23,751—the 
out on that basis, which I do not altogether agree with— 
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but assuming that your assumption is correct, then you 
are £721 as against £597 for the London sai North 
liastern. If that assumption was correct, you are still 
very high 
25234. Apparently you do not give me any further ex- 
planation than that, but is it not expensive to do so much 
of your repairs out at your running sheds /—Undoubtedly. 
2524. Is not that part of the reason ?—Part of it, yes. 


(—Yes. 


Then the layout of your Eveleigh shops is not as 


SSAA 
good as you would desire /—ILt is not. 
2526. In fact, you are building new 
( eitea 
2527. And you have got a boiler-shop nearly completed? 
— Yes, 


2528. When you move there, have you not given the 
Commissioner any hopes of you being able to reduce your 


shops ?—Yes, at 


expenditure /—Y es. 


26529. Is -he not going to expect something from those 


new shops ?— Yes, 
2530. Are those. not partly reasons for the high eosts? 
but I do not admit that our costs are 

exeessive, having regard to the size of our engines and 
the curvatures and grades of our lines. 

2531. You are much higher than any of the other rail- 
ways in Australia?—Yes. 
2532, And you give the same reason for that ?—No 
2533. I suppose you will agree that 1914 was a year 
place?—It was just before 


---|'o some extent, 


De 
ies Pe special took 
the war; things were normal. 

2534. The average cost per engine in stock was £575 
fur maintenance then, as against your average cost to-day 
of £1,246. Now, J en pal the grades and curves were 
the same in 1914 as they > to-day ?—Yes. 

2535. It is not since ite that you have had all these 
very powerful engines ?—Since then we have had no small 
cnegines. All the engines we have had have been large 
ones, with the exception, I think, of ten suburban engines 
—JI am not sure of that number. 

2536. 1 see that you only scrapped seventy-five locomo- 
tives, including these thirty-four and twenty which J have 
taken off—that is, fifty-four; that leaves only twenty-one 
engines which have been scrapped outside that lot in 
those years from 1914 to 1923 %’—Yes. 

2537. So you see there is not a great deal of difference 
Letween the tractive effort in 1914 and to-day?—I think 
there is a considerable difference in the average tractive 
cffort. I will send down particulars if you wish. 

2538. Yes, it will be quite easy to get that out. How- 
eyer, my point really Adding to that £575 as 
against £1,246, the increased cost of wages and material 
as given by yourself, brings the average cost of the engines 
in 1914 to £961 as against your £1,246 to-day ?—Yes. 

2539. You have not improved in that time ?—Since 1914 
ull the engines which we have purchased or manufactured 
curselves have been of the large type, with tractive foree 
somewhere in the neighbourhood of 33,000 Ib. 

2540. I do not think their tractive foree has a great 
deal to do with their repairs, if I may say so. However, 
T do not want to argue the matter at all now; all I want 
is to ask you questions. You will remember that we are 
only talking about repairs, and most of these engines 
after they were built would require very little repair for 
the first few years of their life?—Yes. 

2541. And IT put it to you that there is a great deal 
of difference between these figures in 1914 and the figures 





is this. 


to-day ?—Yes. 

2542. It is £285 per engine in stock worse than you were 
in 19142~Yes: I think that is due to the continued 
increase in the size of the engine, the greater number of 
wheels, tyres, axles, the larger tender, with the two pairs 
of axles, instead of the three single axles, 

2543. I notice that you manufacture a great number 
cf special articles in your own works. Are you quite 
sat mee that it is more economical to manufacture these 
yourself than to purchase them outside?—Quite. I have 
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sent in a statement to you, giving the comparative prices 
or costs, on articles made by us and articles purchased by 
the stores. 

2544. What overhead charges did you put against those 
manufactured articles yourself ?—All the wages and _holi- 
Cays, and other expenses which are not directly charge- 
able—all indirect charges are included as overhead. 

2545. You are satisfied that all the overhead charges 
are debited to the special manufactures ?—Yes. 

2546. I suppose your accountant would do that ?—Yes. 

2547. Then, if you were to purchase more outside, your 
eost would be even higher than it is to-day ?—It would. 

2548. To that extent you would compare favourably 
with the English railways, because we purchase a great 
cea] outside. To that extent you ought to be more fav- 
ourably situated?’—Yes, but I would like to point out that 
our manufactured costs of parts are lower than those for 
imported parts purchased from the same sources as by 
English railways, only because we have to pay for packing, 
shipping, insurance, landing costs, and duty—the last 
alone amounts to 30 per cent. usually, 

2549. And yet you show so much worse?—We may in 
the total sum, but I have worked out by comparisons here, 
end we show very well. 

2550. I will carefully look over that, but I do not 
agree with those arguments at all. I do not mind it 
going in, but it is an extravagant comparison altogether. 
It relies so much on assumptions of various kinds, and 
nothing I have here is based on any kind of assumption. 
They are absolute figures which are given regularly. 

25504. I noticed in going round your shops you use no 
standard gauges?—That is so, with the exception of our 
notor-car department. 

2551. I suppose under those conditions there are very 
few parts of your locomotives which are interchangeable? 
—Very few. 

2552. I notice that you manufacture all your springs 
yourselves in the shop ?—Yes. 

2553. Are you satisfied with that ?—Yes. 

2554. I have here a statement of the number of springs 
-kroken in 1923 on locomotives, and it comes to a total 
of 2,912—that is, for a’period of ten months, from June 
to March.. That appears to me to be an extraordinary 
number of springs to break, and I would like to know what 
you have to say about that?—I have no other railways 
figures of comparison by which I could make comparisons. 

2555. Do you think that is a large number or not ?—I 
think the number of broken springs for two classes of 
our engines is high, but for all the other classes the per- 
formance is good, 

2556. 2,912 in ten months?—May I ask a question with 
regard to that? If the springs are laminated, or lamin- 
ated and coil springs 

2557. What does it matter about the springs? You 
would not put a class of spring on an engine that you 
would expect to break, whether it was laminated or spiral. 

2558. Therefore, I do not really see what difference it 
makes. It is a spring and it is designed by you?—Yes. 





2559. And you are entirely responsible for it, and you 
put on a spring which is most suitable for the locomotive 4 
—Yes. 

2560. Therefore it is immaterial whether it is a spiral 
or a laminated spring ?—My point is this: We have groups 
of coil springs which are in some cases in nests of four 
to an axle box. If one of those springs break, it is a 
broken spring. Therefore on that basis four springs which 
may break against one laminated are in that same axle- 
box. 

2561. But you would not allow an engine to run with 
a broken spring, no matter whether it was one of a nest 
of four or whether it was by itself?—I would consider a 
broken spring out of four in a group as no reason for 
putting the engine off the road, or to even tell the driver 
to run at a slower speed; but I would see that it was put 
in at the next running shed. 

28910—G 
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2562. That is my point; you would not allow an engine 
to run with a broken spring. J presume that what you 
mean is that it would not be so dangerous as if some other 
spring had broken, but still it is a broken spring; it is a 
defect in the design ?—I do not think so. 

2563. However, it does not appear to you to be a larea 
quantity ?—No. 

2564. Machinery in your shops at Eveleigh appears to 
be fairly satisfactory 7—Yes. 

2565. However, I notice that the machinery, taking your 
capital value, has had as much spent on it as represents 
82 per cent., which appears as if you had spent quite a 
sutticient sum on the upkeep of your machinery, and it 
appeared to be quite up to date. Therefore, the cost of 
your ‘high repair will not be in connection with the 
machinery in your works at all. Can you tell me what 
proportion of your engines are superheated?—I have 437 
superheated engines. 

2566. That is about 30 per cent. of your engines super- 
heated ’—That is so. 

2567. Can you tell me how many different kinds of 
superheaters you have ?—Three, 

2568. Have you tried any other kinds except those 
three ’—Yes, we tried a fourth some years ago, but aban- 
doned it. 

2569. Did you put many in?—I think there were about 
eighty put in. They were Vauclain smoke-box heaters. 

2570. And they were unsatisfactory, and you took them 
out /—Yes. 

2571. And you have three different kinds to-day ?—Yes— 
Schmidt, Robinson, and one of my own. 

2572. And the only other one you tried was a Vauclain. 
Was it a complete superheater?—No, it had no fire-tube 
elements at all. It was simply a header from the steam- 
pipes, a header on the cylinder. 

2573. How long ago do you say it was since you took 
them out?’—Some seven or eight years ago. 

2574, Are you satisfied with the work of your super- 
heaters ?—Quite. 

2575. Do you get any complaints from the men in con- 
nection with them’—Not now. In the old days I had 
some considerable trouble, because we had the damper 
system. Then we did away with the damper system and 
adopted the Raven air circulatory system. That is auto- 
matic, and the drivers have no means of spoiling their 
superheat by shutting dampers or opening them when 
they should not. 

2576. What is the result which you expect mostly to get 
from these superheaters?—I actually get 10 per cent. in- 
creased load. 

2577. Increased power ?—Yes, our train regulations pro- 
vide for that. 

2578. ‘Did you expect any economy in coal consumption ? 
—Yes. I have instances where we have measured the coal 
as between Junee and Albury on expresses, with the result 
between classes of engines exactly similar, excepting one 
is saturated and the other is superheated, and the economy 
is 20 per cent. 

2579. You have a large number of failures. Can you 
give me any explanation with regard to those?—-Water 
trouble is one of the main causes, bringing about leakage 
of tubes of superheater elements, and injector failures, 
and failures through priming. 

2580. I suppose you have your water carefully analysed 
in an endeavour to improve it?—Yes, 

2581. What have you done in that direction’—We have 
installed a considerable number of Desrumaux water 
softeners and Kennicotts’, and also installed Desrumaux 
system water hardeners, but the trouble is that most of 
our waters contain chlorides. 

2582. J suppose you have improved your water to some 
extent ?—Undoubtedly. 

2583. All railways have a certain amount of trouble 
with water ?—I believe that is so. 

2584. And it has to be got over by treating it by chemi- 
cai means ?—Yes, 
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2585. Is that the only explanation you can give with 
regard to the failures?—We have, by carefully following 
up these cases of failure, considerably reduced the number 
of them. 

2586. Let me give you some comparisons in connection 
with these failures, and I think you will see there is some- 
thing rather extraordinary about them. An engine failure 
with you is, if a passenger train runs five minutes late, 
due to the engine, or if a goods train is running ten 
minutes late, due to the engine. Taking the year 1923, 
your engines ran 4,225 miles for every failure. I have got 
the failures on the London and North-eastern Railway 
for the same year, the only difference being that in every 
case—goods or passenger train or whatever it is—if it is 
five minutes late it is an engine failure, and in your mile- 
age is included light and assistant. In the train 
mileage on the London and North-eastern there is no 
light or assistant charged. Therefore, to the extent ot 
it being five minutes, and losing the light and assistant 
mileage, that is all in favour of the New ‘South Wales 
railways. Now, the failures, as I said in your case, were 
one every 4,225 miles, and in the other case they are one 
every 40,000. That is such a remarkable difference that 
some explanation really is required outside the question of 
water. In New South Wales, any passenger train five 
minutes late, or goods train ten minutes late at destina- 
tion, or even at intermediate station, by locomotive causes, 
is deemed an engine failure, and generally some part of the 
engine is blamed. It is, however, known that frequently 
mismanagement of engine is the real fact. Over 100,060 
miles are run by New South Wales engines per failure 
rausing engine to be changed for another engine. 

25864.—With regard to your coal, will you tell me if you 
have any system by which the coal is weighed when it is 
used in the locomotives?-—No, except for trial or special 
circumstances. 

2587. Then who is responsible for the supply of coal !— 
The Comptroller of Stores. 

2588. He is responsible for checking it?—For checking 
it, yes, in the main. 

2589. How does he satisfy himself as to the amount of 
coal you have burnt, and how it is used? Is there any 
means of checking it?—He has a complete check on the 
weight of the coal that goes to every steam shed, and there 
the Comptroller’s responsibilty ends. 

2590. He simply provides you with coal?—Yes, the use 
of it is my responsibilty. 

2591. Then you are responsible for checking it?—Yes. 

2592. What means have you got of checking the coal !— 
I have the weighing, checking the weighing done by the 
Traffic Branch. 

2593. The coal is simply shovelled onto the locomotives? 
—Yes. We have only the estimate cf the fuel man who 
puts the coal on the tender as to how much he has put on. 

2594. Then it simply goes?—That is so. 

2595. You have so much coal, and that coal in course 
of time disappears, and you assume it is burnt by locomo- 
tives ’—Yes. 

2596. Now, your coal consumption is high, is it not #— 
I do not think it is high, having regard to the work that 
the engines do. 

2597. But it is high?—It would appear high compared 
with English figures. 

2598. But, first of all, it is high as compared with any 
of the other railways in Australia. It is very high as 
compared with any of the railways in Great Britain. Of 
course, you may be able to explain why it is high, but, in 
the first place, it is high?—Yes. 

2599. The coal consumption is 85 lb. per mile, as against 
Victoria, 78, Queensland 60, New Zealand 56, and the 
whole of the British railways 54. ‘Therefore it is high*— 
It is higher than the British railways, certainly. 

2600. Very well, then. It is higher than the other rail- 
ways in Australia as well as the British railways *—Yes. 

2601. I must ask you how you explain that?—I will 
explain it by the larger tractive effort, the difficult roads 
that we have, both with regard to grades and to curves. 
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2602. But I presume the loads are arranged to suit the 
gradients and the curves !’—Yes. 

2603. We will take, first of all, your tractive capacity, 
to which you apparently attach inyportance, and, as 
I say, I have worked out that if the London and North- 
astern tractive effort was similar to yours (23,751), then 
the coal ~onsumption, according to your argument, would 
be increased from 58°05 to 68°53 Ib. per engine mile, and 
the difference still is great—68°53 against your 85'18—which 
is bringing the tractive effort up to the tractive eilort of 
your railways ?—Yes. 

2604. Of course, from that point of view a good deal of 
argument might be brought into it, but, taking your view, 
that is how it would present itself ?’—Yes. 

2605. However, you have prepared in your memorandum 
which has been sent to me the coal consumption of the New 
South Wales railways compared with what you consider 
to be a corresponding area or railway in the United States 
of America, the eastern district ?—Yes. 

2606. Now I have the figures for 1922 and 1923, and I 
have taken the figures of 1923 and compared the consump- 
tion of coal per thousand gross ton miles hauled in both 
cases, and that seems to be a standard that nobody could 
grumble at. Now, the average coal consumption of the 
New South Wales railways per 1,000 gross ton miles, 
including engine and tender in both cases, is 290.3 !b.; 
and for the eastern district of the United States of 
America, 159. That is taking a railway which you your- 
self have selected, and taking it on a common basis which 
nobody could help agreeing with. There is no question of 
tractive effort and what it does ?—Yes. 

2607. Can you tell me what attention is given to engine- 
cleaning, the cleaning of your locomotives. What is your 
practice ’—Our passenger engines are kept in fairly clean 
condition, but the goods engines are not kept clean. 

2608. And that is your system?’—That is our system 
based on the need for economy, 

2609. I was going to ask you that. What do you cal- 
culate you save by this system of not cleaning your 
engines ?’—I would say certainly not less than £200,000 a 
year, and that is a very conservative estimate. 





2610. Is there anything on the other side of the balance- 
sheet ;—is an engine that is kept—I think you will for- 
give me for saying—in the dirty condition in which yours 
are kept, just as easily repaired, and are they as well 
looked after from the maintenance aspect as if they were 
well cleaned¢@—I do not think if they were well cleaned 
that we would get another mile out of them. 

2611. You would not get any less failures ?—TI think not. 

2612. You caleulate you save £200,000 a year by having 
dirty engines ?—That is so. 

2618. You do not paint your engines at all?—We give 
them a coat of Black Japan. 

2614. But you do not do what people usually call paint- 
ing ¢—No. 

2615. Or what a railway chief mechanical engineexz 
usually calls painting ?—No. 

2616. What do you save by that?—I can paint an engine 
and tender here for about £45. 

2617. What do you save by not painting your engines? 
—I just save that £45, and the time the engine would 
have to stand for the paint to dry, that is all. 

2618. I suppose your engines, at any rate, would not 
come in for a heavy repair oftener than once every two 
years ?—No. 

2619. Would you think that you saved £20,000 a year 
by it—by the non-painting ’—Yes, about that. 

2620. I suppose you would say that if you painted them 
you would have to keep them clean?—TI do. 

2621. And that would hurt you?—The putting £45 worth 
of paint on an engine and then letting it go to destruction 
in a very short period. : 


2622. You have a bonus system in your workshops. To 


what extent is that carried out?’—From memory it is 
about 14 per cent., but I have a return compiled giving 
the exact figures. be 02 ywrgveetit gad 2 ki oat 
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2623. I notice here on an extract I have got of a board 
meeting in which the Chief Commissioner draws your 
attention to the fact that you have only 8.6 per cent. This 
is in 1923, on your locomotive side. Do you agree that 
those figures are correct ’—Yes, 

2624. That is much less than 14 per cent.?~The bonus 
is an increasing thing, slowly increasing. 

2625. You do not do so much on the earriage side as on 
the locomotive side?—Not quite, but we are increasing 
there. 

2626. That did not exist in 1914, and to that extent 
things ought to have got better ?—Yes. 

2627. You have got a good increase in machines in your 
shop since 1918 /—~Yes. 

2628. There are a great many more new machines in- 
stalled ’—Yes. 

2629. That ought to have reduced the cost of repairs ?--- 
Yes. 

2630, And you hope to be able to increase the number 
of men working on the bonus system ?—Yes. 

2631. There is a large percentage in your foundry 
working on bonus ?’—There is where the greatest quantity 
of bonus work is done. 

2632. Do you contend that you do your work very 
cheaply in your foundry ?—Yes, cheaper than anywhere 
else in New South Wales. 

2633. I notice you work on a unit system. Can you tell 
me what this unit system is based upon ’—It is based on 
the known amount of work of various kinds and de- 
scriptions that can be done by the average workman within 
a given period of time, the times being different for the 
locomotive, for the carriage, and for the wagon sections. 

2634. You have given me a statement here which ig in- 
tended to represent the basis upon which you work, and 
it tells me here that one unit equals 160 hours of dircet 
labour?—Yes, that is on the locomotive side. 

2635. I am looking at the locomotives. I am dealing 
entirely with locomotives with you up to the present time. 
It looks to me a little complicated to earry out. Do you 
find it sot—No; as a system introductory to the cata- 
loguing system such as was in use on the Great Western 
Railway, and I know is in use on the Pennsylvania Rail- 
way, I think it is a good system. 

2636. Do you use it as a means to tell you whether you 
are getting improved work out of your shops in one period 
as compared with another ?—Yes, output. 

2637. That is to say, whether you are getting more work 
out of the men at one period than another ?—That is what 
it does, precisely. - 

2638. When did you institute this?—I think it was the 
end of 1916, or the beginning of 1917. 

2639. How did you determine the amount of work in 
direct labour which could be taken over those different 
portions of work connected with the locomotives ?~By 
having it watched by men selected for the purpose and 
checked afterwards by the loco. works manager. 

2640. And this statement here represents what he con- 
sidered was a fair length of time?—In every Case. 

2641. And that was done in 1916 or 1917?—I say that 
from memory, but I am not sure of the date. 

2642. Is it the same now as it was then ?’—The prin- 
ciple is the same. 

2645. But I mean are those times the same s—is it still 
160 hours direct labour one unit?—Yes. The time that 
constituted a unit was fixed at 160 man hours in 1917, and 
all the principal large units of work were assessed pro- 
portionately. The object of the unit system was to pro- 
vide a means of checking the proportion of output to 
workmen’s time, as, on account of the rapid variation in 
wages rates—since the war—actual cost was not a eri- 
terion. 

2644. And that is carried out to-day as you commenced 
it?—Perhaps I may be permitted to correct a mistake. 
We did have some little difference in the exact number 
of hours to begin with as the unit, and after having had 
an investigation by our present Chief Accountant, the 
present hours were set as a standard. I think, from 
memory, that it was 150, and then went to 160. 
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2645. When was that change made, at the beginning ?— 
No, about three years ago. 

2646. You commenced this in 1917 and changed it in 
1920 ?’—Yes, the change was a small item. 

2647. ,You say it was a small item to change from 150 to 
160 hours ’—Yes. 

2648. Do you mean that before that the work was done 
in a less time than now?—No, it was on account of the 
computation, or the estimate of the job having been not 
quite correct enough. It was found by experience that it 
had to be amended. 

2649. Then your unit before 1920 was not correct ?— 
No, it was capable of amendment and was amended. 

2650. Then you could not compare anything done under 
it to-day with anything done before 1920 because the basis 
has changed ’—-According to unit, no. 

2651. But since 1920 it is the same; there has been no 
change’—As I said before, it looks to me a very compli- 
cated unit, but you are satisfied that it is not?—TI am 
sxtisfied that it is not complicated. Of course, IT admit 
that it is not the equal of the cataloguing system, but 
that takes years to systematise. 





2652, Of course, you yourself are not responsible for 
setting out the amount of units in labour that had been 
carried out in your shop in any particular time?—I econ- 
sider myself responsible. 

2653. Of course, you are responsible for everything, but 
{ mean you do not do it yourself?—No. 

2654. Is it done by your accountant or by your foreman, 
or how is it carried out?—It is done by the sub-foreman 
brst of all, the foreman next, the works manager’s assis- 
tant, and then the locomotive works manager. 

2655. It comes from the sub-foreman, who gives certain 
particulars to the foreman. Does he do anything him- 
self ?—He has a system of job cards, and a method of sct- 
ting the workmen to their work, and the amount of work 
and the particular job which the workmen have to do. 
We have a system whereby the work to be done by any 
workman, such as, for instance, blacksmiths and strikers, 
is set forth on a card with the date and time, and on 
snother card is recorded the fact that such a card has 
been issued to such workman or workmen, That is the 
sub-foreman’s duty. 

2656. The amount of work the man has done?—Yes, 
and he is also responsible for seeing that the man does 
his work properly and within a reasonable time. 

2657. I would just like to get a little bit nearer the 
cxplanation of this, if I can. We might take it in this 
way. Here is a heavy repair for a “G. Hunslet.” What 
does that mean?’—That it was built by the Hunslet Coin- 
pany, Leeds. 

2658. “‘Heavy repair to a G. Hunslet, 214 units of direct 
labour.” TI understand that is a heavy repair. Of course, 
a heavy repair might not mean exactly the same to an- 
other G. Hunslet engine that came in?—No. 

2659. It might be a little easier or it might be a litile 
worse, but I suppose you take that as an average ?—Yes. 

2660. Now I suppose that that heavy repair will take 
perhaps two months?—At an out-station, yes. If it was 
done at Eveleigh or Honeysuckle it would take a lesser 
time, 

2661. Does this unit of work apply in the same way at 
an out-station as to Eveleigh ?—Yes. 

2662. Although it takes a longer time at the out-station 
than at (Eveleigh 7—Yes. 

2663. That does not sound quite right ?—For this reason, 
that at Eveleigh and Honeysuckle the cranes are avail- 
able for the purpose of de-wheeling an engine straight 
eway, while at an out-station that work would have to be 
done by jacks and packing. 

2664. I see, but you would not compare an out-station 
with Eveleigh or Eveleigh with an out-station ?—No. 

2665. [ suppose you assume that the conditions are 
comparable, because you compare an out-station with an 

out-station and Eveleigh with Eveleigh, so I do not think 
there is much point in that ?—No. 
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2666. I am talking about the same place. You brought 
in another place. I say you would not compare Eveleigh 
with some other place ?—No. 

2666A. Therefore, taking Eveleigh, a G. Hunslet engine 
ut one time would be different to the G. Hunslet engine 
at another time?—Yes. 

9667. To that extent the units would not be comparable 
with the amount of work you have done?—No. 

2668. Are there any supplementary units as well as that 
repair?—No. That should be the sum total of all the units 
cerformed on that engine. 

2669. What are supplementary units for /—Supplemen- 
tary units are to cover work involving alteration in design 
and special repairs of infrequent nature, such, for instance, 
as fitting of new cylinder. 

2670. Then they are really in addition to a heavy, 
medium, or a light repair ?—Yes. 

2671. They are entirely separate ?—Yes. 

2672. These additional units here are not meant as 
additional to those?—No, but I see you have the erecting 
shop unit there. 

2673. On this first page you show that a unit is 160 
hours direct labour, and you show down here, for heavy 
repairs, medium, and light repairs, and supplementary 
units, what each of these are allowed in the number of 
units for the work done to repair the engines?—Yes. 

2674. And I presume that if I take this heavy repair 
for any of the classes of engines?—A.C., O.G., Z 17, &¢.— 
and I multiply 160 hours at 18.63, I get the number of 
units which it has taken to deal with that heavy repair? 
—That is so. That is the estimated amount of time it 
should take to make that repair. 

2675. Now I see here that there is a class for supple- 
mentary units, and then I look on the next sheet, where 
there are additional units, and I see No. 1, and there are 
certain additional figures here. For instance, two cylin- 
ders removed, you have got 42 of the unit. That, of 
course, is nearly seventy hours direct labour ’—Yes. 

2676. Has that got to be added to this?—Yes, in case 
that engine had to have repairs supplementary to pulling 
the cylinder out. 

2677. Therefore, for a heavy repair you will get nineteen 
units for that, if it had to have its cylinders removed ?— 
Yes. 

9678. And if it had one eylinder removed, you would 
get something for that? If it had any of these things 
done you would get those additions as shown in No. 1.? 
—Yes. They are precisely parallel with the system of 
some of the English railways. 

2679. You call it a heavy repair ?—Yes, 

2680. But if it is a new ashpan, is not that part of a 
heavy repair?—It may be, but not necessarily. 

2681. If an engine came in for a heavy repair and it 
had new tyres or a new ashpan, you would not call that 
part of a heavy repair ?—Yes. 

2682. You say you add this to your heavy repair ?—Yes. 
Some engines come in for heavy repair. Their cylinders 
are firm in their frames and in good condition; nothing 
has to be done to them, Another engine comes in, whose 
ashpan has run over some object, or it may be that it is 
corroded, and it has to have a new ashpan. 

2683. You do not call that part of a heavy repair ?—Not 
necessarily. 

9684. What is a heavy repair?—A heavy repair is the 
carrying out of repairs which locomotives require after 
having run the average maximum number of miles of its 
class. 

9685. But I notice here, that, no matter whether it 1s 
a heavy repair or a light repair, if it does any of these 
things, it gets the same amount added to it?—Yes, the 
cataloguing system does the same. 

2686. Are the stores under you or the Comptroller of 
Stores?’—The Comptroller. 

2687. Do you refer to any particular place when you 
say that?’—Yes, more particularly at the store at Eveleigh 
end to the store at Newcastle, and the assembly room now 
in the works at Eveleigh. Those are under the Comptroller. 








2688. Of course, the stores at your out-stations are not 
under the Comptroller ?—No. 

2689. You are talking now about stores in your work- 
shops?—Yes, the assembly room or stores in which we 
have large quantities of material, manufactured for the 
use and repairing of locomotives. 

2690. I am talking about your general stores. Is that 
under you or is it under the Comptroller?—Under the 
Comptroller, 

2691. That is as far as your workshops are concerned? 
—That is so. 

2692. Because, outside it is under you and not under 
the Comptroller ?—That is so. 

2693. But as far as your workshops are concerned, the 
stores are under the Comptroller ?—Yes. 

2694. How do you deal with the scrap which you have? 
You are continually making a large amount of scrap in 
your works. How do you deal with that ?—Cast-iron 
scrap goes to the foundry, brass metal scrap goes to the 
foundry, white metal scrap goes to the metal shop, and 
some portions of the wrought iron and mild steel go to 
the forge to be piled and made into forged piled iron, 

2695. I want to know generally how you deal with your 
serap ?—The rest is sold. 

2696. Part of the scrap is used by yourself and part of 
it is sold@ That is right. 

9697. The scrap which you use yourself, is that all 
weighed and debited to the particular shop or work that 
you are using it for ?’—Yes. 

2698. Who does that?—The stores and the foundry, 

2699. Your own store ’— Yes. 

2700. Under the Comptroller ?—No. 

2701. Have you any return sent you regularly of the 
amount of serap that you have used or accumulated at 
different parts of your line?—Yes, I have that carefully 
kept. 

2702. Who sells the serap which you sell?—The Comp- 
troller. 

2703. Then really you hand it over to the Comptroller ‘— 
Yes. 





2704. Part of the scrap you use yourself and part you 
hand over to the Comptroller?—You do not sell any of it? 
—No. 


2705. Do you get a credit for the scrap which is handed 
over to him?~—Yes. 

2706. At the price he sells it at?—Yes. 

2707, Have you got a statement as to the amount of scrap 
whieh is handed over to him?—I have no statement here 
with me, but I can get it. 

2708. You get that regularly ?—Yes. 

2709. And the amount of credit which you get for it?— 
Yes. 

2710. T am still keeping to locomotives for the moment. 
All the running-shed work and locomotive work outside, of 
course, is under you, but directly under the Loco, Superin- 
tendent?—That is so. 

2711. Is he responsible for the repairs!—Yes, the run- 
ning-shed repairs. 

2712. And the supervision of all the locomotives in those 
various divisions that you have shown here ?—Ycs. 

2713. Then it would be better to question him upon any 
detail of the work carried out there?—I think I can answer 
most of the questions. 

2714. Still, he is the man who is directly responsible to 
you for the work done out there?—He is. 

9715. Now, I assume your accountant is a very important 
man to you, and he, J understand, keeps all your statis- 
ties; he has to draw your attention to anything which may 
show an increase of cost 2—Yes, he is continually in touch 
with me. 

2716. But he does regularly bring before your notice the 
ircrease in the cost in various eases ?—Every month we go 
very carefully through every item of expenditure, check it 
through, make all the comments necessary on each item, 
and then send it down to the Chief Commissioner. 

2717. Then you will have noticed that your maintenance 
costs have rather gone up of recent years ?—Yes. 








pe 








2718. I see you have got an officer here who deals as far 
as I can see with nothing else but suggestions and inven- 
is he fully employed ¢—He is, 


tions ; 


2719. What sort of work is he employed upon ?—We have 
a system on these railways whereby suggestions sent in by 
members of the staff for the improvement of anything that 
they think ean be improved on the railways, are dealt with 
by a suggestions board. Then this board having found a 
suggestion apparently of interest or value to the loco- 
motive department sends it addressed to me. Then it 
goes to this inventions and suggestions officer, who looks 
into the thing first of all from the practical point of view, 
and then he makes out a report. 





2720. This is not a board, this is an officer ?—No, the 
board has first of all selected this suggestion and sent it 
to me as something which the board considers: the loco- 
motive branch should give consideration to. 

2721. And eventually it gets to this officer ’—Yes, that is 
SO. 

2722. And he only gets suggestions and inventions 
which have gone from the board and been approved by you, 
and then he has to inquire into them?—That is so. He 
inquires into them with a view to discover if they are 
worthy of being used. He then makes a report which I get. 
Finally, if I approve that the suggestion be given a trial, 
that goes through the board again, and it is the duty of 
this man afterwards to trace the suggestion through the 
shops and its performances when it is actually in being. 

2723. Is that all kinds of suggestions and inventions in 
connection with your department?—All kinds. 

2724. Locomotive, carriage, and wagon ?—Yes. 

27244. He must be a man of wide experience ?—He is. 

2725. What experience has he had?—We generally select 
a man who has had good bench experience, factory experi- 
ence, and has been a teacher or inspector, or has had some 
occupation of that kind. 

2726. Do you say carriages and waggons?—Yes, from 
drop pits to upholstery. 

2727. Is he a workman ?—He has been. 

2728. What do you pay him?—I cannot answer that 
question at the moment, but I think it is somewhere in the 
vicinity of £350.* | 

2729. He is not a technical man’—He is. He is a man 
who has served his time in the factory. He has worked in 
the factory, and he has risen up through the ranks. 

2730. Has he passed examinations ?—Yes. 

9731. And heis worth £350* ?—I do not want you to take 
that as an accurate answer. 

2732. However, he is fully and usefully exployed?— 
Yes, we could not do without him. 

2733. But if you try out all these inventions, is that not 
rather a responsibility?—We have had remarkably good 
results from some of the inventions. 

2734. And some remarkably bad ones from others— 
There is a percentage that has had to be thrown out. 

2735. IT have got a good deal here in connection with 
water, but I have asked you a question, too, about that; 
is there anything you would like to add to whatever you 
have mentioned in the memorandum you have sent me?— 
There is just one thing I would like to add, namely, a 
scheme that the Chief Commissioner has under considera- 
tion at the present time to dam the Mulwong River at 
Goulburn, which, when done, will have a very beneficial 
effect on the running of trains on the southern line. 

2736. You agreed at the beginning of our interview this 
morning that on the capital value of your engines you put 
at thirty years’ life, you would have to expend over £231,000 
or build forty-five engines ?—Yes. 

9737. As a matter of fact, of course, you have not done 
anything of the kind?—No. 

2738. And I see, taking the number of engines which 
you have built, that forty-five engines which should be built 
every year was assuming you keeping up your stock of 
engines or locomotives as it stands to-day ?—Yes. 

2739. But if you take from 1912—that is 1913, and so on 
—your miles open for traffic was 35 per cent. increase, and 





. 





* Subsequently found to be £460, 


101 


Witness—K. E, Lucy, 5 August, 1924. 


that would necessitate more engines being supplied for 
working that traffiie?—Yes. 

2740. And, therefore, the increase in the number of 
engines which was supplied would only equal the necessary 
increase owing to the miles opened #—That is all. 

2741. Therefore, in dealing with the number of engines 
which had been built in that time, you would have to take 
off that increase ?—Yes, 

2742. You would have to take off the increased number 
of engines ?—Yes. 

9743. Therefore, if you add that, instead of building at 
the rate of forty-five engines to keep up your stock, you 
had been building more like sixteen. Therefore you have 
not been maintaining the stock, and the consequence is 
that you have got a number of obsolete engines 2—That 
is so. 

9744. Do you agree with that +—Yes. 

2745. I suppose you are responsible for fixing the loads 
of the trains?—AlI trains. 

2746, And the length of the trains +~Yes, there are other 
factors, though in regard to the length. 

2747. You mean that the traffic people sometimes limit 
them on account of the refuge sidings /—Y es. 

2748, But in some eases you limit them ?—Yes. 

2749. What is your limitation governed by?—-With re- 
gard to the seventy waggons that I have fixed upon 
mainly on account of the Westinghouse brakes, pumps, 
reservoirs, &. 

2750. Has the strength of the draw bar got anything to 
do with it ?—No. 

2751. Then it is the brake power really that governs it? 
—Yes, the fact that we have large numbers of little old 
engines whose pump amd reservoir equipment is so small 
as to be incapable of supplying the air for more waggons. 

9752. To get to the end of the train ’—That is so. 

2753. You agree that you have got a very large number 
of various ¢lass of engines which you would be glad to 
reduce ?—Y es. 

2754. Have you satisfied yourself with regard to the 
standard engines that you would require in the future ?— 
Yes. 

2755. I do not think I will ga into this now with you; 
but I would like at an early date to go into the question 
of the standard engines which you propose in the future 
—Yes, I have the diagrams with me now. 

9756. I will not go through them now, because it would 
take an unnecessarily long time; but I would like to go 
through them with you. In deciding these engines, I would 
like to ask you whether you have considered other types 
of engines somewhat different to what you have got—that 
is to say, a three-cylinder engine?—Just prior to the war 
we had some negotiations with Messrs. Williams Adams 
for the purchase on trial of a Garratt engine from Messrs. 
Beyer Peacock, which fell through. Then, later on, 
we had some consideration of the Mallet engine for doing 
our heavy work between Penrith or Valley Heights and 
Katoomba, but the fact that the Mallets have to be run 
at such a miserable speed down the incline back to the 
depot at the base of the incline caused us to give that up. 

2457. How did the Garratt engine fall through?—l 
think it was due to the war, as far as I can remember, and 
also to the fact that the pre-war cost of the Garratt was 
ton for ton about twice. 

2758. Not because you disapproved of the principle‘— 
No. 

2759. You know that the three-cylinder engine is grow- 
ing in use in Great Britain and America. Have you con- 
sidered that at all?—Yes, I have considered it, but not as 
far as making designs is concerned. 

2760. Not favourably 2—I would not say that. 

2761. Then you have not disapproved either of a Garratt 
or of a three-cylinder engine?—No. 

2762. There is one question I want to ask you in con- 
nection with engine failures, and that is with regard to 
broken tyres. Have you had a good deal of trouble with 
broken tyres?—I have had several cases of tyres breaking 
—I think IT have had thirteen tyres break on the N.N. 
class. Those are the largest express passenger engines. 
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2763. Is there any particular reason why they should 
break on that class¢/—I cannot at present find a reason. 
I might say this, that they have in all cases broken at a 
stud fastening. They have been tyres by famous makers. 
[ have not been able to discover anything to account 
properly for their breaking. 

2764. Could you give me a list of the tyres that have 
broken in 1923 and 1924, up to the present time ?—Yes, 
and the research officers’ photographs and remarks, if you 
would like them. 

2765. Yes. I notice on an express train to Albury on 
23rd July a tyre broke?—Yes. 

2766. And on the same day, on another train, another 
engine tyre broke, over which 60 minutes were lost ?-— 
Yes, there are two cases. 

2767. One caused a delay of 11 minutes and the other 
a delay of 50 minutes ’—They are both the same case. One 
is a direct delay, the other is an indirect delay. 

2768. How is it the total time loss due to locomotive in 
one case is 11 minutes, and in the other case is 60 minutes, 
if they are the same case; and one is on the No. 1 limited 
express, and the other is on No. 4 express, 11.5 p.m., 
Albury to Sydney; one is Sydney to Albury, and the other 
is Albury to Sydney ?’—Yes, that is so. The tyre which 
caused the direct delay of 60 minutes was the 11.5 p.m., 
Albury to Sydney. He lost 29 minutes at Cootamundra, 
because of a broken tyre on engine N.N. Although the 
tyre burst, it did not come off the wheel; it burst a few 
miles away from Cootamundra, and he crept slowly on into 
Cootamundra. The delay to the tablet instrument caused 
the other train to be delayed 11 minutes. He was not 
there at his proper place with the tablet owing to the 
broken tyre on the other train. 

2769. You will give me a list of those tyre failures ?—- 
Yes. : 

2770. Your total stock of carriages is 2,169 ?’—That is so. 

2771. And the number of different types is 107 ?’—That 
is so. 

2772. Thateis a large number of different types of car- 
riage, is it not?Yes, it is. 

2773. Your total capital cost for carriages I have got 
as £3,514,054. Now, what would you say was the lifetime 
of a carriage ?—I think a fair lifetime would be thirty-five 
to forty years. 

2774. What sort of a carriage would that be?—I have 
in mind carriages here of about the age that I have men- 
tioned, in fair running order. 





2775. I think perhaps I would like some other answer 
to the question I have put. I do not think you have 
really answered it. I asked what kind of carriage—I 
mean, what class of carriage is that you refer to, that 
will have from thirty to forty years life?—A sleeping eax 
—sleeping car types, without side doors, whose sides are 
continuous, whose under-frames are continuous. 

2776. Would a suburban carriage that ran in local traffic 
last as long as that’—It would be becoming very decrepit 
in its fortieth year of life. 

2777. You have no six-wheel carriages on your lines, I 
suppose ’—No. 

2778. They are all bogey carriages ?—All bogey carriages. 

2779. If we take your carriages at forty years life you 
ought to spend in renewals every year £87,851, on your 
present stock ?’—Yes. 

2780. I suppose you send in an estimate for your coach- 
ing stock in the same way as you send an estimate in for 
your locomotives ?—Yes. 

2781. Have you got a copy of the estimate which you 
sent in in 1923?—I think I handed that statement in 
this morning. 

2782. I have the statement here. Under what heading 
in this statement would renewed carriages come?’—Those 
that you are looking at are, [I think, new carriages for 
electrification. 

2783. You have got at the head of this statement, 
“Salary of general staff, wages of employees generally, 
running expenses, repairs and renewals of locomotives, 
carriages, waggons, and materials, included as under.” 





102 


Do you say that some of the new electric carriages are 
included in this?#—No, I beg your pardon. I thought you 
had the other return. There would be no electric car- 
riages in that statement before you. 

2784. Then what figures have you got for new carriages 
in this statement ;—what amount of money have you asked 
for for new carriages‘—(Looking at statement): None; 
there are no new carriages there. 

2785. Did you ask for any sum for new carriages in the 
following year, 1923-24?—I think not, because it was 
agreed that our dearth of carriages mainly existed among 
the suburban stock, and as we were going to electrify, that 
we should spend the money on the electric motor stock, 
and put them on temporarily in the steam service, becausz 
we had to draw upon the country carriages; that is to say, 
the side door lavatory carriages, and run those to the 
extent of pretty nearly 100 a day in the suburban service. 
We therefore spread out on suburban cars for that reason, 
and we built 101 of them in Australia, and we have fifty 
coming at the present time from Leeds. 

2786. Then you are really replacing your carriages by 
the expected new electric stock which you are ordering ?—~ 
That is so. 

2787. When you get that new electric stock do you 
expect to be able to break up some of these older car- 
rlages ?—Yes. 

2788. How many carriages will be ordered in connee- 
tion with the electric requirements ?—Three hundred. 

2789. And how many years do you expect it is going to 
take before you will be able to utilise this 3002—We shall 
get them by the end of 1926. 

2790. You expect to get them by the end of 1926?—Yes. 

2791. And do you expect to deduct from your presen+ 
stock a similar number to what you get for the electrifica- 
tion; that is to say, do you expect to superannuate 300 
when you get these 300 by the end of 1926?—Somewhere 
in that neighbourhood, yes. 

2792. Would you say that you are well supplied with 
carriages at ihe present time?’—No, we are very short. 

2793. But you will not have any more at the end of 
1926 if you break up an equal number to the number that 
you get, will you?—No, if we break up an equal number 
we shall not, excepting that the new carriages are of very 
much greater carrying capacity, carriage for carriage. 

2794. You will have more seating accommodation ?—Yes,. 

2795. What sized trains will you have when you get 
this electric traction ’—We shall have our trains made up 
from units of two, one motor, one trailer, one motor, one 
trailer. 

2796. If it is going to be successful, you will expect to 
carry a great many more passengers /—Yes. 

2797. And they will occupy the increased seats ?—Yes, 
probably they will. 

2798. ‘Then you will be just as badly off in pcint of 
number of carriages as you are to-day ?—Undoubtedly; in 
addition to the carriages we are getting from Leeds and 
that we have built of the suburban type, other country 
carriages will have to be built. 

2799. Is that for replacing old stock, or increasing the 
stock?—Both. I think both. 

2800. In your opinion, the. stock then to-day is not 
adequate for the service in point of numbers?—That is 
80. 

2801. How do you come to that conclusion; is it by the 
difficulty of getting them through the repair shop ?—Yes. 
The traffic people are for ever urging me not to have 
beyond a certain number of carriages in the shop; and l 
have to turn them out for holidays—clean the shops right 
out—at Christmas and Easter, Eight ‘Hour Day, King’s 
Birthday. 

2802, You would always expect to have to do something 
of that kind at holiday time, would you not?—Yes, 

2803. But at ordinary times are you very much in the 
same condition?—Yes. The most undesirable thing, to 
my mind, is having to run side-door e¢arriages on the 
suburban lines every day, because suburban passengers do 
ill-treat the carriages. 
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2804. I haye been round your carriage shops, and they 
struck me as being very congested and rather difficult to 
get carriages in and out of—do you agree with that ?— 
‘They are very congested. 

2805. And when the suburban electric line is completed 
it will make your carriage shop even worse than it is at 
present ’—Yes, it will deprive us of one long outside 
siding. 

2806. Then do you consider there is an immediate need 
of new carriage shops in order to carry your work on 
economically (—I do. 

2807. Where do you propose to put them ?—At Chullora. 

2808. Is there a suitable site there/—Yes, purchased by 
the Commissioners some years ago for the purpose. 

2809. When the electric carriages are brought into use, 
where are you going to repair them ’—At a shop at Chul- 
lora, which is under erection at the present time, known 
as the Electric Car Shop. It is as nearly as posssible a 
mile from the boiler shop at Chullora which you inspected 
a few days ago. 

2810. When do you expect that to be completed ?—By 
the end of this year. 

2811. You say that it is proposed, if you go to a new 
site for your carriage works, to go over to Chullora. Will 
they be adjoining these carriage shops‘—Right up against 
them. 

2812. Adjoining them?—Yes, deliberately done in order 
that upholstering and car-trimming and work of that sort 
may be done in the carriage shops proper for the use of 
the electric car shop. 

2815. You will not keep them entirely distinct?—So 
far as management goes, yes. 

2814. But so far as dealing with the upholstering, you 
say that will be done in the main carriage shops ?—Yes, 

2815. The electrie carriages are of steel ?—-Yes. 

2816. Have you in your mind the future types of ear- 
riages that you will use ?—Yes. 

2817. You are not going to continue these 107 different 
types, I suppose ?—No. 

2818. How many will you hope to reduce that to?— 
Exclusive of suburban ears and brake-vans, to about seven 
classes. 

2819. Is that on page 24 of your report ?—Page 23 

2820. I would lke to go through these with you at 
another time in the same way as I propose to go through 
the locomotives. With regard to the cost of maintenance 
of your coaching vehicles, I notice that it is considerably 
higher than the cost for coaching vehicles in other parts 
of Australia. Is there any particular reason why that 
should be so?—TI have got here in the return before me 
that £192 is the average cost per vehicle in New South 
Wales; in Victoria it is £157; in Queensland, £146; South 
Australia, £179; Western Australia, £124: and New Zea- 
land, £128. If your costs had been reduced 100 per cent. 
for wages and 35 per cent. for material, these are the 
figures which would compare with the English railways: 
£112 instead of £192 for New South Wales; the Great 
Western, £80; the London North Eastern, £85; the London 
Midland & Scottish, £75; and the Southern, £71. So you see 
you are higher in your maintenance costs than any of 
the other States of Australia, and you are considerably 
higher than any of the English costs. Can you account 
for that?’—On the average cost per 1,000,000 passenger 
journey miles, if you will admit those figures 

2821. I think they are such debatable figures ?—I thought 
Wwe were giving an advantage in taking out the base 
figures as I have done there. 

2822. If you could put your point 
average cost per vehicle in Great Britain is £112. 

2823. Do you mean maintenance cost ?—Yes, 

2824. £112?—-Yes. That is for the whole of 
Britain. 

2825. You do not say that that is 
to-day. 

2826. I do not know what that £112 is ?—Maintenance, 
taking the whole of the British carriages and the whole of 
the cost. 





concisely ¢—The 


Great 


so to-day ?—Not 
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2827. Sir SAM FAY: When?—For the year 
December, 1922. That is when the figure £112 prevails. 

2828. Sir VINCENT RAVEN: Do you say that is the 
average cost per vehicle ?—Yes, 

2829. In 1922’—Yes, for the year ended 1922, for the 


whole of Great Britain. 


ended 


2830. [ have got the 1923 return, and it shows a very 
different figure?—The 1922 figures were the only figures 
that I could get hold of. . For the same period partly, that 
is to say, for the year ended 30th June, 1923, in New 
South Wales our cost was £191 per carriage. Adjusted, 
our figure per vehicle comes to £120. 

2831. Adjusted in what way ’—By the 80 per cent. wages 
and 32 per cent. material. That brings out our cost to 
£120, or £8 dearer than the English carriage for approxi- 
mately the same period. Calculated on the 1,000,000 pas- 
senger journey miles, the cost in Great Britain is £597, in 
New South Wales actually only £250, and adjusted by the 
&0) plus 32 per cent., £156. 

2832. Are you satisfied that that would clearly represent 
what you wish to have taken down’—Yes, quite so. J am 
quite satisfied with the fairness of it myself. If I have 
erred in the 6 tons average tare allowed for the British 
goods waggon, I am open to correction. 

2833. I think you are wrong with regard to the 1922 
figures which you have taken. You have probably included 
in there new carriages charged to capital?’—Would you 
like me to produce the sheets from which I got it ¢ 

2834. I think you had better show us how you got it?— 
T, unfortunately, have not brovght those sheets down with 
me. 

2835. You had better send and let me know how you 
got it. Where did you get it from?—lIt is from a return 
which is made out for the whole of Great Britain—Mr. 
Warren-King hag one before him now. 

2836. I am afraid you have included a lot of new ear- 
riages which would not be comparable with yours at all?— 
In getting that £112? : 

2837. Yes?—Have I your permission to show you the 
detail by which I got it? 

2238. I can see how you got it. .You have taken it from 
these figures, which include everything ?—Yes. 

2839. I presume that you will agree that a certain 
amount of your high costs is due to not having an ade- 
quite number of carriages, the congested shops, and a large 
number of different types?—Yes, and the very great 
mileage which is got out of our carriages. 

9840. That is because you have not got a sufficient 
number ?—It is quite a common thing for our sleeping 
ears to do 10,000 miles for a month’s work. 

2841. Have you to get them out of the shop very hur- 
riedly when they get in ?—Yes. 

9842. 'That is what I was told when I went round ?— 
Quite true. 

9843. You will agree that the Knglish carriages are 
painted in a superior way to yours ?—Yes, I will. 

2844. A great many more coats of varnish ?—Yes. 

9845. And to that extent cost ought to be rather in 
favour of yours ?’—Just a trifle in our favour. 





2846. But to the extent of the difference in painting? 
—Yes. You go about eleven coats of varnish, do you not. 


for your best stock ? 

2847. I think I said sixteen when I was down there 
the other day, and I think you said three?-Three and 
four. 

2848. Who fixes the standard of carriages; that is, out- 
parts? The mechanical parts, of 
course, you are entirely responsible for. Who fixes the 
standard of carriage that is required?—Our usual custom 
is to confer, the Chief Traffic Manager and myself, as to 
the accommodation, and then I make out in the drawing- 
cfice a few line drawings, examples of the accommodation 


side the mechanical 


shown in several schemes, and we then agree together that 
one of those schemes is better than the other ones, and we 
get consent by the Chief Commissioner, and the type and 
its accommodation are then settled, 
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2849. The Chief Commissioner approves /—Yes. 

2850. Standards are not settled so far as carriages are 
concerned without the Chief Commissioner’s approval #— 
That is so. 

2851. Then have these different types which you are 
going to show me been approved by the Chief Commis- 
sioner, or are they not in a condition to receive approval 
yet?—The carriages in all cases—the T.A.M., C.A.M., 
M.B.X., M.F.X., T.F.X.—those are all carriages that have 


been passed by the Chief Commissioner as standards. 





2852. And he has agreed that they should be reduced 
to the number of types which you suggest here, 
forty-seven ’—Yes. The Chief Commissioner gave me dis- 
tinct orders some few years ago that no more country 
carriages with side doors were to be constructed, that we 
were to standardise corridor cars. 

2853. Forty-seven would be a considerable number of 
different types ?—Yes. 

2854. You do not hope to get below that?—No. 


2855. What is T.A.M.?—That is our standard type 
sleeping car; ten cabins, two passengers in each. 
The ©.A.M. is a partial sleeping-car; it has three 


cabins at one end, and two cabins at the other, and the 
middle of the carriage is fitted for sitting passengers, so 
that the passengers may sit in comfort during the time 
that the conductors are turning the berth compartments 
from sleeping conditions to sitting conditions, or vice 
versa. 

2856. I do not know that I am following you properly. 
I am talking at the present moment about the T.A.M., 
which you tell me is a sleeper /—Yes. 

2857. Have you gone off on to some other type?—I was 
describing the C.A.M. 

2858. For the moment let us confine ourselves to the 
T.A.M. That, I understand from you, is a sleeper /—Yes. 

2859. And there are twelve different classes in that 
T.A'M.?—No, there are twelve vehicles, exactly alike, of 
that class. 

2860. Then I was wrong in saying forty-seven different 
types /—I am afraid we have about that number now. 

2861. No, you have a great deal more now?—I beg your 
pardon, yes. 

2862. These seven types as shown on page 25 are all 
different types ?—Yes. 

2863. There are numbers opposite them which total up 
to forty-seven ?—Yes. 

2864. I thought that those were different types of that 
type. Do you mean that you are only going to have forty- 
seven carriages of that type+—No. That simply means 
the number that we have at present constructed and in 
traffic. That is forty-seven in traffic. 

2865. Then you hope to reduce your types down to 
seven ?—Added to those will be the A.C.X., which is men- 
tioned in the paragraph below, which is a sleeping-car 
that does not demand the services of a conductor, one 
jhat can go along on branch lines and take care of itself. 

2866. That is eight?-~Yes. Then we would have the 
suburban cars, and in the suburban cars there are two 
classes, and in addition to that, there would be brake- 
vans, horse-boxes, hearses, motor-carrying trucks. 

2867. Can you tell me what would be the total number 
of different types?—About twenty. 

2868. 'Twenty in all?—Yes, about twenty in all. 

2869. Instead of 107?—Yes. That should in the future 
be enough. 

2870. Do you have many carriages delayed coming in 
to the shops, or are you able to get them into the shops as 
soon as they are required to come in?—We take them in 
straight away, except in the case of some unusual acci- 
dent. 

2871. With regard to the stores at your carriage shops, 
are those under your control ?’—Those are under the Comp- 
troller. 

2872. And you deal with the scrap material in the same 
way as you would deal with it at each of these shops t— 
Ye, 


2873. So far as waggons are concerned, you do not build 
‘ny new waggons at all’—Only sample ones. We occa- 
sionally build a new waggon, but it is very unusual. 

2874. You practically get all your waggons built out- 
side?—That is so. 

2575. You prepare all the designs ?—Yes. 

2876. And you issue a specification and ask for tenders? 
— Yes. 

2877. Who settles who shall get the order? —I make a 
recommendation and the Commissioners decide the con- 
tract, or contractors who shall have the work. 

2878. It is not always on the lowest tender ?—Not neces- 
sarily. 

2879. Do you, in designing waggons, consult with the 
Trafic Department /—Always. 

2880. Are the outside users consulted at all with regard 
to the class of waggon which is most suitable for them? 
Yes, 

2881. Your total stock of waggons is 21,731?#—Yes. 

2882. And the different types, eight-three?—Yes. 

2883. Now, all those waggons are repaired by you ?—Yes. 
With the exception of a few that are sent to contractors. 
2884. A few are repaired by the contractors ?—Yes. 

2885. Have you got in your mind any age for waggons? 
—I think twenty-five years. 

2886. If you were to renew on a twenty-five years’ life 
you would have to spend £208,973 a year ?—Yes, about that. 

2887. To keep your capital up?—Yes. 

2888. You send an estimate in in the same way for 
waggons as you do for carriages and locomotives ?—Yes. 

2889. Have you got anything in this statement before 
me for new waggons?—I do not think so. 

2890. In 1923 did you buy any outside?—Yes, we did. 
We have a contract running for 300 waggons of the 10 
tons 8 cwt. tare weight capacity to load 25 tons. 

2891. In 1922 did you get any built outside?—I think in 
1922 we were just getting to the end of a contract for 
1,516 steel waggons of 16 ton capacity. 

2892. How would those be paid for; in the estimate that 
you would send in, or in some other estimate ?’—They 
would be paid for from loan. 

2893. A capital charge?—Yes. 

2894. And they would not be included in your estimate 
here +—No, only a few for replacement. 

2895. But this figure that we were talking of, £208,973— 
that would be replacements, would it not, to replace the 
stock ?—] have the figure here, the amount included in the 
branch estimate total of £57,970. 

2896. For waggons?—Yes. That was the amount for- 
warded to Parliament; that was not amended or altered 
in any way. The actual expenditure was £28,762. 

2897. Why did you spend so small amount of the amount 
that was agreed to by the Treasurer ’—I think because the 
amount was not made available until very late in the 
financial year. 

2898. Were those all built outside?—All of them. 

2899. You say you could not let the tender outside until 
late in the financial year?—That is my memory of it. 

2900. Owing to the money not having been passed pre- 
viously ’—That is so. 

2901. Then does that explain in other cases, so far as 
you remember, why you have not spent the amount of 
money which the Treasurer has agreed to be spent ?—So 
far as I remember, yes, that is the reason. 

2902. Because your estimates sent in in June are not 
accepted until October ?—-That is so. There are four, five, 
or 6ix months lost. 

2903. But £28,000 worth of waggons would represent 
how many waggons; what does a waggon cost you, 
roughly ?—One of the big waggons, roughly, £400. 

2904. 'That only means a very small number of wag- 
gons ’—That is so. 

9905. And if they are built outside could not the con- 
tractors have built more than fifty waggons from October 


—e 








to the end of the next June?—Yes. When once the ten- 
der is let and the material becomes available, the sheets 
and plates.from Engand, and the rolled sections and the 
rest of the stuff from local makers they generally take 
somewhere in the neighbourhood of five to six months 
betore the first waggon comes out. We have contractors 
here, one firm, that has given us over 100 waggons a month. 
Of course, they have not had the continuity of delivery 
chopped off or spoilt. 

2906. But this is only fifty wagons built in twelve 
months; on the North Eastern they used to turn 200 new 
waggons out in a week. It seems almost incredible that you 
could not have got from the contractors here 100 waggons 
in twelve months ?—Yes, we could get 1,500 waggons in the 
year from one firm. 

2907, You say you were allowed to spend about,twice as 
much money as you did actually spend ?—Yes. 


2908. I am trying to get out of you why you did not 
spend it’—The point is this, that having the money 
granted, ear-marked, there is always some time lost in the 
preparation and in the getting of tenders, and then in the 
importing of the material, so that the delay in passing the 
estimates in the early stages of the year spoils one’s pro- 
gramme. 

2909. If you had everything prepared in anticipation of 
the programme being agreed to there would only be the 
delay in the contractors getting their material in ?-—Yes. 


2910. And they could just as easily get their materia! in 
for 100 waggons as they could for fifty ?—Yes. 

2911. So I do not follow why they could not have built 
more ?—After the tender is let the contractor has to im- 
port his sheet and plates from Europe and that takes a 
long time. 

2912. But why could not he import enough to build 100 
waggons as easily as he could import enough ‘to build 
fifty waggons ’—He does not know that he is going to get 
the contract, and for some reasons of their own these con- 
tractors do not hold stocks of plates and sheets. 

2913. I follow that; but he knows that he is going to get 
the order for fifty ?—Yes. 

2914. And he gets the material and he completes the 
order in twelve months; if he were going to order for 100 
instead of 50, would not he possibly be able to get the 
material and execute the order in exactly the same time; 
having got the material there is no difficulty in completing 
the waggons?—No, in a way that is so. 

2915. I should have thought that for the size of the rail- 
way 21,731 trucks was a very small number; are you short 
of waggons at all?—Onlvy oceasionally. At odd times we 
have a shortage of, say, sheep vans. 


2916. Have you a large number of private owners’ wag- 
gons’—Yes, I think the number is somewhere about 
14,000. 

2917. I suppose those are coal waggons entirely ?—Nearly 
all of them, yes. 


2918. Where do you repair your waggons?—At the 
Clyde repairing yard, at the waggon repairing yard known 
as Clyde principally. There all these heavy waggon re- 
pairs are done. A few are done at Neweastle, and at 
Bathurst, and Lismore. 


2919. But the majority of your waggons, so far as the 
heavy repairs are concerned, are done at the Clyde works? 


—Yes, 


1920. T have been to the Clyde works. I believe most of 
the repairing is done out of doors there?—Yes. 


2921. Do you consider that an economical way of deal- 
ing with waggon repairs ?—Yes. 

2922. On account of what?—On account of the climate. 
We have a roof area there which enables us on the verv 
few wet days that we have to concentrate work under that 
shed roof rather than have to send the men home. The 
climate permits us to work in the open air. 


2923. So far as rain is concerned t—Yes. 
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2924. What about the climate go far as heat is con- 
cerned; is not there great heat working outside /—There 
is. 

2925. And is not that almost as objectionable as working 
outside in the rain ’—They do not seem to mind it. 


2926. But they cannot work as well out in the blazing 
sun as they can in your shops; | remember you telling 
me when I was at your shops, when I remarked on the 
darkness of them, that they had to be darkened in that 
way on account of the heat. Now you ask men to work 
out in the open where there is no sort of protection, at 
waggon work *—Yes; they do not seam to mind it. 

2927. A different class of man ?’—Yes, and it is a differ- 
ent class of work, in a way. He has no hot stuff before 
him like the moulder or the blacksmith, 

2928. Do you think he would work a little harder if 
he were protected ?—He might. 


2929. I notice that, although there is not the differenze 
that exists in carriages and locomotives between the cost 
of your waggons and those in other places, still they are 
the highest. Is there any particular reason for that? I am 
referring to waggons in Australia. Now, whatever the 
gradients and curves may be, the carriages and waggons 
are the same ’—I think our waggons carry heavier loads— 
about 9 tons is our average waggon load. On the same 
figures as those which you permitted me to quote in regard 
to carriages, derived from a paper of this sort, I have the 
fact that in Great Britain waggons cost £11 8s. for main- 
tenance. 

2930. There again I think you are astray in your figures. 
However, you had better go on explaining, if you wish?— 
New South Wales, £18 5s., but when adjusted the 
New South Wales figure is £9.27. Then the average cost 
per million gross ton miles, waggon maintenance, is: 
Great Britain, £207; New South Wales, actual, £133, but 
when adjusted, £67.5. The average cost per million nett 
ton miles in Great Britain was £544; New South Wales, 
actual £321, but adjusted, only £163. The average cost per 
100,000 waggon miles in Great Britain was £201; in New 
South Wales, £154; but New South Wales adjusted, £78. 

2931. Those figures are so very different from those 
which are given to me that perhaps you will send me up 
exactly how they were made out, and from what they were 
taken ¢—Certainly. 

2932. The figures I have here show that New South 
Wales cost, per waggon, £20; Victoria, £20; Queensland, 
£14; South Australia, £17; West Australia, £9; New Zea- 
land, £13; the Great Western in England, £9; London and 
North-eastern, £10; London, Midland and Scottish, £6; 
the Southern, £9. I will therefore ask you to send me 
the documents from which your figures weer eompiled ? 
—Very well. 

2933. I suppose you sometimes visit other railways in 
Australia to compare notes /—Yes, occasionally. 

2934. Or are you satisfied with your own, without going 
anywhere else ?——No, we keep in very close comparison with 
Victoria. 

2935. Do they repair their waggons outside in the same 
way ?—Not to my knowledge. 

2936. I notice that you have set out very fully you 
organisation with regard to boiler inspection ?—Yes. 

2937. I suppose you are quite satisfied that it is all 
necessary ?—Ycs, I am. 

2938. Have you ever had any trouble with boilers having 
burst ?—Yes, sir. 

2939. And you have completely got over that ?—I think 
80. 

2940. Due to your system of inspection ?—I think so— 
there is great care taken. 

2941. You still do patching on your boilers ?—Yes. 

2942. To what extent?’—Our largest patching work is 
the running in of that which is known here as sheathing, 
that is, the entire plating of the bottom of the barrel of 
the boiler from the frent tube plate as far back as the 
throat plate. 
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2943. Is that on account of the pitting of the bottom 
plates ?—Yes. 

2944. I understand that the electrical department 1» 
responsible for the electric motors in your works /—Yes. 

2945. Does the officer in charge of that department order 
all the motors jor you?—Yes. 

2946. And does he look after them and repair them ?— 
Yes. 

2947. Wou!d there be any difficulty in your carrying out 
this work yoarselves ’—No. 

2948. Would you have to have a specially-fitted shop to 
do it?—-I would. 

2949. Do vou find any diffculty in it being done by ths 
electric department /—Not in regard to shop motors. 

2950. I also notice that he is responsible for the carriagu 
lighting ’—Yes 

2951. But in the new electric stock you would be res: 
ponsible /—Yes. 

2952. In your opinion is it advisable or economical ta 
separate that?’—No. I think that the electric lighting ol 
carriages in the steam service should soon be handed over 
to the C.M.E’s. branch. 

2953. You would find no difficulty in looking after that? 
—No. 

2954. Would it mean handing over some of the staff 
which the electric department have, or would you have to 
create a new staff ?—No, I should ask Mr. Brain to trans- 
fer to me one or two of his specially-trained men now 
employed on that work; then I should be dealing with 
all the work in connection with our carriages myself. 

2955. Sir VINCENT RAVEN: I don’t think there 1s 
anything more that I have to ask you. 

2956. Sir SAM FAY: You gave an answer to Sir Vin- 
cent with regard to your manufacturing account, and you 
said that everything was included in your costs of manu- 
facturing, when comparing with outside prices?—Yes. 





2957. Do you, of your own knowledge, know hew these 
figures were made up’?—-No, I never made one of these 
figures up. 

2958. You do not know what ‘is included in the costs 
for comparative purposes‘’—I had the assurance of the 
accountant that all shop charges are charged on to these 
works, with, of course, this difference between the Goy- 
ernment and the outside man, that we have no taxes and 
rates of the sort that he would have; neither have we 
profit. 

2959. ‘There are some local rates which you have to pay, 
are there not?—Yes, there are some rates, but not taxes 
such as he would have to pay. 

2960. Do you know at what price scrap is charged to 
these manufacturing departments?—I would not like to 
give you that. 

2961. Anyway, these figures are made up by the aecount- 
ant ?—Yes. 

2962. Are the comparisons made with manufacturers in 
Australia or with those abroad?’—In some eases, here; 
in others, abroad. 

2963. With regard to the fixing of loads—vou said that 
your limit was seventy waggon lengths ?—Yes. 

2964. Do you not yourself fix the load for speed ?-—Yes. 

2965. And you fix the load for grades, I suppose /—Yes. 

2966. But whalt becomes noticeable in the actual run- 
ning of the trains is that very few of these trains convey 
the loads which you fix for your engine in consequence of 
length and various other things ?—Yes. 

2967. I take it that, apart from speed and erade and 
length, which you fixed at seventy waggons as a maximum, 
all these other restrictions are traffic restrictions ?—Yes. 

2968. Is there anything else that you fix, apart from 
those three ?’—No. 

2969. You know, of course, what is happening, because 
you must have seen these figures, You know that in 
many cases—taking your main line between Sydney and 
Goulburn—you are 200 tons short of your own load ?2—Yes. 

2970. Due to these various other factors ?’—Yes 


2971. Are not you running trains to-day in the suburbs 
of eight and ten carriages with your new stock—what will 
be your new electric stock?—No, we keep those in six- 
train sets. 

2972. Those are only six-car train sets on the North 
Yes, six of electric stock. 





Shore Line? 

2973. Is it the idea when you electrify, that the majority 
of your suburban trains shall have six coaches?—No, 
some will be four, and some six, and some eight—iwo, four, 
six, eight. 

2974. You referred to 300 new carriages being built 
for your electric service/—Y es. 

2975. Will that cover your present suburban train ser- 
vice on lines which you are going to electrify?—No, it 
only covers a first period. 

2976. What is that period’—It covers the first period 
of the Sydney-Waterfall, Sydney-Bankstown; that is, the 
Illawarra Line. 

2977. Is that all?—Yes. 

2978. That ig a very small portion of your proposed 
electrification ?—Yes, our complete electrification is 400 
miles or thereabouts. 

2979. Then is the idea that the Illawarra Line and the 
New City Railway shall be the only railways used elec- 
trically for some time?’—lI could not answer that question. 

2980. I ask you that because you say you are 
ordering 300 carriages, and that they will be for the 
Illawarra Line?—Yes, but I could not answer that ques- 
tion as to when the other parts of the suburban line will 
be electrified. 

2981. Have you authority to order 300 new carriages ?— 
No. 

2982. So far as you know, the Government have not 
agreed to it?—I know nothing about that phase of the 
subject. 

2983. The Government have spent some millions of 
money in engines, workshops, and so on in connection 
with locomotives ?—Yes. 





bo 


2984. You have several thousands of men employed 
under you, and a big organisation ?—Yes. 

2985. The object of all that expenditure being to pro- 
vide engines which will run safely, keep time, and be 
economical ?—Yes. 

2986. Do you consider that, having regard to your own 
minutes, everything is satisfactory and complies with 
those conditions?—No, I think that great improvement 
should always be made. 

2987. Well, why is it not satisfactory? Why has not 
all this expenditure produced satisfaction in your mind ?— 
Looking at it from that point of view, namely, from the 
point of view of safety, it has. 

2988. With all the breakdowns you have, even on the 
basis of your own minutes—namely, fourteen  break- 
downs for your crack express in a month through engine 
failures?—No, I do not regard that as satisfactory. 

2989. Why is it not satisfactory’—The leakages of 
tubes, the breakage of tyres, and of springs, and the 
shortages of steam—all such things are unsatisfactory, but, 
I fear, inseparable from railway working. 

2990. Do you suggest that that is common to the railway 
administration in other parts of the world—to have so 
many failures as you show?—No, I do not think it is. 

2991. I will take your own crack train—-I assume you 
pay more attention to that than to anything else7—Yes. 

2992. Well, if you cannot cure them, what happens to 
the rest of it? Can you suggest any reason why it should 
be as it is, or can you suggest any means of improving it? 
—One suggestion I would make is that we have the water 
dammed at Goulburn in the Mulwara River to eive us a 
better supply of water. 

2993. Anything eise?—No, not that I ean think of. 





2994. That would not cure your tyre breaks, would it, 
or the breakage of your springs ?—No, 
2995. Have you no other suggestion to improve matters ? 


—No. 
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29954. Sir VINCENT RAVEN: I understand there is 
a meeting every morning at the Sydney Station, composed 


of the Traffic Officer and his assistants, and yourself ?— 


Yes. 
2996. Do you attend that meeting regularly ?—~—Yes. 
2097. It takes place about 9 a.m.?—Yes. 
2998. It is supposed to go into a number of very im- 


portant matters which have taken place the previous day? 
—Yes. 

2999. That must take a bit of time ?—Yes, I either eatch 
the 9.25 or the 9.20 or the 10.5 out to Redfern. I call 
at the station there on the way from my home. 

3000. Do not you find that a considerable task on vou 
every morning to occupy so much time before you are able 
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to start your important duties as head of the very large 
department ?—Yes, it takes a considerable amount of one’s 
time, but it Mr. Hodgson, the Chief Traftic Man- 
and myself to certain number of matters 
settled which would otherwise have to be the subject of 


enables 
ager, 


get a 


correspondence. 


3001. Do you tthink it necessary for the head of a big 
department to attend a meeting of that description every 
morning which prevents him from getting to his oifiee 
before about 10 o’cloeck ¢-—-No, perhaps not. 


Thank you, Mr. Lucey. I am much obliged to you. 


(Proceedings adjourned till Wednesday, 6th A ugust, 1924, 
at 10.45 a.m.) 





SIXTEENTH Day, 


WEDNESDAY, 6 AUGUST, 1924. 


(Held at Chief Secretary’s Building, Macquarie-street, Sydney.) 


COMMISSIONERS : 


Sir SAM FAY. 


JAMES KIDD, Vice-Chairman, Producers’ Association, 
Central Council, sworn, and examined, as under:— 

3002. Sir SAM BAY: You are the Vice-Chairman of 
the Central Council of the Producers’ Association. You 
are not prepared, [ understand, to go through all the 
items which have been sent in by the association; you 
wish to speak on the financial side more particularly ?— 
That is so. I was in Melbourne when the details were 
gone through. J am not quite au fait with them. They 
asked me whether I would speak to you on the general 
financial aspect of the matter. I did not get much 
time, so that it may not be as clear as it should be. The 
Producers’ Association’s Central Council are of opinion, 
amounting almost to conviction, that much, if not most, 
of the trouble and dissatisfaction with our railways and 
railway management, and which from time to time has 
led to inquiries such as the present one, is due to wrong 
methods of finance, and of making 
nection with the system. 

3003. WITNESS: I would like to submit for your con- 
sideration some aspects of the case as they present them- 
selves to us. 

First, what are the troubles. Second, what has led 
to the troubles; and third, how they could be consider- 
ably modified, if not removed. 

First, what are the troubles: It seems obvious to the 
most casual analyser of the Railway Commissioners’ 
annual balance sheet and report that their hands are so 
tied through Parliamentary enactments as regards labour 
and all material in use and political exigencies that it is 
impossible for them to exercise proper business control of 
the work and its results. 


up accounts in con- 


They are compelled to debit to their working-expenses 
heavy sums of interest on capital employed 
mental work, much of which is on political 
purely business lines. We do not say that the making 
of many of those lines is unnecessary. We cannot expect 
the progress we should have until such lines are built, 
but the cost during a-certain developmental period is out 
of place in the railways profit and loss account. 

In the profit and loss account also are from time te 
time large sums of interest charged on works in course 
of construction—I do not refer to the making of new 
lines—the interest on capital cost of which is not charged 
to the Railway Commissioners until they are handed over 
complete. These interest charges have been greatly swollen 
because of the prolonged periods of carrying through the 


on develop- 
rather than 





Sir VINCENT L. RAVEN, 


work due to the financial arrangements of the Govern: 
ment stinting supplies—work is not expeditiously carried 
out because of want of money. 

Now these evils lead to consequences most unfair to 
the Commissioners, who are judged on results beyond their 
control—unfair to the travelling public and users of the 
railways, and unfair to the general public, who imperially 
and parochially want to see progress rather than stagna- 
tion. 

The Commissioners in struggling to make enough to 
pay th interest they do on the total capital employed are 
not able, because of the heavy charges they have to meet 
for temporary unproductive capital, to do as ordinary 
business men would do, namely, reduce freight and fares, 
spend more in making good wear and tear, and in making 
travelling more attractive to users, thereby stimulating 
the progress of the country, increasing its population, 
and production, and consequently its revenue, and checks 
ing the lamentable drift which has been too apparent 
lately of population from the country to the cities. 

Not like Nngland, which is a manufacturing country, 
this country is above everything a country for the primary 
producer, and our railway policy and management should 
be specially directed to promote this. When we come to 
consider the position and development of other countries 
where there bas been private, if I may so designate ity 
rather than political, control of the railways, we are 
forced to admit that 
comparable. 


our progress and theirs are not 

Private control means business control pure and simple, 
shareholders of such companies are too critical to: admit 
of there being anything else—and political control, what 
does it mean? Very often the opposite of business con- 
trol, and half the shareholders, namely, the public, do not 
bother their heads about results—the other half scramble 
over so many bones of contention that the railway bone 


does not get the thought it should do, but it provokes 


growls from all parties, nevertheless, that the Commis- 


sioners have pot managed their charge to sufficient 
advantage. 

Seeond, what has led to the troubles: At a recent 
conference of graziers, one of the members. an M.P., 


said: “Many of the lines which are supposed to be run 
at a loss are really running at a considerable profit to the 
State. I will give you an instance, the Wyalong-Cudgel- 
lico line. That line, according ta the Commissioners— 
and perfectly rightly—is actually run at a loss to tha 
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Commissioners of £8,000 per year. I got Mr. Buttenshaw 
to put a question to the House, and I find that the revenue 
to the Lands Department, owing to the construction of 
that line, actually increased £13,000 per year. That shows 
that the Government, instead of having a loss of £8,000 
per year is really obtaining a profit of £5,000 per yeal 
on that item alone; but, in addition to that, there is a 
very large increase in production, and a very large in- 
crease in taxation paid through the Income Tax Com- 
missioners, and other amounts. Wheat farmers in that 
district in 1920—three or four of them—paid more than 
the loss on that one line, and their wheat would never 
have been grown if that line had not been there.” 


This is a typical example of the difficulties the Com- 
missioners are up against, and is only one of many. Some 
forty-five different lines are working at a loss of something 
like £981,000 a year, according to the Commissioners’ 
annual report of 1923. 


The present method of finding supplies of money for 
railway construction purposes is another. 


The carrying out of the works is too much dependent 
on the financial position of the Government as budgeted 
from year to year. 

Experience shows that supplies by the year are un- 
certain, inadequate sums being allotted, and in conse- 
quence works prolonged far beyond the reasonable time of 
completion, hence much loss of interest to the country, 
and much prejudice to the balance sheet results of the 
Railway Commissioners. 

Third, how the difficulties could be considerably modi- 
fied, if not removed: The Graziers’ Association at their 
last conference passed this resolution unanimously : 


“That the Government be requested to.make good to 
the Commissioners the lost incurred on developmental 
lines.” 

Now the lauguage used by our present Premier, Sir 
George Fuller, in a policy speech of February, 1922, 
expresses so clearly the feelings of the producers in 
this matter that I would like your permission to quote 
them: “The ever-increasing fares and freights, which 
are pressing mainly upon the people who reside in the 
interior and wnpopulated portions of the State, has to 
be carefully considered, and some more equitable system 
brought into operation so as not to penalise these pioneers 
of settlement. We lose something in the neighbourhood 
of three-quarters of a million each year upon lines built 
to develop country districts which do not yet pay their 
way. I would do everything possible to diminish this 
loss by encouraging and increasing production in thi 
areas served by these lines. At present the loss is met 
by increasing freights and fares all over the railway 
system. I ask, is it a fair thing that this annual los;, 
which I recognise is incurred in the legitimate develop- 
ment of the country, should be borne wholly by users ot 
the railways? It should fall upon the general revenue. 
IT would set aside a sum every year to recoup the Com: 
missioners in all or in part for losses arising out of the 
general railway policy of the country, and relieve the 
producer by a corresponding reduction of feight. It 
would be made up by the taxpayers, and would fall upon 
the city as well as upon the country. This would be an 
important step towards decentralisation.” 

The producers feel that a developmental line is for the 
good of the whole country, and thereby the general tax- 
payer. It is looked upon as the logical outcome of State- 
owned railways that the State should pay for the develop- 
mental lines, and that the Commissioners should not be 
asked to beax the cost of railways until they are paying 
propositions. 

The principle suggested has been applied by the Vic- 
torian State Government, which pays to the Railway Com- 
missioners in that State the loss on developmental lines. 


A developmental line is for the good of the whole coun- 
try. The merchant in the city who comes to his office in 


his motor car gets just as much benefit out of a develop- 
mental line—and very often more—as the man who .is 
actually using that line. 

One member of the Grazier’s Conference, speaking to 
the resolution, said; 

“The Commissioners cannot possibly do anything to 
relieve us unless they are first relieved of making up the 
loss on these developmental lines. If we relieve them of 
that obvious necessity, and they are then able to give the 
promised relief in fares and freights, which, we under- 
stand, they would then be able to do, I think it is quite 
reasonable for us to expect a big increase in business 
on the railways. We know perfectly well that recently 
when fares were very considerably increased, people ceased 
to use the sleeping berths, and first-class travellers went 
back to second class, and so on. Pursuing that argu- 
ment to its logical conclusion, it stands to reason if 
you can reduce the cost of travelling and the cost of send- 
ing goods, you are going to increase the ‘bulk of goods 
carried. We know perfectly well that much of our pro- 
duce—sheepskins, and’ so on—did not pay to send long 
distanees, because the freight was more than the price 
realised for the goods when they got there. The result 
was that that class of goods was not carried on the rail- 
ways at all from certain parts. The same thing, to a very 
large extent, applied to cattle recently. 

“T think we can safely carry the resolution, which is 
very sound practical proposition, and one which {has 
received a lot of consideration lately, and is bound to 
come, and with Government control of railways it is 
absolutely essential. Under our system, this is the logical 
conclusion with State-owned railways, that the State 
should pay for the developmental lines, and that the com- 
missioners should not be asked to bear the cost of railways 
until they are paying propositions.” 

It is true that developmental lines which are worked 
at a loss are in some cases feeders for other lines 
that are paying. How far, therefore, the railways should 
be reimbursed for this loss should be a matter for equit- 
able adjustment ag closely as can be approximated between 
the Treasury and the Railway Commissioners, 

If it is a fact that the railways are handicapped and 
their progress and that of the eountry retarded becausa 
of the clashing of business methods and_ political 
exigencies, then we must look for a cure in some chang 
of the present system. 


3004. I would suggest, therefore, for your consideration : 


1. Reimbursement of Commissioners of the greatez 
part of the loss on development lines as sug- 
gested above. 

2. To avoid waste and loss of interest arising out of 
delays in completing construction work and for 
maintenance of existing lines through lack of 
budgeting sufficient supplies of money year by 
year, the Railway Commissioners’ estimates to be 
taken as to the amounts to be borrowed for their 
requirements ahead and provision made accord- 
ingly—in this way there should be no mistake 
about budgeting for sufficient supplies to have 
the work carried through with the greatest 
amount of expedition. 


3. That all constructional work can be accomplished 
with least waste and greatest expedition by leay- 
ing one responsible body to carry it out from 
first to last, and that body should be the Rail- 
way Commissioners. 

4. In order to combine the most experienced busi- 
ness methods and consideration of a_politicai 
nature in a working machine that will give the 
greatest efficiency in promoting the welfare and 
progress of the country, instead of railway 
matters being dealt with as they are now by thg 
Public Works Committee, consisting of parlia- 
mentarians only, a board to deal with these affairs 
be created, consisting half .of parliamentarians 










109 


and half of capable business men from outside 
Parliament, this board to have an independent 
chairman. 

5. That the body of Railway Commissioners should 
be composed of men with expert knowledge and 
men of wide business experience. In such hands, 
political considerations will not suffer. 

3005. Sir SAM FAY: May we first of all consider 
the present financial position. No doubt you are aware 
that in the year cnded June, 1923, the Railway Commis- 
sioners showed a profit sufficient to pay 5 per cent. inter- 
est on the whole of the moneys that had been spent on 
lines opened for traftic. That was rather a notable achieve- 
ment on the face of it?—Yes. I thought that railways 
generally paid a higher rate of interest. Eight or ten 
years ago it was 7, 8, and 9 per cent. ‘To-day they are 
only paying 5 per cent. I think. 

3006, I suppose the average of the Argentine lines 
would be nearer 7 per cent. Tiake the  Argen- 
tine, which is perhaps typical, and then look at the 
absence of return on 5,000 odd miles of Government 
lines in the Argentine, you would not get 5 per cent. on 
the whole. If you take the whole of the railways in 
any State in the world you would not find that on an 
average they paid 5 per cent.?—I was not aware of that. 


3007. So that I rather suggested it was a notable thing 
to do?—Yes. 

3008. It shows what a valuable asset New South Wales 
has got in its railways on the face of it?—I do not know. 
As a business proposition I doubt if you would get anyone 
to come in and buy it on the figures. I do not think 
any body of men would come in, particularly Americans, 
to buy. 

3009. Does that not show the value of the railway 
system, that notwithstanding the fact that you have all 
these country lines, said to be non-paying, yet they could 
show a net 5 per cent.?—Yes. I do not think it would be 
likely to attract. 

3010. On the ene hand, there are no reserves to meet 
wasting and waste assets, a lot of old engines, rolling 
stock, and lines that will have to be renewed, for which 
no provision hag been made. On all private lines pro- 
vision has to be made on the basis of the hfe of rolling 
stock, and so on. When you get beneath those figures you 
would find it would not be possible on general railway 
principles to have paid 5 per cent. At the same time 
they would have paid a great deal, notwithstanding the 
fact that many lines are said to be non-paying. You sug- 
gest that the consolidated fund should take over the bur- 
den, which means the general taxpayer, the burden of 
non-paying lines until they pay ’—Firstly. 

3011. As I understaand it, the figures shown in the 
Commissioners’ report of losses do not give any credit 
to those branch lines for traffic they bring on to the main 
line?—That is so. 


3012. So that if to the losses were put the credit of 
some part of the earnings of the main line, those figures 
would be very considerably reduced?—That is so. That 
is why I suggested there should be a re-arrangement. 

3013. As to the advantage the State gets from increased 
taxation and the increased value of State lands, would 
you favour any contribution by land-owners before new 
lines are made?—No. I think the landowners are under 
more than a sufficient burden of contribution to the general 
revenue at present in the matter of land taxes. 

3014. They go to the Federal Government ?—Yes. 


3015. Do you think the whole financial trouble is 
brought about, as it has been brought about in India, 
and wherever investigation of this sort has taken place, 
by the fact that the railway administration has depended 
upon a yearly budget? It is rather assuming that a big 
financial concern; such as railways, begins and ends at a 
particular time of the year, and those who administer the 
railways have no knowledge of what moneys they are likely 
to get over five years, with the result, as here, so far as 


Witness—J. Kidd, 6 August, 1924. 


[ can see, in one year new lines are started, new works, 
and in the next year the money is not available, becauss 
of exigencies of finance, and go on, and the result is, as 
you put it to us, 2 very considerable waste and delay. Do 
you think that a scheme of this sort would meet it: the 
taking out of the whole of the moneys invested in the 
railways and tramways from the consolidated fund, hand- 
ing it over to the Railway Commissioners, who should be 
responsible for finding the interest upon the loans, who 
should renew the loans when they become due, by the 
issue of other loans or other stocks, and by the Com- 
missioners issuing, after having obtained authority from 
the Government of the day, additional stocks for new 
works and new lines. It would be taken out of the yearly 
budget of the State. The Government must have control 
of an industry owned by the people. That is obvious up 
to a point. But what we feel is that so long as the rail- 
ways are dependent upon a yearly budget it would be 
almost impossible to avoid waste, and the unbusiness-like 
methods which the Commissioners have to assume under 
those conditions, unless they are in a position to raise 
their own capital and deal with their own finances. That 
has been recommended in the case of India, where they got 
into almost a hopeless state. The railways were being 
starved, and on the reports of the Royal Commission 
which came out last year they were in a serious state 
indeed. Here the growth of the country has prevented 
the railways getting into that position. The evidence 
shows that there is a good deal of waste such as you have 
described. What we have set our minds on is to see 
if we cannot recommend some scheme that, whilst giving 
the Government the control they must have, will, at the 
same time, relieve the Railway Commissioners from the 
inconvenience of finding themselves short of money to 
complete works which they started. Do you think it 
would be possible to frame a scheme of that sort?—I am 
doubtful whether that is more desirable than the present 
arrangement, provided the present arrangement is carried 
out in a reasonable and logical way. Here we have the 
same trouble with the Water and Sewerage Board. Every 
now and again there is a shortage of water. The Com- 
missioners say we cannot help that. They say we saw 
the needg ten or fifteen years ago. We wanted the money 
and the Governinent would not give it to us. The same 
with the railways. In Victoria the same trouble arose 
in connection with the Metropolitan Board of Works. 
These were all put under a separate board. That board 
has the power to borrow on its own account. The conse- 
quence is that it looks ahead, and makes provision to 
see that times of leanness are not experienced in Victoria. 


3016. Do they not get Government sanction first before 
borrowing?—No. ‘They borrow on their own security. I 
do not know that it would be possible to give the Rail- 
way Commissioners power to borrow. A great deal of the 
borrowing which has been done for the railways is outside 
of Australia. Renewals would have to be made outside 
Australia. 

3017. In any ease, whether by the Government or the 
Railway Commisstoners¢—Yes. In other countries the 
security of the Government of New South Wales is, I 
think, much mor? valuable than the security of the Com- 
missioners would be. 


3018. Do you think that would be?—Yes, 


3019. That is irom the point of view of an investor /— 
Yes. ‘ { se 

3020. If you take the London Stock Exchange figures 
you will find that a railway investment in some instance 
stands one or two points higher than State guarantee?-- 
That may be so. Perhaps the railways are providing 
better rates of interest. 

3021. IT am putiing it at the same rate of interest ¢— 
I am surprised to hear that. Personally I would rather 
hsve the State security 

Sir VINCENT RAVEN: So should I at the present 
time. 
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3022. WITNESS: What occurs to me is what I have 
already said. You say if you givé the Commissioners 
power to borrow it would have to be with the concurrence 
of the Government. If that is so, why not let the present 
system go on, and do as I suggest? Let the Railway 
Commissioners’ estimates be accepted as the amount re- 
quired for the year; not a budget of £50,000 when £100,000 
is required. If your scheme were carried out, and the 


Government had t» approve of the loans, it would amount. 


to the same thing. They would want £100,000 and only 
get £50,000. 

3023. Do you get out of the difficulties of an annual 
budget if it is dealt with year by year?—Say the Rail- 
way Commissioners want £500,000 for the coming year. 
They put their estimates before the Government. Under 
the present arrangement the Government figures out 
exactly what they want in various directions, and then 
say: “We are sorry, but we can only give you £300,000.” 
That is the cause of a great deal of capital lying un- 
employed. Cannot it be so arranged that the Railway 
Commissioners’ estimates be taken as what is actua ly 
required, and what must be budgeted for the year only? 

8024. That would not get over the difficulty of works 
commenced in ene year and going on for four or five 
years ‘—If the Commissioners’ estimates are correct, that 
the work will take so long. 

3025. That the Government should agree 1o vote the 
moneys necessary to complete a given work?—Yes, for 
that work. 

3026. Whether cne, two, three, or five years?—Yes. 

3027. Would they be creating reserves’—It would ba 
putting money into the hands of the Railway Commis- 
sioners that they would have to find some employment for 
until they could spend it. They could do, that. They 
could give credit in the way of interest until they made 
use of it. If the Government could not do it, it could 
be done outside. 

3028. You would have to create reserves for deprecia- 
tion. If a company were on its own it would create re- 
serves for depreciation of rolling stock?—That proposi- 
tion does not propose to put the Railway Commissioners 
on their own. If something of this kind were done it 
would make a sufficient saving to give them more income 
probably, and it would stimulate business. It would en- 
courage people to use the railways more. They should 
have more money to provide for depreciation and wear 
and tear and so on than at present. 

3029, Sir SAM FAY: The effect of your suggestion that 
the ordinary taxation of the country should meet any losses 
upon new lines would mean that the Railway Commis- 
sioners would be in a far better position than they hava 
been, and thus be able, either to reduce rates and fares, 
or provide for depreciation and better upkeep of the 
railways ?—Yes. 

3030. That is your suggestion?—Yes. The political 
lines wanted for the development of the country ard 
really a charge on the State, and should not be put to the 
debit of the Railway Commissioners. 

3031. I do not quite follow your suggestion with regard 
to a board in place of the present Public Works Depart 
ment. Is the suggestion you make additional to» tha 
Public Works Department, who would continue to deal 
with other matters?—I am only saying to take the rail- 
ways, railway matters, out of their hands. 

3032. You idea is that there should be a board ovet 
the Railway Commissioners which would stand in rela- 
tion to the Commissioners something in the nature of the 
usual arrangement with a private company, having a 
board of directors?—Not quite. I understand the present 
arrangement is that: A member of Parliament comes 
along and wants a railway in some particular constituency. 
Zhe matter is brought before Parliament, and Parliament 
~efers it to the Railway Commissioners, and asks for theit 
wiews. The matter is then brought to a point to be euh- 
mitted to the Public Works Committee. ‘i'he latter body 
them eonsiders the matter, and passes on their recom- 





mendation to the Government. I do not see any reason 

why the routine should not be the same under that board. 

I want to bring in more of the business element in the 

consideration of railway lines than there is at present. 

At present this Public Works Committee is composed 

of politicians from all sides of the House—Nationalists, 
country party, and Labour party. 

3033. Sir VINCENT RAVEN: Are there no business 
men in the House at all?—If you ask me as regards the 
business and wisdom of Parliament I am inclined to think 
that the greater proportion of the wisdom of Parliament 
is outside Parliament. That is the feeling I liad. That 
is very largely what caused me to make a recommenda- 
tion of that kind. Our trouble here in connection with 
the railways is very largely political, and we want, if 
possible, to reduce that trouble. In that way I think 
it could be done. You have parliamentary representation, 
and you have ihe business heads from outside, and you 
have got an independent chairman, so that you should get 
the best results logically from such a committee. 

3084. Sir SAM FAY: Do you think that Parliament 
would agree to hand over the right to order new railways 
for developmental purposes to a body composed partly 
of business men outside?—I doubt very much if they 
would. I think there is no reason why the proper aspect 
should not be put before them. If they want a precedent 
I think they will find it in Vicoria. Such a board has 
taken the place of a board such as exists here. And it 
operates very suecessfully in Victoria. 

3035. They deal with their own finances?—I think the 
Government will still deal with the finances, but they 
are guided by that board. That board, I believe, is in 
connection with railways in Victoria. 

3036. And you recommend that the Railway Commis- 
sioners should be composed of men with expert know- 
ledge and wide business -experience?—I think that the 
disposition to put in politicians has not been in the best 
interests of the railways or the country. 

3037. Have you individual views with regard to decen- 
tralisation of control by the Commissioners? The whole 
thing is centralised in Sydney at the present time ?— 
I am not aware what views the council have put before 
you in that respect. If you ask me personally, I think 
in a big country like this, it is highly desirable that you 
should have points of administration locally in the hands 
of respensible officers, north and west and south, district 
superintendents or whatever you may call them. 

3038. Your railway system has grown within the last 
ten years—an increase of 35 per cent. in mileage. That 
is very rapid?—Yes. If it had been in the hands of pri- 
vate individuals it would have been still more. 

3039. It may. On the other hand a private company 
may not have felt disposed to make a line into the far 
west with not much prospect of profit?—In the early 
stages we would have been able to give them considerable 
concessions. There would have been some stimulus to 
make lines. 

3040. Sir VINCENT RAVEN: Would that not have 
depended on their borrowing powers? You suggested that 
people would not have been prepared to invest money. 
They would have had to borrow money ?’—Surely. In the 
same way as people in England borrowed money to place 
railways in the Argentine. The same thing might have 
been done. 

3041. Then you think it would be an attractive proposi- 
tion to put before the people ?—Not now; it is too late, 

3042. If it was done ten years ago?—Not ten years ago. 
It would have had to be done in the early stages of the 
State. It is too late now. We cannot give them conces- 
sions now. All the land is alienated now. 


3043. Sir SAM FAY: In the Argentine no lands were 
given to the railways. They were given a concession, 
which has been very faithfully kept by the Argentine @o- 
vernment. They had a charter enabling them to charge 
rates and fares to produce up to a maximum profit. They 
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have never gone back on it: really (—] read. that they were 
bringing in a measure to compel the railways not to charge 
more than so and so. 

3044. The time has probably come when the railways 
got beyond the figure. There has been a large amount of 
money poured into South America on the strength of 
that agreement, and the country has been developed by 
foreign enterprise. What has been forced upon our mind 
has been the really serious trouble brought about by not 
being financed beyond one year. If that could be got 
over then the position of the Railway Commissioners would 
be different from what it is to-day ‘—No doubt. 

3045. And you think that your suggestions would get 
over that ditticulty’—If the Government are disposed to 
go that far. If the 
Railway Commissioners borrowed they would borrow with 
the sanction of the Government. The Government can 
still give them what they want; that is if it is wanted to 
carry out work that is necessary. The work lags at pre- 
sent, and there is so much dead capital. Waste is taking 
The Government has not borrowed specifically 
for railway purposes. The money is divided out amongst 
the various departments of the ‘State to the best advan- 


I do not see why they should not. 


place. 


tage. 

3046. ‘That best advantage is not good enough for an 
enterprise by the railways?—That is so. 

3047. And you think that your proposal would get over 
that¢—I think it would, if the Government are disposed 
to do it. The only drawback is that if they give the 
Railway Commissioners all that is wanted for the work 
over, say, three years, they will have money on their hands 
that is more or less idle. That would have to be employed 
until they could use it . They should be able to get over 
that. In ensures a minimum of waste. 

3048. Sir VINCENT RAVEN: This ‘board would de- 
cide what was necessary in the way of new works?—I 
understand that the present arrangement is that the 
Railway Commissioners make their recommendations, 
that these recommendations go to this board and the Pub- 
lie Works Department, and that they pass on their recom- 
mendations to the Government. I think that the same 
routine might be continued. With a board of that kind 
you can depend upon its giving a thorough business-like 
report with all due regard to the political situation. 

3049. At the same time the Government might not 
agree with the reeemmendation ?—I do not say they would. 
It is very likely they will not. 

3050. I mean the recommendation of the board ?’—They 
might not agree to that. The Government takes a very 
considerable responsibility when it refuses the reeommen- 
dations of not only the Railway Commissioners, but also a 
special board. 

3051. Sir SAM FAY: You are aware that a very large 
sum of money will be needed within the next few years 
to carry out works already in progress ?—Yes. 

3052. Dependent on a yearly budget ?—Yes. 

3053. We had evidence from the engineer, Mr. Brad- 
field, the other day that he was unaware now what money 
he was going to get for the current year. 
away and he had no idea how much money would be 
allocated to the work of continuing the construction of 
the City Railway?’—That is most unsatisfactory. 


He was going 


3054. So long as it is dependent upon a budget, which 
again is not passed until October or November, it leaves 
the engineers, Commissioners, and everyone else uncer- 
tain as to the amount for the year commencing June until 
about November—That is so. 


3055. So that there are only six or eight months or so 
within which to spend the money which is allocated ?— 
Yes; at present the Government borrows for all sorts of 
Could it not be arranged for the Government 
to borrow specifically for the railways? Cut them adrift 
altogether from the other. They could easily borrow 
locally. They could raise whatever money they wanted 
locally by means of special loans, 


purposes. 
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3056. That is what has led us to consider the cutting 
out of the railway estimates and railway expenditure 
from the annual budget altogether. This trouble has 
arisen in every case where the ordinary British eonstitu- 
tional methods have been applied to a big commercial 
enterprise. A big commercial enterprise will not fit into 
the framework of the ordinary British financial constitu- 
tional methods?—That has been our experience here and 


in various directions. In Queensland as well. 


8057. Your suggestions will have our full consideration. 





CHARLES BINNIE, President, Stock Owners’ Associa- 


tion of New South Wales, sworn and examined:— 


3058. SIR SAM FAY: I understand you are the pre- 
sident of the ‘Stock Owners’ Association of New South 
Wales. Are you proposing to deal with the various items? 
—I would first like to mention that I appear here as the 
president of the Stock Owners’ Association of New South 
Wales, and also as a member of the Primary Producers’ 
Central Council. I have gone over all the matters that 
they have put forward on the schedule, and in general 
terms I agree with them. I do not propose to take them 
servalum. I have prepared other matter, relating in part 
to that. My evidence covers a good deal of ground, and 
some matters may appear trivial if taken by themselves. 
They form part of a large question, and that is the ques- 
tion of inefticiency and bad service of our State railways. 
I am speaking more particularly in regard to the country 
service. It also touches upon the town service in respect 
of passenger traffic. For the most part it is on behalf 
of the stock owners. I would like first of all to give a few 
instances regarding engine power and its apparent inefh- 
‘ciency. On June 30th this year I was in Melbourne to 
meet the Melbourne limited. It was twenty-five minutes 
late. Two days afterwards, on 2nd July, I again went to 
meet that same train, and it was forty-one minutes late. 
On 9th July a gentleman that I was in close touch with 
had io go to meet the Federal Treasurer on an important 
matéer. He went by the Melbourne limited. It was 
two-and-a-half hours late, and he missed the connection 
that he went for. 


3059. Was that delay due to the New South Wales rail- 
ways? It was owing to the delay on the New South Wales 
side in every case. My own experience in 1923 is this: I 
went north by the Brisbane 2 o’clock and the engine failed 
at Wyee. I went again a week later by the northwest mail. 
That follows two hours later. When we reached Morrisset 
we found the 2 o’clock Brisbane mail with the engine broken 
down. Our engine from our train was used, and we had to 
wait for another engine to come from Wyong. A few days 
after that I took the Melbourne limited to Melbourne, and 
when going into Albury I asked the conductor if we were 
on time. He said, “No, our engine broke down and we are 
running on a goods engine.” I returned from Melbourne 
on the Saturday night local mail, and getting off at Goul- 
burn I asked the guard if we were running to time. He 
said, ‘No, the engine broke down, ani we changed the 
engine at Junee.”’ A member of the council of the stock 
owners makes a report that in June last year he was 
travelling north by the north-west mail. He was joining 
at Hornsby, and the train came in with two engines, half 
an hour late. The engine had broken down. There was 
a change ‘of engines at Hornsby, and at Dora Creck there 
was another change of engines. Newcastle was reached 
one and a half hours late. A few days ago, while travel- 
ling, I woke in the early hours of the morning and I heard 
the train struggling to get up the grade between Baan Baa 
end Boggabri. It struggled and stopped. It -struggled 
again and stopped. JT went to sleep then. There was the 
evidence of want of engine power. Last year, while coming 
by the Tamworth day train, the train, when about 2 
miles this side of the Hawkesbury River station, yaa 
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pulled up. The engine was not sufficient to bring the 
train in. The guard had to walk back with the staff and 
bring a second engine up. I noticed in the paper report 
of the Woy Woy tragedy in which two men were killed 
that the guard in giving his evidence stated that the train 
was 60 minutes late out of Gosford. These are a few 
Ynstances that came under my own observation. ow 
many more there are I do not know, but I believe them 
to be very numerous. J] would suggest that the Com- 
mission make some inquiry, if they have not already done 
so, into the motor train service between Manilla and 
Tamworth. It was locally styled Kathleen Mavourneen. 
It was referred to in the local paper as such. I have 
heard it stated in Tamworth that after it had been 
running for some time it was the practice to keep an 
engine under steam at West Tamworth to go out and pull 
this back. 

30594: We have the records of the motor trains, and the 
time-keeping of the train, and a record of the breakdowns 
of the engines ?~—Then you know more about it than I do. 
I hope my evidence will not be tedious to the Commis- 
sioners. Some of it is trivial The Brisbane 2 o’clock 
mail goes out, I] think, with a “P” class engine, and the 
toad beyond Singleton is limited to 195 tons. Allowing 
for the sleeper, the mail yan and the guard’s van, that 
only permits of one first and two second-class carriages, 
which are often overcrowded. I have experienced that 
myself. I understand that » second engine is supposed to 
be available for this train, but it is the custom to cut off 
two carriages at Singleton, and it may be possible that 
the station-master gains merit with the Department if he 
ean send the train out with a reduced load irrespective of 
traffic requirements. J have been on several occasions in 
that train when it was overerowded. Another matter is 
this: Whenever a bad season occurs the stock owners 
have to wait weeks and sometimes months in order to get 
their stock removed. The delays are often fatal to the 
gtarving stock. I have understood that this is owing to 
a want of a reserve of engine power. Il have noticed a 
number of different types of engines, and as a layman have 
wondered why, say, four types of some standard pattern 
could not be adopted. JI have seen engines on the road 
that appeared to me that their proper place was the junk 
heap. A few weeks ago on the Werris Creek platform— 
it was the night that the Commsisioners were passing 
over the line from Werris Creek to Dubbo—I saw, the 
Brisbane loeal come into the station at about 11.15 p.m. 
The door of the engine had been burnt away at the 
bottom, so that sparks were flying out of it. There was 
a small heap of hot ashes. There was an aperture 18 
inches long by 2 inches deep. I could put my hands into 
the aperture. It was at the bottom of the round door, 

3060. You mentioned the question of the shortage of 
trucks. You thought the engine power had something to 
do with that. Is there a shortagé of trucks in times of 
drought?—I was going to mention that later. I men- 
tioned the delay in obtaining trucks to remove stock. 
That is due in part to the want of engine power. Added 
to that also was the want of trucks. If they had more 
engine power there would still have been a deficiency in 
trucks. 

3061. Sir VINCENT RAVEN: If they had had the 
engine power they could not have used it because of the 
want of trucks?—That is also an added trouble. There 
has recently been a speeding up of stock trains, which 
improvement was many years overdue, JI think it is only 
from October, 1923, that the long-distance train from 
Bourke has been speeded from forty-four hours to thirty- 
one hours. There is still oom for improvement. This 
seems to synchronise with the appointment of the Com- 
mission, Live stock should not be in a train more than 
from twenty-four to twenty-six hours. In other countries 
IT understand there is provision for resting and wateriny 
stock if coming over that. I think that refers to the 
United States. Further, except in the case of very small 
loads, stock and goods should not be mixed. Thaf is 


frequently done. *On 25th July I noticed a train of both 
cattle and goods south-bound passing Hornsby. I should 
think there might have been twelve, fourteen, or fifteen 
trucks of each sort. I would suggest that at some con- 
venient point on each system—northern, western, and 
southern, as near the centre of the journey as possible— 
some provision should be made that eight or ten trucks of 
cattle could be water-sprayed for 5 minutes during the 
summer months. There has been some attempt to have 
a tank on the roof of the carriage, and my association has 
sent a man on long distances to study the conditions. It is 
not convenient, and it is not reliable. Something should 
be done during the summer months to relieve the cattle in 
the long-distance trains. 

5062. Do you refer to cattle coming to the Sydney mar- 
ket ?—Yes. The direction from the north to the Maitland 
market would practically apply as though they were com- 
ing to'the Sydney market. 

3063. How long are these cattle on the journey ?—The 
Bourke ones are thirty-one hours. Until quite recently 
it was forty-four hours. It is far too long for stock to be 
in trucks, particularly in the summer time. 

. 3064. Sir SAM FAY: Bourke is 500 miles from Syd- 
ney ‘(—502. 


3065. That would mean running the train at how many 
miles per hour?—On the thirty-one hours, 17 miles. I 
think it could be speeded up to 26 miles. ‘There are long 
distances that have not much congestion of trafhe. Stock 
should have passage over all other traffic except passenger 
traffic. 

3066. That would be 25 miles per hour from point to 
point including everything ‘—The late Mr. Cramsie, chair- 
man of the Australian Meat Council, quoted a case of 
where a train ran with stock from Wallangarra to Flem- 
ington, averaging 25 miles an tour. 

3067. Sir VINCENT RAVEN: At 25 miles an 
hour, 500 miles would be twenty hours; if twenty-six hours 
it would leave six hours for stopping on the journey ?—It 
could be speeded up to that. The type of cattle van now 
used is, I think, the worst in the States. A new design 
was recommended by my association. It is now being 
adopted. We were agitating twelve years for that altera- 
tion. In our hot climate the type of van, closed-in, with- 
out almost any ventilation, 10 imches at the top in a 7 
feet wall, for smail cattle this means that in summer time 
the cattle of two and three years old practically get no 
ventilation at all. The type that has been now adopted 
and which was designed by myself practically now allows 
for ventilation under and over. Then the careless driving 
of the engines contributes very largely to the stock losses 
on the trains. J have seen stock jolted off their legs with 
the shunting and starting of trains. It is not only the 
loss in deaths, but also a great amount of bruising takes 
place. During a drought year I have gone through the 
trains and I have made a practice of going to the engine- 
driver and telling him that I would give him a little 
bonus if he did not jolt the stock. Then the high freight 
rates are out of proportion to the value of stock, particu- 
larly cattle. At the present time they are a very severe 
penalty on the industry. There is insufficient rolling 
stock whenever a pressure through drought occurs. We 
are always up against that trouble as well as the want of 
engine power. Stock perish while waiting for removal. 
Sometimes the delay runs into months. I have a letter 
from the department that they would not receive orders 
inside of eight weeks. (Letter read.) That was on the 
9th July, 1923. The eattle vans were of no use at that 
late date. I consider that the small supplies of stock are 
too heavily penalised under the present rates. A half truck- 
load, four head, is charged 80 per cent. of the full rate, 
and a quarter truck-load, two head, is charged 60 per cent. 
of the full rate. The loading allowance should be increased 
in each case 50 per cent. The four should be six, and 
the two should be three. The rate should be on the 65 
per cent. basis and the 45 per cent. basis. 
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8068. Sir SAM FAY: Are you limited as to the number 


you should put int—Only when it comes to a question 
of the half or quarter rates. In old days when we had six, 
ig lit bulloeks, you 


could only load nine beasts to the truck, or perhaps eight. 


seven, e! and ten-year-old Queensland 
At the present time I have had the average taken out for 
a month of stock coming into Flemington saleyards and 
the average was twelve to the truck. They would take a 
range of agents. The department is always months late 
in proclaiming drought rates. 
available without departmental proclamation. In 
the worst of our drought 


The drought rates are not 
1923, 
one of years, my association 
wrote to the Commissioners requesting them to proclaim 
drought rates when the drought had been running fully 
six months. 

3069. The drought commenced in the autumn of 19234 
—Not so far back. It would begin to come in about the 
1922. ‘Then the drought was fully on us by 
January and February. In 1923 it was fully on us. I 
tried to get the correspondence from the Stock Owners’ 
Association turned up yesterday. They have been moving 
their office and the papers have been stored away. From 
memory I think it was in May, 1923, that we wrote to the 
depariment urging the immediate proclamation of the 
drought conditions, and we received a reply from the 
Railway Commissioners to the effect that they had re- 
ferred the matter to the Chief Inspector for (Stock, and 
that his inspectors had advised him that there was no 
drought. During this period we had been losing stock, 
and shortly after that refusal had taken place I hap- 
pened to meet the present Minister for Lands, Mr. Wearne, 
in the train, and he said, “Yes, I have just got a special 
train to move my stock.” I said, “You should get drought 
He said, “No.” I said, “Why do you not apply 
for them?’ He said, “No, I am a Minister, and it would 
not be right for me to take action.” It is a general thing: 
that the department is weeks back, months late before 
proclaiming drought rates. 

3070. Sir VINCENT RAVEN: I think I said 20 miles 


an hour in connection with that Bourke trip. It is 


spring of 


vehi? 95 
Yaves. 


25 without stops?—Thirty-onehours is the running 
time to-day. The store stock rate is far too high, 


particularly in the case of cattle. It is 80 per cent. of 
the full rates. During the last twce years, taking the 
values as regards cattle, if store stock were carried at the 
300-mile rate, I do not think the owner would get any- 
thing at all. 

3071. What would be the average distance you would 
be sending store cattle?—It varies. It is a difficult thing 
to give the average. The store stock markets are always 
at a very wide distance from the fat markets. We look 
to the cheaper lands to breed our store stock, mostly from 
Queensland. Stock would come in from Queensland at 
Wallangarra, and i+ would be trucked from there right 
through Albury into Victoria. It would also be found that 
some store stock would come into Moree. It is generally 
long distance travelling in regard to the store stock rates, 
for the most part. In my opinion the rate of 25 per cent. 
discount on the full rate is quite insufficient for store 
stock, more particularly in cattle. 

80714. In the interests of the railway as well as in the 
interests of the community, the live stock of the State 
should be looked upon as a public asset, but this view is not 
taken by the department; there are no rebates allowed on 
fodder with a radius of 100 miles of Sydney or Neweastle 
in regard to being used for starvine stock: there are no re- 





bates allowed on fodder sent away, provided it is sent away 
to distances beyond the radius of 100 miles of either Sydney 
or Neweastle. Well, the meaning of that is this: that in 
drought years the stock naturally drift towards the coast, 
and although the county of Cumberland is a very poor 
stock district, in very bad years it will earry food, and so 
stock are brought from the far west sometimes to the 
county of Cumberland to places like Moss Vale and Bow- 
ral, and through there, in places which as a rule do net 
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extent. The 


quantity of stock 


earry stock to same thing applies to 
Neweastle—a the north 


and from the north-west, and are unloaded there and graze 


any 
come in form 


on any areas that can be found. I have had stock grazing 


‘for ten months on the most horrible land, finishing up at 


the reaches of 


When the period comes 


last on the mangrove 
Port Stephens. 
have this experience—that those areas get quickly eaten 


swamps on upper 


and we often 
out, and you have brought your stock to a place where it 
is cheap, or should be cheap to get the fodder—when you 
come nearer to the fodder markets—then if you attempt to 
buy in Sydney, and send the fodder to Neweastle or about 
the not 
allow you any rebate. 

3072. Sir SAM FAY: What sort of fodder would that 
be from Sydney?—It would be all fodder— it 
would be any fodder that you could get hold of in drought 
time—chaff, hay. We 
during drought time that we can get. 

B079A. Would the rebate apply to fodder sent from Syd- 
ney, say, out to the west?’—Yes, it would apply if you 
went beyond the 100 miles radius, and you would then 
obtain the rebate, but you would not get the rebate in any 
distance up to 100 miles either from Neweastle or Sydney, 
and it must be remembered that Newcastle is a very big 
intake port from Victoria and from Adelaide: there are 
very heavy supplies of fodder coming in there in certain 
years, particularly in drought years. 

3073. It really means that the coastal area is outside 
the rebate?—Yes, that is taken from Sydney and New- 
castle, taking those as the centres. 


30734. Now, you have made mention of the profit which 


county of Cumberland, the Commissioners will 


sorts O1 


maize, feed on anything at all 


the railways were showing. But then comes the question, 
at what expense to the community, and to the people who 
have to use the railway lines? 


has been prepared fo 


L have here a table which 
r me by the Central Council, and | 
notice that between 1914 and 1924, two rates are taken, 
namely, the 1914 rate and the 1994 rate, | notice that for 
live stock 100 miles has to bear an increase as between 
those two dates of 575 per cent.; 200 miles, 57°7 per cent.; 
58:9 per cent. ; A400) miles, 576 per eent.; and 
500 miles, 56-8 per cent. I notice that it ranges as hieh 
as 59°6 per cent. in that period. 
3073R. Coming on to th 


300 miles, 


e wool for the same period, | 
notice that that ranges as high as an advance of 71°5 per 
cent.—60 per cent, and 59 per cent So, therefore, the ques- 
tion of profit earned by the railways has to be considered 
together with the question of what expense is involved to 
the community. 

3074. You will agree, will you not, that as between 1914 
and to-day there has been a very large increase in the 
I do not think 
so, in either, in relation to the advances here shown. 

3075. But there has been a considerable increase, has 
there not ?’—Yes, I think so, but not in sufficient relation. 
T will touch upon the goods later on. Dealing still with 
that same matter—I am not goine to deal with this in 
extenso, but I will take 200 miles in 1915 for stock: it 
was £5 8s. 8d. per truck; in 1923 that was £8 11s. 5d. For 


price of fuel and in wages?—In wages? 


500 miles it inereased from £9 11s. 2d. to £14 19s. 9d. 
per truck, 
3076. Per truek of how many animals?—You ‘could 


take that as twelve animals. I also notice by this table 
which has been prepared for me that between 1915 and 
1923 if a single animal were sent forward in 1915 it would 
go forward at 25s., but in 1923 it cost £2 3s. 11d. A quarter 
truck, which contined two animals, in 1915 was charged 
£1 13s. 4d. for, and in 1923 the charge was £3 5s. 10d. 
There 


SOTA, 


seems to be a similar condition right throuch. 


N @W 


Wales rates with those of Queensland—this is in regard 


= ber Ee 
I have also a comparison here of the Sout] 


to 
eattle. The Queensland rate for seventeen head work3 
out at.£8 8s. 2d. per head; New South Wales, with ten 
head, it practically comes out at 11s. per head. Two 


hundred miles in CQerrrgkes” eos out at l4s. 4d. a 
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head, while in New South Wales it is 17s. 1d. Threo 
hundred miles in Queensland, with seventeen head, comes 
out at 19s.; in New South Wales 21s.—and there seen's 
to be a like ratio over different distances. 

3077. What would be the value of an animal on the 
market here to-day ?—That varies very largely with condi- 
tions, but I think that the present market value for the best 
beef would represent not more to-day than 15 per cent, 
of the whole, and that would be about 30s. to 32s. poz 
100 Ib. But you come down the grade, and the grade is 
very steep in regard to the descending values and qualities, 
and you would drop from a 30s. value to a 17s. 6d. valan 
for second and third-grade stuff; so that a very large 
quantity of it, while having to bear the same rate of rail- 
way transit, has a very big falling off in the net return. 

3078. I suppose that when you get a period of drought 
the flow of badly-conditioned animals:into this market 
increases 7--Yes; it does very greatly. 

3078a. What would be about the value of an animal as 
such—your figure of so much per db. does not enlighten 
me sufficientiy? You see, I am trying to put the cost ol 
transit as against the value of the animal?—-In top grades 
to-day, which I do not think would average more than 700 
lb. per beast, it would be likely to come out at about £14 
per head; the middle grades ranging from about 43 ewé. 
to 5 ewt. per beast, would go down to about £5 10s. to £6 
10s. per head. ‘That is as regards cattle; sheep are on 
better values, and are on a better market. 

3078s. I should like to read an extract from a letter 
from one in the country who writes on this matter, if Ll 
may ? 
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3079. Certainly. 


WITNESS: This is contained in a letter written from 
Mr. A. G. F. Munro: 

“Weebolaboia, Moree. When cattle were lower than they 
even are now at Homebush, the charge per waggon to that 
market from Moree (400 miles) was £8 3s. A few years 
back they rose in value, cent. per cent., and the Commis- 
sioners rose the cbarge on waggons to £13 3s. per waggon. 
Then cattle values again fell, cent. per cent., but notwith- 
standing this the £13 8s. per waggon was and is continued. 
We pleaded with the Railway Commissioners for a reduc 
tion of freights, but they refused on account of the high 
wages. The Government promised a reduction, but that 
was all we got. The Commissioners should grant a pass to 
drovers of as few as two waggons. Cattle trains should be 
allowed a straight run through, and not be impeded or de- 
layed by goods or mail trains shunting. Shunting and delays 
militate against the sale of dressed carcases, consequently 
bruises and other damage to the cattle. The Commissioners’ 
excuse for the high freights is the cost of wages. The Gov- 
ernment fixes the wage rates, so between the two the grazier 
is in the soup.” 


3080. With regard to the question of delay to eattle, I 
suppose the greatest delay is where there are only one or 
two trucks. That is where there is not a full train load?— 
Yes, that would contribute very largely, 

3081. It is a practice on some branches to run stock 
trains say twice a week is not it?—-Yes. 

3082. Does that meet the convenience of the graziers ?— 
In a great measure yes, but that is only in connection 
with fat stock, and is not in connection with store or 
stud stock going in the reverse direction. 

3083. In times of drought there would be special trains 
run for that—there would not be the question of two or 
three trucks at a time, they would have full trains, would 
not they?—As a rule, drought-shifting is done with full 
trains. 

303834, Another matter that I wish to bring under your 
notice is that trucks of fodder, if bought at the Alexandria 
yards—that is at the big yards at the city station—to be 
returned to the country for starving stock, they must be 
unlorded, weighed and re-trucked. This seems to me to 
be a most unnecessary thing. Complaints have been made 
about it for some years past, but it still goes on. 

30384. I do not quite follow that?—Well, I have experi- 
enced this kind of thing personally. A truck of chaft 
or a number of trucks of chaff is sent to the Alexandria 


yards for sale. 1 tell my agent ih Sussex-street to buy 
three or four trucks of chaff. Those are bought, but in- 
stead of those trucks being reconsigned out again to me 
at my destination, they have to be unloaded, put en the 
waggons, taken over a weighbridge, and then reloaded into 
the truck. 

3085. You mean that they have to be put on to a road 
waggon, do you?—Yes, a horse waggon. Now, this is a 
point which I wish to emphasise, because I am going to 
try to point out to you where the wastage occurs in 
departmental methods, and this is one of them, and it has 
been represented to the Commissioners again and again 
that some system ought to be provided to avoid such a 
necessity as that. 

3086. Sir VINCENT RAVEN: Is that simply for 
weighing the chaff?—Seemingly so, and J submit that 
some other method should be found to weigh the chatt. 

3087. By putting the railway waggon on to the weigh- 
bridge ?—Certainly; why not? 

3087\, Another trouble that we are sometimes faced with 
is the fact that when we start a train, or when we load up 
a quantity of stuff into trucks, we can never be sure that 
they go away on the one train. Mr. F. B. S. Falkiner 
yesterday gave me an instance where he loaded twenty- 
five trucks of stud ewes to be sent from Wagga to Bun- 
gendore during the recent drought. Nineteen trucks 
were sent forward, and six were left behind to come by 
a later train. Now it is a custom, and it would certainly 
be the case of that stock where those ewes might be worth 
£12 or more apiece, it would certainly be the custom 
that there would be an attendant to go with those ewes. 
The man consigning would have no knowledge that this 
thing was going to occur, so a quantity of those sheep 
would go through unattended. Take a case of my own. 
One of my cattle stations which is about 50 miles from 
Singleton was swept by- fire durine the summer, and I 
had to do a lightning shift. I gathered the stock up and 
ordered a train for them—lI think speaking from memory, 
there were about 82 trucks—and sent them off to Albury 
for sale. J had made every arrangement that I reasonably 
could for the safety of those stock, including that a careful 
man should go with them to attend to them and including 
the arrangement-that they should be pulled up and spelled 
for twenty-four hours at Bredalbane, near Goulburn— 
being a very convenient place—I had done all that I could 
in order to drive the pegs in for a successful run. Well, 
they started off, and the first thing that happened was that 
eight trucks were dropped at the Clyde yard without any 
intimation to the drover, who was poking up and looking 
at his eattle—the whistle of the engine goes, and he 
scrambles on to the guard’s yan, and goes away and finds 
this state of things. Well, they arrived at Bredalbane, 
and by some hitch there it was not possible for him to 
unload the cattle. They were then taken on and halted 
at Harden and he was there some hours. ‘When they 
reached their destination at Albury there were dead cattle 
in the trucks, and when they got the cattle out several 
of them died on the road, and a number of them could 
not reach the paddock, which was 3 miles away, and of 
those that reached the paddock a number were in such a 
Lad eondition that it took them weeks to recover, That was 
a very glaring case. J think that those cattle were sixty- 
three hours on the road or something like that—speaking 
from memory. Well, IT at once went to my solicitor and 
told him to institute an action against the Railway 
Commissioners for £250 damages. He told me that he 
could not do that without first of all referring the matter 
to the legal advisers to the Railway Commissioners, as that 
was a legal custom. I told him to get over all those legal 
technicalities as quickly as possible, because I wanted to 
have this case made public, They scoffed at the idea of any 
recompense being made for the damage done, and I 
pressed my lawyer to go on with the case. He said that 
there was still more legal technicalities to be gone through, 
and I said to him, “Get them over quickly.” The next thing 














Was that an offer Game from the railway Commissioners of 

“£90 compensation, which I refused, and told my solicitor 
to go on to the court. Then there were more legal tech- 
nicalities and courtesies. Then they offered me £125, 
which J refused, and told my solicitor to go to the court 
at once—that I did not want the money, I wanted the 
court case to go on. They then came down with an offer 
of £210, which my lawyer said he had committed me to 
accept—he said that I could not go behind it because ot 
his reputation, he having committed me to that. Well, 
there was a case where I had done all that I possibly 
could to provide for the safety of those stock, and where 
the Commissioners had agreed to all the arrangements | 
had made, including a twenty-four hours’ spell, yet when 
the thing came to be put into execution, the whole thing 
fell to pieces. 

3088. Sir SAM FAY: There was nothing else on the 
train but your stock, was there?—No, not when they 
started, 

3089. Sir VINCENT RAVEN: Why were those eight 
trucks taken off?—I do not know the mentality of the 
Railway Commissioners or of their officers in respect of 
that matter. I personally know of no reason why, and no 
reason was ever given to me. 

30894. I should now like to touch on the goods traffie. 
There are many defects in this branch of the service, 
especially in relation to the careless handling of goods, 
wrong destination, damage, and pilfering. There are two 
rates on the rate book in regard to the goods, one being the 
owners’ risk, the other being the Commissioners’. In regard 
to the Commissioners’ risk, I think this is an illusion put 
up on the public. The Commissioners will accept no risk 
unless the goods are cased. I will take a case like my own 
where my homestead is 6 miles from the railway line. 
My teamster is sent in to the railway station to bring out 
whatever goods are there. A bill it put before him; he 
gets his goods and counts up the packages and signs for 
them and they are brought out to the homestead. The 
packages may show no damage at all on the outside, but 
when they are opened at the homestead it is generally 
found—not occasionally, but I say, generally—that if 
there is anything breakable in those cases it is broken. 
Quite recently I was sent up two dozen kerosene lamps 
and 50 per cent. of them were broken. There was also 
a quantity of crockery, over 25 per cent. of which was 
also broken. Now unless those things were opened out 
on the railway station.and exposed to the stationmaster’s 
view—and even that might not be conclusive because they 
may defend themselves by saying that they were broken 
when they were put in—but even if they were checked, 
unless we were to open those cases out and examine them 
all on the railway station—which is not a reasonable thing 
—-we have no redress provided the package appears to be 
untampered with and unbroken. 

3090. Sir SAM FAY: Do you refer to a case where 
the Commissioners are supposed to take the risk ?—Yes, 
where you pay extra—and that is where the illusion comes 
in. In this particular case, I said to the manager of the 
people who had sent the goods, that the things must have 
been very badly packed. He said, “No, they were well 
packed.” Then I spoke to the merchant here, and said. 
“50 per cent. of those lamps were broken, also a lot of 
crockery. What sort of packing did you put in?’ They 
sent for the packer and told him that 50 per cent. of the 
lamps were broken, and asked him how he packed them, 
and he said that he packed them very carefully. 





2091. In that case, although you paid insurance, you 
were refused compensation, were you’—No, I did not 
make the application because I knew that it would be 
declined because of the fact that the goods were signed 
for by carter as being sound. Unfortunately, when you 
send these carters in, even if the things are broken, very 
likely they would be accepted unless there was something 
very palpable in regard to breakage. 
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3092. Would not they have paid under those circum- 
stances if you gave them notice within a reasonable time 
—say, two or three days—would not they accept liability 2 
—No, not unless you exposed it to them. They do not 
hold themselves responsikle if you vive them a clear 
receipt. 

3093. But you could not expose them under those cir- 
cimstances, could you?—No, and that is what I say is 
the illusion in that particular rate. 

3094. Jlave you had a case where they have actually 
refused your request under those circumstances /—No, | 
cannot remember one, but in that particular case I would 
would not make the application, knowing that I could not 
establish my right, because of having given them a clean 
receipt. 

3095. But if you have a contract for insurance, surely 
you can sue in any court?—Yes, but that would be dearer 
than the damage that was done. 

3096. Sir VINCENT RAVEN: But do you not know 
whether they would have refused, seeing that you did not 
make any application?—I am pretty confident of that— 
knowing the department as I do. 

In regard to the cther rate, viz., at the owners’ risk, I 
sent forward a small seed drill that was damaged, and 
it had a slight damage in it which could have been re- 
paired. My manager drew my attention to this when it 
came up and asked why I had sent it up. It had been 
smashed to piece in transit in such a way as to make it 
only usefui for serap—in fact it was thrown out on to 
the scrap-heap—the castings having been broken to pieces 
and the thing being thoroughly worthless. Well, I had 
to pay railage on that, even though I had lost the article 
and had lost the original cost of it. On another oceca- 
sion I had a lot of correspondence with the department 
about a copper—this is dealing with things which go to 
the wrong destination, and this is quite a common occur- 
rence—they even lose corpses—it is hard to say whether 
purposely or otherwise. In this case, a copper was sent 
from Singleton to Barraba. A week or two after it had 
been sent, the manager reported that the copper had not 
come up. I reported to the department, and they said 
that the copper had been delivered and that they had 
the receipt for it. As a matter of fact they did have the 
receipt, because it had been included in a receipt for 
several other items which the teamster had signed for— 
he had signed for the copper without having got it. Again 
I had more correspondence and pointed out that althoug 
the teamster had signed for the copper it had not been 
delivered and asking them would they kindly make in- 
quiries to see if there was a copper anywhere about on 
the railway that was not claimed. Well, this particular 
copper was found 106 miles further on. That state of 
things has occurred more than once, but that particular 
instance I have in my memory. 








The charge for demurrage and for storage on goods 
going to country stations, is another matter. The stock 
stations in the country are sometimes twenty or thirty or 
forty or up to fifty miles or even more away from the 
railway station. It cannot be expected, with the shortage 
of teams. in the country that we can always have a team 
ready to lift goods that are sent to the country stations 
for people who live at a distance from the railway. These 
people generally have their local agent to take possession 
of the goods at the railway station for them, but the 
local agents do not have storage plaees in which to store 
the goods and it may be as much as eight weeks before a 
team comes in that can be sent away to these different 
places and it becomes a hardship on these primary produ- 
cers who are living at a distance from the railway that 
they must be charged storage for goods awaiting team 
transit. In regard to demurrage also, where there is no 
local agent, I think that some method should be devised 
whereby the department would undertake the unloading at 
a reasonable cost to the owner. I think in regard to the 
holding of goods for these primary producers who Liz. 
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at a distance from the rail that if it be necessary to chars 
any storage 1ate, it should be applied with discretion in 
favour of the man who lives at such a long distance from 
the railway. I know that this is a technical question, 
but it is a rather important one to the many men who 
are carrying on, and carrying the weight and burden of 
production. 

3097. What limit of time do they allow at present ?— 
Twenty-four hours, I think. 

3098. Is that twenty-four hours after the advice is sent 
to you?—There is no advice sent to a station owner who 
is a long distance from the rail, There is no postal advice. 

3099. Then how do you know that the stuff is there? 
—You have to make your own estimate between the advice 
from Sydney of the goods being sent forward and the 
time usually taken in transit, but it would be usual thai 
they would have some agent to receive the goods; but the 
agent has not got the places for storing the goods, and 
as a rule the country goods stations are not overloade| 
with the packages. That is my observation, and I am 
always going in and out of them. I think it is rather a 
hardship on the men who are settled at a distance trom 
the railway. Of course, in the towns the goods could be 
lifted by the town storekeepers, and people like that—they 
should lift the goods on the day after they come in; but 
people who live at a distance from the railway, such as I 
have spoken of, have a very great hardship placed upon 
them in this respect. 

3100. Do you say that they live in some places 49 
or 50 miles from the railway ?—Yes, and sometimes farther 
than that—sometimes as far as 60 miles out—in fact, 
the farther you go out from the metropolis, the greater 
the distances from the railways. 

I now want to make a very special reference to the 
preferential rail rates in favour of Australian-made goods. 
I can only describe these rates as an outrage against the 
primary producer; that is a piece of piracy by the Railway 
Commissioners for which no excuse can be found. We 
have a tariff wall set up by our Federal Parliament which 
is a heavy load for primary producers to carry, but on top 
of that the Railway Commissioners erect a further barrier. 
There is a Federal law against the restraint of trade, 
and I am of the opinion that the Railway Commissioners 
would be liable under that law. Take galvanised iron, fer 
instance. It is a commodity we are always in need of fos 
woolsheds and cowsheds, and other buildings. The rate 
for 300 miles on Australian-made iron is £4 13s. 4d.; 
for the same distance for British iron it is £6 13s. 4d., 
which is approximately a 50 per cent. load put on ihe 
primary producer if he buys British iron. That is in 
addition to the duty against British iron of 20s., and 
against foreign iron of 30s., so that the added penalty 
which the Railway Commissioners put on the rural pro 
duecer—not on the people of Sydney or Neweastle—is 
greater than the highest foreign commodities. I find ix 
the rate book 128 articles named under these condi- 
tions, including camp-ovens, horseshoes, piping, axel, 
tubes, tubs, buckets, chains, crowbars, nails, springs, 
screws, tyres, etc. The residents in Sydney or Newcastls 
may use any of these things without the added penalty, 
but the primary producer, who has to earry the whole ot 
the population, has a double duty levied by the Commis: 
sioners if he uses imported goods. The right to impose 
tariffs against imported goods belongs to the Federal Gov 
ernment, but in this case he finds the Railway Commis 
sioners practically constituting themselves a super Gov- 
ernment. 

31004. Sir SAM FAY: In regard to your remarks on the 
question of the preferential rate, we have heard of this 
from other witnesses, and J believe there is more evidence 
to come, but I suppose you would agree that there would be 
two views on the subject—you would get the view of the 
Australian manufacturer?—Yes, but no view that he 
ean put forward would in my mind justify the Commis: 
sioners in making a super tariff, because that is what it 
nmounts to. 





3101. Sir VINCENT RAVEN: You object to ihem 
taking something on their shoulders which they ira 
not entitled to?—Yes, certainly, and also creating a prc: 
ference for the people who live in the town, and who 
are not subject to this. I object to the loading of the 
rural producer with these extra charges. 

3102, Sir SAM FAY: I suppose it really means that 
it is keeping up the price all round, does it?—No. It 
loads the price on the imported article to the rural pro- 
ducer, but it does not load the price to the man who 13 
situated in the city. 

3103. I follow that, but does not it keep up the price 
the home-produced article?—Yes, and that is what :t 
is intended to do as against the rural producer. I want 
you to differentiate between the urban and the rural! 
population. 





3104. But supposing you had no preferential rate, woul 
not you then be able to buy the locally-manufactures 
article cheaper’—Yes, certainly, if it came into clean 
competition with the imported article. 

In referring back to the 5 per cent. return on our rai'- 
way lines I would like to again show low this thing pos- 
sibly comes about, and the penalty that would have to 
be paid by the rural producers. Taking the increases 
from 1914 to the present time—wire netting has increase 
over the distance from 1 to 500 miles by 53.1 per cent. to 
58 per cent.; fencing wire has been increased 503 per 
cent. to 91 per cent.; wool packs 504 per cent. to 91 per 
cent. The variation between the two, of course, comes 
with the disiance. Implements increased by 32 and 70 
per cent.; groceries, 46 to 55 per cent.; and, as an instance 
of the freighis in relation to the value of the articles, 2 
tons of stock salt, costing £9 10s. in Sydney, railed to 
Spring Ridgc—a little over 300 miles—comes to £4 12s. 
Td., approximately 50 per cent of the value of it. Timber 
from Singleton to Boggabri costs £3 9s. 7d., the rail 
comes out at £2 1s. 8d. That is almost 60 per cent. of the 
value. Pick handles that cost in Sydney 7s. 6d., the rail 
from Sydney to Boggabri was 6s. 9d. That would be in 
various quantities—it would be 2 tons of rock salt; and 
timber a smaller quantity of tonnage; in pick handles it 
was a small number only. 








31044. I now come to matters affecting the passenger 
trafic. For some years there has been a gradual drift baek- 
wards in this branch of the service. The cost of travelling 
has steadily increased for the last ten years. The yearly 
rates, first class, have increased 47 per cent. to 62 per 
cent., and the second class has increased approximately ail 
round 654 per cent. The longer distance in the first 
class is the more severely penalised. The 100-mile rate 
has inereased in the ten years from 1914 to 1924, 48.9 
per cent.; the 500 miles rate has inereased up to 62 per 
cent. J noticed that the rate to « place like Inverell has 
increased 63 per cent., to Bourke 65} per cent., and to 
Nyngan 654 per cent. In July, 1904, my six-monthly 
season-ticket for the Northern system, giving me the right 
of travel over a distance of 825 miles, cost me £24 15s., 
Whereas my ticket to-day for 320 miles costs me £39. 
From Melbourne to Sydney I find I could travel for £4 
first-class, but when I wanted to stay for an hour or 
two at Goulburn on the way over, the same journey cost 
me £5 6s. 2d. instead of £4. Speaking of the suburban 
lines, on the North Shore line between Milison’s Point and 
Wahroonga, the first-class rate twenty years ago for a 
man, meaning himself and his wife and daughter, cost 
£12 for six months. To-day it costs £26 8s. 6d. This 
again illustrates the penalty the public has to pay for 
earning that 5 per cent. interest. - 


Many of the carriages in use are very inconvenient in 
type, particularly the corridor carriages on the Tamworth 
day run. At the stations at the larger towns getting in 
and out, passengers with luggage form dams in the pas- 
sageway, the exit being only at the end of the carriages. 
The Victorian pattern are very much superior to ours in 
regard to that. 
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3105. Do you object to the corridor carriage for your 
night trains ?—Not if it has sufficient exits and more con- 
venient exits. In these corridor carriages there is never 
a sufticiency of towels in the lavatories—they put about 
the same number in a corridor carriage as is usually put 
into a compartment carriage where only eight people are 
earried. The lavatories and windows are very often in 
bad repair, and they seem to run for a considerable time 
without receiving any attention. Windows are very often 
out of repair, and it is very often the case that windows 
cannot be put either up or down. Also the carriages are 
very badly lighted—in fact there are sometimes no lights 
at all. One reason which bears on this hag to do, I think, 
with the very small gas mantles which are furnished for 
the purpose. Another defect in some of these carriages 1s 
that the sunshades, instead of opening from the bottom so 
that you can cut the sun out, they pull up from the bottom, 
and in order to cut the sun out, you have to cut out the 
whole of the light. The sleeping carriages during the 
summer-time—I speak of the North-West morning mail 
particularly—generally has a water supply in a heated 
condition, and they seem to pay no attention to keeping 
the water cool on the train. 

Another objection is that the ticket windows on rail- 
way stations are not opened sufliciently long before the 
arrival of a train. If they were opened thirty minutes 
instead of fifteen minutes before the arrival of a train, it 
would mean that the passengers who got there early would 
be able to ge their tickets and would be out of the road 
when the rush oceurred from the train or for the train, and 
it generally occurs in the last fifteen minutes. 

One very grave deficiency is the bad accommodation 
which is made for passengers who have to wait for their 
trains. I am particularly conversant with Werris Creek 
in this respect. I very often have to wait there myself. 
On the evening of your own visit there, when you were com- 
ing through from Werris Creek to Dubbo, my connecting 
train was two hours late and I lost my sleeping berth. On 
the North-West mail I had to wait a couple of hours, from 
half-past 10 till half-past 12 in looking for some place to 
get a camp. I went to the room set aside for the men. dir 
is furnished with one form which on that night was 
crowded. Men were sleeping on the floor and men were 
sitting vith their backs against the wall. The only furnt- 
ture in that room in an important station—it being the 
junction of three lines where there is heavy traffic and 
where the people change during the night—the only trafiie 
there is in the night time—all the accommodation in that 
place was one form which was quite insufficient to accom- 
modate anything like the number of people who were 
seeking accommodation. 

3106. Sir VINCENT RAVEN: Was that in the work- 
men’s room ?—No, that was the room put aside for a man’s 
room—there is a men’s room and a women’s rocm. In 
the ladies’ room the furniture consists of one table and 
three chairs. 

Another matter I wish to bring forward is that every 
day, and many times a day, first-class carriages and com- 





partments are made available for second-class traffic, both 
on the long-distance and short-distance trains. During 


1923, on two occasions travelling north by the Brisbane 2 


o’clock, at Newcastle, the carriage in which I was travel- 


ling, which was first-class, had a second-class ticket pasted 
on it. I protested on one occasion while the station-master 
himself was doing it, and he told me that if I did not like 
it T could find other accommodation. There was another 
first-class passenger besides myself there at the time, and 
the second-class ticket was put up for two other people to 
come in, who from their conversation with the station- 
master, appeared to be friends of ‘his. I walked along the 
train to see whether the second-class accommodation was 
overcrowded to justify the station-master’s action, and I 
found there was room in second-class compartments for 
those people and more. ‘hat was on what they call the 
Brisbane local—the 2 o’clock. At Hamilton, Maitland, 
Greta, and Singleton it is a regular custom for the mining 
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elasses to invade the first-class compartments, and thé 
officials wink at it. I have written to the department 
about it. I have seen a ticket-examiner punch a green 
ticket in a first-class compartment of the train, it being a 
suburban corridor carriage, when immediately in front was 
a second-class carriage with only ten people in it. I have 
seen at West Maitland the station-master himself per- 
mitting people to travel, although he knew that there was 
space in the second-class compartments, because I have 
heard him tell people who had got into a first-class com- 
partment, that second-class accommodation was there for 
them. J think it was in the course of making some such 
complaint as this in writing to the Commissioner that | 
said, “I am going to put to you a very plain question, and 
I want a plain answer to it: Will you permit me to ride 
in first-class carriages with a second-class ticket? If you 
will not allow me to do it, why do you allow others? An 
inspector was sent down to see me about the other matters 
about which I had written him, and I said, Did Mr. Fox 
answer my question about permitting me to ride first- 
class on a second-class ticket?” and he said no. I saw Mr. 
Fox on the railway staation soon afterwards, and | said 
“You did not answer that question of mine.” He did not 
answer it even then. 

Every day on the Milson’s Point line there is only one 
comfortable first-class carriage on the whole of each train, 
and that is continually altered from first-class to second. 


3107. Are you speaking of recently on the Milson’s 
Point line?—Yes, to-day, yesterday, and a month back or 
three months back. They have at the end of each train 
one of the old compartment carriages, and on the first- 
class carriage it has become so much a yogue that they 
have a certain arrangement that by turning a key, the 
notice is altered from first to second, or to smoking. The 
new carriages on that line are of recent construction and 
are undoubtedly the most uncomfortable of any carriages 
in Australia. In these new carriages there are four door- 
ways on each side, two of which are blocked with seats, 
so that when the train is crowded and these two extra 
doorways are required for ingress and egress, passengers 
cannot use them owing to their being locked with the 
people who are seated on the small seats which are pro- 
vided at those doors. 

2107,. But the seats are only on one side, are they not? 
—They are on one side of the passageway, but that bloeks 
the passageway. 

9108. Are these very old carriages that you speak of? 
—No, they are quite new and are the most recent con- 
structed. 

Giy SAM FAY: We have seen them?—I wonder it 
you have travelled in those little seats, because the little 
seats I speak of are so arranged that they are at an acute 
angle, and you have to sit forward when sitting in them. 

3109. Some of them are upright, and in some of them 
you can lean back?—Yes, but in respect of those which 





you can lean baék, they are so arranged that where they 
are supposed to carry four or six passengers, there is only 
sufficient leg-room for half the number of people that 
they are expected to seat. If a lady walks into one of 
those seats and seats herself at the window, in order to 
eet out, she has to climb out over the knees of passengers 
who are seated there—there is not sufficient room to get 
in and out with comfort. After having travelled over 
many different lines of railways and in different ‘States, 
[ think there is none to compare with these particular 
carriages from the point of view of discomfort. In those 
carriages, also, no provision is made for the accommoda- 
tion of handbags and such things which are carried by 
passengers—they cannot put them under the seat because 
there is no provision there for them. I would suggest an 
inquiry as to who was the designer of those carriages. 
3110. They were intended for suburban traffic, were 
they not?—I do not care what they were intended for; f{ 
am unqualified in :ny condemnation of them, and I think 
that in the interests of the public they should be burnt, 
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Witness—C. Binnie, 6 August, 1924. 
31104. Sir VINCENT RAVEN: At any rate, that no 


more should tbe built?—No, certainly not. JI consider 
these carriages an indictment against the competency of 
the officials responsible for them, and they come under 
the wide head of departmental wastage. 


(Luncheon adjournment, 1 to 2.15 p.m.) 
CHARLES BINNIE (resuming evidence) : 


3111. I will now pass to the question of the refreshment 
rooms, which is rather an important one. The department at 
one time forced out all the private contractors who were 
running the refreshment rooms, which resulted in an 
immediate falling off in the efficiency of the service, to 
the extent, in my estimation, of as high as 70 per cent. 
Before the department took the rooms over, the service 
was fair to very good, with an average of good; but even 
to-day after several years’ experience, they average all 
round 50 per cent. below the service that the private con- 
tractor gave, as to quality, quantity, general attention, ser- 
vice and civility. I think the latter item is still 70 per cent. 
below. I speak with an intimate knowledge of the refresh- 
ment rooms at Gosford, Newcastle, Werris Creek and 
Tamworth—particularly Werris Creek, which I have had 
to use regularly for over forty years, and which has never 
been so badly run as it is to-day. At this room under 
the last contractor there was an excellent service, but 
when the department took it over it fell 70 per cent. in 
service efficiency, and is to-day 50 per cent. below. Under 
the private contractors the room would be open for tra- 
vellers who might be waiting for trains most of the night, 
and refreshments could be obtained at any hour, with 
no shut-off hour as regards meals—a meal could be got 
at 8 or 9 o’clock without any trouble in the time of the 
private contractor. At the present time the meal hour 
cuts off at 7 o’clock. In the winter months under the 
private contractor there would always be a couple of fires 
going for the travellers, but since the department has 
taken charge, the meals are cut off at 7 p.m. and the doors 
locked against travellers soon after the train pulls out, 
and waiting travellers can go and perish in the cold out- 
side. I would here quote one instance—I think it was 
in December, 1919—when I was travelling round the 
country with a Mr. Meale, a visitor with introductions 
from the Imperial Government to our own Government. 
He came out here for the purpose of seeing if the land 
in the eastern States was suitable for migrants. He was, 
during the war time, styled “Commissioner for Food Pro- 
duction,” in Lancashire, so that he was a man of some 
importance. We reached Werris Oreek at 7.20 p.m., and 
I went into the refreshment room and said that I wanted 
a meal for two people. The man in charge said that we 
could not get a meal, but that we could get whatever was 
on the counter. So we had to do with what was on the 
counter. In respect of the same refreshment-room, last 
year I left Sydney by the early train to Tamworth about 
8.30. You reach Newcastle about midday, where, if you 
are foolish enough, you have a meal in the refreshment- 
room, and then you have no chance of a meal until you 
reach Werris Creek. We reached Werris Creek at a quar- 
ter to 8, and had to stay there for some hours to catch 
another train. I asked that a meal should be served to 
me. "The manager of the place said, rather uncivilly: 
“Did I expect meals to be served to me all night?” I 
asked what I could have, and they said I could have what- 
ever was on the counter. I asked for coffee and a sand- 
wich and he gave it to me. When I had eaten the sand- 
wich, I asked the girl for another sandwich, and she told 
me I could not have one as there were none. At the 
same place, having an evening meal at about half past 6, 
T tendered the girl some money, and said, “Bring me a 
glass of ale, please.” She said, “Oh, here is the bar over 
there—go and get it yourself.’ At this refreshment 
room in the summer time if you eall for a glass of draught 
ale it will be served to you in a semi-hot condition. Pre- 
viously to the Railway Department taking over this room, 
there was a large 100m with at least twelve wash basins 
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as you entered the building, and there were always clean 
towels kept there so that you could. have a_ wash- 
up before having a meal. When the department 
took it over, the first day after they took it over 
there were no towels; a few weeks after that the 
place had accumulated dirty linen, and a few weeks atter 
that the door was locked, and at the present time it is 
used as a sitting room for the manager. In place of this 
accommodaticn—and very necessary accommodation it is 
for travellers, because there are very many of them passing 
to and fro—in place of this there have been two wash 
basins put in amongst the latrines, together with one 
dirty roller towel. The food at this place at the present 
time is distinetly not what it should be. Travelling north 
on the 25th of last month, at Newcastle I asked for a 
glass of milk. The girl said that she could not serve me. 
Last year at Gosford I twice asked for coffee and was 
told I could not have it, and, being curious enough to 
ask why, they told me that it was Eight Hours Day the 
day before. Even up to the present time I have not been 
able to associate the fact that the previous day was Hight 
Hours Day with the fact that I was not able to get a cup 
of coffee. I frequently travel to Melbourne, and on a num- 
ber of occasions recently this year, when jumping off the 
Limited to get a cup of tea or coffee at Goulburn, I have 
asked for coffee. On each occasion I was told that 1 
could not have it. Twice this year I have been down to 
Wollongong—ihe enly refreshment room station on the 
South Coast line. Instead of the refreshment room being 
open there some little time before the train comes in, so 
that the waiting passenger at the station can be served 
and got out of the road of the train passengers, the prac- 
tice is to open the refreshment room doors just as th; 
train is coming in. On the last occasion there I was 
not able to get served until the train was almost going; 
when I asked for a sandwich and was told that there were 
no sandwiches. At Narrabri some little time ago, I called 
for scone and butter and tea, and in cutting the scone I 
wondered why it look so dirty, and I found that the causa 
of it was the knife, which apparently had not been cleaned 
for some months. ‘At Newcastle I have counted thirty- 
two people waiting at the bar at which only one girl was 
serving, and she was confused—the crowd of people 
putting her off her balance. 


3112. Sir VINCENT RAVEN: Was that at an unusual 
hour? No, that was when the train was there—the 
train service. 





At Moree there has for years past been a need for a 
refreshment room for the convenience of people going east 
of Moree on the Inverell line, so that they may get break- 
fast; also for people returning from that line at mid- 
day, so that they may get lunch. Although the request 
has been made to the Railway Commissioners again and 
again for a refreshment room at that place, they hava 
never put one there. Of late a woman has been allowed 
to come on to the platform and serve behind a little 
counter a stand-up snack of tea, coffee, and sandwiches, 
but that is only recently. Another thing passengers have 
to suffer is the fact that time is frequently clipped oft 
the meal hour at the refreshment rooms if the train is 
running late. Also it is only very recently that counters 
have been set aside in the refreshment rooms where women 
can be served by themselves away from the men, but on 
several occasions I have noticed that there have been ng 
attendants at those counters for ladies, so that they have 
had to go to the other counters. I invite the Commis- 
sion to inquire where the food supply for these railway 
refreshment rooms is drawn from, and, if it is a fact that 
the pies, pastry, &c., for the Narrabri refreshment room, 
for instance, are sent from Sydney. If so, I would like 
them to consider the narrow margin of safety in our 
climate, which in summer time ranges upwards of 10) 
degrees in the shade in temperature—the narrow margin 
of safety there would be for the consumer who risks eating 
pies or anything of that sort at such a distance from the 
basal supplies. Speaking of Narrabri, I have heard my 
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own manager report of two people that he knew wera 
poisoned through bad pies. I myself had a poisonous sand- 
wich at Neweastle, which made me sick for a week after- 
wards. The railway refreshment rooms alone form a 
striking object lesson in comparison of private effort versus 
Government departments. Many passengers now carry 
their own food when travelling. I always make a prace 
tice of carrying my own food rather than risk meals at 
railway’ refreshment rooms. I notice that at the new 
Milson’s Point Station there is no accommodation in the 
refreshment-room where a person can get a cup of tea. At 
the old station very recently vacated this accommodation 
was provided, and was made good use of by the pubhe. 

I should like now to touch upon the question of railway 
construction. The recommendation of the Central Com- 
mittee on the question of construction work on new rat- 
way lines is that it should all be done by contract, and that 
any other work should be done by contract where possibl:. 
T am a close observer of working conditions, and I aco 
certain that there is a huge overloading of capital expendi- 
ture on the railway works from this cause alone. I esti 
mate as the result of years of observation that on publie 
works done by day labour the taxpayer does not get move 
than 6s. value out of every 20s. spent, the wastage repre: 
senting 14s. in the £. I have seen it on railways wor's: 
and on tram lines, and on roads, and other works. On day 
labour jobs there is not one man in the whole outfit whoa 
is interested in having the work well or speedily done—- 
in fact, the reverse is the case in the lower grades, fe* 
the longer the job lasts the more the man will attain 
from it, and the worse it is done, the sooner he will have 
to go back and repair it; and in the grades above himself, 
where that does not apply closely, there is the indifferencs 
to making trouble,'and the lack of personal gain from ‘5 

3113. Sir SAM FAY: Do you suggest that there is nc4 
proper supervision /—I can only suggest from observatic. 
that from end to end there is slackness over the whols 
of the work. I have not been sufficiently personally asso- 
ciated with any one thing to say where that leakage comes 
in, but I am satisfied that it goes right through, beginnin«¢ 
with the labourer and going from the labourer right an, 
until, as I say, there is no one interested. I should lika 
to give one instance while it is in my mind. It relates ts 
woodblocking in the city—and all these things come down 
very much to the same average, whether it be railwsy 
works or council works, or any other works, so leng as thev 
are done by day labour—I have counted nineteen men 
on woodblocking that was going on in Sussex-street, and 
two men only out of that nineteen were laying block:, 
while the other seventeen were loafing behind them. { 
estimate that under a private contract that the gang 
required to lay those blocks would be five additional mea 
as against the seventeen. J have seen a similar thing i 
this street here (Macquarie-street), where I counted sixteen 
men loafing on two others, who were laying the blocks. 
Were the contract system reverted to there would be #¢ 
least one man interested and his interest would speed the 
job. M1 ee PR! 

The Dubbo to Werris Creek line has been urgently 
needed for the last thirty years by the stockowners as 3 
stock-saving line in drought time. That line took 10 
years to build—about 156 miles of it easy country. The 
live stock lost during the last 20 years that this line 
would have saved would have paid for this line several 
times over. J] have seen the wastage on this line which | 
think might amount to 50 per cent. of the cost; and our 
fares and freights must be ealculated on it. The earth- 
work done has frittered away or been blown away; the 
effort has been desultory and seattered and without any co- 
ordination. I believe that material for the Werris Creek 
end of this line was taken away to another line, and L 
have heard that this has been done on every line in the 
course of construction; and material has been sent to jobs 
without relation to the different quantities balancing one 
another, ¢.g., rails with shortage of sleepers or of fish 
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plates or of bolts. The patchwork system of construction 
is a heavy strain on the taxpayer—the capital outlay 
for years being-without use or earning power. I should 
like to quote briefly from Hansard of November last, at 
page 2113—it is on the Dorrigo railway, referring to the 
repair of damages on unfinished lines: “On the Dorrigo 
railway it has amounted to £150,000. What expenditure 
was incurred in connection with the repair of damages | 
do not know, but it can safely be said that the wastage on 
this line amounts to anything up to £300,000, the groater 
part of which is directly chargeable to damages, most of 
which would have been avoided had the line been pushed 
through as other lines have been. The cost of repairing 
damages, wipes olf depreciation, and meeting interest, 
is nearly as much to-day as the estimated cost of the line.” 

3114. Sir VINCENT RAVEN: Was there any answer 
to that ?—-I think not; it is not there contained. 

3115. Sir SAM FAY: You know that that comes back 
to the financial question ?’—Yes, in part, but not wholly. 
I can quite see where finance bears very largely upon it, 
but even if a line were being constructed with the amount 
of money they had and was constructed part of the way, 
that part might be put into profitable use or into use 
which would in itself save interest. You know the 
country you travelled through from Dubbo to Werris 
Creek, and you can quite understand how little excuse 
there is for such a line as that taking 10 years to build. 


3116. There would be no excuse for an engineer 
obviously if he had the money to do it with; but if he had 
not the money to pay for the railway, he could not be 
blamed?—Well, that brings us back to the question of 
finance at a later period. 

3117. Sir VINCENT RAVEN: I take it, you suggest, 
that during the time that they were at work they were 
working in an uneconomical and slack manner?—Yes, 
that is sO. 

31174. And you say that is not waste which was entirely 
due to stopping the contract and to having all the con- 
tractor’s ‘tools lying idle and starting again at some other 
time—I understand that you suggest something more than 
that?—Yes, I do, because I have seen a little patch work 
les on a little more 
On one 


done in one place; then a few m 
patch work done in another place, and so on. 
oeeasion when the Chief Commissioner met us in con- 
ference, we suggested that consideration should be given 
to railhead construction, and submitted that such a line 
as that would have lent itself to such a scheme. Of course 
T speak only as a layman, and with some diffidence before 
experts. The Chief Commissioner said to me, “What do 
you mean by the railhead construction?” J said, “ The 
same class of construction that I believe they carry out 
in Canada, and that is a line progressing and carrying 
a lot of its own material as it goes along.’ What has 
been done in this ease is this—I have seen the teams under 
expensive freightage, carting stuff down and dropping 
a little of it at one spot and a little more of it at another 
stop, and there seemed to be no co-ordination of the work 
at all, but it was done in threads and patches—a bit here 
and a bit there, and a bit somewhere else, instead of 
having the whole thing co-ordinated. 

3118. Sir SAM FAY: Was it started at both ends o1 
from one end only ?—I¢ was started at both ends. J have 
also been informed, in regard to the cost of the day-labour 
job on the Glenreagh-Dorrigo line—though J am a little 
difident in quoting these figures because I have not econ- 
firmed them, but the figures as given to me by the head 
of the Country party in Parliament show that the esti- 
mate was £880,000, and that it had cost by day labour 
over £2,300,000, but I give those figures with some degre? 
of caution as I say. That is with regard to the Glenreag! 
Dorrigo section of the railway. In regard to the Werris 
Creek to Dubbo section of the railway, this line has beer. 
laid with 60 Ib. rails, and on the first drought pinch this 
line will not be able to carry the traffic that will be 
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required of it. Soon after it was completed it was con- 
there were loaded trucks left 
along the line, I am informed and at the Dubbo end 


ted for weeks at a time 





ZC 
all 
they had the yard so badly congested that they couli 
hardly deal with the traffic. This line will want railin2 
with heavier rails. Inquiries should be made as to who 
wes responsible for putting down the 60!b. rails. One 
Commissioner, Mr. Harper, opposed this line, which by 
the stock owners was considered all important as drought 
insurance. Many years before Mr. Harper’s time Mr. 
Kddy strongly advocated it. 

Regarding the duplication of main lines, years ago, 
I raised a large deputation of business men and stock 
owners to the then Premier, Mr. Weiland—this would be 
pre-war—and Mr. Russell French, who was the general 
manager of the Bank of New South Wales, offered on 
behalf of the two leading banks in Sydney to find a million 
pounds a year for three years for duplication purposes. 
The attitude of the Railway Commissioners at the time 
was that such an expenditure would upset the labour 
market. The duplication has been years behind time, for 
every spur line added has poured traftic into the bottle- 
neck system and created more congestion. 

3119. With regard to that offer of the banks, what 
were the terms—what was the idea at the back of the 
offer ?’—Would not the Government finance itself in the 
matter’—The idea was this, that the railway service 
at’ that time had become so unspeakably bad that a 
number of business men, including the Chamber of Com- 
merce, Joined together to go and see the Government, and 
they urged upon the Government the necessity of dupli- 
cating the lines at onee, and when they went there they 
were backed with this offer of the Bank of New South 
Wales and the Commercial Banking Company of Sydney, 
Ltd., that they would put £1,000,000 a year for three years 
for the purpose of duplication. 

3120. A million pounds a year in Government stock, or 
in what shape?—The offer was that they would loan it to 
them at the ordinary interest rates of the day. 

3121. That is to say, that they would take up Govern- 
ment loans to that extent. Is that what you mean ?—I 
remember the incident very well indeed, because I 
organised the deputation, but I think that in those days 
we had no bonds on tap at the Treasury such as we have 
to-day, but there would have had to be some arrangement. 
However, the banks were prepared, at the ordinary rates, 
to advance them that money for that time. It was a most 
unusual thing at the time, showing the urgency that com- 
mercial people attached to the proposition. 

3122. That was the doubling of the main line south and 
the main line north, was it not?—North, west, and south. 

The new railway station at Milson’s Point brings to my 
memory another piece of wastage. Some years ago, an 
attempt was made to shift the traffic from the old Milson’s 
Point station to the site of the present one, but the 
arrangement was so bad and the clamour and protest of 
the travelling public was so loud that the service had to be 
transferred back to the old station, and the new station 
had to be abandoned. Inquiry might show that a consider- 
able sum was wasted on this, which goes to swell the rate 
of fares and freights. 

3123. Is the present new Milson’s Point station on the 
site of the one that you have mentioned ?—-Yes, the one 
that had to be abandoned was on the same site as the 
present new Milson’s Point station. In those days it liad 
to be abandoned because of the bad accommodation. 

In dealing with the question of railway construction, 
when the Chief Commissioner mat a conference of mem- 
bers of the Central Council it was suggested to him that 
it would be much cheaper and better for the community if 
the contract system were reverted to. THis reply was that 
it had been found far cheaper and far more satisfactory 
to use the day labour system. Well, I am afraid he did 
not convince any of his hearers on that point. 

The future lines to be constructed should be policy 
lines and not political lines, which has been the vogue in 





the past. There are cross-country lines still wanted that 
would be far more profitable to the department and would 
enable them to earn as much on a shorter haul as on the 
longer haul, at a reduced rate. So long as new railway lines 
are in the hands of politicians, the political, and not the 
business sense, is likely to prevail. Although it does not 
actually apply to the New South Wales system, I should 
like to quote a certain instance, because it had to do with 
the question of day labour in comparison with contract 
labour. I have work going on in Melbourne at the present 
time in connection with the opening out of a coa!-mine 
about 30 miles from Geelong. We required there a siding of 
some few cnains, and we ealled for a departmental 
estimate, and they gave us a price of £3,244. We have let 
it to a private contractor for exactly the same work, for 
£1,889, which is a saving of £1,355, on that small amount. 
That is an instance of day labour v. contract. I notice 
in this morning’s paper an extract which I have cut out 
regarding certain work done by a city council here—it 
states that the day labour estimate was £14,280 and the 
contract tender, £8,463. I quote these only as a general 
indication of what the added load is to our railway lines 
by the use of the day labour as against the contract 
system. 

To anyone who is constantly travelling on the railways 
there is evidence of over-stafting and of neglect by the staff, 
want of care by the officials, and general slackness. Goods 
are sent to wrong destinations; stock is sent in the wrong 
way; merchandise is roughly handled and so on. Last year 
a truck of my cattle which was consigned to Flemington 
for sale was sold in Newcastle; and another truck that was 
consigned to Newcastle was sent to Flemington. That was 
at the same time. 

3124. 'That is to say, they were crossed ’—Yes. I told my 
manager to send down a. couple of bullocks; he did so. 
When the account sales came in, there were three cows on 
it, and I wanted to know from the manager what he was 
doing, what he did by putting the bullocks and cows 
together, and I sent the thing back to him for reference. 
'The manager reported to me, “TI don’t know where they 
got the three cows from, I did not load them.” This infor- 
mation caused me to go to the agents and I said to them, 
“What the devil are you doing, selling other people’s 
stock and putting the account sales into me.” ‘He said, 
“We will inquire into it at once.” Inquiry was made, and 
it showed that myself and another man were trucking at 
Werris Creek on the same day, and his stock had been 
sent in my name to Flemington, and I had got his account 
sales, whereas: his stock should have gone to Neweastle; 
also my stock which should have gone to Flemington, was 
sent to Neweastle, and sold, and this other gentleman 
got my account sales. It took us some months to rectify 
this matter, the department endeavouring to escape liabil- 
ity for it. On another oceasion last year I sent a truck 
of cattle away from Hornsby to Gosford. These cattle 
went to Waratah. Another truck of cattle, which was 
intended for Waratah was sent to Gosford. The difficulty 
that I find in these matters in that I do not follow these 
things. myself; they are trucked perhaps under my own 
observation, or under my direction, and the man who 
has to receive them does not know whether they are cattle 
that were sent to him or not—as in the ease of the agents. 
A few weeks ago at our Easter Show time, I was con- 
signing several bulls north. I had advised them at 
Singleton that one bull should be unloaded there. I thea 
altered that instruction here, because I had bought more 
stock. I instructed the department here at headquarters 
that that bull was not to be unloaded at Singleton. Per- 
haps it was my fault that I did not advise both ends, 
but anyhow be that as it may, the result was that the 
people were not advised departmentally at Singleton, and 
that bull was unloaded at Singleton, whereas it should 
have gone on for another 200 miles. 

With regard to the Appeals Board, I would specially 
suggest to the Commission that they review the findings of 
this board for the past two years—more particularly as 















regard the reinstatement of drunkards. On the 16th May 
L reported a guard who was drunk on the platform-—] 
reported him to the station-master. During last week | 
made inquiries to see if that report had been received at 
headquart rs. No x port had been received at head- 
quarters. That man was drunk on the oezasion when I 
reported him, and it should have been reported to the 
proper quarter. The inquiries which I have made in these 
matters come through authentic sources There are 
increasing costs and charges in nearly every direction, 
and in many cases there are small irritating charges. For 
instance, it cost me yesterday 8s. 4d. to recover a pyjama 
coat which I had left in a sleeping compartment. A short 
time ago such things as that if lost and recovered were 
handed back to you free of charge. Of course that is 
only a small thing, but it shows what happens in these 
matters. 

3125. Sir VINCENT RAVEN: How did it cost you 
3s. 4d. to get the parcel back?—That is the amount the 
department demanded of me, and here is the bill for it 
(Handing document to the Commissioners), which ex- 
plains itself. These are very trivial matters, perhaps, but 
they show what is done. 

31254.°Sir SAM FAY: This apparently included the lost 
property fee, as well as the carriage?—Well, that is quite a 
recent thing that has been imposed, because I was never 
previously charged for an article that I had left behind, 
when I have recovered it, and when I was asked for this 
fee, | regarded it as an exceedingly mean move to pinch a 
little more out of us in some way or other. 

I should like the Commissioners to inquire as to how 
many years the trains have been slowing up when going 
over the Breeza Bridge, and as to why they have been 
slowing up. Breeza Station is on the north-west line. 
and is the first village station beyond Werris Creek. I 
think the Commission will find that this has happened 
since June, 1920. 

There is another thing which might be of interest to 
the Commissioners, and that is some of the departmental 
estimates which have been put forward with regard to 
proposed railway lines, and the actual earnings on those 
lines after construetion, because in a large number of 
cases they have been very wide of the mark indeed. In 
regard to the inquiry into the Werris Creek to Dubbo 
line, I took a personal interest in that, and I called for ; 
report showing how wide the earning power had been, 
after construction, from the railway estimate, in compari- 
son. I think that in ninety cases, it was always greatly 
exceeded—i.e. the results practically exceeded the esti- 
mates. 

3126. In a case of the Dubbo to Werris Creek line ‘t 
vould be a ten-year-old estimate, would it not, if it took 
ten years to build?’—Yes, but we cannot use that as a 
comparison, because the earning power on that has only 
been about three months, and J think it will be found 
that in those three months that it had been running the 
earning power on it would exceed what they have given 
it for the year. 

3127. Which they gave ten years ago?—Yes, but still 
we have to go further back than that in regard to their 
estimate, because that has not had a year’s trial yet. 

3128. Before you go on to the next point—you said that 
there was evidence that the staff was redundant. Can you 
give us any detailed information of that, or can you give 
us any idea with regard to it?——No, it is rather a difficult 
thing for me to do, and a difficult thing to ascertain, short 
of a special investigation; travelling about, one gets the 
sense of this thing. Let me direct the Commissioners’ 
attention to one thing, and that is an inquiry into what 
staff is required at Brayfield station, that is, I think, 3 
miles from Corrindi; and as to why that staff is kept 
there at Brayfield when there is no traffic there, seeing 
that Corrindi station is so close to it. 

3129. Are there any unattended platforms near it?— 
The platform on the east of it would be Willow Tree, 
which is a small village. Brayfield itself is only a plat- 
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form. Corrindi, of caurse, is a country town, and would 
he about 3 miles froin it. | think Corrindi would be 3 
miles, and I think Willow Tree would be 6 miles distant 
from it. That is only one thing that has oceurred, but 
it is a general sense that one gets of these things through 
travelling about the country, and which causes you to 
get the impression that there is an over-stafting existing. 

$130. Do you refer more particularly to the smaller rail- 
way stations /—No, I do not—on the contrary I think it 
has reference more particularly to the larger stations. Of 
course the place I just referred to is a very small place, 
but I believe it will be found in that case that three men 
are kept there on a station where there is no tratftic. 

3131. What would that staff consist of—a stationmaster 
and two porters ’—-I should say it would be a stationmas- 
ter and two change men. I give that instance with a de- 
gree of hesitancy, because it was mentioned to me some 
time ago, and I have not got it firmly in my mind; how- 
ever, I would invite the inquify into that matter. 

3132. Sir VINCENT RAVEN: Have they got to be on 
duty during the whole of the twenty-four hour ?—-I should 
think not—I should think they would go on in watches. 
What I wanted to put before the Commission was that 
if it is the fact that those men are there at that station, 
why should not economy be practised in regard to the 
matter of passing trains, so that something could be done 
either at the Willow Tree end or at the Corrindi end, at 
both of which places there are staffs employed. 

Before coneluding I should lke to add a tew sugges- 
tions that I think are not at variance with those that 
have been put forward by the Central Council. I should 
suggest that the Appeals Beard as at present constituted 
should be abolished, and that if such a board be necessary 
it be composed of members who are picked from business 
cireles and not from servants, or from the professional or 
political ranks; also that the function of such body should 
be to advise the Chief Commiszioner, whose decision 
shall be final, also that no appeal be allowed in the case of 
proved drunkenness. I also suggest that the servants be 
free from control of the Arbitration Court, this being 
a very fertile cause of strikes, I suggest that proposed 
new railway lines be submitted to a special board to be 
constituted for that purpose and composed of three mem- 
bers to be chosen from commercial or business ranks 
with the Chief Commissioner ex officio, and no member of 
Parliament past or present to be eligible for this board. 
It is to be a board to review the requirements of the 
State as a whole, and should advise the Government what 
lines are desirable for the general benefit of the com- 
munity, and as to their merits and the order of their 
construction. IJ suygest that the railway accounts should 
be kept separate from the consolidated revenue and be 
under the direct control of the Railway Commission; any 
interest charges to be paid to the Treasury in respect 
of the capital invested in the railways for which loans 
have been floated. 

3133. Sir SAM FAY: Do you suggest that the existing 
loans, amounting to over £100,000,000, should be taken 
out of the consolidated fund ?—Yes. 

3134. And that they be transferred to the Commissioners ? 
(Pauses). What I was trying to think out was this: I 
take it that an allocation could be made from the public 
account in regard to the amount of loan money that had 
been used in the construction of railways. 

3135. That is a known figure to-day, is it not?—I was 
thinking that it should be; but the question then come: 
of whether there has been any work done in the railways 
which has been from revenue, but as far as the loans are 
concerned, I should advise that they be taken out of the 
public fund, and set on one side, to be subject to whatever 
interest charge should be made, which would have to be 
the average rate as it is now. I ean see certain cross 
wires which I cannot at present get quite into line, but 
there it is. 

31354. IT suggest that the Railway Commissioners be 
empowered to borrow money by bond or debenture for the 
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construction of lines, and acquiring material, or for other 
necessary expenditure, but that any amounts in excess of 
£20,000 to be subject to the recommendation of a special 
board of inquiry, to be authorised by Parliament—any 
such bonds or debentures to have the State backing. 

31386. Sir VINCENT RAVEN: That is for new work, 
I take it—not for renewals for maintenance of stock—- 
because £20,000 is a very small amount ?—Well, the Com- 
missioners would have more knowledge than I on that 
point, as to what should be the amount. I was limiting 
it in my own mind, and thinking that where special 
amounts were required they ought to be submitted to 
this special board of inquiry, which, I suggest, should be 
the same board that I have already mentioned as advising 
the Government in respect to any further construction 
of lines. 

3137. Sir SAM FAY: But these moneys that you speak 
of that should be raised by loan, would be for purely 
capital purposes—they would not be for purposes of re- 
newal?—Then, would you hmit renewals to revenue only? 

3138. Yes; a renewal is simply keeping up the original 
capital value—maintaining. It should be done out of 
revenue ’—It should be, under ordinary business condi- 
tions, but then comes the question whether in view of 
the past history of the railway lines, it would be wise ta 
assume that that could be possible. I think I may safely 
leave that to the Commissioners. 


3139. You do not suggest that capital has been raised 
twice, do you, namely, once for the original rolling stock, 
and then again for the renewal of it?—It would not be 
sound business, taking it from the broad business view, but 
the question comes of what is the necesstty of the situa- 
tion, seeing that no reserves have been put to one side— 
unless they be secret reserves—for this purpose. Under 
ordinary business conditions of trade or banking, of 
course, there are general reserves. 

3140. Sir VINCENT RAVEN: For the purpose of 
keeping up the capital value ?—Admittedly—maintenance. 
J am afraid that the policy in the past has either not per- 
mitted it, or they have not accepted that condition in 
regard to our own railways. 

3140. J suggest that where in the opinion of the special 
board of inquiry, developmental lines should be construcicd 
which are not likely to earn interest in their early years 
of traffic, that any deficiency of interest should be made 
up by the Treasury, if such lines are authorised by Parlis- 
ment—of course, they have to be authorised by Parliament 
before they can be constructed. Any accumulation of 
profit to be used for the upkeep and for the renewals, so 
as to increase efficiency. 

3141. Sir SAM FAY: On the -yhole, do you mean, or 
only on these particular lines?—I mean on the whole, I 
should also advise that the Railway Commission should bs 
reconstituted, with four Commissioners, namely, one wit) 
an expert knowledge of traffic, one with an expert know- 
ledge of the mechanical side—engineering; one with a 
knowledge of tramways—and a chief engineer with a wide 
experience of the business side of railways, and who has 
been associated with the control of railways outside of 
Australia, because I think that men who have been reared 
in a bad service are not capable of improvement; they 
have become accustomed to the service, and the service to 
them. This need not conflict with the idea of, we will say, 
sub-commissioners being in charge of each division. Tn 
regard to the evidence that I now tender upon that, it is 
slightly different from that put forward by the Central 
Council, because they have indicated the necessity for a 
commissioner being in charge of each of the different soe- 
tions, namely, the western and the southern, but I recog- 
nise that that one commissioner is not likely to have 
all the qualifications of the mechanical side, the traffic 
side, and the business side; therefore, although there is a 
small added expense, if the efficiency is increased in any 
degree, it would be better for the central control to be a 
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board of four, and that those three districts—perhaps a 
fourth with regard to the metropolitan area—but at least 
those three systems should be placed under some person 
whom [ will style, for the sake of argument, a sub-com- 
missioner, with greater powers than they have to-day, and 
so as to avoid having to refer matters of no very great 
importance to the central control, and to deal with them 
loeally. 

3142. It was suggested, if I remember rightly, by your 
spokesman who was here last week, that the control on 
the engineering side, both mechanieal and civil, should 
be under sub-commissioners. The idea put forward, I 
think, was this, that there should be three divisions to 
be under an assistant commissioner for each; that tha 
chief engineer should be responsible for the whole, namely, 
the chief mechanical engineer should be responsible for 
the whole, with an assistant for each division. That is 
what I understood the proposal to be?—Well, in that 
case, he would put the mechanical and, I take it, the 
traffic in the hands of a less important person than I am 
indicating, namely, he would have it in the hands of the 
chief engineer instead of it being in the hands of a 
higher head in respect to the one commissioner, whe 
would -be fully qualified in that particular line. 

3143. Your idea is that you should do away with officers 
altogether as chiet officers, and that your commissioners 
should be the chief officers?—Oh, no. There is still a 
necessity for all the heads, and for the Chief Commis- 
sioner, but above these people should be a commissioner, 
who would be fully qualified in that particular line. 

3144. That is to say, you would have a chief engineer 
and a chief engineer commissioner ?’—Practically, if you 
put 1t that way. 

3145. Sir VINCENT RAVEN: What I take it you 
mean is, that you would have the chief mechanical en- 
gineer doing the ordinary work of the line, but that the 
commissioners, or one of them at any rate, should have a 
knowledge of mechanical engineering, so that he would 
be able to talk to the chief mechanical engineer in an 
intelligent way when that offcer brought matters under 
lis notice, namely, that he would know something about 
the work that was being discussed?—Yes, that he could 
even direct the chief mechanical enginecr. 

3146. Sir SAM FAY: Do you know of any such organi- 
sation as that anywhere?—My knowledge of railway 
matters is hmited to my own State, so that I do not know 
of any such. 

3147. Sir VINCENT RAVEN: Is that not very much 
like the vice-presidents in America. My knowledge is 
that a good many of the vice-presidents there have been 
mechanical engineers, and that they take charge of certain 
sections’—I feel that a good déal of the wastage that is 
palpable even to me, a layman, might have been saved 
to the community had there been some higher authority 
than, I will say, the Chief Mechanical Engineer. 

3148. Sir SAM FAY: Two people to do one job ?—I 
think so, where there is something over £100,000,000 at 
stake. I think that a salary should be attached to the 
post of Chief Commissioner which will be sufficient to 
attract some man of proved high-grade capacity from 
overseas. Of the various Commissioners we have had, I 
think that I am right in saying that the late Mr. Eddy 
is the publie’s accepted standard of efficiency. Of course, 
that dates back some years, 

3148, In conclusion, it is my considered opinion that it 
would be for the general benefit of the community if the 
railways could be sold to some private company at near 
eapital cost, and the money devoted to reducing the State 
debt, because the publie would be likely to get a better 
service by the saving of present waste. I know that many 
other people are of the same opinion as myself in this 
regard. From the experience of many years of travel on 
our railways, I-am afraid that the present attitude of our 
Railway Department to-day to the general community may 
be summed up in the sentiment, “The public be damned.” 
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3149. You will admit, will you not, that there has been 
a very great change, and a very great growth in your rail- 
way service—in your railway lines—your equipment and 


You 





everything else, in the course of the last ten years? 
will admit that ?—Yes, 

3150. Probably greater than in any other railway sys- 
tem of any magnitude’—I am hardly able to answer that, 
because I have not the comparison; but in Australia, I 
think that it would be so. 

3151. Thirty-five per cent., you will admit, is a very 
large increase of mileage ?—Yes, 

3152. Also 35 per cent. in capital ?—Yes. 

3153. And at the same time the existence of a very 
great deal of difficulty in the Commissioners in obtaining 
money to carry on’—That also has been a trouble in the 
past. 

31534. You see, we have to compare these things, and 
to bear them in mind when we find that there is criticism, 
eriticism which J do not suggest is unfair—but when we 
find the criticism we have at the same time to remember 
the difficulties confronting the people who have to carry 
out the administration of the railways ?—Yes, and I do not 
minimise the difficulties but I am conscious—and many 
others also—of deficiencies quite beyond those difficulties. 
Now you are referring to the increase in railway lines in 
ten years, but in going back I gave you the amount that 
I was paying in 1904 for my railway ticket, and the 
amount that I am paying at the present day, and J showed 
you how high I am paying for a very much reduced dis- 
tance. It is usually accepted amongst business concerns 
that the larger your turnover and the greater the expan- 
sion of your business, the cost proportionately, whether 
it be tonnage, mileage, or whatever it is, comes down, and 
that there should be with a larger turnover a smaller cost. 
Even allowing for all the increase that has been brought 
about owing to outside influences such as war influences, 
I think we can sense the fact that the increase has been 
out of proportion to all those outside factors. 

3154. Do you think that Australia is paying more per 
cent. In inerease of rates and fares than in the case of 
other countries that have been affected by the war?—I 
eould not answer that question, because I have not a 
detailed knowledge of what is going on elsewhere. 

3155. If we find that your rates and fares have not been 
increased to a greater proportion than in America—North 
and South—in Great Britain, and in Europe as a whole, 
would you think that your rates and fares were then too 
high?—I am sure that there could be great economies 
effected which would reflect on both fares and freights; 
that is, if the railway lines were conducted on a better 
business basis than they are to-day. One of the things 
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you have referred to, viz., the shortage of money avail- 
able to the Commissioners far the carrying out of these 
lines, bears upon one of the suggestions I have made in 
regard to the Special Board of Inquiry, viz., that we shall 
do away with these political fragments of lines which 
have too often in the past been the result of political 
influences rather than of business foresight in respect to 
the requirements of the community. 

3156. Looking at this map (map displayed before the 
Commisstoners), looking at the great area of New South 
Wales—do you suggest that any of these lines ought not 
to be made, and that they would not be made at some 
time or other?—-No, none of them, but the order of their 
making, and the way in which they were made had, I am 
satisfied, added to the capital cost of all of them, of recent 
date-—that is, I will say, within the last fifteen years. In 
that connection I would direct the attention of the Com- 
missioners to the North Coast railway line particularly, 
also to the Werris Creek to Dubbo line. 

3157. Do you think that those lines ought to have been 
made before some of these other branch lines, is that the 
idea ?—Not entirely that, but they have been made without 
reference to requirements and to merit. They have taken 
certain areas, and ‘they will run a line along there a little 
way, and then they will stop when the line gets a certain 
distance. 

31574, Stock owners were advising an extension from 
Bourke to Baranga, with a special reason behind that, to 
strike the Queensland border with the hope that the Queens- 
land Government would connect up. If they did not connect 
up, it would give us a very large area in Queensland that 
we could draw our stock supplies from, both fat and stores. 
That is a line which, if put before a board of business 
men, they would see the necessity for free of all political 
influences, 





3158. Would you prefer that money should be spent on 
new lines rather than on new rolling stock and so on, to 
put the existing lines into a better shape ?—I should cer- 
tainly say spend the first money on raising the efficiency 
of the rolling stock. I would increase the duplications. I 
think that is a most necessary thing on the Northern line 
particularly. In conclusion, I hope I have not trespassed 
upon your time with too many small matters. I have here 
a number of newspaper clippings, and J will ask the Com- 
missioner to run over them if time permits. They show 
that more than myself think that some alteration is wanted 
in our system. 


3159. Sir SAM FAY: We will Jook into them. 
(At this stage the further hearing was adjourned till 
2.30 p.m. on Thursday, 7th August, 1924.) 
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(Held at Chief Secretary’s Building, Macquarie-street, Sydney. 
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COMMISSIONERS : 


Sir SAM FAY. 


JOSEPH CLIFTON LOVE, ex-president, ‘Associated 


Chambers of Manufactures of further 


examined :— 

3160. Sir SAM FAY: I understand that the first sug- 
gestion you wish to make is that the times for the receiv- 
ing of goods at the various metropolitan receiving yards 
should be extended—heavy goods, 1 p.m. to 3 p.m.; gene- 
ral goods, from 3 p.m. to 4 p.m.?—Yes. We are a depu- 
tation from the Chamber of Manufactures, and each of us 


Australia, 


_Chamber of Manufactures, will 


Sir VINCENT L. RAVEN. 


was entrusted with the duty of setting before this Commis- 
sion the facts and suggestions in connection with the par- 
ticular item in which he was well versed. Mr. Waitt will 
accordingly deal with the heavy goods—he is one of our 
councillors; Mr. Newlands, who is a senior vice-president 
of the New South Wales (Chamber, will handle the section 
which he is in touch with, and I, as the ex-president of the 
i} deal with the general 
With regard to these, the position is that until just 
recently the yards have been closing at 3 p.m. At the 
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outset we wish to say that we have not come here in a 
spirit of carping criticism, nor with the intention of com- 
plaining about the management of the railways—as manu- 
facturers, we have nothing to complain of as regards the 
management of the railways. We consider that in the 
hands of Mr. Fraser, the railways are well managed, all 
things considered. The majority of people who are not 
in business fail to realise that New South Wales is a 
vast territory, and has had to be opened up by means of 
railways—some of them very dead railways indeed owing 
to the absence of large rivers. 
consider New South Wales very fortunate in having a 
man of the type of Mr. Fraser to manage the railways. 
He has to cope with a tremendous lot of political effect, 
which leaves him to work off a dead horse representing a 
million a year and interest on non-paying lines; so -that 
we as business-men who are always using the railways, 
say that in Mr. Fraser we have a man who manages the 
railways well, when the disabilities he labours under are 
taken into consideration. 

31604. Now with regard to the hour of 3 o’clock, we say 
that owing to labour conditions, that hour is too early. We 
get our loads on, and we have to get them away from our 
works not later than 2 o’clock to get to the railway. Work- 
men, owing to various Union arrangements, do not have 
regular meal hours—some closing at 12 o’clock and some 
at 1 o’clock, and consequently if the time were altered 
from 3 p.m. to 4, it would enable three loads to be received 
at the railway yards instead of one. 

3161. You are unable at the present time to send your 
vehicles into the railway yards up to 3 o’clock?~-Yes. 

3162. Does not that mean that in m: ny cases 
not get clear until from half-past 4 to 5 o’elock ? 
far as we are concerned, the lorries do not come back at 
all; there is always some excuse given by them to the 
effect that they do not get clear of the yard. 

3163. Do you send your goods into the yard already 
sorted so that they may be delivered to the various stages? 
—Our firm does. 

3164. We have been to Darling Harbour and seen 
some of the conditions, and we are told that if the hour 
be extended, it will mean that their work will be extended 
an hour later and will mean an alteration of the depar- 
ture time of the goods trains; because, although you go in 
at 3 o’clock, you do not actually deliver and get clear of 
the yard until an jhour or an hour an@ a half later?—Is 
not that the fault of the congestion at the yard? As a 
business-man, would not T put on more hands so as to get 
a quicker discharge from those carts? We look at it in 
this light, that the delay to a goods train of an hour at 
night is nothing in consideration of the relief it will give 
to the commercial traffic. Unfortunately for the railways, 
the management are hampered by awards as to hours, the 
same as we are; but in the old days the yards closed at 5 
o’clock and they received up till 5, and then it came to 
4 o’clock, and now to 3. 

3165, At what time would your lorries actually deliver 
the last of their load to the station?—I would expect 
them to do that one hour at most from the time they 
entered the yard; that is to say that going in at 3 o’clock, 
they should be®clear of the yard at 4, and if they went in 
at 4, they shouldbe clear at 5 I think that applies to 
75 per cent. at least of the trade. 

3166. Do they sometimes leave over until next day, 
some of the goods that you deliver there?—I eould not 
concrete instance of that in our par- 


In the circumstances we 


you ip 
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say—we have not a 
ticular business. 

3167. It would mean that they would not be able to 
send their goods trains away until about an hour and 
half later—that is, allowing for the necessary shunting 
after the trucks were loaded?—Well, an hour and a half 
after 4 p.m. is 5.30. At the present moment it is 4.30 
and we consider that too early an hour to cease receiving 
goods. 


3168. Of course, 


goods trains over 





you have long 


distances to get your 
and you have to keep 
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clear of your passenger service/—Yes, that is so, 
you haye a growing city with a growing demand for the 
despatch of goods, and you have to take means to relieve 
the congestion. 

3169. IT am pointing out to you that there are other 
questions to be considered besides the actual clearing of 
eoods?—Yes, and that is why I prefaced what I am 
saying by pointing out that we have no fault to find with 
the railways; we are only putting suggestions forward 
which we think will relieve the congestion at Darling 
Harbour. 

3170. The receiving stages there appear to be ample? 
—TI do not think they are. : 

3171. A great deal of the accommodation there is new, 
is it not?Yes. do not think there are enough porters 
there; they do not get rid of the stuff into the trucks 
quickly enough. 

3172. What is your next point?—The next is No. 2, 
aedhioe with Darling Island, the first of which deals with 
the insufficiency of porters to check goods—I have just 
dealt with that. The next thing is the difficulty of locating 
trucks, and consequent loss of time. A man goes over 
there with a load, and finds the greatest difficulty in know- 
ing what truck he is to load into—that is where they 
are loading direct into trucks, and not on to a stage. That 
is just a question for the head porter, who should detail 
a man to tell the carters where they are to take their 
stuff. As it is, when a man goes there, he is not told 
at what part of the yard or into what truck he is to load. 
Well, I would not say that he is not told, but that he has 
to find out. This kind of thing involves considerable 
delay at times. 

3173. Sir VINCENT RAVEN: He has to find a man 
that can tell him. Is that it?--Yes, that is the point. 
We say the man should be there; the carter should no’ 
have to look for him. There is no indication in that ease, 
as there is in the case of the stage, as to the particular 
destination. 

31734. The next matter deals with country stations, and 
is under the heading of No. 3. We suggest that at all coun- 
try stations wheye porters are in attendance, truck loads 
should be counted and signed for. Trucks now arrive 
from country staiions marked “not counted.” This may 
be intended as a means of relieving the Railway Commis’ 
sioners of responsibility in the matter of shortages, but is 
neither satisfactory to consignor nor consignee. We get 
that kind of thing in many instances. 

3174. You mean that they receive the goods into the 
trucks, but do uot count it’—Yes, and then mark your 
ticket “not counted.” That means that we have no re- 
dress against the man at the other end if he disputes the 
matter, and it is naturally our liability if we have not a 
clean receipt. If you had a bill of lading marked “in- 
sufficent package” or anything like that, you would not 
have a claim on the shipping company. The railways take 
up that position. 

3175. What position do they take up in cases where they 
do count the goods?—They are then liable for shortage 
if there is a shortage; they have never repudiated, that I 
know of. 

3176. They have paid your claims when they have de- 
livered short, have they ?—Yes. 

3177. Would that be at any rate of charge?—Yes. 

3178. They have two rates, 
missioners’ risk ?—Yes, 


one of which is the Com- 
that is when damaged in transit— 
that is the Commissioner’s risk; not loss. 

3179. Any way, if they acknowledge the rec eipt of 
certain number of articles, they are prepared to pay if they 
do not deliver them all?—Yes 

3180. But in these cases you speak of, they give you a 
ticket saying that they have not counted the goods ?—Yes 
and that is not our fault. I think it is through jeri 
ciency of staff, and if the man has not time to check it. 
another man should be there to assist him to check it. It 
is a business deal absolutely—you would not ae cept that 
receipt from any other organisation in commerce. 





se ciara 


-_ 


3181. What is the next point?—I have dealt with No. 2 
—that porters in charge of sections should be provided 
with plans and be able to direct carters to their trucizs 
with a minimum of delay. In connection with that, we 
find out that present methods are haphazard, and more 
often than not no indication can be given of the location 
of trucks—the carters report that they can get no in 
structions as to that. 

3182. What proportion of your trafic goes direct to 
truck ’—Most of qurs would go to the truck, because it is 
at the cheaper rate. 

3183. Do you get a full truck load?@—No. We come 
under B rate or a cheaper A rate, but the minimum under 
B rate would be about 3 or 4 ewt. 

3184. But what proportion of the whole of your goods, 
so far as you are concerned, would you deliver to truck 
compared with the stage?—Fully 75 per cent. of our trade 
is delivered to truck. 

31844. The next item is ‘No. 3, dealing with country 
stations. Well, - have said something about that; but 
we say here that at all country stations where porters are 
in attendance, truck loads should be counted and signed 
for. Well, this is an important matter. We naturally buy 
a large amount of produce in the country, to come into 
the city, and we complain about the same thing with 
regard to stuff going out of the city. At present, grain 
is loaded at country stations where there are porters. Of 
course, where the stuff is loaded at sidings, that is ous 
funeral, and ve are prepared to take that risk: but where 
there are porters at a country station we think we should 
not be put in the position when we receive stuff frora 
clients of having to turn round and say, “We counted the 
load on,” because we have not a clean receipt to show 
that this was done. 

3185. You mean that you have the same difficulties 
there that you have at the other end ?—Yes, in fact it is 
worse there. 

31854. The next item is No. 4, and deals with railway 
weighbridges. When we have complained of the difference 
between railway and private weighbridges we have been 
told that their weighbridges were only used to check the 
weight as regards freight, so that they could charge 
freight, and that it had no bearing on the weight. We 
did not take any exception to that when they made no 
charge, but they now make a charge of 3d. a load for 
weighing, and we think in those circumstances they should 
be subject to the same law as we are, so that we could 
take their scales the same as they take ours, and so that 
we can say to our clients, “That is the weight; we will 
stand by it; you can sue us if you like.” 

3186. You have here a penalty for using improper 
weights or scales ?—Yes. 

3187. Does that not apply to the Railway Commis- 
sioners?—I would not like to say that, because of in- 
formation which I just got when coming along here, but 
up till very recently, the Commissioners were not liable— 
they did not have their weighbridges certified to by the 
Seales and Weights Department. 

3188. So that the physie which the State administers 
to the public, it is not prepared to take itself?—That i: 
it. You see, we have to pay for the stuff bought in the 
country, by weight, and it does not do to be everlastingly 
disputing the man’s weight at the other end. We have 
the railway weighbridge at this end, then when it comes 
out on to the public weighbridge, we have even a dif- 
ference between the railway and the public weighbridge. 

3189. Do you suggest that they do not test their weigh- 
bridges ’—Well, I want to be careful in my statement, be- 
cause | got the information when coming along, that they 
do, but it is only recently, and maybe since we put this 
information in. 
the State. 

3190. You do not know what department checks the 
railway weighbridges?—I was informed that no Govern- 
ment department ebecks them but their own. 


The other weighbridges are tested by 


If they are 
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Witnesses—.J, C, Love and §. f*. Newlands, 7 August, 1924. 


willing to stand by their testing, and if necessary depose 
to the correctness of their weight in a court of law, we 
shall know where we stand, but at present we are told 
that they only weigh for freight purposes. 

3191. They do weigh for freight purposes, but do you 
want to make use of these weighines by the Commissioners 
for purposes of sale or purchase, or for purposes of check ¢ 
—We want it for purposes of check when paying for pro- 
duee coming in. We receive about 140,000 sacks of outs 
and about 80,000 sacks of maize, and we have to pay for 
it, and it would either be a ease of a very fine robbery or a 
very heavy loss, and we are desirous of escaping a position 
which is productive of suspicion. We know that you 
cannot carry stuff without loss, which we know is recog- 
nised as from 4 to ? per cent., but when it rises to 1 or 2 
per cent. suspicion is aroused that something is wrong. 
If that state of affairs could be minimised it would be in 
the interests of all traders. 

3192. Then what about No. 5?—In regard to that, Mr. 
Newlands is better qualified to speak than I, and I would 
like you to hear his evidence on that, 


STEPHEN FOSTER NEWLANDS, Senior Vice-Presi- 
dent, Chamber of Manufactures, New South Wales, 
sworn, and examined :— 

(In aeceordance with Mr. Love’s wish, Sir Sam Fay 
invited this witness to address himself to ques- 
tion No. 5, dealing with interstate trade.) 

3193. WITNESS: The reason why this suggestion was 
brought forward was that our council thought that there 
should be through 1ates between the different capital cities 
of the Commonwealth for goods to be transferred from 
one State to another. My firm had experience about 
three or four months ago in regard to the transfer of a 
lot of bedsteads from here to Melbourne. At that time 
shipping freights were high, and we thought that rail 
might be cheaper. Accordingly we made inquiries, and 
had great difficulty in finding out the through rates from 
Sydney to Melbourne, 7.e., rail direct from Sydney to Mel- 
bourne. 

3194. Are there rates in existence for that purpose ?— 
There were rates in. existence, but we had difficulty in 
obtaining them, and we thought it might be suggested to 
the Commissioners that the manufacturers be informed 
what the through rates are, or that it should be made 
easier for the manufacturer to ascertain them, in which 
case it would be mutually beneficial to Commissioners 
and manutacturers, because very often we could divert 
goods from ship to rail in the case of the capital cities. 
The amount of interstate trade is admittedly not great in 
hardware, but it could be improved, I think, if freights 
eould be reduced, in which case there would be much 
larger amounts of @oods sent by rail than are sent to-day 
by the sea—it is quicker transit by rail, and even though 
it may cost a little extra it often pays to send by rail 
rather than by sea. 

3195. You say you have difficulty in finding out what the 
rates are/—Yes, and it has been so with our firm par- 
ticularly in finding out the rates from Sydney to Mel. 
bourne. 

3196. Are there through rates to other towns ir Vic- 
toria apart from Melbourne ?—I do not know; that would 
have to be ascertained on the Victorian side. 

3197. The rates between stations in New South Wales 
are published ?—Yes, they are easy to ascertain, and we 
think that the through rate for goods from Sydney to Me 
bourne should be available in the same way as if the rat 
were a passenger ticket between those places. 

3198. Sir VINCENT RAVEN: Is not the rate fixed 
and available to te seen in any documents?—We do no} 
know that it is. 

3199. Sir SAM FV: The svme thing applies to Briy 
bane, does it’—Yes, 14 applies to the capital citics. 
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3200. Those are the only places in which you are in- 
terested /—Well, that is the suggestion we make here. 
Personally I am also interested in the cheapening, if 
possible, of our present heavy freight rates—that is No. 6 
on our list of requests. 

3201. Mr, LOVE: JI should like to add something to 
Mr. Newland’s remarks in regar}] to No. 5—interstate 
trade. If our request in that regard were granted it would 
greatly assist in the bringing of grain here from another 
State. At present we are bringing grain from Queens- 
land and from stations in Victoria. We ought to be able 
to get a rate at which to bring it from Ballarat or Won- 
garatta or Benalla in Victoria to Sydney. In bringing 
grain from Albury and Tocumwal and such border towns 
we at times get congestion on account of shipping troubles 
and the risk of that trouble would be obviated if we could 
be supplied with a rate book showing these interstate rates 
by rail. 

3202. Sir SAM FAY: That is to say, an imaginary line 
dividing the States should not interfere with the exchange 
of produce between them ¢’—Exactly. 

3203. Mr. NEWLANDS: I was going to refer to No. 6— 
to ask can the Commissioners devise a means of generally 
cheapening our present heavy freight rates, and no doubt 
Mr. Love can amplify that. When I went round the world 
in 1912 I was greatly struck with the large hauling power 
of the American railroads, and I think it would be a great 
thing if we could adopt here those large engines used in 
Canada and the United States, and which in fact are 
to-day, I understand, being used in South Australia—I 
understand the newly-appointed ‘Commissioner there, Mr. 
Webb, is an American, and he told them there a year ago 
that he was in favour of using engines with a 60,000 Ib. 
pull at the drawbar, whereas they were then only using 
engines of 20,000. I think that would be one way of 
cheapening freights. I understand Mr. Webb had provel 
it lately, and has brought about wonderful economy ove1 
there with the larger engine which he is using On the 
road to-day we have a small motor-car running along a 
concrete road, and it will deliver certain goods. We know 
that a Thornyeroft 5-ton lorry wili deliver five times that 
amount of goods. Well, you gentlemen are railway ex- 
perts and probably ‘he same thing could be done with the 
railways, z.e., larger engines with bigger hauling power 
could probably be introduced on to our railway lines; the 
advantage of this would be very clear if it was realised 
what a large amount of coal we have to pull up from the 
South Coast with the present small engines. If those 
engines were replaced with larger engines great economy 
should result. 

3203. Sir SAM FAY: First of all, dealing with the ques- 
tioin of rates: do you complain generally of the high rates 
that you are being charged ?—-Well, we feel that the intro- 
duction of these better engines in South Australia, with 
consequent economy, is going to cheapen rates there and 
affect our interstate competition and operate harshly as 
against this State. Are we in New South Wales going to 
be left behind in this matter ? 

3204. You are not complaining generally of the rates 
as they are to-day?—No, we think that the rates to-day 
are fair and equitable, and we get every consideration we 
possibly can from the Commissioners, who have always 
received us with the greatest good will and listened to our 
suggestions, and we have no fault to find whatever with 
the management of the Railway Commissioners. 

3205. Sir VINCENT RAVEN: I do not think anyone 
eould find fault with your argument that larger engines 
are more economical, if you have the freight for such 
engines ’—Well, have not we the coal from the South 
Coast, and from Neweastle to Sydney, also the mountain 
trains ? 

3206. Of course, there is a hmit to your train load that 
you can carry, imposed by the gradients here; all those 
things have to be taken into consideration ?-—Yes, quit I 
look at it this way, that some day we will have to have 
heavier engines, and I thought it would be better to intro- 








duce heavier engines and strengthen the rails than to gd 
in for duplication. The question will have to be con- 
sidered by the railway people, because as the policy of 
this country brings about better roads, motor competition 
will enter into tthe business the same as it has done in 
England and America. 

3207. Sir SAM- FAY: Your conditions in South Aus- 
tralia are not quite the same as in New South Wales with 
regard to grades?—No, they have not the same moun- 


tainous country over there. 


3208. You cannot move out of Sydney into the interioz 
without going up the side of a house, as it were?—Yes, but 
it is hilly in Canada, too, yet their engines puli well up 
the Rockies. It must be remembered that the motors are 
operataing over these mountains—they are taking goods 
from Sydney to Orange and Bathurst over roads which in 
some places are in a shocking state. The question is, what 
will happen when those roads are put in order. The answer 
is that probably instead of one motor lorry per hour leay- 
ing, there will be fifty; and if Mr. Webb can introduce 
these larger engines in South Australia-——— 

3209. Has he get them?—I do not think he has many 
there yet. 

3210. Has he got any ?—Well, I should like 
say something about that. 

Mr. WAITT (at this stage not sworn): I 
about that. 

Mr. NEWLANDS: I think it was suggested at our 
council meeting, or it was overheard, that great cconomy 
was going to eventuate when this does come about, though 
I do not believe any of it has come about yet. 

3211. Sir VINCENT RAVEN: The engines are in 
creasing in size here, are they not?—Yes, Mr. Fraser told 
us that they are building much larger engines, and it is 
their intention to build larger ones. 

3212. But of course you must remember that you have 
to take other things into consideration as well?—Yes, I 
know that, and I only speak of these with the ultimate 
idea that the railways may be worked more cheaply with 
the consequent reduction of rates, and therefore cheaper 
After all it does help one State to have rates a 
little cheaper than another. 

3213. Sir SAM FAY: You are really Australian manu- 
facturers in the main ?—Yes. 

Mr. LOVE: Yes, we are entirely Australian manufac- 
turers. 

Mr. NEWLANDS: And our goods go from one State to 
another. 

3214. Speaking generally you think that the elassifica- 
tion of merchandise governing the rates is fairly equit- 
able, 2.e., as between one class of goods and another ?— 
Yes, we do. , 

Mr. LOVE: We have nothing to complain about on that 
particular point. 

Mr. NEWLANDS: Mr. Love’s business is a food manu- 
facturing business; mine has to do with the manufacture 
of bedsteads; Mr. Waitt’s is heavy goods, and he will give 
his evidence on those, 

Mr. LOVE: We realise that owing to the enormous 
number of political lines that were built, that Mr. Fraser 
1s up against a big proposition, and has an interest bill of 
over £1,000,000, and has a loss bill on these lines that are 
built for political reasons. As business men we realise the 
difficulties of Mr. Fraser’s, and we say it is a good job for 
New South Wales that she has a man like Mr. Fraser who 
is able to stand up to it. He makes a little slip perhaps, 
and the newspapers hound him down, while we business 
men laugh up our sleeves and admit to one another that 
we would not care to have his job. 


Mr. Waitt to 


do not know 


costs. 


WILLIAM ARTHUR FOSTER WAITT, Councillor, 
Chamber of Manufacturers, New South Wales, sworn, 
and examined, as under :— 

32144. WITNESS: I want to correct something in this 

letter. Perhaps I am responsible for putting in this 1 p.m. 
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to 3 p.m. (relating to heavy goods). I thought I would go 
down to the railways this morning and look over every- 
thing that interested me, and I found that the information 
derived from this book (indicating book in hand) was not 
correct. When I got down to the railways they showed me 
this slip, which has been added since, and it says, ‘‘ In 
paragraph No, 2, 1 p.m. should be 2 p.m.,” so that it means 
that the heavy goods are actually received up to 2 p.m.; 
so that as far as I am concerned, that rather takes the 
wind out of my sails to that extent. When they showed me 
what was being done at the railways, I had to confess that 
there was something in what they said. Then in regard to 
the suggestion of 3 p.m. to 4 p.m., what Mr. Love has said 
would be an advantage—it would be an advantage if we 
could get the time extended. I[ could not help confessing, 
after seeing for myself, that the arrangements at the rail- 
ways for receiving are admirable, and, generally speaking, 
a man going in there with his goods ought to be able easily 
to find the truck he is to deliver his goods to, for, written 
up on the station all along are the names of the different 
stations, and, in addition, they write it on the trucks. 

3215. Sir SAM FAY: You are referring now to the 
stages at Darling Harbour’—Yes. [ want to be fair to 
the railways, and when the station-master and the Super- 
intendent took me over the place and I looked into it, IT 
found that I had not perhaps so much reason for com- 
plaint as I had been told I had by the men who were 
dealing there. It was pointed out to me, of course, that a 
number of merchants leave the delivery of their goods 
until the last minute, and consequently do not get away 
until 5.30, some of them, because their goods are not 
sorted out. If the railways could arrange that goods 
should be sorted out, no doubt the lorries eould get away 
earlier, but if we crowd them as we do, I am afraid we will 
have to put up with the consequent delay. 

3216. Do you think that if the time were extended an 
hour, there would be less crowding at the later hour than 
at present?—I do not think there would be quite as much, 


and, in confirmation of that, they tell me at the railways 
that the time was extended for fruit merchants from 3 p.m. 
to 3.30, and that very little traffic came after 3 p.m.—that, 
in fact, they were early in the markets and that they want 
to get away with the goods; so that while there might be 
under the 


” 


more crowding just at the hour of 8 o’clock 
present system, when the time is extended an hour, there 
would not be quite so may loads coming in at 4 p.m. as 
there are at 3 o'clock. 

3217. I was led to ask you about that because it is stated 
that the town deliveries were done first by the commercial 
men, and that the railway came last /—Yes, that is what 
they say, and, mind you, I am open to confess that there 
may be something in that. 

Mr, LOVE: Oh, no. 

3218. Sir SAM FAY: You think they would still crowd 
into the later hour, do you ? 

Mr. WAITT: Well, as against that, we have labour 
awards which impose overtime rates in the case of a man 
working after a certain hour; so that it would not pay us to 
send the goods down too late, for fear of incurring over- 
time. Now with regard to the matter of the scales, I looked 
into that this morning, and was informed that the man 
goes over the seales every day. Well, if that is done by a 
man with authority from the Weights and Measures De- 
partment—and TI have no reason tto disbelieve the state- 
ment that it is done—then that may be an answer to what 
we say. 

3219. When you say a man goes over them—is that 
merely testing them?—Yes, he tests them and puts them 
all in order. 

3220. Sir VINCENT RAVEN: Is that done every day 
now ¢—I was told so by the station-master. 

3221. Sir SAM FAY: Have you any other points that 
you desire to mention?—No (from all present). 

(The three beforementioned witnesses then withdrew 
and the proceedings were adjourned till Friday, Sth 
August, 1924, at 10.45 a.m.) 





EIGHTEENTH Day. 


FRIDAY, 8 AUGUST, 1924. 


(Held at Chief Secretary’s Building, Macquaric-street, Sydney.) 


COMMISSIONERS : 


Sir SAM FAY. 


ERNEST EDWARD HERROD, general secretary of the 
Fruitgrowers’ Association of New South Wales, 
sworn, and examined, as under :— 

3222. Sir SAM FAY: You are the general secretary of 
the Fruitgrowers’ Association of New South Wales ?—Yes. 

3223. Will you deal with these items as they appear 
on the list you sent us. First of all, you wish to speak 
with regard to the rough handling of fruit, particularly 
at junction stations. Will vou tell us what you have to 
complain about?’—The fact that it does not seem to be 
realised that fruit is a highly perishable product, and, in 
fact, should be handled as earefully as eggs. Fruit is 
thrown very often several feet at transferring junctions 
or at loading. It is thrown up from the line into the 
truck, and the truck is staeked up, and so on, and it is 
knocked about, and immediately the skin is damaged 
it sets up a process of decay, and by the time it reaches 
its destination it means that the fruit really does not last 
nearly so long as it should. It also has a serious effect, 
more particularly on fruit being sent to London. If it 
comes from Batlow or Griffith, which is a rail journey 
of about 400 miles, it has usually had three or four dif- 


| 


Sir VINCENT L. RAVEN. 


ferent handlings before it gets into the railway truck, and 
then it has got to be taken off the truck and hauled down 
to the ship’s side. Then it is taken up into slings and 
thence down into the ship’s hold, and, of course, the same 
process operates at the other end. 

3224. You are referring more particularly to export 
fruit?—At the moment, but the same thing applies to 
fruit being sent to the Sydney market, particularly soft 
fruit such as peaches and plums. 

3225. Have you any recognised method of packing ?— 
Yes. We are bound in this State under the Fruit Cases 
Act to mark it fruit in a certain way. 

3226. Does that provide for proper packing ?—I would 
not say that exactly. It provides for uniformity in the 
sizes of packages and so on, but it does not provide speci- 
fieally for the manner in which it shall be packed. 





3227. Of course, a great deal depends upon whether 
or not the cases are made up properly, and the fruit is 
packed in such a way as to stand ordinary transit by rail- 
way ?—Quite so, but we are of the opinion now that there 
has been so much educational work done amongst growers 
during the last few years that they, with a few exceptions, 
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are packing well now, and if the fruit is handled with a 
reasonable amount cf care it should reach its destination 
in good condition. 

3228. But I take it that you say that even supposing it 
is packed properly, it requires careful handling in the same 
manner as eggs ’—Yes. 

8229. You could not pack eggs in a box and then throw 

the box about 10 feet. Have you drawn attention to this, 
and, if so, with what result?—Yes, we have drawn atten- 
tion to it on several occasions, and the Department haz 
expressed anxiety to assist us in the matter, but they will 
not go so far as to make it an offence against the people 
responsible. 
3230. But do they agree that fruit, even supposing it 
is packed in a reasonable way, ought not to be thrown 
about ?-Yes, and they have issued instructions to that 
effect, that it should be handled carefully, and they have 
asked us to bring specific instances under their notice, 
but, of course, it is extremely difficult to do so. 

3231. You are referring in the statement you have sent 
in to an Act of Parliament.in Tasmania’—Yes, Tas- 
manian growers are protected by Act of Parliament, and 
Victoria is considering similar legislation. 

3232. Is this Act of Parliament in Tasmania directed 
against the railway employee?—No, against everyone. 

3233. Including the railway employee?—Yes, the rail- 
vay employee, common carriers, and everybody. 

6234. Do vou suggest that a similar enactment should 
prevail in this State?—Yes. 

$235. Your next point is pilfering. What do you wish 
to emphasis? with regard to that?—There is a lot of pil- 
fering goes on, but we do not altogether hold that the 
railway authorities are to blame, though it may be their 
employees that do it, or it may not be,.we do not know. 
They have expressed anxiety to deal with cases, but you 
will appreciate the difficulty that the grower is under in 
bringing a case under notice, because when he puts his 
stuff on the rail he is finished with it, and if the stuff is 
pilfered during the journey he cannot put his hand on the 
offender. 

3286. You have no complaint against the railway ad- 
ministration in so far as they do not fully instruct their 
people or attempt to prevent pilfering?—-No, we have no 
eomplaint in that regard at all 

But I take it that what you complain about is 
that the Railway Commissioners say, five us specific in- 
stances, and after you have handed it over to them, if 
there is a pilfering cn the way, it is impossible for you 
to give instances, except to state that this particular case 
has been pilfered and has not arrived at its destination 
with the scme amount of fruit in it as it had when it 
started ?—-That is so. Even the question of compensation 
does not enter into it. It is not a question of being com- 
pensated for the loss of that fruit, but it is the fact that 
the growers’ fruit has not arrived and his order has not 
been fulfilled. Consequently his trade and credit are 
damaged by the fact of his orders not being fulfilled, and 
so on. 

3228. Does that apply to eases where fruit is packed for 

export out in the country and you send it away without 
knowing that a certain amount of fruit has been taken 
put ot the eases. Have you instances of that sort, or 
do you always know when eases have been tampered with ? 
—We do not know until we are advised by the agent or 
Ly the merchant who has bought it, and we have got to 
tcke his word for it. 
2239. In regard to fast traffic, you say that, generally 
speaking, there are no complaints regarding the speed of 
the traffic?—Yes, but of course, in that connection we 
vould like to see faster traffic, and we point to the fact 
that since we have been able to send fruit by mail transit 
the position has improved greatly. 

8240, Is it conveyed by the mail traius at the ordinary 
goods train rate?—Yesg, 

3241. There is no increased charge? -No, 


3242. That means that it gets through to here from the 
farther distances within twelve hours ?—No, within twenty- 
four: 

3243. What would be the distance from Griffith to here? 
—Sixteen hours. 

3244. And that satisfies you?—Yes, that is mail train 
speed. 

3245. Do you get enough fruit to justify the running 
of a special train for fruit alone?—Only on occasions. 
Only at flush times of the year—for instance, soft fruit 
during the summer season, 

3246. Do they run at goods speeds when they run them ? 
—] am not quite clear as to your question. 

3247. In a good many countries the fruit is of sufficient 
volume to justify the running of a number of special 
trains for fruit alone?—I do not think we have reached 
that stage yet. 

3248. You do not get enough fruit in the Griffith area, 
for instance ?—Not at any one time. 

3249. Is that your biggest area?—By Griffith J mean 
the whole of the Murrumbidgee irrigation area. That 
is the biggest fruit area, and it represents about 50 per 
cent, of our total fruit production, or it will do so in a 
couple of years’ time, when all the present trees come 
into bearing. J would like to mention that there has 
been a marked improvement in the handling of citrus 
fruits from this district near Sydney. We can load 
citrus fruits at Hornsby, it is hitched on to the ordinary 
passenger train, and gets to Melbourne next day. 

3250. It would get down in the course of a few hours, 
I suppose ?—Yes. 

3251. If you had nothing more to say about that, per- 
haps you will deal with the question of loading at private 
sidings ?—That is a question which, at the moment, affects 
only the one company, the Griffith Producers’ Co-opera- 
tive Company. There is also a siding at Batlow. That is 
the only company with a sufficient volume of business to 
warrant a special siding. That is one instance, but at 
Gosford, for example, there is a siding being built for the 
Gosford Packing House, but Griffith is the only one which 
has any complaint. They complain that they cannot get 
the attendance of a railway officer to check the loading of 
fruit at that company’s private siding, and consequently 
the company has to bear any loss that may ensue from 
accident, over-carriage, or pilfering. The Railway Com- 
missioners will not take any responsibility. 

3252. Can you give us any idea of the daily volume ?— 
It is not a daily business, it is seasonal. But it is more 
or less regular, of course, during the season. The depart- 
ment knows when it may expect grapes to be handled from 
there, and so on. They are advised by the company. 

3253. I suppose this is always fresh fruit?—Yes, and 
there is a station at Griffith which is only half a mile 
from the private siding. The effect of this at Griffith 
is that a lot of fruit, instead of being put through the com- 
pany, is being taken direct by the growers to the public 
station at Griffith. 

3254. Where they get the attention of the railway men ? 
—Yes, it is received by the railway authorities, and they 
are responsible for it; but at the private siding there are 
only just the companies’ officials, and that is the end of it. 
Of course, it never happens, but if the train arrives at the 
other end with only half its consignment left, the railway 
authorities accept no responsibility at all. 

3255. That is because it has not been checked ?—Yes, 


3256. Is that the only difference—the question of check- 
ing it into the trucks?—Yes. We claim that, secing there 
is a railway station there, it should not be a great incon- 
venience for the department to send a man over at the 
time he is required. 

3257. Have the railway authorities said it is an incon- 
veniencé?—Yes, they have said, “We cannot do it.” 

3258. Would it be possible to arrange for the whole of 
the fruit to be brought in, say, within a limit of two or 
thizs hours each day, er would it be necessary for a man 
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to be there all day long?’—He would only need to be there 
for a few minutes before the car is loaded up, sufficiently 
long enough for him to be able to count what is in the 
truck. 

8259. What sort of volume would it be generally—two 
or three trucks ?—Yes. 

3260. Do you suggest that one of the present staff at the 
Grifht! 
course, we do not know whether he could be spared. 

3261. If they had to send a special man to do it, at 
would be a rather uneconomical step?—Yes, particularly 
as it is so far from anywhere else. You see, it is a 
terminus. 

8262. You say that it interferes with the co-operative 
organisation of the Griffith district ?—Yes. 

8263. ‘Then, I think you wish to speak of the inflexi- 
bility of branch line time-tables?—Yes, I would not like 
to suggest a remedy for that. I do not know how it could 
be done; but there are a number of branch lines, for in- 
stance, where the traffic is not heavy, and a few minutes 
—even as much as an thour—can be made up, on the line, 
and we think it would not seriously affect the department 
if an hour was lost occasionally, because hours are lost 
on the line at times. This time is lost for various reasons 
during the journey on the branch line, but would it not 
be possible for a certain amount of time to be lost, say, 
at the commencing station on occasions like this? 

8264. Is it ycur trouble that you have to load in the 
middle of the night or at unreasonable hours?—No, but 
owing to the nature of the traffic at short notice. For 
instance, this instance I mention occurred last year, when 
the company was compelled to load, without a check, over 
100 tons of fruit in two hours. This was soft fruit, which 
ripened within a few days, and has to be consumed in that 
time, and it may be that you have a heavy thunderstorm, 
and the sooner the fruit can be handled the better, and 
if the department is advised that this stuff might be a bit 
late would it not be possible, when its branch lines arc 
affected only and without inconvenience to many people, 
to do what I have suggestetd. Griffith is the terminal 
station, and a train gets away from there to time, but 
before it has gone 100 miles it may have lost half an hor. 
Would it not be just as reasonable to lose that half hour 
at the beginning of the journey on occasions? 

3265. You mean you cannot always arrange to pick 
your fruit and get it to the station by the time fixed in 
the time-table?—Yes. 

3266. It is rather difficult to deliberately depart from 
a time-table—We appreciate that fact, and, as I have 
already said, we do not see any way of overcoming the 
difficulty. It happens so rarely; but in the particular case 
I mentioned things turned out all right. If they had 
rot it might have meant that all that fruit would have 
fibsolutely gone to waste. It could not possibly have been 
consumed or used in any way, and, of course, that would 
have been a yery serious matter for the grower. 

3267. Naturally. It would be a matter of local aspect 
if a departure was made from the regular time-table, and 
it would have to be done at very short notice?—Yes. 

3268. It would not often happen?—9No, once a year at 
the outside. 

8269. Then, speaking generally, you are fairly wel? 
satisfied with the treatment you receive?—Yes: we are 
very well satisfied, and our experience has been that if 
we have a complaint of any kind to make the department 
ig always exceedingly anxious to investigation it to our 
satisfaction. 

3270. I suppose the complaints are made here to the 
head office ?—Yes. 


8271. Do you get many claims?—Yes, a fair number. 


railway station would be able to do that?—Of 


3272. Do you get them accepted as a rule?—Yes. 
3273. Do you consign your traffie at the Commissioners’ 


risk, or do you take that yourself?—There are two rates. 
We do not accept the Commissioner’s risk. 

3274. You pay the higher rate, practically insure it ?— 
No, it is the other way about. 
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Witness—E. E. Herrod and W. Xothwell, 8 August, 1924, 


02744. But, generally speaking, you are fairly well 
treated when you make a claim?—Yeés, | might mention 
generally, perhaps I had not wade it clear before, that the 
evidence I have tendered to you can be taken as repre- 
senting the whole of the growers of this State. 


os) 


5275. The growers, as well as the merchants ’—No, the 
growers only. With one or two minor exceptions, all tho 
growers’ associations are afliliated with my association, 
and we sounded them all as to whether there were any 
questions they wanted brought up. - 


WILLIAM ROTHWELL, President, Metropolitan Retail 
Fuel and Produce Merchants’ Association, sworn, and 
examined as under :— 


3276. Sir SAM FAY: You are the president of the 
Metropolitan Retail Fuel and Produce Merchants’ Asso- 
ciation ?—Yes. 

3277. You wish to speak more particularly upon the 
question of the method of weighing goods, and the 
records /—Yes. 


QO 


3278. Will you tell us what your particular complaint is 
at the present moment ?—The members of my association, 
both individually and as a body, have repeatedly appealed 
to the Railway Commissioners for better methods of 
weighing. As you know, we are forced by law to give 
20 ewt. to the ton, and rightly so, too, and we ask for the 
same consideration to be given to us by the department. 
Unfortunately, our experience ag produce and fuel mer- 
chants is that in many cases, in buying goods from the 
country, the weights are so erratic that we are short from 
a few ewt. up to as much as 20 or 30 ewt. in a truck 
of, say, 10 to 12 tons. That affects both produce and fuel 
merchants, and we have had several communications with 
the Commissioners’ office over the matter, and our last 
communications will show that they repeat that they take 
all sorts of care to see that the weighbridges are kept up 
to the mark and have duly accredited weighmen at these 
different country stations; but still these shortages do take 
place. We have had definite proof of that. We had a 
deptitation to the Chief Secretary, Mr. Oakes, last Decem- 
ber, and he then expressed surprise, and, although we put 
up a case and proved a case which was really relating 
to weights and measures, he thought our deputation 
should have gone to the Minister for Works and Railways. 
However, he said he would do what he could to assist us 
to obtain redress, and the Secretary of the Produce and 
Fuel Merchants’ Association will tender the reply from 
the department relative to that matter. Again, in buying 
wheat or chaff, or such-like produce from the country, the 
Commissioners will not receive any number of bags. They 
will receive a truck of wheat and sign on the consign- 
ment notes, “Not counted by the department,” or “Said te 
be.” In transit it is possible that a number of these 
bags may fall off or become damaged in some way or other, 
and when that truck eventually reaches us with, say, 
twenty bags short—when we have the assurance of the 
sender that he has sent 200 bags and we received only 180— 
the Commissioners take no responsibility whatever in the 
matter. 


3279. Ilow do they arrive at the charges if they do not 
weigh them ?#-They do weigh them. 

3280. At the sending station ?—Yes: that is, where there 
are provisions for weighing, but in other eases they aver 
age for freight purposes. 

3281. How much per bag?—I think 124 bags to the ton, 
but where there is 2 weighbridge they weigh it. At my 
particular station at Epping there is a weighbridge, and 
[ can give you a case which oceurred last November, when 
we had a truck from Brocklesby, and on arrival at Epping 
we received 21 bags short. We wrote to Mr. Tiunter, the 
man at Brocklesby who had sent the bags, ove~ this matter, 
and he expressed surprise and went into the matter, and 
said that his clerk was quite sure that 30¢€ bags were 
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Witness —W. 


Lothwell, 8 August, 1924. 


placed in the truck, and the railway official at Epping 
knows—since we weighed it over the weighbridge—that 
we only received the 306 bags less 21. 

3282. Was that weighed at the sending end/—Yes, at 
Brocklesby, and we had the Government railway tickets 
from Brocklesby sent on. As a matter of fact, I went to 
Mr. M‘Allister, the Superintendent of Weights and 
Measures, and asked was this man at Brocklesby an 
accredited weighing cflicer, and he looked up the records 
and said yes, the tickets were quite in order. 

3283. If it was weighed at the sending end, that would 
indicate the number of bags?—Yes, but they will not 
sign that way. This was from Mr. Hunter and he said 
that the railway people protect themselves behind that 
clause “Said to be” or “Not counted by the department.” 


3284. What puzzles me 15 that although the bags may 
not have been counted yet, if they were, the weight of a 
bag of wheat is pretty well known, and that indicates 
surely how many bags there are in the truck ?—Yes, but 
my argument is that owing to that clause being inserted we 
have proof, and I co not think the Commissioners will 
deny it, that they sign in that manner, “Said to be,” or 
‘Not counted by the department.” In this particular 
ease there were 21 bags short, and yet there was no redress. 
The matter had to be settled between Mr. Hunter and cur- 
selves, simply because they received the truck of wheat 
in this way, and in spite of the fact that it was weighed, 
and then weighed again over the Government weighbridge 
at Epping, and there was this shortage, still at the same 
time that loss had to be borne by Mr. Hunter and our- 
selves. 

3285. Did you make a claim in this"case?—Not on the 
railway, because we have had so many cases of a similar 
character that we knew, from experience, that it would be 
absolutely useless to make any kind of claim on the Rail- 
way Commissioners. We have had just the same kind of 
experience with chaff, where our sender sends us along 
say 200 bags of chaff, and the Department will only receive 
it as a truck. We say that if there were only some smail 
charge for the trouble of counting that would go a very 
long way to protect us in the matter. For instance, in 
shunting possibly that truck might go to pieces at some 
shunting centre, and in many cases we have had what is 
purported to be a certain number of chaff bags which have 
fallen off the truck, and say 40 or 50 bags have been put 
on to another truck, but many of our members have had 
as many as 10 or 12 bags missing, and on writing to the 
(Department the Department has always replied that they 
picked up everything that fell off. We maintain that the 
iRailway Commissioners should have the same responsi- 
bilities as a common carrier. We ask you whether it is 
not a fair thing that the Railway Commissioners should 
take the same responsibilities as a common earrier, or as 
any shipping company would. If we received goods from 
Melbourne or the North Coast by boat, and there are four 
or five bags short shipped, we simply have to report the 
matter to the shipping company, and it is fixed up in no 
time. Similarly, if a carrier delivers a load by motor or 
horse waggon, and there are so many bags short, then 
it is his responsibility, and we want to know whether it 
is not a fair thing that the Railway Commissioners should 
accept the same responsibility. 

3286. Of course, the Common ‘Carriers Act does not pro- 
vide for every liability’—No, but it provides for loss. If 
a common carrier received from a certain individual, say 
2) bags of maize, and he delivered 18 only, then I. think 
we could have an action at law for the recovery of the 
shortage of 2 bags; but under this clause and the way 
stuff is signed for, “Not counted by the Department,” or 
“Said to be” we have no leg to stand upon. 

3287. But have you any leg to stand upon if it was 
weighed 7—No. 

3288. But surely, as I said before, the weight of a bag 
js known ?—Yes. 
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3289. You have got the number of bags ?—Yes, but they 
will not accept that. 

3290. They do not need counting ?—It certainly seems 
peculiar to us that, although the weight of chaff is knewn 
and it goes over their own scale at a big centre like 
Coolamon, which is the big centre for chaff in the State, 
still if a number of bags fall off that truck, or by any 
means ‘at all a few bags are lost sight of, still, as in our 
case, even where we are fortunate enough to have a weigh- 
bridge at Epping and use it, the Commissioners take no 
responsibility, because they simply take the truck of 
chaff. 

3291. Did not yon make a claim?—In this particular 
case we did not make a claim on them; we settled it with 
Mr. Hunter, as we were dealing straight with Mr. Hunter, 
but we have repeatedly made claims, and I think the 
secretary has some evidence on that aspect of the case. 

3292. We quite appreciate your difficulty. Will you give 
us the remedy ?—Why cannot the Railway Commissioners 
aeceept the responsibility of counting? In the case of 
maize at Wallangarra, when it comes off the Queensland 
railways, they will accept responsibility there, and they 
charge us a counting rate. Why not put a counting rate 
on chaff and wheat? 

3293. Do you want this information more particularly 
for the purposes of buying and selling?—It is for the 
purpose of buying and selling. 

3294. It is not so much a question of the freight dis- 
charged ?—No, it is not a question of freight; it is a ques- 
tion of the loss that occurs. 

3295. You want to make use of the railway weights and 
railway countings for the purpose of your business ?—That 
is just it. We have no other way of trading. Then, again, 
as I have tried to explain, it is the loss in transit occurring 
in so many cases that really a man at the end of the year 
wonders where he is. It simply means that this loss mus* 
mount up, and it affects the man’s business to a very great 
extent, and we maintain that the ordinary responsibilities 
of a common carrier should apply to the railways. 


3296. Would any particular volume of your traffic come 
from unattended sidings out in the country ?—I would nct 
say altogether unattended sidings. You could not say 
that, because wherever there is a siding to receive the 
goods there is always somebody in attendance. 


3297. I do not think so?—If it was only the man from 
the station to give a signature for the goods, but in that 
connection I might state that the volume of produce comes 
from fairly large centres, such as those I have mentioned, 
Brocklesby and Coolamon. However, the whole matter I 
want to stress is the difference in weight in the sending 
and in the receiving. 


3298. They are weighed at both ends as a rule?—Not as 
a rule, because at many of our suburban stations we have 
no weighbridges. Those that have weighbridges to go to 
perhaps are fortunate in knowing what their loss is, but 
the poor individual that has no weighbridge to go to 
does not know where he is. 

3299. You have no opportunity of weighing these goods 
over a road vehicle weighbridge?—No, not in most eases. 

3300. You have the opportunity here in Sydney, I sup- 
pose ?—Yes. 

33004. Sir VINCENT RAVEN: Do you suggest that 
there is a great deal of this loss going on?—I do. The 
loss is very considerable, and it also affects wood and coal 
very considerably. The Commissioners tell us that their 
weighbridges are established for freight purposes only, 
still in the case of fuel that is the only chance we have of 
weighing it. 

3301. Sir SAIM FAY: When you buy coal you buy it 
from the colliery ?—Yes. 

33802, Do you not accept the colliery weights?—It is 
always a Government railway weight. 

3303. The colliery proporietors have no weighbridges?— 
* do not know of any case where they have, 
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3304. Do they sell on the railway weights ?—Yes, and 
the same with firewood. 

33805. Then in that case you are actually buying on the 
basis of the Railway Commissioners’ weighbridge weights ¢ 
—Yes. 

3306. And when you get it this end it does not tally ?-— 
In many cases it does not, and the loss is very great in 
some Cases. 

3307. What is the suggestion; is it taken out en route, 
or what happens to it?—I think it is careless weighing. 

3308. You think it is improperly weighed?—Yes; we 
have it from the Commissioners jin their latest reply re- 
lating to wood and coal that the weight was taken while 
the train was in motion, 

3309. Of course that is quite all right if it is carefully 
done?—Yes, perhaps it is. To the small man this is a 
matter of great moment, because we have cases where there 
has been a losy of 17, 18, 25, up to 35 ewt. on a truck of 
fuel. 

3310. Sir VINCENT RAVEN: Do you suggest that it 
is on account of improper weighing /—Yes. 

3311. Do you sometimes find that you have more than 
you expect ‘—Never in my case. I suppose naturally as an 
association we would not have those cases reported to us, 
but I think any such cases would be yery uncommon. 

3112. Sir SAM FAY: If it is careless weighing, you 
would sometimes get too much, and something too little? 
—If there are any cases where too much has been got, they 
have not come to light. Naturally a man would be silent 
in such a case, but the association does not*- know of any, 
and I do not know of any personally. But. still, two 
wrongs do not make aright. If we were caught out on the 
roaod with one of our carts by one of the inspectors of the 
Weights and Measures Department, and we had short 
weight, we would know what to expect. 

3313. You have to get your own weights and measures 
tested ?—Yes. 

3314. And stamped by the department?—Yes, by the 
Department of Weights and Measures, 

3315, The Department of Weights and Measures do not 
test the railway weighbridges ’—Yes, they do; the seales 
of the weighbridges would be quite right, I think: our 
case is that it is careless weighing. 

3316. You are sure itthat the Weights and Measures De- 
partment test the railway weighbridges?—Yes, 

3317. We were rather given to understand that they did 
not, that the Railway Commissioners had their own men 
who attended to that?—They have their own staff to repair 
them and do them up, but at the same time they are 
stamped by the Weights and Measures Department. I 
think that is the case throughout New South Wales; I 
know it is so in the metropolitan area. I am given to 
understand that the Weights and Measures Department 
do test them in the country. 

3318. What it really amounts to is, that you want the 
Railway Commissioners to be responsible for their own 
weights /—Yes, 

3319. Sir VINCENT RAVEN: And the carelessness of 
their own people?—Yes, that they be put practically on 
the same terms and conditions as a common earrier. 

3320. Sir SAM FAY: Then the question of counting 
does not come into it?—It would be rather unfortunate 
if a truck of stuff went to a centre where there was no 
weighbridge, and the sender maintained that 200 bags, say, 
had been put into that truck while only 180 were received, 

3321. That is if it happened to be loaded at a siding 
where there was no weighbridge?—Even if it was loaded 
at a siding where there was no weighbridge, and there was 
no weighbridge at the receiving end, he may still be 
certain that he was twenty bags short, and owing to the 
Government not: acording facilities for weighing at the 
receiving end the department would not accept any re- 
sponsibility. If a receiving porter receives so many bags 
in a load I cannot see why he cannot run his eye over the 
load and count the bags and accept responsibility for the 
count. 


Witnesses—W, Rothwell, and A. C, Edwards, § Angust, 1924. 


3322. The loading into the trucks is done partly by the 
varrier and partly by the employee?—I think so, because 
the employee would not be able to handle that much stuff 
himself. It would be quite an easy matter to count the 
bags as they were placed in the truck. It is a matter of 
great moment to us. Going back to the 1917 strike, I 
know in Darling Harbour it became the rule after that 
strike for the porters to receive goods and to place them in 
the truck, but that is very seldom done by the porters now, 
though we pay 8d. a ton plus one-sixth for the porters to 
place goods in the trueks at Darling Harbour for distri- 
bution throughout the different areas of the State. 


99990 


3323, Do not they do it?—They are supposed to do it, 
but I think in most cases the carrier does it. That was an 
extra charge put on the buyer, 8d. plus one-sixth-—94d. 
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3324, That charge was put on at a time when they were 
doing the work ?—Yes. 

3325, And you suggest that they do not do that work 
now!—I do. My idea is that if there was a counting 
charge placed on the wheat or chaff, the produce merchants 
would be money in pocket after paying that counting 


- charge. 
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3326, You would be content to pay that charge provided 
it was not too stiff?—Yes, provided it was not extortionate. 
It would pay us to do go. 

3327. And you would suggest that in addition to the 
weight ?—Yes. 

3328, We have had some evidence on the question of 
these weighbridges before, tivo or three witnesses having 
come before us on that matter 7—I think our secretary, Mr. 
Edwards, has some evidence on the question of weigh- 
bridges, if you would care to hear him on that matter. 





ALFRED CHARLES EDWARDS, Secretary, Metropoli- 
tan Retail Fuel and Produce Merchants’ Association, 
sworn, and examined as follows :— 


3329. Sir SAM FAY: What are you?—Secretary of 
the Metropolitan Retail Fuel and Produce Merchants’ 
Association, Our president has said that goods are in- 
variably weighed, but in the matter of fuel there are 
three centres from which wood is sent, namely, St. Mary’s, 
Jtichmond, and Mulgrave, where the wood is supposed to be 
weighed over a cart weighbridge before being put in the 
truck. The receiving porter receives from the loader the 
truck weight after every load is weighed. He then places 
that weight on the truck ticket, which is placed on, the 
side of the truck. That truck is never weighed over a 
truck weighbridge anywhere in New South Wales. It 
comes along to the person it is consigned to, and there 
has not been one instance up to date, in the past two years, 
that the weight has panned out corre«tly. Only yester- 
day, W. C. Osborne, of Glebe-road, purchased a truck at 
Alexandria, of which the railway weight was 10 tons 
7 ewt. 1 qr., but it weighed out at 9 tons 8 ewt. 3 qr. 
A representative saw Mr. Franklyn, the stationmaster, and, 
of course, he excused himself behind the railway reply, 
“Can you swear that every block of wood was unloaded 
out of that truck and carted by the one man?’ Tt would 
be an expensive thing if you had to stand there or put 
a man in charge to attend to that. The stationmaster 
said, “It has been known that carters come in here and 
take a load of wood out of somebody else’s truck,” which 
I think was a very poor admission for the Railway De- 
partment to make. In these three centres the trucks 
should pass over either Clyde or Enfield weighbridges. I 
have interviewed the agents, Messrs. Dent & Sons. They 
inform me that they have sent their account sales back to 
the senders, and that there has been no query from the 
senders as to how the short weight has occurred, giving 
proof, in my mind, that those men have wrongfully weighed 
the wood put into those trucks. Our contention is that 
the weighing appliances of the Railway Department are 
thoroughly in order. I spent one whole night with Mr. 
MeAliste: and Mr. Degotardi at Clyde, and found the 
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Witness—A. C. Edwards, 8 August, 1924. 


weighing to be first-class. For about six months we had 
no cause to complain, but they then seemed to fall back 
into the same error, the weights as sent forward not being 
correct. 

3330. Where do you unload the wood in Sydney ¢— 
At Alexandria and Darling Island. The bulk of it goes 
to Alexandria. They have an auction sale there daily. 
I think there are only two firms there selling, Watkinson 
Bros., and Dent & Sons, and those firms know of these 
instances—in fact, young Dent spoke to me about it. to see 
if we could not try and do something in the matter, and 
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3338. You are referring to a direct sending __Yes, In 
the matter of auctioning, the agents receive from the 
Railway Department in the morning a list showing the 
trucks that are in on their account, and the weights are 
shown alongside. They stand in front of a truck of 
wood, and mention that the weight is so-and-so, and if 
you say, “Well, I am going to reweigh it,” they will not 
sell it to you on any consideration whatever. If you pur- 
chase, you purchase on that weight, unless the auctioneer 
thinks you are a genuine man, when he will let you re- 
weigh it over the weighbridge I might say that there are 


a lot in the fuel trade that the auctioneers would not 
entertain any request from to weigh any goods. It is the 
same everywhere. We find dishonest persons in all walks 
of life. In this case I have brought under notice, W. C. 
Osborne & Co., who have been in business now for about 


make those trucks go over the weighbridge, the same as 
the fuel from any other stations is weighed at Enfield or 
Clyde. For some reason or other, when the weight is 
attached to the truck, that truck is passed over in the 


A 


SS SS —s = 


ESET? 


x 


ee 
Joe at ee - 


a 
i IS Se 


SS a 


— 


~~ =3 





ae Se Eade 
— = 


mt Nt a Se 


trainload, and is not weighed. 


3331. Sir VINCENT RAVEN: When you have it 
checked over and weighed again, what do you find’—We 
find a great shortage, as this instance I have just quoted 
to you shows. 

3332. Does the Railway put that right?—No. They 
have a minimum loading weight for trucks, and if the 
wood or the contents in that truck do not come up to the 
minimum weight you have to pay that minimum rate; 
if it goes over that minimum rate you pay proportionately. 


3333. Then it does not do you much good whether it 


passes over the weighbridge at the end of the journey or 
not, if the result is the same?—I cannot grasp that. At 
Alexandria they have cart weighbridges, they have two 
on the outside line and four at the end of the produce 
sheds. All produce coming out of the shed must be 
weighed, <A buyer looks at a truck of wood when he is 
buying it, and he puts his estimate on the truck from 
experience, and if he considers that he has got the weight 
there he invariably will not go to the trouble of weighing 
it, owing to the congested nature of the yard. But if he 
thinks there is a shortage of weight he will notify the 
auctioneer that he is going to weigh it, and if it turns 
out to be short weight then that is a matter to be fixed 
up between the auctioneer and the buyer. The Railway 
Commissioners will not make any allowance in freight 
charges, no matter what the shortage is, unless a com- 
plaint 1s made to the stationmaster before the truck is 
touched, that the weight is not there. Then, I believe, 
the stationmaster takes the precaution to see that those 
loads go over the weighbridge, and if there is a discrep- 
ancy in the weight, that is deducted for freight purposes. 

3334. That is what I asked you. If, in going over the 
weighbridge at the other end you find a discrepancy, dves 
the railway put that right’—Yes, as far as freight pur- 
poses are concerned, 

3335. Sir SAM FAY: How is this stuff bought in the 
country; is it sent up from the country and sold by auc- 
tion, and the sender in the country gets his price from 
the auction sale?—That is so in a great many instances. 
There are auction sales held every day for produce and 
wood; any person can buy off any of those agents in 
Sydney, or he can buy from the country, when he must 
accept their conditions of sale, that is, either country 
weights or railway weights to be taken. JI have never 
purchased, fortunately, in that manner. I generally pur- 
chase at Newtown, and it is passed over the cart weigh- 
bridge and I know that I get my weight, provided the 
carrier brings every bag out to my store, and sometimes I 
send him to a public weighbridge to be checked. 


3336. Who loses on the transaction in short weight 
when the wood is auctioned ?—If I have wood consigned to 
me and it turns out short weight and I have no means 
of check-weighing it, I am a loser. If I have the means of 
weighing it, then it is a dispute between the sender and 
myself, and we have to try and fix the matter up amicably. 
It is generally fixed up by cutting the loss in halves. 


8337. That is not when it is auctioned ?—No. 


twenty-six years, were given the privilege of weighing, 
and their truck showed the shortage I have stated, which 
is rather a serious loss to them. 

3339, How long does the wood remain in the trucks here; 
‘s it sold immediately it arrives, or does it remain here 
for two or three days?—The goods arrive to-night and are 
sold to-morrow morning, and they are given the ordinary 
working day to empty the truck, otherwise demurrage is 
charged. 

234). Then there is not much opportunity of pilfering 4 
I have a document here which I will hand to you in 
connection with that. With regard to the question of 
weighing, why we ask that the weight should be given 
strict attention to is because we are compelled by law to 
give full weight, and we think we ourselves are entitled 
to get full weight. 
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3341. You would be content with the weight over the 
railway weighbridge at this end, would you ¢—_Yes. 

3349. Not the forwarding end?’—That is so. I will give 
you an instance. I saw hay being loaded at Tamworth. 
[ saw the first load go on to the weighbridge; I watched 
the proceeding myself, and I saw the last load go over the 
weighbridge, a load of fourteen bales of hay. Then after 
going over the weighbridge they loaded up the truck to 
its full capacity, and I saw the carrier go out with three 
bales of hay. So that whoever got that hay would be 
three bales short. We know that the railway system covers 
a very wide area, and that the porters become familiar 
with the senders of goods and allow them to weigh their 
own goods themselves, taking their word as gospel that 
the weight is quite correct, when we know that it turns 
out differently. That system is not correct. I was at- 
tending to several camps while the war was going on, 
and had to test several weighbridges in the country. I 
found that the weighbridge at Richmond has never been 
tested for ten years, and when tested by the Superinten- 
dent of Weights and Measures it was found to be 4 ewt. 
out of gear on its full capacity of 10 tons. 


2949 
voto. 


I take it from what you said just now the Weights 
and Measures Department do check now?¢—Since 1919. 
We have pushed the Railway Department, and have suc- 
eeeded in getting them to test the railway appliances, and 
also to have the metropolitan weighmen that are in charge 
of weighbridges registered under the Weights and Measures 
Department, so that if there is any irregularity we haye 
a certain amount of redress by having the erring weigh- 
man punished. 

8344. You think there is nothing actually the matter 
now with the weighbridges themselves?—No, we have no 
complaint on that seore. The weighbridges in the metro- 
politan area are tested every six morths, the same as 
private bridges. -The porters in charge of the yarious 
cart weighbridges in the country, on which-a lot of goods 
are sold, are dilatory in their duties. 


3345. You think the trouble is at the sending end ?—We 
do, 


(At 12.15 the Commission adjourned to 10.45 a.m. on 
Monday, 11th August, 1924.) 
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NINETEENTH Day, 


MONDAY, 11 AUGUST, 1924. 


(Held at Chief Secretary’s Building, Macquarie-strect, Sydney.) 


COMMISSIONERS : 


Sir SAM FAY. 


Sir VINCENT L. RAVEN. 





JOHN BAKER RUMFORD, President, Sydney Section, 
Australian Association of British Manufacturers and 
their Representatives, sworn, and examined, as 
under :— . 


3346. Sir SAM FAY: I understand yeu represent the 
Australian Association of British Manufacturers and their 
representatives, and you are chairman of the Sydney sec- 
tion. And you wish to give some evidence with regard 
to the discrimination which is made in the rates as against 
imported manufactures. We are not at all sure whether 
it comes strictly within our terms of reference. It is more 
« matter of State policy than of railway administration 
as far as we have been able to gather from the information 
we have already got. But we will be very pleased to hear 
what you have got to say, and we must decide afterwards 
what representation—if any—we can make upon the sub- 
ject?—That is rather putting me out of court to start 
with. 


Q9A% 


3347. Not at all; only we are uncertain in our minds 
as to whether we have power to deal with the matter ¢— 
The position as I understand it is this: The Common- 
wealth Government have a tariff, and they also have an 
Industries Preservation Bill, which is supposed to safe- 
guard all ‘Australian industries against imported material; 
and we British importers, whenever that tariff is con- 
sidered, look at it very carefully, and try to show cause 
why protection should not be one thing or another, and we 
feel that the Federal Government has given all thie protec- 
tion to industry that is required or is necessary, and we 
consider that for further protection to be given by one 
State and by one particular body is going further than 
the mouthpiece of the people think is necessary. ‘Taking 
one particular item—galvanised iron—there is a duty of 
£1 per ton on British, and £1 10s. on foreign. There was, 
and I am not certain as to whether it does not still obtain, 
a bounty or a subsidy of £2 12s. per ton paid to the local 
manufacturer, 

3348. A bounty paid by the State?—No, by the Federal 
Government. That was in 1923. I have not got definite 
information as to whether it is still being paid, and we 
therefore think that the industry is well protected. If 
they wanted more, I think the place to go to is the Federal 
Government, and, furthermore, we do not think that the 
man on the land in New South Wales should be treated 
any differently from the man on the land in any other 
State. 





8) 


3349. It does not apply in any other State but New south 
Wales’—Not so far as I know. This railway preferential 
tariff, so far as- I can learn, was instituted before the 
Commonwealth was established. Therefore, since the 
Commonwealth was established, and since the Common- 
wealth took in hand the protection and fostering of their 
secondary industries, we think the railways should leave 
the matter alone to them. 


3350. How many years would it be that this rate has 
been charged?—As -fay-as I can asceftain; there was a 
preference given some twenty-five years ago to Sandford 
up in Lithgow for the manufacture of iron. Therefore, it 
must have been started prior to the Commonwealth, whieh 
was in 1901. I think, perhaps, prior to that, there ma: 


have been something which was at the back of the Com- 
missioners’ minds, inasmuch as there was assistance given 
to wheat-growers in the country to fetch their products 
down at better rates than goods were taken into the coun- 
try, to open up wheat land, but since these industries have 
all fallen under the care of the Commonwealth, our claim 
is that it ought to be left in the care of the Common- 
wealth. There is, so far as we can learn, a much greater 
proportion of galvanised iron imported than is locally 
manufactured. I do not think that at the present, and 
for perhaps a very long time to come, local manufacturers 
could meet the whole of the demand for the New South, 
Wales market. 

3351. You do not think their manufacturing output is 
sufficient to fill the needs of the State’—I think not, so 
far as I can learn, and therefore our claim is that the 
Railway Commissioners are not only going beyond what 
is necessary, but they are placing a hardship upon a man 
who is a very useful citizen, inasmuch as he is bringing 
forward the primary product which put the country on 
its feet primarily. With regard to any absolute details, 
perhaps you would care to question Mr. Clark, who is 
more intimately associated with the industry than I am 
as chairman of the association. In my own business I am 
not definitely associated with galvanised iron, and I am 
only speaking on behalf of members of the association. 


Y9OKFD 


3352. Including other things besides galvanised iron ?7— 


Yes, such as bar iron, wire-netting, and things like that. 
It seems to me they have only tackled iron. 

3353, I suppose Australian manufacturers would not 
take the same view as you do?—Probably not. 

3354. Do they think they are sufficiently protected by 
the Federal tax without the discriminatory rate on the 
railways ’—Iit is hard for me to say. I think so, but they 
may not be. It is the Minister for Customs in the Federal 
Government who would answer their appeal by varying 
the tariff. 

3355. 1 suppose the Federal Government thought they 
would be sufficiently protected, otherwise they would have 
made the duty higher ?—I take it so. 

3356. You quite see our diiheulty. This is a question 
really of State policy, and not railway adminstration. T 
think the position is perfectly clear to us. We have had 
several witnesses who have referred to the same thine, 
and, of course, as pastoralists or people on the land, they 
have objected to the rate being higher. We will eive our 
full consideration te the matters you have put forward so 
far as we are able. If the position is improper, is there 
not any legal course you can take to have it stopped ??—I 
do not think there is. The Conimissioners are clear of 
Government or political control, and 7 think rightly so 
too. 


’ 


3357. Either they are within their rights or outside 
their rights?—TI think they are within their rights. They 
have the right to run the railways as they think best. 

3358, Sir VINCENT RAVEN: No, they must make 
the same charge for everyone. They cannot have pre- 
ference. 

3359. Sir SAM FAY: Are you familiar with the Act 
under which the Commmissioners work the railways?—I 
am afraid not. 
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Wiinesses-—J. B. Rumford and R. Clark, 11 August, 1924. 


3360. We have had that brought before us. It is appar- 
ently fairly well defined what their duties shall be, and 
how they shall treat the public. J¢ is not for us to decide 
a legal point?—No, {I do not know the terms of your 
constitution, but when you are inquiring fully into the 
railways some of our members thought that this was a 
fair question to bring before you. 

3361. We promise you that we will give it the best con- 
sideration we are able to within the limits of our re- 
ference ?—Perhaps you would like to hear Mr. Clark, who 
43 more intimately connected with this business than I 
am. 





RUPERT CLARK, Australian Association of British 
Manufactures and their Representatives, sworn, 
examined as under :— 

3362. Sir SAM FAY: We would like to hear what you 
have to say ?’—The question has already been raised about 
the legal position. The Chamber of Commerce took up 
this very question in 1905. Then Sandford was making 
iron, or galvanised iron, and other iron, at Lithgow, and 
concessions were given to him by the Railway Commis- 
sioners for the simple reason that, although he made no 
pig iron direct, he used to buy their old rails, and had also 
tc import a certain amount of ptg iron which was carried 
from Sydney to Lithgow in order to make the sheets for 
the galvanised iron. It was thought fair, therefore, that 
if the Railway Department received freight up to Lith- 
row, some concession could easily be made for the sending 
ut of that manufactured article a second time. Advan- 
tage was taken by the works of the lax freight control, and 
he imported a lot of sheets from the Continent and Ene- 
land, ready cut to size, all he had to do.awas to galvanise 
and corrugate them, a work which employed only three 
or four hands at the most. When that was discovered, the 
Chamber of Commerce, with.a deputation consisting of all 
the galvanised iron importers, such as lLysaghts, the 
Wolverhampton Iron Company, Baldwins, the Red Clif 
people, and several other importers, together with the 
Hardware Association, waited on the Commissioners. 
The question they took up was that the principle of car- 
riage which should be observed or aceepted by the Railway 
Department was to carry all goods of the same kind at the 
same rate of carriage for all people. That was practically 
the legal position, as far as the rate was concerned. 

5363. Was there then a Federal tax?—Yes, but not on 
galvanised iron to the same extent as it afterwards existed. 
tT will deal with the tax a little later. Mr. Oliver sent for 
one of the members of the deputations afterwards, and 
excluded everybody else, ‘and said, “Now, this is absolutely 
without prejudice and a private conversation. I have 
referred to Mr.—now Sir—Joseph Carruthers, who was 
then leader of the Government, and we find that your 
position is that if you take legal action the Railway De- 
partment have no leg to stand on. They cannot charge 
a different rate for imported articles carried the same 
distance as they charge for locally-made articles. How 
ever, the Government is anxious that some concession 
should be given to the Lithgow people, because they pay 
so much freight on goods from Sydney, and we are going 
tc ask you privately if we make the difference a little less 
than it is, whether you are willing to let the matter drop.” 
The Commissioners made the difference considerably less 
than it was before, and, as the output became very small 
from Lithgow, the merchants decided to let the matter 
drop. <A little later on, when the galvanised iron manu- 
facturers started in New South Wales, a duty of £3 12s. 
per ton was imposed by the Federal Government. There 
was later a political aspect about the matter when the 
Prime Minister was seeking a re-election at the close of 
that Parliament. To curry favour, apparently with the 
Country party, he professed he was going io give them 
cheap galvanised iron, and with that view he rediiced the 
duty on galvanised iron to £1 a ton for the whole of the 
Commonwealth. Te offered alsu a bonus of £2 1°41 to local 








manufacturers, so as to off-set the rate of £3 12s. per ton. 
Imported galvanised iron was still being sold, as well as 
the locally manufactured article, but as times got worse 
and worse, and competition stronger and stronger, the 
difference of £3 12s. per ton was considerably more than 
was possibly made in profit on iron. The makers then 
approached the Commissioners with a view to having the 
railway rate modified. © First of all the railway rate was 
meant to apply to the manufacturer of pig iron, and such 
rough iron that could be turned out from a pig iron fur- 
nace, and ordinary works, such as are established at 
present at Newcastle. Those rates were obtained with a 
view to encouraging the production of pig iron in New 
South Wales or at. works established by Sandford, but he 
found that corrugated iron required special men, and 
he could not carry it out, so he just simply confined his 
work to rails, bars and ordinary flat bolts, and such fittings 
for rails, as would be required. Then, when the galvan- 
ised iron factory was* established at Neweastle special 
concessions were asked for by them from the Railway 
Department here on the ground that they could not make 
their plant pay. Although there is a concession rate for 
locally-made galvanised iron, the merchants here buy it 
at a price which provides for a suflicient margin to pay 
the high rate, but they sell it at a price considerably 
more than the imported article, and yet, though £2 or £3 
more for the locally-produced article is obtained, it lands 
in the country at the same price, and in some cases con- 
siderably less. That, as far as I can ascertain, are just the 
bare facts in connection with this matter. You mentioned 
that you were not quite sure whether this came under your 
purview; but I would like to add a word or two, as to 
whether it is not in the best interests of the administration 
of the railways that the rates should be alike for both 
products. 

3364. Of course, you recognise that it is the duty of the 
Railway Commissioner to do all they can in reason t 
develop the internal trade of New South Wales ?—True 
but I want to point to this, as an inconsistency in sendin:. 
out galvanised iron: John Lysaght’s are the agents fo: 
Lysaght’s, Australia, and John Lysaght’s import into New 
South Wales more galvanised iron than any other 
importer. 

3365. Although they are manufacturers here?—Yes 
There is no doubt about it that they have established 2 
ereat factory here. They have tried to keep the Aus- 
tralian market, and they have brought out their own brand. 
which, apart from its value, is worth quite £1 more thax 
any other line that is imported, just because it has bee 
so well advertised, it has been put before the public con- 
tinuously, so they have that advantage, and yet if you 
refer to the railway receipts that have been sent con 
stantly from Darling Harbour you will find that even in 
their case they have also sent away trucks of imported 
iron, often as many trucks of imported iron as trucks of 
Colonial iron. Now, the difficulty is this: although mer- 
chants who handle both lines of iron send it away in 
assorted parcels occasionally, it is rather a moot point— 
T will not say it is done intentionally—it may be, but 
T will not say so; but I do not think anybody can say 
that all the iron that goes away under that concession 
rate should receive that concession rate. 

3366. You suggest that possibly some of the iron which 
eets this allowance is imported?—Yes. 

3367. But is it not a fact that they have to make a 
declaration to the railway authorities?—That is done, cer- 
tainly. Every consignment note has to bear the declara- 
tion: but orders are issued by each different concern to 
their subordinates to look out so many sheets of iron, and 
thev do not always satisfy themselves when doing so that 
it is imported or locally made. Take, for instance, the 
storeman. When he looks out iron he does not always 
notice where it is made, and it is so easy for a mistake 
like that to be made. I am not saying it is done inten- 
tionally, or by a fore-thought in any way—but when iron 





ig branded the same and is so much alike that, apart from 
the storeman, no station-master can tell the difference, 
very often the men themselves possibly make a mistake in 
that way. 

3368. Of course that would mean that the Railway 
Commissioners would be robbing themselves if they carried 
imported iron at reduced rates ‘—Yes. Then there is this 
to be said. The British Importers’ Association have taken 
up the question of the principle of the railways not to dis- 
criminate as to where the goods are made, but the ques- 
tion of fostering an industry in the country, where you 
have got to supply raw materials by rail, might warrant 
a concession by the Commissioners; but the man on the 
land will not benefit by an exemption from paying the 
full rate. 

3369. Would he not lose?—Supposing the manufacture 
of corrugated iron in this country stopped, would not the 
price of the imported article be higher ?—No. For instance, 
the importers now are selling their corrugated iron at 
considerably less than the Colonial iron. 


3370. Having regard to the bonus and all the rest of 
them?’—Yes. Take the other industries. One of the 
biggest industries now, in addition to the iron industry, 
is our wire industry. Lysaght’s have been making wire- 
netting in a factory which has grown up without any 
assistance from outside, and they are now producing—and 
have produced more netting than I suppose they have ever 
done before, and there is no difference in the Colonial 
netting being carried and the imported netting being 
carried. 

3371. I think we have had evidence that there is some 
discrimination ?—I do not see it in the rate-book. I have 
the last rate-book here, and if you refer to all the items 
on pp. 28 and 29, under iron and steel, there does not seem 
to be anything included there in regard to Wire-netting; 
but the same thing obtains with regard to fencing wire. 
We have two very large factories in Sydney, and we hays 
the Neweastle factory taken over by Rylands. There ia 
ho concession there in regard to wire, and the output of 
wire is considerably more in tons than corrugated iron, 
so the Importers’ Association feels that if we allow this 
to go by the board, the next thing will be that the railway 
will have the right to make all sorts of concessions on 
those other items. ay, 

3372. You are quite sure you are right with regard to 
this part?—I can only speak from my own experience. ] 
know I am sending beth imported and colonial wire away 
indiscriminately. 

3373. And you pay the rate?—Yes, sometimes it is 
charged to my account. 

3374. Outside 100 miles radius of Sydney ’—Yes. Of 
course, first of all, while the manufacture is in Neweastle, 
I do not think anyone would eavil at help being extended 
tc such a concern by allowing it to send its articles to the 
distributing centre at a low rate. I think that is under- 
stood. 

3375. Do you mean that the articles are conveyed from 
Newcastle to Sydney at a lower rate than imported articles 
from Newcastle to Sydney ?—Yes. 

3376. Then do you agree there is some discrimination 
there?—The iron importers do not object to a low con: 
cession being made on the iron frucked from the factory 
to a distributing centre like Sydney. 

8377. Although the landed rate may be lower?—That 
does not affect the question of the stuff once you are 
beginning to purvey it. 

3378. Now you are getting straight into trade com- 
petition. You do not object to these discriminatory rates 
so long as they do not interfere with your particular busi- 
ness?—No, but I szy is it not to the advantage of the 
Railway Commissioners to decentralise to a degree. If 
you are going to have everything distributed from Sydney 
—I am only speaking now with regard to railway ad- 
ministration, and whereas the importers never demur at 
the man in the country, at Lithgow, for instance, receiv 
jng the guods he had to manufacture at a low rate, becauke 
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Witness—R. Clark, 11 August, 1924. 
it was decentralisation; therefore, on the same principle, 
we cannot object when you bring goods from Newcastle 
to Sydney to go into Lysaght’s store here. Of course, 
they could import their goods. They could bring them 
down by boat, or they could hire a steamer, and you have 
got to compete, as you do, with.the steamers which run 
to Neweastle. because you lower your freight rates accord- 
ingly. 

3379. You do not object to a discrimination as between 
Neweastle and Sydney. Would you object to a discrimina- 
tion, say, between Neweastle and Goulburn direct ?—Only 
as far as the concession is concerned, and supplying it from 
Neweastle at the same rate as from Sydney or Goulburn. 

3380. You do not object to discrimination in some cases 
lecause it does not interfere with your business. When 
it does, you object to discrimination. I am putting it to 
you that if the manufactured article is sent direct from 
the place of manufacture, which is Neweastle, to a place 
where you have a business, you object to a discriminatory 
rate’—I object to a discriminatory rate beyond the rate 
from Sydney to that place. I am only speaking now of 
Newcastle. s 

3381. I only want to see whether you are objecting to 
discrimination as such, or because discrimination in a 
particular case interferes with your business?—-No, it is 
a question of principle. It is a question of the principle 
of discrimination that we object to, and it is a principle 
which might be adopted now in connection with many 
other things, almost everything. Take the case of coment. 
We have two or three very big cement factories, and we in 
Sydney have sent cement into the country, both colonial 
and imported cement, in the same truck and paid no differ- 
ential rate. We do not object to you people bringing 
that cement down to Sydney for distributing from Syd- 
ney, but once it comes to a point for distribution it should 
go from there at the same freight. I am only conceding 
that they may have some justification for bringing it from 
a distance, because they carry certain things to that 
distance, and if they get the same revenue for taking it 
up, it is usual on return that you make some reduction. 
I think that is the principle of railway carriage. 

3382. Could we not accept that as a generai principle? 
—No, it is a concession. Although we may object to the 
absolute differentiai rates, that may be one point; the 
making of concessions is another point. Wire is made 
at Neweastle. It is also made at Sydney, and when a 
man up north wants wire he will naturally order it from 
Neweastle, and if we have got to send it from Sydney, that 
is our funeral. [I am not dwelling on that, but there are 
so many things of that sort which are not differentiated, 
that if we allow these iron and steel rates on pages 28 and 
29 to go by the board, it will naturally be thought that the 
railways will then go right through the whole gamut of 
colonial manufactures. If you differentiate on iren, to 
be consistent you should apply it to a tinware factory or to 
a piano factory, to enable it to get on its feet, and to com- 
pete with foreign articles, I suppose you are justifted in 
extending some help, and probably it is thought for the 
ultimate benefit of Australia that that should be done, but 
why the railways should take any particular factory under 
their care is a thing which is past our comprehension. 

53853. You do not object to the Federal Government 
imposing customs duties to protect Australian trade, but 
you do object to the Railway Commissioners discriminat- 
ing with regard to ecnveyance. That is really what your 
argument amounts te’—No. We may object to the 
Federal Government imposing customs duties, but we 
bow to the powers that be, and we have got to act 
accordingly: but if we import stuff or goods into Sydney 
under certain conditions, and then find some loeal con- 
ditions with regard to diserimination— 

3384, That is just the point I am putting. You do not 
object to the Federal tax ?—We do object to it, but we have 
to accept. it. 

5385. But you do object to the railway authorities dis- 
criminating between different. classes of articles ?—Yes; 
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Witnesses—R. Clark and A, G, Huie, 11 August, 1924. 


we regard that as beyond their purview. We contend that 
they are simply carriers, and have no right to interfere 
in what must be a concern of the Federal Government. 
To us, it savours to a degree of the ultra unionism of 
ealling things black. 

3386. I think we can quite understand what you are 
putting before us, but I am not quite sure you were right 
when you say wire netting and wire fencing were not in- 
cluded ?—I can only give you what my experience has 
been, and I have sent wire away in trucks frequently. 
Then there is one other little thing. The principle in con- 
nection with the rates is that you have certain rates—(a), 
(b), (ec), (d), miscellaneous (1) and (2), as the case may 
be. Now it is laid down particularly that in (ec) rate— 
special rate—the minimum should be 1 ton. That seems 
to me to be quite fair, and the only exception that is made 
right through the book is that locally-made galvanised 
iron should be carried at half-ton rates. 


3387. Half-ton at (c) rates?—Yes. 

8388. Does that not apply to imported iron ?—No. 

3389. Is» that in addition to the reduced rate?—The 
reduced rate is for 1 ton, not as (c) rate, and the imported 
iron pays first-class rates, which is a difference of anything 
from £1 to £3 per ton on the carriage of it. Imported 
iron is now carried at first-class rate, and the idea, I under- 
stood, was first of all that goods for use for settlement 
purposes, such as the erection of houses, were to be carried 
at a fairly low rate, and so therefore, if you will look 
through the book, you will see that timber, beaver boards, 
and rubberoid, and stufi like that is earried at a low rate, 
and yet imported galvanised iron is maintained at first- 
class rates. 

3390. What is the difference per ton per mile between 
(ce) and first-class rate?—There is no mileage rate. I will 
give it to you, say, in 100 miles; 100 miles (¢) rate is 
£2 9s. 7d., first-class rate £3 Os. 6d.; at 300. miles £4 138s. 4d. 
against £6 13s. 4d.; at 400 miles there is £2 5s. difference; 
at 500 miles £3 9s. 4d. difference. There are also several 
items J might draw attention to—for instance, muriatic 
acid. Muriatice acid is more dangerous to carry than cor- 
rugated iron, and yet corrugated iron imported is charged 
first-class, whereas muriatic acid is charged at (b) rates. 
Again, asbestos sheeting, which is more awkward to handle 
and more easily broken, is carried miscellaneous, which is 
a lower rate; and then again tiles, about which there has 
been so much controversy of late, is carried at (a) and (b) 
rate. Even tinplates are carried at (a) rate. 


3391. I understand you have no objection to the rates 
as they stand in the rate book, apart from the rates for 
imported galvanised iron?—Yes. It is not our province in 
this particular case to deal with any of these other items, 
and I am only instancing items where galvanised iron is 
at a disadvantage. 

3392. Have you ever raised these points with the Com- 
missioners?—A_ deputation from the Chamber of Com- 
merce waited upon the present ‘Commissioners, and the 
reply of the Railway Commissioners, so far as colonial 
industries were concerned, was that he was a whole-hogger, 
a protectionist. 

3393. Was it a question of their right to exercise those 
increased rates ?/—No, that was not brought up by the depu- 
tation. The deputation just asked for a concession on 
the rates for galvanised iron. 


3394. Assuming that they had the right to alter it ?— 


Yes. The Chamber of Commerce, I understand, brought 
the inatter up, and one of the terms referred to, was that 
the Railway Commissioners should be free from all polit- 
ical association. Another point was that the market 
price of any goods sold in New South Wales should not be 
differentiated in the country through the act of the Rail- 
way Department. Of course, in a seaport town there is 
no difference. 


3395. The do not pay thé railway rate?—No. 


ALFRED GEORGE HUIE, Secretary, Free Trade and 
Land Values League, sworn, examined, as under :— 
3396. Sir SAM FAY: You want to bring before us the 

question of taxation of land for the meeting of railway 

charges ’—Railway interest. 

3397. We have looked very carefully through the 
memorandum which you have been good enough to send in, 
and there are just one or two points we would like to ask 
you about. We are fully seized of what you wish to put 
before us, and we have had some evidence in connection 
with the levying of a tax on land, in the case of new rail- 
ways—a suggestion that there should be of so much per 
acre, certain distances from the proposed new line, and 
something less beyond, and so on. I see you have dealt 
with that, and you do not agree with it, because of its 
difficulties ?—That is so. 


3398. And you think there should be a general land-tax 
not only where lines do not exist, where lines may be made, 
but also on lands adjacent to existing railways/—Yes, on 
the whole of the land values of the country for the pur- 
pose of paying the interest on the capital cost of the line, 
so that the freights and fares will be purely for the pur- 
pose of working the lines. + 


3399. But what particular advantage accrues to a man 
to-day who buys land adjacent to an existing railway. He 
does not get any advantage ?—He would get the advantage 
in the reduction of the railway charges. 

3400. But he may not pay railway charges?—Do you 
mean through not using the land? 


3401. No, not using the railway ?—Well, if he is adjacent 
to the railway he is bound to use it to some extent, and 
the land has a value because a railway is there. 


3402, Your argument appears to me to be sound where 
a man has not a railway adjacent; where a railway is made 
and the value of his land goes up in consequence of the 
making of that railway, there he undoubtedly does get an 
unearned increment; but what advantage is it to a man 
to-day to have a railway on land that he buys at this par- 
ticular moment, because he has to pay for the value of the 
land with the railway adjoining it. He is not going to 
get anything out of it by the presence of the railway ?—I 
will put it in this way: Say there are two blocks of 
land, farming areas. One is used as a farm fully and 
effectively, supplying the railway with a substantial amount 
of freight. The other is derelict and provides no freights 
at all. The values of those pieces of land are similar, 
because the land is of a similar character and fitness for 
use. At the present time a man who provides the traffic is 
paying the interest on the capital cost of the line, the other 
is paying nothing. If you charge the interest to the land 
ralue the owners of each portion of land will pay his 
share of the interest. The freights and fares will be 
lower, so the user on the land will benefit, and the rate on 
the value of the land to pay interest will be an induce- 
ment to the other man to make profitable use of his land. 


3403. Why fix upon the railways as a means of adjusting 
what ought surely to be a question of State policy in 
taxing a man who does not properly use the land he owns? 
—Well, the railway policy is a State policy in this country, 
and we think that in carrying out the policy of the State 
railways should be for the benefit of the users of the land 
rather than those who are mere owners of land. 


3404. Sir VINCENT RAVEN: But do you suggest that 
cases exist of railway lines running through country where 
one side of the line is derelict and the other side well 
cultivated, or is it only an imaginary case?—In the Syd- 
ney district, as I mentioned in that statement, there are 
£12,000,000 worth of vacant land, and there is land used 
for all sorts of purposes alongside. Take the country dis- 
tricts. Take the Forbes district, for instance. I visited 
there over twelve months ago, and discussing matters with 
people there I asked them how it was that the population 
had inéréaséd only 2 per cent. in twenty yéars, and they 
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said, “ Oh, the big estates about here,” and they gave me 
this illustration of an area of 40,000 acres some little 
distance down the river, good land, owned by a man who 
worked it with the assistance of a boundary-rider, over- 
seer, and a cook. That land will support forty families 
at 1,000 acres each. You ean see the great difference in 
the amount of traffic that would be provided for the 
railway. 

3405-6. Sir SAM FAY: I want to see the connection 
between the railways and vacant lands; take the case you 
cited in the neighbourhood of Sydney; .I do not follow 
what sort of connection you wish to set up between them? 
—I think it is a question of polities. 

3407. It is certainly not a question o/ railway adminis- 
tration ’—Yes, it is. You are here, I understand, to advise 
the Government on matters of railway policy, and we look 
upon this as an important or vital feature of railway 
policy, 

3408. If you could confine it to the question of new 
lines, yes; but to say that we have to suggest a puilicy 
with regard to vacant lands in the neighbourhood ot Sya- 
ney, and to mix it up with railway administration is really 
too far-fetched, if you will allow me to say so?—If you are 
going to apply the betterment principle to new lines, you 
will place all those who are adjacent to such lines in a 
false position. They will be charged a land value tax, 
whereas those who are adjacent to the railways already 
constructed will not be. 

3409. The man who is adjacent to the railway line to- 
day has already made his profit out of it, the man who is 
not adjacent has not; and if he pays a tax for new rail- 
ways, then the State will get some portion of his unearned 
increment ?—Yes, but the user of the land will be paying a 
land value tax, and he must get no more for his wheat 
than the man who previously had a railway constructed in 
his district. The one man is allowed to retain his in- 
creased value, whereas the other is denied it. 

3410. How far would you go back. The man adjacent to 
the railway line has already had the advantage and the 
profits, and probably he has sold it two or three times 
over ?—It may have been sold twenty times over, but so 
far as that goes the interest charge is one which must 
be met, and it is now met on account of the freights and 
fares. Those aré two things, interest and working ex- 
penses. Now, our contention is that the interest should 
not be put on to freights and fares at all. 


8411, That comes to the basis, does it not, of general 
railway policy, that the users of railways should pay for 
the railways and the interest upon it; is not that the 
principle?—The users of the railways should pay working 
expenses, but not interest. Interest should be charged 
against the value of the land. 

8412. Would you put the interest on to all the railways 
and on all the land throughout the State; why not charge 
the shopkeeper in Sydney something?—The shopkeeper in 
Sydney, if he pays his share of interest on the value of 
the land will be doing a fair thing. Take David Jones’ or 
Anthony Hordern’s—— 

3413. Take an ordinary shopkeeper in Sydney: what 
amount of land value tax would he pay?—The tax would 
be paid in proportion to the value of the land. All land 
in Sydney is valued, and each portion of land would be 
required to pay its share. Every shopkeeper or owner of 
land will pay his share. 

3414. It seems to me that the principle you raise is one 
for the Legislature, and not for the railway administration. 
At any rate, it would have to be done by legislation ?—1 
take it your report will involve legislation. Judging from 
the other statements which were being put in, I thought 
this was a matter I should bring under your notice. 

3415. Do you really object to a tax on lands adjacent 
to a new railway ?—No, I would not object to that, but I 
do not think it a fair way of dealing with the matter. 


3416. Do you not think that a man having a railway 
brought to his door, and thereby having a very large in 


-eomes from the branch lines ’—That is so. 
the practice that when Public Works Committees make 


Witnesses—A. G Huie and F, L. Edwards, 11 August, 1924. 
crease in the value of his land, should pay something for 
that railway ?—I think all owners should pay. Look at 
the city railway. That is putting up the values of land 
in Sydney day by day, and if the interest were charged 
to land values there would not be any injustice done. The 
injustice is in allowing the present state of things to con- 
tinue. 

3417. We are very much obliged to you for bringing 
the matter before us. Your main point, however, is one 
for the State to decide, not for us?—I was hopeful that 
you would be able to see your way to point out to the 
Government that this was a course of action which it 
would. be wise to adopt in the public interest and in the 


interest of the railway. That is the same view that Mr. 


Johnson, a former Railway Commissioner, took in the 
matter. 


341& That is with regard to new lines?—I understood 
it would apply to all lines. 

3419. My impression is that he was referring to the 
construction of new railways?—In the statement on page 
6 at the bottom: “That some portion of the enhanced 
value should go towards the cost of the railway,” he would 
make the tax retrospective, I take that to mean that he 
would apply the tax generally to the land values of the 
State. 

3420. It seems to me that if you attempted to apply that 
principle you would be hitting the man who made no 
profit “—I do not think there is any justification for a man 
making a profit by merely buying land. If he utilises the 
land, and makes improvements upon it, then he is entitled 
to something, but not a profit merely out of the buying of 
land. Land is a natural gift to the use of all. ‘Why should 
a man be allowed to make a profit out of land any more 
than out of air or sunshine? 

3421. Sir VINCENT RAVEN: I do not think it is a 
question that applies to this Commission at all. 

3422. Sir SAM FAY: There are many things a man 
might buy and make a profit out of besides land. 

34224, WITNESS: The natural elements are for the 
use of all men. 

3423. Sir VINCENT RAVEN: The same thing might 
apply to a house?—That is a product of labour. 

3424. Sir SAM FAY: These are arguments that you 
could carry to any extent. I am afraid we cannot follow 
you to the extent of your wishes. We are considering one 
side of the suggestion with regard to new lines. I do not 
think we can go beyond them. 





FRANK, LINCOLN EDWARDS, Motor 


Traders’ Association; also representing National 


Secretary, 


Roads and Motorists’ Association, sworn, and exam- 
ined, as under :—— 

3425. Sir VINCENT RAVEN: You wish to give some 
evidence with regard to the policy of constructing roads 
as against railways, or roads as feeders to railways ?— 
Yes. 

3426. You state that at the present time there are a 
number of lines which are non-paying,, That is, in aceord- 
ance with the Commissioner’s report ?—Yes. 

8497, There is this to be said about that list, that there 
is no eredit given in the figures for traffic which is inter- 
changed with the previously existing lines, for traffic which 
It is invariably 


inquiries they take that into consideration. Every Puble 
Works Committee’s report on a line mentions the fact 
that in spite of any loss which the projected line might 
show it will nevertheless eontribute towards the profit of 
the main line. 

3428, With regard to the published figures, there is noth- 
ine shown as a credit to those lines, so that it is a little 
bit misleading. Jt is not quite fair to the new lines to say 
that it has worked at a less 6f go tiuch?—That is true 
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Witness—F. L. Edwards, 11 August, 1924. 


We must view the whole thing as one unit. The aggregate 
losses on non-paying lines are an extremely big incubus 
on the whole system. 

3429, Taking the map of New South Wales as a whole, 
do you think that there are any lines which in time should 
not properly have been made?—I do. In time the 
possibility of greater profit from main lines plus roads 
constructed in certain districts in lieu of branch railways 
would have so asserted itself that they would not have been 
constructed. 

3430, You are suggesting that there should be a direct 
revenue from roads?—Roads should be constructed as a 
feeder to the railway. Let the people look after their own 
transit to the railway. 

3431. Have you any idea of the cost of a road on the 
plains per mile’—I believe that a road could be constructed 
to carry the heaviest wheat traffic for £2,000 a mile. That 
would be in the Riverina. 





3432. But you would have no revenue from that ?—The 
railway has the revenue if the goods may only reach the 
railway. 

8433. Who is to construct the road—the (State or the 
shires ?’—I do not presume to go so far as to define a plan 
of that sort; merely to say that the greater economy comes 
from the construction of feeder roads to railways rather 
than the railway itself. If the road is a definite part of 
some scheme of arterial highway, it becomes a national 
road. The classification of these roads should be a matter 
for subsequent inquiry and subsequent allocation of duties 
hetween a main roads board and the local governing 
authorities, which protest at the present time that they 
have got two great obligations, 

3434, Would you say that the upkeep of ‘a road was less 
than the upkeep of a railway?—I do not know apy thing 
about the upkeep of a railway. In country parts we have 
mere dirt roads, whereas the railway is invariably metal 
ballasted. 

3435. Sir SAM FAY: You would not make a dirt road 
in the country; your idea is that there should be a sub- 
stantial road?—There have to be beginnings. Generally 
the dirt roads precedes the metal road. 

3436. It would not stand very much hammering by 
wheat waggons!—No, it would cut inches dk ep during a 
season. 

3437. What do you think is the limit of carriage of 
wheat to the railway ?—In this submission that I have put 
before you I have avoided the quotation of American 
figures because I think we should find precedents in Aus- 
tralia. We have people carrying wheat 30 and 40 miles. 
I do not suggest that that is a practical thing at all. I 
imagine that that would break down in due course. At 
Temora, in the 1922 season, one man carted wheat for 18 
miles. He made three trips a day. He was depositing 
between 4 and 5 tons of bulk wheat at the silos en cach 
trip. His travelling was never less than 100 miles per 
day with a motor lorry. He did that over bad roads, ruts 
averaging 6 inches deep. It was so successful that several 
of his neighbours in the following year followed suit and 
got trucks for the same purpose. 


3438. The distance at which it is practicable to carry 
wheat, or anything else, varies in different countries, and 
it varies jn one country as between one part and another, 
according to the nature of the surface?—Yes, If there 
was a perfect surface it would be quite practicable to 
carry wheat 80 miles to a railway station. 

3439. Is the carting of wheat generally done in the wet 
season /—No, it takes place in January and February. 
The further out a man is from the railway line the longer 
he is carting. The case I quoted is one where the settler 
was not nearer than 16 miles to Temora. I was told 
they were roughly three months carting, January, Feb- 
ruary, and March. They were carting by horse-waggons 
then, and the average pace would be 3 miles an hour. The 
horses had been used for every activity jn the handling 
of the crop for the previous year 
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3440. You think it would be possible in that area to 
cart for 30 miles ?—Given ideal roads, I think it would be 
possible, but I believe we must be content with less than 
ideal roads for many days to come. The industry of the 
district would not be sufficient to provide ideal roads. 
Macadam roads might serve the purpose for a radius of 
20 miles. 

3441. At some places, the Argentine for instance, the 
limit is about 10 miles. They have a very soft soil, and 
they usually have to cart in the wet season ?~That would 
not be motor traffic, 

3442. That is practically their limit, 10 miles. JI am 
not suggesting it would apply here, although I take it some 
of your soil is pretty sticky?—I am not suggesting that 
we should expect men to cart over 18 to 20 miles with a 
dirt road. We have sufficient faith in the development 
of the country to believe it would be ample to provide 
macadam roads. A decent macadam road would provide 
an effective radius of 18 or 20 miles. 

3443. Looking at the map, you suggest ‘that this area 
should not be filled up with any more railways /—Unless 
they fit in with some scheme of arterial railways. For 
example, a line to Broken Hill, the continuation from 
Hay to South Australia, the possible continuation through 
Bourke to Queensland, the continuation of the North 
Coast line, the continuation of the line at Bombala to 
tap some of the Victoria-Gippsland counrty. I am only 
instancing these as examples. There is another class of 
railway development practically completed now, that is 
the linking up of country routes, cross-country lines. 
People who wanted to effect transit from one portion of 
the country to another had the job of making a V-shape 
trip to Sydney and back again along another line. The 
Forbes line was constructed, and the Dubbo-Binnaway. 
Now starving stock, produce and fodder, and so forth, may 
be transferred from one portion to the other without 
making that costly and unnecessary journey to the sea 
coast and back again. Those are part of a definite scheme, 
and we would not suggest interference with that. We 
would not suggest interference with a duplication line like 
that from Molong to Dubbo. One of my projects refers to 
the district of Coonamble. The railway line runs through 
black-soil country which provides roads which are perfectly 
trafiicable in dry weather, but impassable in wet weather. 
The railway station-master is almost isolated in wet 
weather. The goods lie in the sheds, and in some eases 
have to wait weeks until such time as the settlers can 
traverse the roads again. Under such circumstances, we 
suggest that the construction of more railways rather 
than roads to existing lines is a ruinous policy. 





3444. In cases where it is robbing an existing line?— 
Especially so. 

3445. The question of robbery is, after all, a question 
of degree. Given good roads the radius of robbery might 
extend for 30 or 40 miles?—With wheat traffic, it might 
extend up to 20 miles. 

3446. You base your argument on the question of pro- 
duce more particularly, Have you any views in regard 
to the passenger side?—I understand that the American 
railways look for their revenue mainly towards tha 
carriage of bulk commodities rather than the carriage of 
passengers. 

3447. Still, you have to provide for passengers ?’—Yes. 
We have to realise that we are yet a long way behind 
America. What may be their practice there to-day may 
not obtain here for a few decades to come, both with regard 
to road development and railway usage. 

3448. One of your arguments in favour of roads is that 
it would lessen the isolation of country districts ?—The 
disabilities of isolation are a really serious thing as an 
impediment in the way of country settlement. I think 
we can look for an improvement in that direction from 
transportation more than from any other influence. 

3449. Sir VINCENT RAVEN: Is there anything which 
veevents the construction of roads to-day?—Yes, the lack 
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of administrative machinery, Many of the roads with 
which we are concerned are apparently nobody’s pigeon. 
The shire council say that they are main roads and they 
would be repairing them for strangers to travel across. 
The Government itself has had no proper machinery, No 
recognised body regards it as their responsibility to care 
for the roads that the shires do not want to deal with 
or foster. 


3450, Do you propose that the Government should be 
forced to make those roads in the future?—The Govern- 
ment has practically accepted that responsibility in the 
establishment of a Main Roads Board. It would be an 
instalment in that direction. 

3451. How would they get their revenue?—The Govern- 
ment has not disclosed the contents of its bill yet. They 
are submitting two bills at the present time, one to pro- 
vide the machinery and the other one, which will eall 
down a fire of hostility, namely, that whieh will provide 
the finances, There are various ways of getting money, 
all of them more or less unpopular with the individual 
who has to find the money. 


3452, That is where the difficulty would arise?—It is 
for our Legislature to settle. Apparently they will still 
continue to raise a certain amount of revenue from the 
road-users. So far it falls on the man who has a motor 
vehicle. 

3453. Is the tax on the vehicle or on the petrol —There 
is no petrol tax in this country, with the exception of 1d. 
per gallon Customs revenue. It is dear enough without 
that. 


3454. Sir SAM FAY: We have carefully read your 
paper. We think you have said a good deal in favour of 
the road question. It is sound, but I am not quite sure 
whether it comes within our reference. It may do so 
indirectly, but it certainly does not come within our 
reference directly’—We realise that. We realise that 
there was a lot unsaid that should be said, and we leave 
it to your own sense of the fitness of things as to how 
far you accept what we say. We have been for a century 
thinking in terms of railways when we think of country 
development. We realise that one method of changing 
the viewpoint of the public on that is by propaganda. 
Whilst we do not wish you to think we have used you 
as a tool for our propaganda, we believe this is a body 
before whom certain truths should be uttered, hence the 
submission of our paper. We think there is a limit to 
which we can go by adding non-paying railways to non- 
paying railways. Whilst it may be an injustice to a par- 
ticular line to say that it was non-paying when it contri- 
buted to the main line, we say there is 2 limit to which 
you can go in loading a system with non-paying lines, 

8455. Sir VINCENT RAVEN: You talk about non- 
paying railways; the ep would be non-paying ?—If you 
build a good roadway you increase the settlement and the 
freightage over the line. The roadway could be a matter 
built out of funds provided under the present Main Roads 
Board. A good road increases settlement and it helps to 
make a non-paying railway a paying concern in conse- 
quence. J do not think that the road, as an item in itself, 
should be taken into consideration, because it never is. 

3456. Roads are very esseatial. I do not think you ean 
divorce one from the other. 


3457. Sir SAM FAY: Someone has to find the money. 
If it is a loan someone has to find the interest ?—F3 xactly, 
There is “a bill to come before Parliament, by which they 
will be able to raise money. The loans will be defrayed out 
of revenues collected. Assuming that the loan is raised and 
that the 1evenue is received, it gives us our roadways as 
a something separate from the railways. 

3458. In one case you get a direct reven ue, that is from 
the railway, and in the other you do not: ; you might get a 
direct advantage, but not a direct revenie?—You can see 


an immediate increase in railway revenue if the roads 
were constructed, 


rtitness—F, L. Edwards, 11 August, 1924, 

3459. Sir VINCENT RAVEN: It is quite reasonable to 
say that roads should be made where you have railways; 
you cannot divorce one from the other; you still must have 
the railways!—We may continue building railways of 
major importance, arterial routes; we may continue build- 
ing those for a long time, and still have a very vigorous 
railway construction programme. They should not be 
built without an equally vigorous or more vigorous road 
construction programme. ‘Take the line Kiama to Nowra. 
To the end of 1922 it cost £434,000. Where is the way out 
of that difficulty ? 

3460, That is giving no credit to it from the main line? 
—It would have to contribute very handsomely to the 
profits of the main line in order to make up the deficiency. 
The figures that I have given in that connection were 
supplied by the Railway Commissioners. 

3461. I do not think the basis on which they are got up 
is strictly fair to the new line. A good deal of revenue is 
contributed to the main line?—-It would have to contribute 
to the tune of £20,000 a year for the past twenty years in 
order to balance the loss. 

3462. Of course, you will find non-paying lines in every 
country in the world?—lIt is desirable to avoid them if it 
all possible. 

3463. Of course, you have a great big country here ?— 
There is one matter I might refer to. We do not suggest 
that the Railway Commissioners should add to their al- 
ready big service by the establishment of fleets of motor 
vehicles. We feel that that might wisely be left to indi- 
divdual effort. 

3464. They have the power to do that now?—TI do not 
know. ‘We think it might be left to individual effort. 
The cartage of heavy merchandise to and from the railway 
in country districts is subject to seasonal fluctuations. 
Truck merchants in Sydney tell me that men buy trucks 
for the purpose of doing a certain amount of cartage 
contracting in Sydney, and they time that work s9 as 
to enable them to be ready to launch out and get wheat 
carting for the season in the country. A truck such as 
I mentioned before would cost in the neighbourhood of 
£1,400. A farmer could not afford to have that money 
lying idle for a large period of the year. That means that 
the wheat carting must become a special job of one man 
or one group who go in for that type of work. ‘Those men 
must keep the wheels turning in order to make the capital 
outlay pay. There must ‘be work to justify the expendi- 
ture of £1,400 on the vehicle. They might get some 
cartage of wool or ore. There has been a lot of carting 
of coke to copper mines and the carting of copper ingots 
back to the railway. It means the development of a 
specialty. A man becomes a specialist in carting, and it 
also leaves the farmer to specialise in farming, which we 
Say is a most desirable thing. We have to admit that 
our average wheat yield per acre is not as good as it is 
in Victoria and South Australia where they seem to have 
better farmers and perhaps better luck. South Australia 
started wheat-growing tests in York Peninsula many 
years ago, and under the methods of an unedueated far- 
mer the wheat yields for the first year were very low. 
The prize went to one man who succeeded in growing a 
little over 7 bushels to the acre, upon a certain patch. 
In exactly the same locality the average yield per acre 
grew last year to some 55 bushels to the acre. That illus- 
trates the benefits of better methods of culture that some 
with better education and with specialists in farming. That 
was in South Australia. We have in New South Wales 
men who have migrated from South Australia and Vie- 
toria into New South Wales, and they have brought their 
methods with them. They are to be found very largely 
in the Riverina. Partly due to good seasons and partly 
due to their influence the wheat yield in the Riverina last 
year was 14.3 bushels to the acre. Further north it d> 
creased and in the west it was as low as 5. bushcls. 
Amongst those men who only got 5 and 7 bushels are ta 
be found men of Agricultural College training, who 3tand 
out above their fellows, by virtue of the fact that year in 
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Witnesses— F. L. Edwards, 11 August, and J. 8S. Bragg, 18 August, 1924 
3466. You suggest that whenever new railways are pro- 
jected they should be considered in conjunction with 
roads to feed that railway ?—On roads in lieu of the pro- 
I understand that the Minister 
for Works has already given some direction ta the Public 


and year out they are able to average 18 and 19 bushels. 
They understand scientific methods of farming. We 
feel that if the carrying of wheat were done by spe ial 
carriers it would be one contribution towards helping the 
farmer to specialise in his one job. 

3465. You do not think the Railway 
should enter into that particular field?—No, the Railway 
Commissioner is subject to all sorts of industrial trouble. 
It is an established organisation against which every one 
agitates for more wages or lesser hours, and they make a 
If the business is left to 


Commissioners 


direct hit on every occasion. 


individual carriers they are their own workmen. I do- 


not think that the matter would be subjected to such 
imposts in the way of industrial wage charges, and so on, 
that would be likely if the Commissioners had it. In con- 
nection with the wheat-growing we find here in Australia 
one peculiar feature in regard to motor development, and 
that is in South Australia, the agricultural State of all 
States in Australia, they have the highest percentage of 
motor vehicles per 1,000 of the population. There is one 
motor vehicle to every twenty-one people in South Aus- 
tralia, here it is one to every 40.7 people, thereby illus- 
trating the fact that the high development of agriculture 
in South Australia is undoubtedly allied with a greatey 
use of the motor vehicle than is to be seen here in New 
South Wales. 


jected railway, or both. 


Works. Committee to that effect. We know that the 
development of the State is wrapped up in the construc- 
tion of its routes—rail or road. It would be possible, 
we feel, to move much more safely in the matter of de- 
velopment were we committed only to the construction of 
roads rather than this eternal augmentation of the non- 
paying railways as they are at the present time. You 
build a non-paying railway and you have it for al 





all time. 
If you build a road it is not necessarily non-paying in the 
same fashion. The development is continuous. You get 
your non-paying railway through Parliament, voted jn a 
slue of perhaps a million at a time, whereas your roadway 
development could be a much more cautious thing. There 
is far less gamble with a road than there is in the matter 
of railway construction. 


3467. You think they are spending too much money 
which is not producing an adequate return ?—Exactly. 


One could move much more cautiously per medium sf 


road construction. 


(The further hearing was adjourned till 1045 a.m. 
Tuesday, 12th August, 1924.) 





TWENTIETH Day. 


MONDAY, 18 AUGUST, 1924. 


(Held at Chief Secretary’s Building, Macquarie-street, Sydney.) 


COMMISSIONERS : 


Sir SAM FAY. 


Sir VINCENT L. RAVEN. 


JAMES SAGE 


BRAGG, Secretary, Lithgow Coal Asso- 


elation, sworn, and examined :— 
3468. Sir SAM FAY: You want to give us some 


information with regard to the coal freights as between 
the Lithgow district and the Illawarra line?—The Metro- 
politan ‘Colliery is the first. 

3469. What do you eall the Metropolitan Colliery ?— 
The Helensburgh Colliery, which is 31 miles from Sydney. 

3470. It was not formerly called Balmain?—No. Bal- 
main is right on the harbour. You have my letter to you 
of the 38rd July, 1924. Before the Railway Commissioners 
were compelled to increase the freight rates owing to the 
war, they had established for many yeats a rate for the 
Lithgow district and Newcastle within 100 miles, and s 
rate for the South Coast collieries. Those rates were looked 
If it had not been for 
the war those rates would have cotitinued, and they might 
have been reduced. Seeing the expenses of the Commis- 
sioners were so great, something had to be done. Prior 
to the introduction of the first rate,we pointed out our 
position to the Commissioners in our letter of the 5‘ 
July, 1917, which reads :— 


upon as fixing a competitive basis. 


We noticed by the press recently that owing to the extra 
cost incurred in working the railways of this State, due to 
increased wages under various awards issued during the 
past twelve months, it may be necessary to increase freights 
to meet the additional burdens. In the event of freight on 
coal being increased, we would point out the position 
it affects our industry. (1) The great market for Lithgow 
coal is Sydney and suburbs. (2) The principal competitors 
for this trade are the Southern Collieries, chiefly the Aletro 


as 


politan, Coal Cliff, and South Clifton. (3) The freight to 
Sydney aud suburbs from Lithgow Collieries at present is 
Gs. per ton, and 7s. per ton to Hurstville and Bankstown, 
and intermediate stations based on the distance from the 
sending-point to Darling Harbour. (4) The present freights 
from the collieries mentioned hereunder to Darling Harbour 
are as follows :— 

Metropolitan Colliery, 2s, Sd. per ton, 29 miles. 

Coal Cliff Colliery, 3s. 1d. per ton, 35 miles. 

South Clifton, 3s. 8d. per ton, 38 miles, 
(5) In 1910 the freights for the above distances were as 
follows :-— 


29 miles, 3s. 3d. per ton. 

35 miles, 3s. 10d. per ton. 

88 iniles, 4s. 2d. per ton, 
(6) The South Coast Collieries, therefore, received conces- 
sions ranging from 18 per cent. to 22 per cent., while the 
Lithgow rate has remained stationary. (7) Mr. Eddy, late 
Chief Commisioner, promised a concession of Js. per ton in 
freight to Sydney and suburban markets in the event of the 
Great Ziz Zag being cut out, but his death took place some 
years prior to the removal of the Ziz Zag, and the rate of 
per ton has not since been altered. (8) The present 
differences in freight show in favour of our principal com- 
petitors for Sydney and the suburban as follows :— 


Gs. 


Metropolitan, an advantage of 3s. 4d. per ton. 
Coal Cliff, an advantage of 2s. 11d. per ton. 
South Clifton, an advantage of 2s. 9d. per ton. 


While we fully appreciate the position the Commissioners 
find themselves in owing to the increased cost of labour, &c., 
which may result in increased freights and fares, we trust 
that in dealing with coal freights they wifl take into con- 
sideration the present margin of difference between our dis- 
trict and the South Coast for the Sydney and suburban trade, 
und maintain. the same difference in any alteration. whick 
jay be made. For instatice, if the freight is tu be increased 
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by, say, 6d. per ton from Lithgow to Darling Harbour and 
Intermediate stations, then a similar increase should take 
place in the South Coast, otherwise the Commissioners will 
be placing in the hands of our competitors a weapon with 
Which to drive Lithgow coal out of the market. It will at 
once be seen what a great disadvantage we shall be placed 
in if our competitors do not pay the same increase per ton 
as we do, andes as they have already received concessions ol 
from 18 per cent. to 22 per cent., as per clause 6, for the 
Sydney trade, we contend we are justified in asking the 
Commissioners to maintain the same Margin of ditference 
per ton as exists to-day. ‘Trusting our ietter will receive the 
fayourable consideration of your Commissioners, 

Following on that, the Railway Commissioners informed 
us they could not meet They said the 
arrangements could not apply between the specific points, 
as in terms of the Railway Act any increased charges 
must apply equally over the whole State, and, further, if 
coal was treated that way it would be claimed other com- 
modities would be treated in a like manner. On the 8th 
August, 1917, a month later than our letter, the Railway 
Commissioners increased the freight by 10 per cent. al! 
round. On the Ist 1918, they inereased it 
by a further 74 per cent., and on the Ist January, 1920, 
there was a further increase of 10 per cent., and on the 
1st November, 1920, there was an increase of 163 per 
eent., a total of 44.0.and 1-6 per cent. Thatis the total in- 
crease since the war period up to date, 44 and 1-6 per cent 
In applying those rates it means percentage upon per- 
centage, and, unfortunately, we have a much higher rate 
at ‘Lithgow, on account of our distance, than they have 
on the South Coast. In applying that rate 44 and 1-6 per 
cent. we work out at 52-5 per cent. Our rate was 6s., 
and it is now 9%. 2d. In the case of the South Coast, 
where they start the Metropolitan at 2s. 11d., the per- 
centage increase is only 45°7. We are handicapped by 
those increases by 7 per cent., or, in other words, 
tend that the Commissioners are charging us 9s. 2d. at 
the present time, irrespective of any consideration for our 
distance, whereas they should only be charging us 
8s. 63d. Had it stepped at 10 per cent. there would have 
been no complaint. We find now we are paying 52:5 per 
cent. as against 45°71 per cent. Our handicap: at the 
moment, due to that, is eual to 7‘7d. per ton. We reaity 
should be paying on the same basis as the southern people, 
8s. 63d. instead of 9s. 2d., percentage upon percentage. 
That is the principal point we have to deal with before 
this Commission —the queston of freight. 


our wishes. 


November, 


ve con- 


3471. You recognise that if what you ask for had been 
done, the increase, in meet the 
of working the would have been larger?—Yes. 
Our contention in the first place was, seeing that they 
had established a rate which upon 
and the buyers as a competitive rate, and seeing the 
Commissioners were compelled to do something by un- 
foreseen circumstances, such as the war, it should have 
been dealt with, we contend, in a fairer way by a flat 
rate basis. Having established what was a rate for years and 
years, had the Commissioners said 2s., 3s., or 4s., or what- 
ever it might be, we should not have complained. 
buyers of coal in the city market are handicapped. We 
are handicapped, too. If it was to continue, which I do 
not think is likely, we would lose the whole of the Sydney 
market. 

3472. 
warra district before the war was one you 
up against ?—Yes. 


order to inereased cost 


lines, 


was looked by us 


Iven 


e I[lla- 


stand 


The differenee between your rates and th 
eould 


3473. Your contention now is the difference between the 
rates charged for your collieries and the Illawarra district 
makes competition almost impossible ?—Absolutely. The 
rates for the Metropolitan are now Is. 10d. less than our 
rates before the new into We are 
1s. 10d. worse off in the Sydney market than the Metro- 
politan collieries. I am giving them a slight advantage 
by taking 1914 instead of 1917.- They went up from 
9s. 11d. to 3s. 24d. I am giving them the benefit of that 
foo. 


rates came foree. 


Witness—J. S. Bragg, 18 August, 1924. 


3474. Sir VINCENT RAVEN: Has that already been 
pointed out to the Commissioners?—We pointed out to 
them the whole of the figures in connection with it in this 

We pointed out we 


way, that we gave the money value. 
as against 6s., which is over 50 per 


were paying Ys. 2d. 


cent. 

3175. They thoroughly understand the position ‘—They 
do. 

3476. Sir SAM FAY: Your arguments seem to be 
rather curious, in view of what I have been hearing 


three years in England. There 
it seems a strange thing. Ht 


The higher rate of 


during the last two or 
they objected to a flat rate 4 
can lbe seen where we are placed. 
freight, owing to the distance, by percentage increases 
handicaps the whole of the west and the small buyers 
hundreds of miles from Sydney, where we do send a little 
coal. ‘There is no encouragement for the far western 
people to use coal. If, instead of putting on the high rates 
for the long distances which they have to supply, if we 
had some further consideration given there would be more 
coal used in the country. The Sydney trade is what we 
are immediately concerned about. 
trade coal at the present time. The shipping rates are in 


6d., including 


I am speaking of land 
the same ratio. The shipping rate is 7s. 
all charges, as against 4s. 3d. in 1614. 

3477. The increase in England was a percentage in- 
erease plus a flat rate. That may be the reason why they 
objected to the flat rate¢—That may be so. JI may. say 
it was not put perhaps as clearly to the Commissioners 
as I have put it here. 
but not the difference of 7d. per ton. I] 
perts would be seized with that, however, 

3478. You know the Government Act under which the 
Commissioners work with regard to the rates. It would 
seem to bind them pretty closely to charge so much per 
ton per mile?—In arranging their percentages they have 
net taken into consideration after the first increase what 
the effect of that is going to be on the long distances. 

3478,. Your contention is that you are charged more 
per ton per mile than the other» people ¢—Absolutely. 
444 per cent. works out at 524 as against 45°7 per cent. 

8479. Sir VINCENT RAVEN: You contend it has 
not been done equally to all persons?—I do. The result 
shows that. 

3480. Sir SAM FAY: This would apply to the New- 
castle district as well?#—Quite so, for the land trade. They 
are in practically the same position. The interviews in 
the earlier stages were conducted by the Secretary of the 
Northern Collieries, and the chairman of the Western 
Collieries and myself, and the Railway ‘Commissioners. 
When the Railway Commissioners, through the press, were 
being asked to reduce the freights, they said when the 
forty-eight hours was restored, when the basic wage was 
reduced and the price of coal reduced, then they would be 
able to reduce the freights, Coal has been reduced by 
us considerably. The basic wage was reduced and the forty- 
eight hours has been restored. Lithgow has reduced the 
price of coal and reeeived no concession in freight for it. 
The other districts have not reduced. 
our price from 16s. 9d. to 11s. 5d. 
about 7s. 8d. 


The money value was mentioned, 
think the ex- 


We have reduced 
Before the war it was 
Then the Commonwealth Government took 
charge of the whole industry under the War Preeautions 
Act, and the rates went up equally in each district with 
one exception, and the last occasion when the rates went 
up they were made the same all 
brought up to 16s. 9d. 
tribunal under the 
have eome down 


Our rate was 
Those rates were fixed by a 
Commonwealth Government. We 
sinee to 11s. 5d., since the restrictions 
We contend we are entitled to some 
consideration on that ground as well. The Commissioners 
said there would be some consideration given, 


round. 


have been removed. 


Lithgow 
is absolutely dependent on the railways for everything it 
You can see what was passing 
through Myr, Eddy’s mind years ago. His idea was to 
reduce the price to us. He made special rates for us at 


Cobar. 


reecives and sends out. 
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Witnesses—J. S. Bragg and A. E. Herring 18 August 1924. 


3481. That was when you got rid of the excessive gradi- 
ents‘—Yes. But apart from that, for the interior, if we 
could show him we could sell coal as against wood 
he would reduce the freights, and he did so with regard 
to Cobar, and also if we could do away with the Zig Zag 
he would reduce the rate to 5s. for Sydney trade. 

34814. Unfortunately, a good many other things hap- 
pened ?—Yes, 





ALBERT EVERARD HERRING, President, Apple and 
Pear-growers’ Association, sworn, and examined:— 

3482. Sir SAM FAY: You wish to give some evidence 
with regard to the rates charged for fruit as compared 
with other primary commodities?/—Yes. The present 
charges are slightly over 60 per cent. more for fruit per 
ton than for grain, potatoes, and vegetables. The fruit 
from Batlow, one of the large fruit-producing centres of 
New South Wales, 346 miles from Sydney, in truck lots is 
£1 8s. 2d. For potatoes or grain it is 16s, 11d. for the 
same distance. The Commissioners contend they give 
us preference. The fruit trains are sent through first. 

3483. You have faster fruit trains?’—No. In a few 
instances from Leeton they are allowed to put fruit trucks 
on to some of the fast trains, but as a general rule they 
are not through trains, The concession which we get, and 
apparently which we are charged 60 per cent. for, is that 
our fruit is given precedence over other commodities. We 
have the idea the Railway Commissioners base the charges 
more on the value of the goods; for instance, wool rates 
are higher than grain, and fruit is higher. I think the 
idea is that fruit is more valuable than the other primary 
products. That is what I wish to point out to the Com- 
mission, and actually it is not. For instance, the average 
price of the stuff we produce would be perhaps 8s. a 
bushel in the market. Forty bushels go to the ton, making 
£16 per ton, as compared with £8 a ton for potatoes, but 
to get those potatoes into marketable condition the pack- 
ing costs 12s. 6d. a ton, whereas to get fruit into the market 
costs 3s. a bushel, or £6 a ton. You can see from that, 
when you get the cost of our get-up, when you deduct that 
from what we get from the fruit, it is not more valuable 
on the market than is vegetables. We think that is over- 
looked by the Commissioners, and that they say, “Fruit 
is worth £16 a ton, and we will charge more.” We are led 
to believe that. Ores are carted more cheaply than fruit. 
The cost over the same distance, 346 miles, for ores is 
17s. 11d. a ton, 1s. a ton more than vegetables, provided 
those ores are not worth more than £29 a ton, leading 
us to believe if the stuff carted is more valuable it will 
be charged more for. We think that is the basis of it, 
and we want to. draw attention to the fact tha’a lot of 
the prices we get for the fruit is in the get-up. 

3484. Does the same rate apply for all fruit, soft fruit 
as well as hard fruit—Yes, It is based on the estimate 
40 bushel eases make a ton. 

3485. Can you get as much fruit into a truck as pota- 
toes?—Yes. If it is a 24-ton truck we can put 24 tons in. 


If we get 20 tons in we get a concession rate. If it is a 
6-ton truck we can get 6 tons in, 
3486. Sir VINCENT RAVEN: Do they have any 


special truck for fruit, a covered truck ¢—They do. 

3487. Which they do not for grain?—They have fixed 
eovers for grain in bulk trucks. 

3488. They take grain in coal trucks?—They take our 
fruit in coal trucks very often. We do at times get the 
louvred vans. We prefer them, but there are not enough 
of them. Frequently I have loaded fruit in a coal truck. 

3489. They arrange those coal trucks for carrying the 
graiz*—Then they are provided with a tarpaulin cover. 
The Commissioners do not go to any extra trouble for 
providing special conveyances for fruit. Cabbages are 
always sent in the louvred vans provided for fruit. 

3490. Sir SAM FAY: Is there very much soft fruit 
sent into Sydney ?—Yes, 





) 


~ 


3491. Packed in eases or baskets?’—Not in baskets. It 
is packed in bushel cases and half-bushel cases. My 
apples are packed mostly in bushel cases. The rates are. 
the same for all classes of fruit. 


3492. Are there any grapes sent?—Yes, and the rates 
are the same. 


3493. Would there be more profit in soft-fruit growing 
per ton than in apples and pears?—Up to the present the 
soft-fruit growers, peach and appricot growers, have gone 
in for canning. They have been making heavy losses 
recently. The Commonwealth Government at the end of 
the war introduced a fruit pool mostly to deal with the 
soft fruits, and the loss on the 1921-22 pool was £120,000. 
The growers contend they sold it at 10s. per ton below the 
eost of production. Things have improved since then, but 
they have not been profitable, neither have our apples or 
pear shipments keen profitable to England. I sent a con- 
signment of pears to England this year and got a debit 
return of £120. They happened to be frozen on the boat. 
The shipping companies will take no responsibility. 


3494. What is the next thing?—In regard to the extra 
charge made by the Commissioners on iron and steel im- 
ported from Eng'und and other countries compared with 
that made on the local product. I do not wish to convey 
the impression we are not anxious to support local in- 
dustries. We contend we are paid more than the protee- 
tion policy of the country. As primary producers, our 
prices are not protected. Our cost of production has been 
inereased through production to over 10 per cent. Our 
wages are 100 jer cent. higher now than they were pricr 
to the high tariff being introduced. Our employees are no 
better off, through the increased cost of living, due to the 
protective tariff, and our machinery, due to the protective 
tariff, is over 100 per cent. more than previously. We 
contend as a section of the community we are already 
bearing a larger share than the public generally through 
the protective tariff, and we resent the Commissioners 
imposing another protection and making only a section of 
the public pay for it. It is a bad policy for the country 
and for the railways. The further a man gets from the 
seaboard the higher he has to pay on these imported 
articles. The people in Sydney in using galvanized iron 
do not contribute to that local protection in the least. If 
you are 300 miles from Sydney you contribute to the 
extent of 42s. a ton. We would probably buy the local 
articles, but we resent being compelled to buy them. 


3495. We have been told that the local production is 
insufficient to meet the demands, and therefore the pri- 
mary producers have to buy a certain amount of gal- 
vanized iron?’—That may be the case. We resent as 
primary producers being burdened with a tax that is not 
imposed on the general public. 


3496. If you do not buy you are not taxed?—Being 
compelled to ‘buy an article we might not wish to buy. 

34964. Sir VINCENT RAVEN: Does it really in- 
crease the price of the local article?—It would ttend to do 
that. 


3497. You would pay more money in any case by this 
extra rate being levied ?—Yes. 

3498. Sir SAM FAY: It has been in operation a good 
many years, even before the Federal Customs duiy was 
put on¢’—Yes. It was the policy of local protection before 
the industries were protected in a local way. The Com- 
missioners have simply retained it. We think now it 
should be done away with. 

2499. Sir VINCENT RAVEN: It ceems to me the most 
dangerous part is it makes you have to pay more money 
than otherwise you would even for the local article?— 
That is one of the incidents of it, undoubtedly That is 
all my association wishes to bring before the Commission. 


(At this stage the Commission adjourned.) | \+4} 
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Twenty-First Day. 


WEDNESDAY, 20 AUGUST, 1924. 


(Held at the District Superintendent’s Office, Railway Station, Newcastle.) 


COMMISSIONERS : 


Sir SAM FAY. 


—— - 


ROGERT GEORGE KILGOUR, Mayor of Neweastle, 
sworn, and examined :— 

8500. Sir SAM FAY: I understand the first question 
you wish to raise is with regard to the control and 
management of the railways!—Yes. In my opinion the 
control and management of the railways of this State are 
not carried out with that efliciency and consideration of 
those requirements, conveniences, and comforts that the 
public and railway patrons in particular are entitled to 
expect and receive. I would first of all like to refer to the 
stations at Newcastle and Honeysuckle Point. I have a 
plan which I will hand to the Commissioners so that they 
may be better able to follow my argument. The accom- 
modation at these places, especially at Newcastle, has 
become a byword throughout the State. Many suburbs 
of the capital cities and moderate-sized country towns are 
better served. The buildings are of very old-fashioned 
design, the platforms narrow; the ticket windows, though 
recently slightly improved, are conducive to congestion 
and long waiting by intending passengers. The train 
traveller on trains leaving any platform by No. 1 has to 
purchase his ticket at the entrance to that platform, come 
right outside the station into Scott-street, and walk along 
that street and Watt-street round three sides of a long 
rectangle, carrying luggage, &c., to reach his train. In 
connection with the purchasing of tickets, it is quite a 
frequent occurrence to have to take up a position in a 
queue of fifty or sixty people. Most of them have luggage. 
Every time a couple of people get their tickets they move 
forward after picking up their luggage, and this goes on 
until you get rid of sixty or seventy people. Then if you 
want to go to any other platform but No. 1 you have to 
go through the crowd and come back into Scott-street to 
get there. There is no assemply platform at this station, 
which is a terminus. In my opiniion there should be a 
fairly decent assembly platform provided with ticket 
offices. Fiavouritism is extended to the metropolis as 
against country districts. In Newcastle we hold the 
opinion that we should be regarded as something more 
important than a mere country station. This is the 
second city of the State and the biggest industrial centre 
in the Commonwealth. 

3501. WITNESS: At Honeysuckle station conditions 
are the roughest possible. Congestion is acute. In fat. 
the situation of this station and goods yard has only to be 
seen to speak for itself. The whole equipment of these 
stations is not even decently maintained and the build- 
ings, such as they are, are sorely in need of renovation. 
It may be argued that better stations, goods yards, and 
equipment would produce no better revenve, but we would 
urge that on broad lines there must be indirect losses to 
a State which gives generously to its metropolis and 
stifles the requests of its other cities and towns. There 
must also be some extra costs of administration where 
operations have to be carried out under cramped and 
primitive conditions. Though we were recently informed 
that the passenger ticket revenue has not increased at 
Newcastle in the last ten years, it is rather hard to recon- 
cile this with the fact that in that period the number of 
trains in and out of Neweastle railway station has in- 
ereased more than twofold. There is no waiting-room 
(excepting open space around the ticket offic?) for males, 
or for both sexes. There is insufficient rocm and shelter 
in No. 1 platform. It is daily ecnzestetd with parcels, 


Sir VINCENT L. RAVEN, 


luggage, merchandise, and passengers, including through 
passengers who come in here for refreshments. Week- 
end tickets are issued from Sydney at very much reduced 
fares to Newcastle and return. We cannot get the same 
privilege from Newcastle to Sydney and return. 

3502. Sir SAM FAY: You say tickets are issued from 
Sydney to Newcastle at a fare which does not apply to 
tickets from Newcastle to Sydney ?—That is so. The Rail- 
way Commissioners do not seem to have arrived at the 
opinion that Newcastle is something else than a railway 
town. ‘This is one of the most important sea ports in the 
world and a great seaside resort. For those reasons this 
city should be regarded as something different from a 
country village. 

35024. ‘bhe business in season tickets has reached very 
large proportions in this district. Many people who use 
Neweastle station get their season tickets in the suburos. 
These tickets are issued on the Ist of the month. The 
ticket officer whose duty it is to issue these tickets knows 
very well that there will be at least 100 applying for season 
tickets, and yet he will not stamp one ticket until the first 
applicant comes along. It is easy to understand how 
long the last person has to wait. 

3503. Sir VINCENT RAVEN: Is the present site of the 
Newcastle station the best so far as the city of Newcastle 
is concerned ?—I would not recommend any removal of the 
station now. 

3504. So far as the Neweastle people are concerned, the 
site is suitable?—I think it is fairly suitable. We have 
one of the finest beaches in the State, and it is a big 
advantage to the city of Neweastle to have the station 
within a few minutes of that beach. 


3505. Sir SAM FAY: You wish to say something with 
regard to the policy generally ‘—Yes, that the policy of the 
Railway Department appears to be entirely governed from 
a “Railway” point of view without due regard to the 
amenities of the community, the progress of the cities and 
the towns served, or a reasonable effort to meet the wishes 
of local governing authorities and other important bodies 
whose requests are on behalf of citizens generally, and in 
the interests of the progress of their locality. That is 
what our aldermen are out for all the time. Invariably 
our applicaitions to the Railway Commissioners for any 
concessions or improvements, or for something which we 
believe to be in the best interests of the people, are turned 
down. Ninety-five per cent. of our applications are turned 
down by the Railway Commissioners. 

3506. Would they involve the expenditure of money ?— 
They may. I will come to that. 


3507. WITNESS: The next matter to which I wish to 
refer is the matter of the land occupied by buildings and 
other structures belonging to the Commissioners. The area 
of the lands occupied by the Railway Commissioners in 
Neweastle is about 83 acres, of which 56 acres are actually 
occupied or used for lines, buildings, and other structures. 
In the initial route adopted in laying the main line into 
Neweastle city there is no doubt that it had to be laid close 
to Hinnter-street as the harbour water at that time came 
close up to the street in places. The harbour front has for 
many years now been built up by reclamation far out froin 
the railway line. The only advantage taken of this by 
railway authorities hes been to acquire land for other 
purnesc> than the most important one, namely, the devia- 
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Witness--R. G. Kilgour, 20 August, 1924, 


tion of the line. It has been admitted that such deviation 
is most desirable. If it had been undertaken years ago it 
would not only‘ have placed the local railway system i 
the position of being able to realise the large sum by sales, 
or a large yearly revenue from leases, of surplus land, but 
it would have had a marked effect on the general prosperity 
of the city by providing valuable business sites right along 
the northern side of Hunter-street, between Newcastle rail- 
way station and the city boundary. The frontage of this 
street that would be avaliable for sale or lease would, 
exclusive of existing leases, be 3,555 feet. This land would, 
at a modest estimate, be worth 60 per foot, making a total 
value of £213,300. There would be no road-making costs 
to meet in regard to this frontage, and the selling cost of 
freehold or leasehold would be very light. It is fairly sate 
to say that the yearly rental value would be £15,000. 

3508. Sir VINCENT RAVEN: What are they using 
the land for now?—A good deal of it is waste land, not 
being used. eal 

35083. Supposing they put a line in here as suggested, 
would they have to do away with any works ’—There would 
have to be some alteration—not very extensive. Many of 
the structures are only sheds, right in the centre of our 
city, occupying valuable land. 

3509. WITNESS: Apart from this, there would be, im 
the lands behind these northern blocks of [unter-street 
and in the large area partly oceupied by the goods yards, 
workshops, &e., after allowing for railway accommodation 
ofa new line along the harbour front and for moving the 
goods shed westward, of 14,500 feet of land, which would 
probably be worth £435,000. This on a leasehold basis 
should return a revenue of £30,000 per annum. At present 
only a very small revenue is returned from these unleased 
lands. The whole of the land is practically level. Sub- 
divisions and road-making would be the simplest opera- 
tions. At present the rates paid to the Neweastle Council 
in this regard are £6,800 per annum. 

85094. In addition to providing land suitable for sale or 
lease as set forth above, the deviation of the hne northward 
would permit of one great improvement in the city streets 
and its trafic, namely, the widening of Scott-street. This 
matter might appear trifling to a stranger to Neweastle, 
but to the residents it is of the most urgent importance. 
Owing to the configuration of the eastern portion of the city, 
traffic congestion has become very acute, so much so that 
the council is now investigating extensive and expensive 
resumption schemes with a view to solving the problem. The 
widening of Scott-street from Brown-street to Newcomen- 
street would go far to ease the situation. There are very 
few obstacles or ditfliculties now in the way of redesigning 
the lay-out of the railway lands in Newcastle compared to 
what may be the case in the near future. The city is being: 
rebuilt now, and in such a way as to fit conditions as they 
are. It would be a great pity if alterations in the railway 
scheme should be delayed now and carried out later at 
greater expense and upset the developments involving the 
large expenditure of capital, both private and Govern- 
mental. It is admitted by the Department that Neweastle 
railway systems call for drastic alterations, and #, has 
always been urged that it is the want of funds which has 
preveated the carrying out of such alterations in this city. 
All our commercial life is carried on within a few yards 
of the railway station. It is all within a stone’s throw. 

On the face of it, there would appear to have been no 
justification for retaining the goods yards in the present 
position for such a long time. It may have been adyis- 
able in the early development of the railway system; but 
the growth of the commercial part of the city is westward, 
and this trend has been evident for quite a long time. 
Tt would seem that its removal to some site west of Mere- 
wether-street, where possibly it might be combined with 
Honeysuckle goods yard, is yery desirable in the interests 
of railway men. It is not less a necessity in the interesis 
of city traffic. Most of the merchandise which now comes 
to the goods yard has to be taken back along a line parallel 


to its forward journey. One serious objection to its pre- 
sent position is that the road from the foot of Watt-street 
to the wharves crosses so many shunting lines as to be 
productive of serious delay to the business public, and 
danger to life and limb. 

3510. Sir SAM FAY: Do you not anticipate that your 
goods business will grow in Newcastle?—Yes, that is why 
| advocate an extension. 

3511. How about the shipping? Jere the goods yard is 
near the shipping. Would you suggest doing away with 
that?—A couple of sets of rails will serve all the purpose 
required along the harbour front. It would not require 
eighteen cr twenty sets of rails. 

3512. Do you not anticipate an increase in days to come 
in both export and import ’/—Yes. 

3513. Would that not come here?—No, it goes to the 
west. 

3514. And would not these particular wharves be used 
at all?--Not any more than at present. The Railway 
Department itself proposes to remove the Hunter River 
Wharf to a point about a mile west, near Wickham. 

3515. You have to look ahead in these matters?—-I 
realise that. 

3516. You say the development is likely to come further 
west?—Yes. All our manufactories sending away goods 
are located in the western end of the city. They have to 
come through our main thoroughfares, which are already 
too much congested. The stuff is taken to the goods 
sheds; it is loaded up, and then taken back over the same 
route as it was brought in. 

3517. I was locking rather at the general export and 
import merchandise traffic in days to come. Do you say 
that the west is a better place from the point of view ot 
water depth#—Yes. Unfortunately our harbour is su% 
ject to silting up, and we have to keep a number of dredg:s 
working all the year round. The proper policy is to taks 
che goods sheds from the east and put them further weet 
That would meet the requirements. 


o~ 


3518. You also wish to speak about the centralisation in 
Sydney ?—-Yes. I am of opinion that the regult of the 
present system of administration and working of the rail- 
ways more than tends to centralisation in the capital city 
of Sydney, as against the claims of other centres anu 
ports, resulting in stifling the natural development o 
country centres and unduly drawing population to the one 
city. As an instance of how the preferential rates a 
freight work out. ‘Take a distance of an average district 
such as Glen Innes from market :— 


Freights. 
Wool. Wheat. 
4 4a. ¢ Gay: ® 
To Sydney, 424 miles eee ee ee 18 2 
To Newcastle, 320 miles .. 416 9 16 4 
To difference for 104 miles .. O 7 11 Leg 


Ordinary rate for 104 miles 
straight out of St Up dope 11-8 


3519. Are those rates not based on the Act of Parlia- 


- ment inder which the Commissioners act, mileage rates? 


—-T 2m not in a position to say. They are not compelled 
to carry +hem at those rates. If they are, then it means 
that it is time the Act Wwas altered. It is 7s. 11d., as 
against £3 per ton. 

3520. That will always apply more or less where you get 
long distances, as against short distances. The Act says: 
“Subject to the provisions of this Act . . . per mile 
or otherwise” ?—Other States have good wheat and wool 
markets at shipping ports other than at capital port cities. 
For instance, there is Geelong, where the cream of the 
Victorian wool is sold. There is no reason why, except 
for the nominal freight for these products from Newcastle 
on to Sydney, why a considerable portion of the wool and‘ 
wheat of the north should not be received, sold, and 
shipped at Neweastle. There would appear to be every 
reason why at a rate that does not pay running expenses, 
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the 104 miles of lines between Neweastle and Sydney 
should not be burdened with the bulk of these produets of 
the north at these nominal rates of carriage, especially 
as the trucks and engines used in this exira haulage could 
be made more quickly available for return to the producers 
who are always anxiously awaiting them. At the samc 
time full use is not made of Newcastle shipping and port 
facilities. Large numbers of ships trade directly with 
Neweastle from foreign ports in other goods, and un- 
doubtedly others would do so if wool and wheat were mar- 
keted here; so that there need be no danger or fear of lack 
of provision for getting such products away. It would 
appear therefore only just that as a port has been estab- 
lished and equipped at Neweastle, the freights should be so 
adjusted as to induce the northern products to be dealt 
with there. It is not claimed that an absolutely protective 
rate against Sydney should be set up, but something more 
like three times the existing differences should be set up as 
a fair and equitable arrangement. 

3521. Do you suggest that the rates per mile for 300 
miles should be the same as for 100 miles: that there 
should not be a reduction for distance?—No. The further 
distance a man goes he should be entitled to a reduced 
tate, but it should be equitable, and not such an extra- 
ordinary drop, as from £3 to Zs. 11d. 

3522. Your suggestion is that the rates are not adjusted 
in an equitable way as between Sydney and Newcastle ?—- 
That is so. 

3525. And, as a mater of tact, that they do not carry 
out the meaning of the Act?—I take it that when the 
legislation was introduced it aimed at being equitable to 
all people in New South Wales. In my opinion, it is not. 
It is in favour of the metropolis. We quite realise that 
the Commissioners have many times expressed their will- 
ingness to carry out certain improvements for Newcastle, 
and we know that it is greatly due to the fact that they 
have been unable to obtain funds for such work that they 
have been postponed. We think consideration should be 
given to authorising the Commissioners to raise their own 
loans in the same way as other corporations carrying on 
trading concerns; so that they might be independent of 
the vagaries of State revenues, and justify a more busi- 
ness-like attitude in regard to the opening of new lines 
in poor country, and sometimes, perhaps, the closing down 
of losing propositions. If Newcastle wants something, and 
the Railway Commissioners are in favour of it, why should 
it be competent for a man who represents Goulburn or 
Wagga to puta stumbling block in the way ? That is what 
it means. 

3524, You recognise that it means taking the whole 
of the financial arrangements out of the hands of the 
Treasury ?—Yes. 

3525. Transferring the existing loans to the Commis- 
sioners and leaving them the responsibility of renewing 
them ?—The same as local governing bodies. There is the 
Abattoir Board. 

3526. As long as it is subject to the Government of the 
day it must come within the ambit of their particular 
financial arrangements ‘—Not to such great extent as at 
the present time. Take these valuable frontages to our 
main street, workshops. The land could be sold at an 
average of £60 a foot. That money would go into con- 
solidated revenue. We would not be able to 


get any 
benefit for Neweastle, because of that land being sold. 


It ‘would be said that the money went into consolidated 
revenue, and we would have nothing to do with it. Is 
that fair? 

3527. The railway would not get the advantage of the 
money received from that valuable land -—No. 

3528. Do you suggest that the selling of the land would 
pay for the alterations you speak of ?—Yes, I am quite 
satisfied about that. We were agitatine for many years 
to get our old steam trams transferred to electric. It 
was a joke all over the State of New South Wales. I have 
figures in connection with the tramway losses through 

28910—K 
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capital not being made available for electrification. The 
accumulated deficiency was probably very near £250,000. 
The actual loss for the year 1921-1922 was £73,743, and 
for the year 1922-1923 £125,320. The Minister for Rail- 
ways repeatedly admitted that electrie trams would pay, 
but the cost of electrification, with necessary extensions 
and duplications, would be about £1,500,000, and this 
money could not be found. ‘At 5 per eent. interest the bill 
would only be £75,000 per annum, yet the Government 
went on and lost over £125,000 in one year. This is the 
financial aspect only. What about the comfort and con- 
venience of the people, and the progress of the district? 
Why not put tramways under separate management, or at 
least country tramways? The Minister offered personally 
M406,000 for conerete strips on our roads if we would 
withdraw requests for electric trams. Councils turned 
this proposition down. The Minister urged ’buses as more 
modern and suitable. 
Steam traction costs about 3s. 6d. a tram mile. 
Electric traction costs about 1s. 9d. a tram mile. 

Sir VINCENT RAVEN: Where did you get 
the figure 3s. 6d. as against 1s. 9d.2-We are informed 
that that is the State average. It has taken us up to the 
present time to get a start made with the electrification. 
From the moment the Railway Commissioners started to 
electrify the work went on very rapidly. It seems a 
remarkable thing that the Commissioners waited for so 
long, when they might have borrowed the money at a 
lesser sum than the loss they were subjected to. 

3530. WITNESS: Is the whole financial system not 
faulty? The Minister repeatedly said that a vote was 
given to the Commissioners to apportion their expendi- 
ture as they liked, and in regard to one application we 
made the Minister referred us to them. The Commis- 
sioners in turn stated that their estimates were always 
so drastically reduced that no money could be found for 
this work, and referred us back to the Minister. 

3531. Another matter to which I wish to refer concerns 
the hoardings along the main streets on railway lands. 
This item is to a degree interlinked with my previous 
remarks on the subjest of the failure to put land to 
its best use. There is no doubt the hoardings return 
some trifling revenue, but it would add«greatly to the 
appearance of the city if they could be re- 
placed by a neat barrier fence, or better still if the 
frontages could be built up with business premises. Our 
main avenue is fronted with hoardings. I am surprised 
at the Railway Commissioners continuing them for the 
small revenue they receive. It detracts. from the general 
appearance of our city. "There are ten suburban raliway 
stations in this district, and by no. stretch of imagination 
could anyone say that they are up-to-date railway sta- 
tions. They are not to be compared with Sydney railway 
stations. We find it the most difficult thing to get con- 
cessions from the Railway Commissioners. As far as 
tram administration is concerned the tramway heads seem 
to have set their faces against providing any waiting sheds 
at all. 

35382. Sir VINCENT RAVEN: You realise tkat, as far 
as the Railway Commissioners are concerned, their diffi- 
culty is in getting money ?—Yes. 

3533. They have not refused your request on the ground 
that they were unsuitable recommendations?—'They re- 
fused them, generally speaking, because, as they say, they 
have not the necessary money. 

3534, Not because they do not agree that they would 
be improvements’—No. In many cases they agree. Jn 
talking about tram sheds, the principal waiting place in 
Newcastle for tram passengers is at the intersection of 
Perkin and Scott streets. My council saw the absolute 
need of building a tramway waiting shed at that place. 
The Railway Commissioners would not build it, so we 
built it. We financed it. It was a long time before the 
Tramway Department would agree to puii their trams up 
at this spot, so that people might be convenienced by the 
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Witnesses—R. G. Kilgour, T. B. Trebeck, and J. H. Gamble, 20 August, 1924. 


use of the shed. At Broadmeadow there is a fairly large 
suburban station; the tram runs on an overhead bridge 
right at the station. Quite a large number of people use 
that station and use the tram. They have to climb up the 
steps, and there is no accommodation of any descripticn 
for a very long distance. If the weather is wet women 
and children with their luggage get wet. It is an un- 
speakable condition. The ‘Commissioners refused ty put 
a shed at the top of the bridge. 

3535. WITNESS: I would like to return to the matter 
of land occupied by the ‘Railway Commissioners. In 
speaking about the sale of this land I quoted £60 a foot. 
That is a conservative estimate. There was a sale in the 
western end with frontages to the main street. Three 
years ago the land was sold at £60, and the increase on 
that particular block was £15 a foot within a few months. 
So that when I say £60 a foot that is a very conservative 
estimate. There was an increase on another block in the 
same locality from £113 to £128 within a few months. 
The development in this city is remarkable, and the Rail- 
way Commissioners are not keeping step with the general 
progress of the city. 


3536. Sir SAM FAY: If this property were sold the ~ 


Railway Commissioners would not be able to handle the 
proceeds /—I admit that. 

3537. They would have to get money from the Govern- 
ment in some form in order to carry out the works that 
you suggest /—Yes. 

3538. Your view is that the Railway Commissioners 
should handle their own cash ?—Yes. 

3539. And deal with their own finances?—Yes, treat it 
as a business concern. The policy of the Railway Com- 
missioners being dependent upon the State’Government of 
the day for loan moneys for developmental (eapital) ex- 
penditure leads to a condition of affairs by which urgent 
calls for improvement are held over or postponed indefi- 
nitely, no matter how vital or important to the depart- 
ment itself, as well as to the public. 

8540. We would like to know your views on a subject 
to which we have given considerable attention, the decen- 
tralisation of railway management and control; do you 
think it would be an advantage to Newcastle and the 
northern and eastern part of the New South Wales system 
if an assistant Commissioner were appointed with head- 
quarters at Newcastle?—Yes. 

3541. Working and controlling the area to the Queens- 
land border ?—Yes, that would be an advantage to New- 
castle. 

3542. Controlling the line to Hornsby, say, Hornsby to 
Newcastle, and up to the Queensland border ?—I think 
that would be a distinct advantage to the northern dis- 
trict. 

3543. You would be able to confer with him} there would 
be a centre here, and if he had the proper power he would 
be able to deal with matters connected with the ordinary 
working of the railway and so on 2—Yes. I think that 
would be a decided advantage. I might tell you our ex- 
perience with regard to the present Railway Commis- 
sioners. Once a year they go over the whole of the 
State. On one occasion I introduced a deputation to the 
Railway Commissioners on these premises, and after 
pidding them good morning the Chief Commissioner said, 
“Well, gentlemen, you will understand that we are par- 
ticularly busy men; we have to do the whole State of 
New South Wales, and you will understand that we can- 
not give too much time to each city or town.” JT said, 
“We appreciate that.” He said, “I have your requests 
all type-written before me, and with your kind permis- 
sion I will read my answers.” I objected to that course. 
{ objected to typewritten answers to my requests when I 
was introducing a deputation representing 80,000 to 
100,000 people. That was our experience. It bears out 
what I say, that it would be to the advantage of the 
northern districts of New South Wales if the administra- 
tion was split up. 


3544. Sir VINCENT RAVEN: I think you have put 
your case quite clearly, and it will have our careful con- 
sideration. 


THOMAS BEALE TREBECK, representing Rutherford- 
Mayfield, Homeville-Telarah Progress Associations, 
sworn, and examined :— 

3545. Sir SAM FAY: You wish to speak with regard to 
the railway facilities with Sydney and Neweastle?—Yes. 
My general evidence concerns greater facilities for traffic. 
TI have a map showing the district I represent. (Map 
handed to Commissioners.) 

3546, Your suggestion is that the main line trains run- 
ning through these places shown on the map should be 
stopped?—Some trains. The population in the area is 
1,840. We want a better suburban service with Newcastle 
and the stopping of some trains that leaves Sydney after 
business hours. ‘There is a train which runs through 
now at 11.30 p.m. It slows down to pick up the staff, 
and if we could use that train by giving notice when 
there are passengers, it would be a great convenience. 
This is a large residential area. 

2547. What is the distance between the places at which 
you suggest the train should stop?—300 yards, 600 yards, 
and half a mile. 

3548. To put it generally, what you are asking for is an 
improved suburban service ‘—Yes. 

3549. Sir VINCENT RAVEN: Would a motor coach 
on the railway serve the purpose/—I am glad you mén- 
tioined that. That was my idea, A motor coach would 
be a good thing. Run it fairly frequently. That would 
be the ideal solution. 

3550. The trams do not run right out?—They might 
later on. 





JAMES HENRY GAMBLE, Mayor of Hamilton, sworn, 


and examined :— 


3551. Sir SAM FAY: You propose to speak generally 
with regard to the necessity for a changing station at 
Broadmeadow ?—Yes, I submit the following evidence in 
support of that proposal. I was chairman at a conference 
of the councils of the whole of the district on Friday, 
15th August, when this matter was considered. The 
proposal has been before the Commissioners for a number 
of years, and on the 20th April, 1920, the deputation was 
informed that plans had been prepared, but that the work 
could not be carried out owing to funds not being granted 
by the Government. The matter again came before the 
Commissioners by deputation on the 18th April, 1923, and 
the Commissioners stated that an estimate of cost would 
be prepared for the new building, and also the running 
cost. It has now been decided still further to urge the 
erection of the station, and the following matters are 
given as reasons for the elaim :— 

(1) The whole of the district is linked up by tram to 

3roadmeadow. : 

(2) People travelling from Sydney to the suburbs of New- 

castle in most cases have to travel past their homes 
into Newcastle and return by tram or train, and people 
travelling from the suburbs to Sydney in most cases 
have to travel to Newcastle by train or tran, and 
then return over the same ground on their journey to 
Sydney. This means considerable inconvenience and 
loss of valuable time. 
People travelling from Sydney to the North, North 
Coast and north-west, and also returning to Sydney 
from those lines, are taken into Newcastle and back 
again over the same route, and in consequence their 
journeys are unnecessarily lengthened, and the extri 
wear and tear of the trains could be obviated. There 
are one or two trains where the Comunissioners have 
seen fit to have the engine changed at Woodville June- 
tion, and in the absence of a refreshment room at a 
place like Brondmeadow, the passengers are compelled 
to do without refreshments from the time of leaving 
(Gosford until the time of arrival at Singleton, 
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(4) The engine sheds have recently been removed from 
Woodville Junction to a locality near Adamstown, and 
light engines have to travel to and from Neweastle 
when the changing could be done at Broadmeadow. This 
alone means a considerable loss in wear and tear ol 
engines, and drivers and firemen’s time. There are at 
least twelve trains a day where the engines are 
changed at Neweastle, and allowing for one hour for 
the driver and fireman at: driver, 2s, 84d. per hour; 
fireman, 2s. 1d. per hour, the cost would be £2 17s. Ud. 
per day, or £20 2s. 6d. for a seven-day week, and this 
would amount to over £1,000 per annum, without 
taking into consideration the wear and tear or cost ot 
fuel. 

(5) There is considerable congestion at Neweastle station, 
and it will increase as the population of the district 
srows, but with the establishment of the changing 
station at Broadmeadow Newcastle will be relieved ot 
the long-distance passengers, and will then be able to 
adequately cope with the large suburban traftic, 

($6) Complaints are frequently made to the Commissioners 
of excessive delays at railway crossings, particularly 
Beaumont-street, Hamilton, and Hannell-street, Wick- 
ham, and these delays would be greatly reduced if the 
light-engine traffic and through trains were dealt with 
at Broadmeadow instead of Neweastle. 

(7) The residents of the Maitland districts desiring to 
travel to the popular resorts at Lake Macquarie could 
have a direct service through Broadmeadow instead 
of going into Newcastle or Changing trains at Hamil- 
ton. 

(8) The population of the Newcastle district is made up 
as follows :— 


INGVC CAS DIGM sie. cle nics acct - 15,000 
BAC UI SCO WLU) se tent ats! tata 5,000 
Garvin COnwee sy.) skeiae te 3,00 
RELI EL COM chasers costa sss OME. ¢ 15,900 
ewe sam DLOn #0 cae. ors 4,500 
IOAIN DEON we at tee oe bsttiacr dee 4,500 
Merewether) i 5i van... 4124 
NCOCKLONE a etele ee Ms istt seoteye 5,060 
Wiellsen cht </cvosu A eee 6,890 
Wrenn ta lint scram me no ees. 14,000 


Witcicbarnt otters sates 15,500 
West Wallsend, Charles- 
town, and Dudley, &. .. 6,425 
102,399 
65,359 of the above total would benefit directly by the estab- 
lishment of the changing station. 








3552. Broadmeadow is connected by tram with the whole 
of the Newcastle district, so that there is no heavy cost 
required for linking up a tramway system, People trav- 
elling from Sydney to the suburbs of Neweastle have to 
pass Broadmeadow to come to Neweastle, On returnin2 
they have to come into Newcastle, and go over the same 
ground again. This means considerable inconvenience and 
loss of time. Time is money. We consider this incon- 
venience could be obviated by this changing station. 
There are a few trains that go around the Woodville 
junction. That causes a good deal of inconvenience to 
passengers on account of there being no refreshment 
station. Passengers are unable to get any refreshment 
between Gosford and ‘Singleton. If a changing station 
was located at Broadmeadow, and a_refreshment-room 
erected there it would add to the convenience of northern 
travellers, Quite recently the engine-sheds have been 
moved to a position between Broadmeadow and Adams- 
town, and when trains run into Newcastle it is necessary 
for light engines to run from the engine-sheds into New- 
castle to take the place of the engines attached to the 
trains. That causes a considerable loss, and taking the 
average at half an hour each way it means that one hour 
is lost in travelling time alone. That hour must repre- 
sent a very heavy expenditure to the Railway Commis- 
sioners. If there are twelye trains a day the inconveni- 
ence means twelve hours’ wages which have to be paid 
for driver and fireman, and this means in seven days 
approximately £20, or over £1,000 a year. This is irre- 
spective of the wear and tear on the trains and the exira 
fuel required. In addition, it means that trains have to 
travel over a portion of the same route. We contend that 
the cost must he cousiderable, and the changing station 
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suggested would mean a big saving in this direction, so 
considerable that it would go a long way towards meeting 
the expenditure required for the staff that would be neces- 
sary. 

It is a well-known fact that the Newcastle station is at 
present congested, and there is very little room for ex- 
tension, As Neweastle is a growing city the congestion 
is likely to become greater each year. This could be re- 
duced considerably if “through” passengers did not come 
into Neweastle. Newcastle would then only have to deal 
with suburban traffic, and even under those conditions 
there would need to be certain extensions, A large num- 
der of people, travelling from the Maitland and Cessnock 
district to the Lakes have to come into Neweastle and go 
back again. This could be obviated by having a service 
through the changing station at Broadmeadow. 

The Commissioners have had repeated complaints from 
councils with regard to the delays at crossings, particu- 
larly at Hamilton, Wickham, and Neweastle, brought 
about by the amount of traffic. This would be relieved if 
through trains did not come into Neweastle as at present. 
The engines that come to remove these trains would also 
be unnecessary, If the twelve trains I have referred to 
were chmmated, the closing of the gates on forty-eight occa- 
sions would be unnecessary in that rezard alone. 

The population of the various municipalities of New- 
castle is 102,539. Approximately 70,000 would be directly 
benefited by this changing station at Broadmeadow, and 
the remainder would not be inconvenienced, inasmuch 
as there is a quick train and tram service at their dis- 
posal. Those are the principal reasons why we think a 
changing station should be erected at Broadmeadow, 
which we think is a most suitable site, in a growing dis- 
trict. 

3353, Sir SAM FAY: You do not suggest that there 
should be no trains at all into- Neweastle station ?—That 
is through trains. If there was this changing station 
there would be no necessity for them to come into New- 
castle. 

3554. You do not suggest that Neweastle should be 
deprived of a through carriage of some sort from Syd- 
ney? ‘Take the interstate express. Do you suggest there 
should be no connection with Neweastle at all?—There 
would be connection by the suburban trains and trams. 
The number of passengers coming into Neweastle is not 
so very great compared with the number that would be 
directly benefited by a changing station at Broadmeadow. 
We submit that a changing station is essential. There 
is a large percentage in the western district. 

3555. It may be an advantage from an interstate pas- 
senger point of view. ‘The question remains whether 
Neweastle would be satisfied without having through 
carriages to and from Sydney, Do you think the peopl: 
would be satisfied’—We are considering the interests of 
the greater population of the district. Someone has to 
suffer. At present you can take it that 75 per cent, of 
the population are suffering. 

3556. Minorities do not suffer in silence ?—The majo- 
rities are kicking up a row on this occasion. 

3557. Sir VINCENT RAVEN: What about the busi- 
ness people who come into Neweastle to transact business ? 
They would have to change?—We submit there is not as 
much traffic in that regard as you might imagine, 

3558. And it would not inconvenience them to change at 
Broadmeadow ?—Not in the least. 

3559. Sir SAM FAY: Is there a good main road from 
Broadmeadow to this part?—Yes. There is a double set 
of tram lines. There is a seven-minute tram service from 
Broadmeadow, in addition to the train service. 





35594. You think that in the course of time there would 
he sufficient traffic for the station at Breadmeadow and 
the station here?—Yes, We submit that if a changing’ 
station were built there it would relieve the congestion 
at Newcastle, and there is undoubtedly quite a lot of con- 


gestion to be relieved, . 
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Witnesses— J. H. Gamble, S. M. Neal, A. Griffiths, and J. C, Lightfoot, 20 August, 1924. 


3560. It will grow so considerably that you think there 
is not enough room for the necessary extensions here ‘— 
That is the position, we submit. 

3561. Which is the most congested part of the line? Is 
there more congestion, for instance, at Broadmeadow, 
than, say, at Waratah?—Yes, we think so. At Hamilton 
you get a double lot of traffic running in. 

3562. I was looking at it from the point of view of 
which was the best site7—We submit that Broadmeadow 
is the better position. It is at present connected with 
the rest of the district by a tramway system, in addition 
to trains. The tramway system is a pretty extensive one. 
Tf a changing station was built at Waratah, perhaps half 
a million of money would have to be expended in the con- 
struction of tram lines to that station. As it is, passengers 
could get out of the train and walk up over the bridge and 
go on to the tramline. 

3563. If they had luggage there would be a ditheulty ?— 
There is the same difficulty with regard to the rest of the 
stations in New South Wales. In any case there is a level 
crossing as well. 

3564. Sir SAM FAY: There are undoubtedly advantages 
in your suggestion. But there are also disadvantages. 

3565. Sir VINCENT RAVEN: No doubt there will 
have to be an enlargement in the course of time at New- 
castle, ualess some other scheme is arranged ?—At the pre- 
sent time there is an agitation by the Newcastle Council 
for portion of the railway land in order to widen Scott- 
street. The traffic difficulties are so great. What hope is 
there for extending the train system. There is quite a lot 
of land that the Commissioners own, and by the selling of 
that land a large sum of money could be obtained. We 
submit it would more than meet the expenditure necessary 
to carry out what we suggest. 

356¢. Sir SAM FAY: That is if the money came into 
the hands of the Commissioners ?—Yes. 


SIDNEY MARSHALL NEAL, Mayor of Wallsend, 
sworn, and examined :— 

3567. Sir SAM FAY: Do you wish to add to what has 
already been said?—I do not know that there is much 
that I can usefully add. You asked a question as to what 
effect it would have on the Newcastle people if passengers 
had to change at Broadmeadow. The fact of the matter 
is that at the present time every passenger coming into 
Newcastle has to change into a tram or train because this 
is a dead end. There is no one living at this end hardly. 
They all travel to the other end of the town, and I submit 
they would not be put to any more inconvenience by 
changing at Broadmeadow. They would have less dis- 
tance +o travel than now. Waratah has been mentioned as 
an alternative to Broadmeadow. Of course Waratah has a 
right to consideration. If the changing station was there 
you would have 90 per cent. of the people travelling 2 miles 
further to get to their homes. Our argument in favour of 
Broadmeadow is that you will cater for the long distance 
travellers as well as the travellers about here. I travel a 
good deal on the lines, and I have repeatedly had to come 
through Broadmeadow to Newcastle, and, having missed 
the tram, it has put me back one and a half hours. 

3568. Sir VINCENT RAVEN: There is a population of 
nearly 28,000 at Waratah and Wickham. Really, the big- 
gest population is there, rather than at Broadmeadow ?— 
A lot of those people are already catered for. There is a 
tram connection from Broadmeadow station into Waratah. 
They will be better catered for when the electrification 
comes along. 

3569. And supposing the changing station was at Wara- 
tah?—You would have to change twice. If people got out 
of the train at Waratah station they would have to take 
a taxi xo get to the tram. The tram does not go from the 
railway. It is an interesting problem to study the net- 
svork of lines. We here can see the position; we have ex- 
perienced it and know what it means. 


3570. Sir SAM FAY: Your opinion is that a station 
at Broadmeadow would suit the business side of the popu- 
lation as well as the residential side#—Yes. It would suit 
every one. It would suit the growing population, and we 
maintain that you would be catering for the future as well 
as the present day. ‘Certainly Waratah is entitled to con- 
sideration, but there again it would be necessary to have 
a tram at ihe station. Broadmeadow already has the tram. 
With the electrification we hope to have a 2-minutes’ ser- 
vice from Broadmeadow into the city. This seems to me 
to be the main consideration from the point of view of 
catering for the future of Newcastle. 

3571. What is the growth of the population per annum? 
—People are going cap in hand and fixing their own rents 
in order to get homes. ‘The growth is very rapid and 
fairly constant. 

3572. Sir VINCENT RAVEN: Five thousand a year? 
—Yes, casily. 


ARTHUR GRIFFITHS, representing Waratah Council, 
sworn, and examined :— 

3573. Sir SAM FAY: Have you anything you would 
like to say in addition?—I am _ representing Waratah 
Municipality. I wish to endorse all that has been said by 
the previous speaker. I think the Mayor of Hamilton has 
outlined the whole case. There are two features to be con- 
sidered, namely, the through traffic and the traffic from 
this district. In deciding where the station should be, 
both features should be taken into consideration. So faz 
as the through traffic is concerned, a changing station at 
Broadmeadow or Waratah would suit, but I would say 
that Broadmeadow is undoubtedly the best site. The 
population has grown exceedingly in the last ten years, 
brought about largely by the establishment of industries 
which are extending. New ones are being introduced. 
Waratah will very soon be filled up. The population has 
to go west or south, I submit that in the years to come 
the big population will be in the vicinity of New Lambton, 
Adamstown, and towards the lake district. Broadmeadow 
is about the centre of the district. It is in close proximity 
to the tramway system. Quite a number of main roads 
radiate there. I think Broadmeadow is the most suitable 
site. The whole of the public men of the district are 
unanimous on the question of a changing station being 
established. To-day the position is quite different to what 
it was years ago. The changing station will not only cater 
‘or the district, but for the through traffic as well. It isa 
waste of time and money when all trains have to go into 
Newcastle and out again. People come into Newcastle 
just to have refreshments on the station. They do not go 
into the city at all. Those who do want to come into the 
city can do so through this changing station just as easily 
as coming to the city. We think that the time has arrived 
when this changing station should be established at Broad- 
meadow. It will be in the interests of the Department, in 
the interests of interstate passengers, and in the interests 
of the public generally. We maintain that we have a good 
ease. ‘The district is behind us, and we think that it is 
a matter that should be brought before you as a change 
from the present system is absolutely necessary. 


ore 


3574, I think you have put the case very fairly. 


TOHN CARVEATH LIGHTFOOT (representing Lamb- 
ton Council), sworn, and examined :— 

3575 Siy SAM FAY: Have you anything to add?—l 
speak as one wrapped up in the district. I have seen New- 
castle grow. I have attended numerous conferences in 
regard to a changing station at Broadmeadow. In my 
opinion that is the site that should be adopted. I am not 
a railway man, but I am observing the growth of the dis- 
trict. It must grow west or south-west, and it is growing 
rapidly west. There are thousands of acres of land un- 








oceupied yet not far from the Broadmeadow station. It 
must eventually be built upon. New Lambton, Adams- 
town, and Wallsend would be within easy access of the 
changing station. 
be brought into 
inconvenienced over 6 miles. 


It seems strange to me that train should 
Neweastle and long distance travellers 
My experience is this: that 
people want to get to their destination as soon as possible, 
and it is hardly a fair thing that they should be brought in 
and taken out again when a changing station would make 
this unnecessary. 


JOHN PATON (representing Neweastle Chamber of 
Commerce, attended by president and several mem- 
bers), sworn, and examined :— 

3076. Sir SAM FAY: I understand you wish, first of all, 
to speak about the composition of the Railway Commis- 
sioners’‘—Yes, that is one of the subjects. I would like 
to preface my remarks by saying that the Chamber of 
Commerce are very much obliged to you for altering the 
date of your visit in order to suit their convenience. The 
president of the Chamber is here and several members, 20 
that any of the points I bring forward ean be elaborated 
by them if necessary. 

30764. WITNESS: In submitting evidence from the 
Neweastle Chamber of Commerce, I desire, first of all, to 
say that our complaints are directed mainly or in part 
against what might be considered railway policy as well 
as administration, and are based entirely on what we con- 
sider to be the best interests of the people of New South 
Wales. 

We regard the Chief Commissioner as a man of out- 
standing ability, with a tremendous task, which, on the 
whole, is being satisfactorily performed. The running of 
the passenger services will compare very favourably with 
the other States, and our experience is that he is assisted 
by a competent staff, who are keen and anxious to meet the 
ever-growing requirements of the community. 

The original lay-out of the railway tracks, converging as 
they do from all parts of the State to Sydney, have in the 
past made the metropolis the shipping centre for practi- 
cally the whole of the imports and exports, other than coal. 
The main fault we have to find with the present adminis- 
tration is that what we consider to be a mistake in this 
respect in the past is perpetuated in the present Commis- 
sioners in their system of tapering rates, with the result 
that most of our manufacturing industries are forced from 
the country to Sydney. Flour mills, for instance. have 
struggled for years, and have been eventually closed down, 
Meat works in the country have complained of the pre- 
ferential treatment given in the freights on live stock a3 
compared with frozen meat, although it must be perfectly 
obvious that in the interests of all concerned it is bette: 
to slaughter in the country and send the frozen carcases 
to the coast rather than to do the killing at the other end. 

3577. Sir SAM FAY: One of your suggestions is that 
the rate for the first 100 miles should have a smaller rela- 
tive bearing than, say, 500 miles?—Not quite that. It 
should have a relative bearing to the whole of the charge. 

3578. You must have a tapering rate of some sort ?—We 
eall this a vanishing rate. 

3579. Take the case of grain from a point near the 
Queensland border. You bring it here at a certain rate, 
and it goes to Sydney at a rate which you say is too low? 
—Yes. It is about 1s. or 1s. 2d. a ton. 

3580. Sydney is favoured at the expense of Neweastle? 
—Yes. 

3581. You think there should be a bigger increase on 
the last 100 miles?—Yes. 

3582. Sir VINCENT RAVEN: How that pay? 
It seems that the railway would prefer to let it stop here 
rather than take it another 100 miles at a cheap rate?— 
The people of New South Wales have to pay for tha loss. 

It is to us an alarming fact that in a comparativety 
young country, with such vast resoureés and possibilities, 
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we are faced with the problem of a dwindling population 
in those districts in the north and north-west served by the 
State railway.. There are, of course, causes for this apart 
from the short-sighted railway policy, but we regard this 
as one of the contributing factors. New South Wales is 
mainly dependent for its expansion on the shipment oversea 
of primary products, and it seems to be an unwise policy to 
draw all the agricultural and grazing products of the north 
and south to a central point for shipment in a country 
with an extensive coast line such as ours. The effect of 
it is that goods are hauled hundreds of miles unnecessarily, 
and the producer is thereby handicapped in selling hs 
products oversea against competitors in other countries 
and States more fortunately situated. 

We contend that the existing system of tapering rates 
is on a wrong basis, in that produce is carried over the 
last 100 miles from Neweastle to Sydney for practically 
nothing, and that they are inequitable in that they should 
cease when exportable produce reaches a port at which it 
can be shipped. If goods are sent from a point 500 miles 
from Sydney, they should not be charged a high rate for 
the first 100 miles and comparatively nothing for the last 
100. There should be a more businesslike basis for the 
total rate so that the last 100 miles charged would beas 
some relation to the first 100 miles charged, and the grower 
would not have to pay any more in the ‘aggregate than he 
does now. 

The Chamber of Commerce has urged for many years 
that wool and wheat intended for export, and coming from 
the northern part of the State, should be shipped at New- 
castle, thus saving the cost of haulage and serious loss to 
the State by the present unnecessary use of engines, trucks, 
and tarpaulins on the 100 miles between Newcastle and 
Sydney. Rolling stock and tarpaulins are kept out of use 
for at least three days through being run past Neweastle 
to Sydney, and it is probable that many of them are out 
of commission for a week through this cause. Yet at the 
same time the Commissioners have been unable to meet 
the demand for trucks at Newcastle and at many centres 
in the country, and there has been frequently a serious 
lack of engine power. There is the further fact that the 
Railway Commissioners pay for the cartage of wool from 
the trucks at Darling Harbour to stores within a certain 
radius, and this is a direct impost on the taxpayers of the 
State, 

3583. How do you : is for 

I think the idea is that it suits 
them to concentrate the whole of the managerial adminis- 
tration in Sydney, and that Sydney should be the dis: 
tributing centre for the whole of the State, and keep New- 
castle as a coal port. 

3504, Sir SAM FAY: Is anything in it with 
regard to marketing ?—Oh, yes, there is something in that. 
At present there are no wool sales held here. There were 
many years ago. There would be if the rates were altered. 

3984\, WITNESS: The Chamber began its agitation 
many years ago, but has made persistent attempts since 
1912 to have Newcastle made a terminal port. The State 
Wheat Board, which came to Newcastle three years ago, 
was astonished to find that there were no facilities here 
for the loading of wheat, and the members said they 
would have despatched cargoes from Neweastle had there 
been means of loading the vessels. The Lindley Walker 
Co-operative Company was also prepared to ship wheat 
at Newcastle if the ordinary facilities in the way of sheds 
and railway sidings were provided. 


vwccount for that?—I think it 


them to account for that. 


there 


The sidines could be 
run to the waterside near Honeysuckle Point station aj 
very small cost, only about 200 
left to 
sites for 
the terminal elevators, and the Department decided (vide 
evidence before Royal Commission on bulk handling of 
wheat) that should be at Sydney, on the 
ground that it was not clear that northern wheats eould 
be shipped without mixing 


as the main railway line is 
The Government 


fixing of the 


vards from the harbour front. 
the Railway Commissioners the 


the elevators 


them with southern wheats. 
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The State wheat Board and the above-mentioned company 
said this bogey had been exploded, and that northern 
wheat was the best in the State; so that there is now no 
reason why an elevator should not be placed at New- 
castle. 

The President, in a statement prepared in 1921. pointed 
out how the Railway Commissioners could save a large 
sum of money through the shipment of wheat and other 
produce at Newcastle. The rate for grain, flour, &e¢., be- 
tween Neweastle and Darling Harbour is 11s. 9d. per ton. 
From Inverell to Sydney this class of freight is carried 
510 miles for 19s. 1d., and the charge from Inverell to 
Neweastle is 17s. 11d. So that when it comes to carry- 
ing the grain past Newcastle the Commissioners do it for 
1s. 2d. per ton for 100 miles as against 11s. 9d. charged 
the consignor at Neweastle for sending the same class of 
freight to Darling Harbour. 

Apart from the loss to the grower there must be a 


‘tremendous loss to the Department and the tapayers by 


hauling goods this unnecessary 100 miles, and a further 
serious loss owing to the congestion caused by drawing 
all the State produce to a central point. The congestion 
causes delay, and in this way the rate of haulage on our 
freight trains must be considerably diminished; or, to put 
it another way, we could carry the same quantity of 
freight at a faster speed if the traffic was decentralised, 
and in this way make a considerable saving in personnel, 
engine power, and trucks. 

At a largely-attended conference held in Neweastle in 
1919 representatives of the primary producers and other 
organisations throughout the north were present in force. 
Strong exception was taken by the whole of the delegates 
to the policy which centralises all trade in Sydney. 
There was similar expression of opinion at another con- 
ference held in 1920. 

3585. Sir SAM FAY: The primary producers also 
desired that their grain should be dealt with here and 
not send to Sydney ?—That is so. There are no facilities 
at present for shipping it. 

3586. Sir VINCENT RAVEN: It would mean a con- 
siderable expenditure of money ‘—It would be recouped in 
twelve months or more. 

3587. By the saving of engine power?—And the loss to 
the State for taking it 100 miles for practically nothing. 
There is lalso the 1s. 2d. or 2s., whatever it costs the 
grower. The Railway Commissioners might say that they 
take the wheat to Sydney because it is consigned there. 
but we have pointed out to them that the facilities should 
be here at Newcastle. 

3588. Sir SAM FAY: You say that if the southern 
farmers wished to send their produce to Neweastle for 
export it is not possible to do so at the present time?— 
That is so. It is bound to be consigned to Sydney at the 
present time. You might as well send it to Melbourne 
if it is a good principle to send it to Sydney. - Ninety 
per cent. of the steamers could come into the harbour 
here. 

3589, There must be some reason for taking wheat or 
anything else 100 miles for practically nothing?—It is 
one of those reasons which have never been satisfactorily 
explained. I have put it to them over and over again. ! 
think the Commissioners have made up their minds that 
Neweastle is always to be a ecoal-loading port. It suits 
them to have the whole of their management and adminis- 
tration in Sydney. They want the empty trucks there. 
We say that if Newcastle was made a proper shipping 
place we would want the trucks here. Nearly all the 
stuff that goes to the north first of all comes to Sydney, 
and runs that 100 miles from Sydney up to Neweastle. 
The steamer freight from Melbourne and from Adelaide 
Tnterstate and Overseas is the same to Neweastle as to 
Sydney. 

3590. You think it would mean a saving to the man 
in the north who either exports or imports?—Yes. He i 
the man we are thinking of. The population is dwindling 

‘there, and there must be a reason for it. It does not pay 
thew to grow anything, charges are so high, 


ifs 


The Neweastle Merchants’ Association, in October 
1920, brought before the notice of the Chamber of Com: 
merce the discriminating rates in favour of Sydney 
houses, for certain lines sent from the metropolis, as 
against Neweastle houses which despatch the same lines 
over similar distances. The association also stressed the 
point that the Railway Commissioners were not charging 
the same rates from Sydney to places on the southern 
and western lines as they were charging to towns in the 
north and north-west. This policy has been continued, 
and under the present schedule of rates the Commis- 
sioners charge considerably less for goods carried from 
Sydney to the north and north-west than they do for 
goods delivered at towns in the south and west, the latter 
rates being the same as those from Neweastle to places in 
the north and north-west. The following table will show 
how these rates operate :— 


Ratea from Newcastle to Stations | 
in North and North-west: and | [ates from Sydney to Stations 
rates from Sydney to Stations | in North and North-west. 
in South and Wesi, | 
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Residents of, Aberdeen’ and ‘Werris ‘Creek ‘wrote ‘the 
Chamber of Commerce, complaining that the producers 
were compelled to pay extra haulage to Sydney, when their 
produce could be handled and shipped just as well, and at 
less cost, at Neweastle; and the Quirindi branch of the 
Graziers’ Association, in April, 1922, carried a resolution 
at the Graziers’ Association, advocating ‘the develop- 
ment of Neweastle for the shipment of wheat, wool, frozen 
meat, and other products.” The feeling in the country 
was summed up in ‘the following comment by the vice- 
president of the Tamworth New State District Council, 
in a special article written some time ago. Hesaid: “The 
railways have been so constructed that they will serve 
one purpose, namely, to feed the metropolis, regardless of 
the needs of the people settled in distant parts, and con- 
sequently produce has to be carried hundreds of miles 
unnecessarily, until all hope of making a living, let alone 
a profit, is denied the man on the land.” As having a 
direct bearing on the subject of decentralisation, it may 
be mentioned that the system of through tapering rates 
operates to the disadvantage of country mea works, For 
instanee, six trucks of stock railed from Edgeroi to Aber- 
deen meat works, 182 miles, cost £48 14s. 6d.; and when 
the careases and by-products are railed to Darling Har- 
bour for shipment, the total freight amounts to £83 7s. 4d. 
If the six trucks of stock are railed right through to 
Flemington, the freight cost is only £72 18s. 6d., the 
difference against Aberden being £10 8s. 10d. Again, the 
flour mill at Glen Innes has been closed owing to the rate 
system, and the granting of rebates on flour from Syd- 
ney to Glen Innes. The freight on flour from Sydney to 
Glen Innes is 18s. 2d. per ton for the 424 miles; on sugar, 
it is £3 5s. per ton. Probably you would not find one 
merchant in Sydney who is dissatisfied with rates which 
tend to bring stuff into Sydney, but on the other hand 
you would not find one man out of Sydney who is satis- 
fied. It is all done with the object of getting people to 
start manufactories in Sydney, and it has the effect of 
killine the eountry. 


3591. Sir SAM FAY: We will look into the question of 
rates very carefully. We have had some evidence of rates 
from the Chamber of Commerce in Sydney and also from 


the Grazierg’ Agsociation. - ee 
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3592. WITNESS: If necessary we can supply many 
instances of how these rates operate. 

3593. Sir VINCENT RAVEN: A simple alteration of 
rates at the present time would not cure it. You would 
not be able to deal with the shipment of grain here. ‘Flour 
mills which have been demolished in the country and 
erected in Sydney would still exist. Many other arrange- 
ments would have to be made before any alteration in the 
rates would have any beneficial effeet ’—Kvery political 
party in New South Wales is in favour of decentralisa- 
tion, but none of them have done anything to bring it 
about. The feeling in the country is that if the rates were 
altered it would be the first step in the direction of 
bringing about the shipment of produce from Neweastle. 
Other things would follow. At present it is only a ques- 
tion of 2s. per ton. If it were bigger, people would object 
to pay it, and would want their produce shipped from 
Neweastle. Apart from that altogether, shipping facilities 
are here. It is only a question of putting a covering over 
the wharves and putting down the railway sidings. If 
wheat were shipped in bulk an elevator would have to be 
erected here. 

3594, Traders would have to erect their establishments 
for slaughtering the beasts and freezing them ?—We have 
all that here now. 

3595. I mean in the country?—The Aberdeen Freezing 
Works is a very big concern. I think that is the only 
one remaining. They are struggling along. I have been 
with the manager to the Premier, who admitted there was 
something wrong, and stated he would see the Commis- 
sioners. Nothing was done. ‘This is the only freezing 
works remaining in the north, and they are in a bad 
way. Another matter concerns the control of wharves. 
The Chamber of Commerce contends that the wharves for 
shipment of coal, timber, &c., should be taken away from 
the Railway Department and vested in a Harbour Trust. 
The Royal Commission on Neweastle harbour, by major- 
ity, recently recommended this, but the Railway Com- 
missioners are against the proposal. It is felt that the 
particular functions of the Railway Commissioners are 
to manage the railways and tramways, and that the 
berthing of vessels and the shipment of coal could be 
better handled by another department. At present the 
wharves and harbour arrangements are managed by three 
departments, namely, Railway, Navigation, and Works 
Departments, and the result is considerable overlapping 
and vexatious delays. 

3596. Sir SAM FAY: Would the control being in two 
hands be better and cheaper than one?—There is the 
handling of it at the wharves asd the control of the 
wharves. That is in the hands of the Commissioners to- 
day. If you put the whole of that under one head, in the 
hands of the Harbour Trust, wé feel it would be very 
much better done. 

3597. Berth the ships and ship the coal?—Yes. 

3598. Do you not think there would be friction between 
the Railway Commissioners and the Harbour Trust in 
certain events?—It does not happen elsewhere. 

3599. The shipment of coal has to be done pretty 
quickly ?—That is the Commissioners’ contention—that 
there would be friction between the Harbeur Trust Com- 
missioners and themselves. There should not be. There 
are three departments here, and if you have any com- 
plaints to make it invariably follows that you go to the 
wrong department first. 

3600. In what way is it unsatisfactory at the moment? 
—There is an overlapping. You cannot get one depart- 
ment to move without the other. The Works Department 
construct the wharves. They never hand them over, or 
they do not notify the Navigation Department that they 
are handed over. You pay rates to the Navigation De- 
partment and very often the Railway Department charge 
the rates as well. Two or three people have been collect- 
ing wharfage rates instead of one. 

3601. You say that the Railway Commissioners charge 
for.the wharfage, and you also get another charge from 
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the Works Department?—Yes. It is only the coal 
wharves that are under the Railway Commissioners. The 
other wharves are under the Navigation Department. If 
you want anything done to them or to the harbour they 
come under the Works Department or the Harbours and 
Rivers Department. 

3602. As a general principle in getting traffic from the 
interior of a country into a ship, is it not better in one 
hand than in two’—It used to be done for 1d. per ton. 
Now it is 6d. 

3603. That was a rate put up during the war/—Yes. 

3604. Sir VINCENT RAVEN: Your complaint is 
really that it is in three departmental hands, although 
it is under one head ?—Yes. 

3605. If there was a head here and you could go to him 
it would get over the difficulty’—Yes. There are con- 
siderable things to be done, extensions, and the spending 
of money. They conflict at present. There is no one man 
in charge and there are three departments, each con- 
trolled from Sydney. 

3606, Sir SAM FAY: All these authorities are depen- 
dent on the consolidated funds for capital to carry on the 
works ?—Yes. 

3607. Each one depends on the Treasury vote for what- 
ever they get?—Yes. We frequently find that the Works 
Department and Railway Department are at conflict with 
each other. There are some wharf extensions which have 
been under review for some years past, but the authorities 
have never come to any decision, and nothing has been 
done. ‘That seems to be the policy, and nothing is done. 
We can give you more details if you care to have them. 

3608. WITNESS: Another matter concerns the coal 
traction and coal loading charges. Over two-thirds of the 
coal exported from Newcastle comes from the Maitland 
coalfield, and most of this coal is delivered to the New 
South Wales Government Railways at East Greta June- 
tion, 21 miles from Neweastle. The Government railway 
line from East Greta Junction to Neweastle runs along 
the Hunter River Valley, and is almost a dead level; the 
line is a quadruplicate one, and one set of rails is sup- 
posed to be kept for coal traffic only—it was built for that 
purpose—so that it would scarcely be possible to find a 
better railway line for cheap and good working. 

Going back a little less than seven years ago, the posi- 
tion of the rates of haulage on coal in colliery waggons, 
hauled by departmental engines, to the port of Newcastle 
for export, were as follows :— 

Prior to the Sth August, 1917: From East Greta Junction 
to the Dyke, Newcastle, rate for haulage of coal for ship- 
ment, 21 miles, and delivered by cranes on board ship, was 
1s. 14d. per ton. 

Rate increased on Sth August, 1917, te Is. 34d. per ton, 

Rate increased on Ist November, 1918, to Is. 43d. per ton. 

Rate increased on Ist January, 1920, to 1s. 63d. per ton. 

Rate increased on Ist Nover.ber, 2920, to 1s. 64d. plus 
ls. Gd. — 1s. 9d-385d. 

Up to 28th September, 1921, the above rates included 
the shipping cf coal by the cranes f.o.b. the ships at the 
dyke, Newcastle, but from that date the Commissioners, 
without making any reduction in the haulage rates, de- 
cided. only to place the coal alongside the cranes for that 
rate, and made a new charge of 6d. per ton for the use of 
the cranes for placing the coal on the ships, although the 
cost of operating the cranes could not possibly amount te 
so high a charge as 6d. per ton. They also charged 2d. per 
ton extra for shipment of coal in box waggons. The con- 
tract for loading coal was let out to Mr. H. Hestelow 
some years ago, and in 1912 his price to the Commis- 
sioners was 14d. per ton. In his evidence before the Royal 
Commission on Newcastle Harbour, last year, Mr. Hes- 
telow said he would be glad to have a contract to-day for 
shipping the coal at 3d. per tou. 

On the 1st November, 1912, the rate for haulage from 
East Greta Junction to alongside the cranes at the dyke, 
Newcastle, in colliery waggons, was increased to Is. 104d. 
per ton, and the cost of shipping by the cranes is 6d. per 








































































ae ae 


oe 


. < 


“<= 


atid 
— 


e+ =F oN 


= ieedd s 


Sp D> Pelt 


a es 
asLs 


— 


= er 
= ———S 


A 


Se 


= 
et 


FAS 


— a 


Se os 


Ss 


eros 


een” = 


152 


Witness—JI. Paton; 20 August, 1924. 


ton; which ratés are prevailing to-day. You will see from 
this that we aré paying the Railway Commissioners to-day 
2s. 44d. per ton for most of the coal produced in this dis- 
trict, for services that were performed up to the 18th 
August; 1917, for 1s. 14d. pet ton. 

The South Maitland Railway Company handlé coal be- 
fore it is passed on to thé Railway Commissioners. I 
think thé company’s lHiné is 18 miles, And they chdree is. 
per ton for that distancé. At that rate they make a vétry 
decent profit. As against that, for 21 miles the chargé is 
1s. 103d: ate 

3609. Sir SAM FAY: Your complaint is this: that, 
whereas thé Railway Commissioners were forced by the 
increased cost of wages and coal to put up the rates during 
the war period and aftérwards, they have put them up ir 
Neweastle out of proportion to the increase in other 
places ?—That i8 So. 

3610. Thé iiiereasé in other places is about 50 per cent.’ 
—About that. Heré it is about 200 per cent. The colliery 
people claim that the losses on some of the railways in the 
back country aré being made up largely by the extra 
revenue receivéd from the coal trade. 

3611. The Commissioners have to get it from somewhere. 
Your contention is that they are unduly penalising the 
coal trade ?—If they did not run 100 miles along the coasi 
for practically nothing there would not be so much to make 
up. I think, on inquiry, you will find that coal is paying 


considerably moré than other classes of goods to make up 


the losses on other lines. 

3612. WITNESS: Coal from (East Greta Junction has 
been taken as an illustration of how the rates apply, as 
most of the coal for export comes from that junction; 
but if the junctions nearer to Neweastle are taken, ‘the 
increase is more pronounced. Take Waratah Junction 
for instance, whieh is only between 2 and 3 miles away 
from the point of shipment. The rate from Waratah 
Junction to f.0.b. ship at the dyke, Neweastle, prior t« 
8th August, 1917, was 64d. per ton; to-day it is 1s. 544 
per ton, and ex-box waggons 1s. 71d. per ton, an increase 
of nearly 200 per cent. These high rates of Governmen 
haulage have had the effect of causing other Australiar 
States to develop their own coal resources, so that they 
would not in future be dependent on this State for thei 
supplies. ; 

3613. Another quéstion refers to the MeMyler hoists 
In direct opposition to the wishes of the coal-shipping in- 
terests and contrary to their advice, the Commissioner, in 
the yéar 1909, imported four McMyler hoists, one of 
which was erected and tried and proved a failure, on ac: 
count of the excessive breakage of the coal and also damage 
to waggons. The hoists cost in the aggregate £68,000. 
and it is safe to say that this money was completely 
wasted. One of the McMyler hoists stands to-day on the 
wharf—it has not been used since 1916—a monument ta 
the failure of the Railway Department to understand the 
needs and requirements of the coal-shipping trade of the 
port. It and the ramp erected for running the coal to it 
take up a large amount of valuable space. There seemg 
to be no chance whatever of using it again, but the Com- 
missioners have emphatically refused to have it removed, 
and consequently much of the value of the approach to the 
wharf, and this section of the wharf itself, is lost to the 
publie, 

3614. Sir VINCENT RAVEN: What happened to the 
other three hoists?—I think they are still lying about 
there. They were never erected. 

3615. Sir SAM FAY: We have seen one there. 

WITNESS: If you are looking round in connection 
with the eranes you might also look at the loop line 
known as the balloon loop. £30,000 was spent there. I 
understand it has never been used. 

3616. Sir SAM FAY: It has never been completed, 
has it?—I eould not say definitely. 

5617. I think it is part of a scheme which has not yet 
heen completed ?—I did not know that. 


3618-9. WITNESS: Then as to weighbridges at cranes. 
Weighbridges were also installed at the cranes some years 
ago, and though the coal and shipping people pointed out 
that the plans as prepared were unworkable the depart- 
ment insisted upon adhering to the plans. The result 
was that the system was found to be unworkable in prac- 
tice, atid the weighbridges had to be removed, It is the 
opinion of coal and shipping people that the loss on the 
MeMyler hoists and weighbridges is in part responsible 
for the increased charge for the shipment of coal, thé 
department being desirous of recouping the loss ineurréd 
by its own mistakes. 

The next matter I wish to bring forward relates to thé 
Neweastle railway station and goods yard. The building 
of a modern railway station at Newcastle in place of the 
present out-of-date structure, and the remodelling of the 
railway platforms and railway yard, also the provision of 
additional roads leading into and out of the platforms, 
has been held up, in spite of the promises made by the 
Commissioners five years ago, and which have been re- 
peated from time to time. In July, 1914, the Railway 
Commissioners refused to provide shelter for men and 
horses at the Newcastle goods yard, on the ground that 
this would be wasted expenditure, in view of the proposéd 
remodelling of ‘the goods yard. For ten years the work 
of delivering goods to the yard and carrying goods away 
has been continued under most adverse conditions, and at 
a cost far beyond what it should be; yet the Commissioners 
have made no move to assist the public by providing 
proper facilities. 

On the 13th August, 1919, a deputation from the Cham- 
ber of Commerce waited upon the Railway Commissioners 
with regard to the erection of a new station and the re- 
modelling of the goods yard at Newcastle. The Chief 
Commissioner said the Railway Commissioners were as 
anxious as anyone could be to have the work started and 
completed, “The conditions as we saw them in the goods 
yard yesterday,” said Mr. Fraser, ‘are impossible, and 
the passenger trafic conditions here are also becoming 
impossible, and a remedy must be devised. We must have 
money for this purpose, or our business will be paralysed. 
We have made a note that the improvement of the condi- 
tions of goods and passenger traffic must be proceeded 
with, and we are going back to tell the Government so. 
I believe we shall be able to make some progress with these 
matters during’ the next few months—during the next few 
weeks, if possible.” He added that the proposal for the 
remodelling of the goods yard included the provision of a 
covered shed 800 feet long, by means of which eighty 
vehicles could be dealt with under cover at one timé. 
Adequate weighbridges would be provided, None of this 
work has been done. 

The present lay-out of Neweastle goods yard causés 
serious delays. Shelter sheds should be provided to protect 
goods when being handled in wet weather. <A travelling 
crane is needed in the sheds, as the present small cranes 
are useless. The gantry crane in the yard should be 
strengthened, to lift 10 to 12 tons. 

King’s wharf is classed as a private siding, although 
it is alongside the goods yard, and is used for direct load- 
ing from wharf to trucks. 

Honeysuckle Point goods yard also needs remodelling, 
as it is totally inadequate for the business which is trans- 
acted through it. It is the same as it was thirty years 
ago, though with the further handicap that a crane once 
in use there has been removed. Consignees are not al- 
lowed to open up a full truck in this yard after 4.30 p.m., 
and there is no delivery after 5 o’clock. This means delay 
all round, and increased running expenses to the depart- 
ment. At Neweastle 4.30 p.m. is the latest hour goods 
will be received for despatch. As empty trucks are often 
not placed until 8.30 a.m, this means a very short day and 
much delay. 

Then, again, the railway workshops are placed along the 
main business thoroughfare of Newcastle, to the gréat 
loss of the city, These workshops also interfere with thé 
























freé running of the passenger service, as trains have to 
slow down while passing over this section of the line. It 
is contended that the land is far too valuable for the 
purpose for which it is used. The accompanying plan 
shows that the land has very valuable frontages to the 
main street of the Gity on one side, as well as to Mere- 
wether-street, and the main road running along the har- 
bour foreshores alongside the wharves on the reverse side. 
It is probably worth, with this double frontage, £100 per 
foot, and suitable land for the purpose is available or 
could have been obtained at something liké £100 per acre. 
The eastern end of Newéastle is bécoming very congested, 
as the population of the district increases. We are of 
opinion that the workshops should havé been taken away 
from the present site years ago. 

3620. Sir VINCENT RAVEN: Would there be strong 
feeling here if the railway workshops were removed alto- 
gether 7—Yes, I think there would be. At Broadmeadow, 
and about that locality, there is ample room for workshops. 
Men have made their homes in this neighbourhood, and 
if you took the workshops away from Neweastle altogether 
there would be an outery, 

3621. WITNESS: Iv connection with the railway weigh- 
bridges, I would like to point out that at the present time 
the weighbridges at Neweastlé and country stations weigh 
for freight purposes only. Jt would assist producers and 
merchants if all weighbridgés were made available for 
trade purposes, and certificates issued (on payment) that 
could be accepted by buyers and sellers. Country weigh- 
bridge weights rarely agree with the Newcastle railway 
bridge weights. 

3622. Sir SAM FAY: When you speak about the weigh 
bridge weights varying, you refer to railway weighbridges 
in each instance’—Yes. It is quit? an experience to get 
a truck from the north to weigh within a few hundred- 
weight of what it was when despatched. The Department 
say they weigh it for freight purposes only; that it is 
only a relative rate. We contend that it is not weighed 
near enough. For instance, a truck goes over the weigh- 
bridge, say, at Guyra, and weighs 10 tons 16 ewt. We put 
it over the bridge here, and it weighs 10 tons 6 ewt., and 
accordingly the merchant has to pay for 10 ewt. more 
than he receives. 

3623. You contend that the Commissioners do not weigh 
accurately ’—That is so. One of the weights must be 
wrong. 

3624. Are the weighbridges checked by the proper autiho- 
rities’—J do not know whether the Department tests the 
Commissioner’s weights. ; 

3625. Is there not a penalty?—The Commissioners say 
the weights are only for freight purposes. They say they 
only want to find out within a few ewt. what the weight is. 
It would be a great convenience if people could take those 
weights as accurate and pay and receive on them. 

3626. To accept the railway weights in their dealings ?—- 
Yes. They are prepared to pay for the cost of an accurats 
weighbridge clerk. There are very bitter complaints in 
regard to this matter. 

3627. Is it a question of the difference between weieh- 
bridges in the country being read as against truck weigh- 
bridges /—I think they are both truck weighbridges, [ers 
they have a cart weighbridge as well. 
more accurate on that than the other. It is the truck 
weighbridge that we complain about mostly. It should be 
a simple mater to rectify. I understand that the Weights 
and Measures Department do not examine here: I am told 
that the Railway Department have their own examiners. 

3628. Sir VINCENT RAVEN: We were told in Sydner 
that they were examined in Sydney by another authority 
other than the Railways?—We can ascertain if that is so. 
There is a branch of the Department here in Neweastle. 

3629. WITNESS: The next question I wish to deal with 
relates to the anomalies in freights and fares. During the 
last five years the Chamber of Commerce has drawn atten- 
tion to a number of anomalies in railway rates, favouring 








1 think they are ’ 
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Sydney against Neweastle and other towns; and we are 
pleased to say that many of these have been rectified. Ln 
the reviséd Rate Book issued in December last a number 
of alterations in freights were made which seem to meet 
with general approval. In the new Rate Book infants’ 
foods, jam, &e., are charged higher rates than such articies 
as imported American fish. Coal for local use is charged 
4s. 6d. per ton for 50 miles, yet gravel is carried for 3s. 10d, 
And the coal is carried in the colliery owners’ waggons. 
As a general principle, we think that necessaries of lifs 
should be charged a lower rate of freight than that charged 
for luxuries. 

Complaints have been made on different occasions that 
passengers from Neweastle and northern stations travel- 
ling to places in Queensland have to pay as much es, and 
in some cases more, than people boarding the same train 
in Sydney by way of passenger fares. This is very unfair 
discrimination in favour of Sydney residents. A concrete 
example of this is given below :— 

Extract from Newcastle Morning Herald of Ast March, 1924. 

Anomaly in Iares.—As an evidence of the centralisation 
encouraged. by the railway rates, Mr. J. S. Keen, who recently 
travelled from Maitland to Goondiwindi, in Queensland, 
points out that he had to pay £4 4s. for a ticket to Warwick, 
and £1 4s. for another ticket to Goondiwindi, or £5 8s. for 
the whole journey; whereas a friend of his paid for his 
ticket from Sydney to Goondiwindi, a journey of 119 miles 
longer than Mr, Keen's, £1 4s. less than Mr. Keen’s fare. in 
addition, Mr. Keen paid 17s. 10d, faré from Sydney to West 
Maitland, making a difference against Mr. Keen of £2 1s. 10d. 
As he points out, it would have paid him to have gone back 
to Sydney, and taken his ticket there for Goondiwindi, by 
doing which he would have saved £1 4s. This is a matter 
Which has engaged the attention of the northern Chambers 
of Commerce for some time. 

3630. Sir SAM FAY: Dealing with the general question 
of freight rates, do you say there is a general complaint as 
to the classification ‘—I would not say that. “here seems 
to be a lot of anomalies. 

3631. Do you think that articles in one class should be 
in another?’—Yes. We could let you have a list giving 
instances of what we contend are gross anomalies. 

[At the suggestion of Sir Sam Fay, witness undertoot 
to supply this list.| 

3632. As regards the interstate rates, thése were arrived 
at at a conference. They are mileagé rates, out of whicli 
each State gets a proportion on the mileage basis ?—Tha‘ 
applies in connection with transit between capital cities. 
The instance quoted refers to a passenger going to cr from 
a branch line. 

3633. WITNESS: Under the heading of “Local Com 
plaints” I have made a note of several matters. Com- 
plaints have been made regarding: 

1. Lack of reliable information as to the times when 
trains run, as to the issue of holiday and week-end 
tickets, and as to whether trains stop at certain 
platforms, whether new platforms are open or 
not, and as to whether new trains have been put 
on subsequent to the issue of the half-yearly time- 
tables. 

2. There is no necessity for all.through goods to be 

brought into Neweastle goods yard, 

3. Absence of lavatory accommodation on long-dis- 
tance journeys, especially at holiday times. 

4, Poor lighting of railway éarriages. 


Or 


. Failure to provide a sufficient number of time-tables 
when the usual half-yearly change of running of 
trains is made, and of the Department to make 
known the alterations in times of particular trains 
or of new trains added to the service. 

6. Merchants complain that storekeepers throughout 
the north and north-west are able to get goods 
from Sydney more promptly than from Neweastie, 
although we are 100 miles nearer them. Store- 
keepers in the country also complain about this 
matter. 

3634. Sir VINCENT RAVEN: Do those complaints 

quite tally with, what you said at the beginning, namely: 
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Witnesses—J. Paton, 20 August, and KE. G. Weyland, 2kAugust, 1924. 


“We regard the Chief Railway Commissioner as a man of 
outstanding ability, with a tremendous task, which, on 
the whole, is being satisfactorily performed. The run- 
ning of the passenger services will compare very favour- 
ably with the other States, and our experience is that he 
is assisted by a competent staff, who are keen and anxious 
to meet the ever-growing requirements of the community” 4 
—I think these complaints might refer more to the local 
administration. The other is in a general way. For 
instance, fortunately, we have not many serious accidents. 
Speaking generally, I think the passenger service is very 
well managed. 

3635. The lack of reliable information would refer to 
the passenger traftic?/—Yes. 

3636. WITNESS: In conclusion, I would like to state 
that the Newcastle Chamber of Commerce is in accord 
with the views of the Sydney Chamber of ‘Commerce, as 
expressed in the suggestions Nos. 1 to 7, which were 
placed before the Royal Commission on the 30th ultimo; 
and supports the proposal made by Sir Mark Sheldon for 
the decentralisation of railway management. On 24th 
April last the following motion was submitted by the 
Newcastle Chamber of Commerce to the annual con- 
ference of affiliated Chambers of Commerce of New 
South Wales, and was carried unanimously :—‘That, in 
the opinion of this conference, one member of the board 
of Railway Commissioners should be a business man. 
nominated by the commercial and industrial interests 
which contribute so largely to the Department’s revenue; 
and that we, therefore, request the Government to take 
the necessary steps to enable such appointment to be 
made.” This resolution embodies the considered opinion 
of this Chamber. Sir Mark Sheldon elaborates a little 
on that motion. It provides for one of the Commis- 
sioners being a business man. 

3637. Sir SAM FAY: You would be satisfied if an 
assistant ‘Commissioner, with headquarters at Newcastle, 
managed for all local purposes the lines to the north 
and down as far as Hornsby ?—Yes. 

3638. So that you would have someone here to appeal 
to in matters that you wished to bring forward, and 
generally to deal with any requirements there may be in 
the Neweastle district?—That is so. I think the Com- 
miss:oners get here once or twice a year, and they stay 
for a couple of hours, and that is all we see of them. 

3639. There is one question we would like to ask, with 
regard to finance. You know the Railway Commissioners 
are at present dependent upon the consolidated funds 
for any moneys which they might want to spend. They 
do not get anything like what they think is necessary. 
In consequence there are numezous complaints. There is 





a great deal of delay in passing the annual budget. The 
budget commences on the 1st July, but it is not passed 
until about October or November. We have had to give 
a good deal of consideration to the financial side of the 
‘ailway administration. Do you think that the Railway 
Commissioners should have control of their own finances 4 
—I do. 

3640. Raise their own moneys ?—Yes. 

3641. To meet the obligations of loans as they come in 
for renewal ?—Yes. 

3642. And generally deal with the question as a railway 
company would if they ran the railways?’—Quite so. The 
Commissioners say they cannot get any money to carry 
out small work that they consider urgent and necessary. 

3643. Sir VINCENT RAVEN: Is that not the reason 
why they cannot keep their promises’—I do not believe 
that is the only reason. That is a reason they gave us. 
My own impression is that the Railway Commissioners 
have made up their minds that Neweastle will be a coal 
shipping port only. I think they have written Neweastle 
off the map so far as anything else is concerned. That 
is my opinion, and the opinion of the shipping people 
here. We are concerned in the development of the 
country districts as a whole, not merely Newcastle. We 
contend that the functions of the Railway Commissioners 
should not be alone to make a profit out of the lines. 

3644. You agree that the Commissioners’ task has been 
satisfactorily performed on the whole?—I have pointed 
out why I think certain things are not being satisfactorily 
performed. For instante, there is the tapering rate 
question, and the enlargement of Sydney as against the 
rest of the State. Decentralisation and New State leagues 
would go out of existence if the railways were run from 
the hinterland to the coastal ports, and Sydney was not 
centralised for everything, as is the case to-day. That is 
the big problem in New South Wales. 

3645. Sir SAM FAY: With regard to the management 
of the railways and the disposal of the receipts, would 
your view be that the railways should be so run that they 
should pay first of all the working expenses, then make 
the necessary reserves and renewals, meet the interest on 
loans, and no more?—Certainly no more. I think they 
ought to be recompensed for the huge expenditure on non- 
paying lines. Jf they do not pay they may be put down to 
developing the country. 

3646. You think they should have some assistance from 
the Consolidated Fund’?—Yes. 





(This concluded the Newcastle sitting of the Com- 
MAISSLON. ) 





Twenry-Seconp Day. 


THURSDAY 21 AUGUST, 1921. 


(Hold at Chief Secretary’s Building, Macquarie-street, Sydney.) 


COMMISSIONERS: 


Sir SAM FAY. 


ERNEST GEORGE WEYLAND, Manager of the South 
Coal Owners’ Agency, and Secretary of the Southern 
Colliery Proprietors’ Association, sworn, and ex- 
amined :— 

3647. Sir SAM FAY: You are interested in the Ila- 
warra collieries?’—Yes. We have been very large con- 
tractors to the railways. The collieries I represent have 
been large contractors to the railways for a great number 
of years. We have supplied them from two collieries up 
to 400,000 tons per annum until recently. I wish to 








Sir VINCENT L. RAVEN. 


point out that the conditions of the contract for railway 
supplies are one-sided. It is binding on the supplier, but 
not in any way binding on the Railway Commissioners, 
and consequently it is not a contract at all. 

3648. They ask you to give a price for a certain ton- 
nage and do not take that tonnage ’—Yes. They sent out 
a notice of requisition. They call for tenders and make 
a contract. [We enter into bonds to complete the con- 
tract. I do not say that the Railway Commissioners 
say they are making a contract, but they cal] it one. 
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The eonditions set out the quantities are approximate, 
and that they can take as much of that quantity as they 
feel inclined. On our part we undertake to supply them 
with the quantity estimated as their requirements, and 
we are under penalties if we do not supply them if they 
order ‘it. 

3649. That is up to that particular quantity /—Yes. 

3650, Is not that the usual contract with contracts of 
that sort?—No. Our usual contracts are that we under- 
take to supply and they undertake to take delivery of a 
certain quantity. That is to anyone except the Railway 
Commissioners. 

3651. Would it not be different between a Railway De- 
partment not knowing exactly what it would want in the 
shape of tonnage’—Quite so. I know they have a fair 
margin allowance. They have made contracts with us 
to take 20,000 tons of coal from particular collieries and 
they never took one ton during the year. 

3652. Sir VINCENT RAVEN: There is usually a 
minimum and maximum amount?—Yes, but not in this 
case. 

3653. Not here?—I presume you know the printed form 
of railway requirements. In connection with this 1923 
contract we offered to supply 175,000 tons of coal from one 
pit, and 150,000 tons from another. The railways ac- 
cepted that, and then within some weeks afterwards they 
sent a further notification to say that the quantity would 
probably, for various reasons, be reduced to 105,000 and 
100,000, as regards those two pits, and from 33,600 for ail 
our pits to 20,000. As regards tne first two quantities the 
contracts were carried out. The quantities estimated 
were taken, but as regards the third one they did not take 
any, involving a good deal of hardship on a coal supplier. 
At the same time we are penalised if we do not supply 
them. 

3654. Sir SAM FAY: Do you know why it was not 
taken ?—For various reasons was the only explanation 
given. The probabilities are they were getting cheaper 
eooal from the western district. 

3655. WITNESS: As regards the Lithgow Coal Asso- 
ciation, tenders are called by advertisement, and there is 
a eircular sent round stating what their requirements 
will be, and we send in our tenders accordingly. In the 
case of the Lithgow Association they send in an alterna- 
tive. tender stating if the railways take a particular quan- 
tity the price would be so much higher than if they took 
a larger quantity. The railways take advantage of that 
alternative tender, and they state they would take the 
larger quantity. They did not give vs the same oppor- 
tunity. 

3656. Sir SAM FAY: Does vour coal compete with the 
Lithgow coal?—It does now, owing to the very great reduc- 
tion that the Lithgow people have made in their price. In 


. the ordinary course the Lithgow coal would be used on the 


railways in the neighbourhood of Lithgow and our coal in 
the neighbourhood of Sydney. Lithgow coal has been used 
largely in the west and our coal in the southern district 
and the Ilawarra district. Owing no doubt to the great 
cut the Lithgow pecple have made in their price, during the 
the last year particularly, they are using our coal now 
for the west as western coal. I think they have a cross- 
over from the west to the southern line. They take 
western coal for those depots where they used to take 
southern. 

83657. It would be a shorter run from Lithgow than from 
here; the railway authorities would haul your coal a 
longer distance than the Lithgow coal?—I could not say. 
Tt would be a cross-over from Wallerawang to Harden, I 
think. I do not know if it would be shorter. They never 
took advantage of it until this present year. In 1923 the 
estimated railway requirements from the southern district, 
which they ealled the metropolitan—Picton and Goulburn 
—was 528,600 tons. For western coal 106,600. In 1924 
for metropolitan and southern districts our coal was 
351,000 and westery and southern district 331,000. As a 
matter of fact they hae curtailed us to the two collieries 
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Witness—K. G, Weyland, 21 August, 1924. 


I am speaking of, to 160,000 tons. That has reduced us 
to 160,000 tons and increased the western to 450,000 tons, 
the western price being very much lower than the southern 
price. They have a very much longer haulage from Syd- 
ney to the western collieries. The efficiency of western 
coal is admittedly not as great as southern coal. They 
have always ‘been prepared to pay more for southern than 
western coal. The western people have been able to make 
such a cut in their price that we have been cut out, for 
which I have no grouch coming. It is the conditions of 
the contract, the alternative tender which they allow these 
people to put in I ecmplain of; we do not have the 
same opportunity. Apparently they do not ask them to 
put in the alternative tender. If they take the maximum 
quantity there is a reduction. I would have thought in 
ordinary business life that other tenderers should have 
been notified the same opportunity existed for them. 

3658. Have you much diftieulty in getting rid of your 
coal?—We had two collieries specially equipped for rail- 
way purposes—the Metropolitan and Coalcliff—the out- 
put of which up to the last year has been taken practically 
wholly by the railways, and consequently we never look 
for outside trade for those collieries. Now as the railways 
have reduced their quantities so tremendously we have 
very great difficulty in vetting rid of the coal. There is 
a very limited market for southern coal recently. That 
is large coal. ‘There is no difficulty about small. There 
are many coke works on the coast, and if they are not 
working the pits there is a shortage of small coal, and the 
cokeworks are short of their requirements. 

3659. Does not some of your coke go west?—I do not 
really know what the outlet is. It goes everywhere and 
is exported. 

3660. And you wish to talk about the shortage of truck 
supplies ?—Yes. 

3631. You mean departmental trucks ?—I mean depart- 
mental trucks for private purposes, not for their own. We 
find we utilise and use a great number of railway trucks. 
I have known oceasions on which we have put in orders 
for 4C0 hoppers, and have not received ten.* We find that 
usually there is great difficulty in our demands being 
met, as regards our orders for trucks, whatever they are. 

3662. What is the proportion of the hopper trucks you 
would require as against the ordinary. It is loaded in the 
ordinary open truck ?—Not for our private purposes. For 
Government trade they use principaily what they call 
“T)’s” and dumps. For our private trade we usually use 
hoppers. The greatest shortage has been in connection 
with hoppers. Jn times of distress they deviate the trucks 
from the South Coast to where they might be required for 
carrying starving stock or fodder, which is quite all right. 

3663. They would not take hopper trucks for that ?— 
They have done so. I cannot imagine you could carry 
stock in hoppers very well. It was priacipally fodder, I 
suppose. I do not think the railways have sufficient trucks 
to cope with the business. As soon as a little extra pinch 
comes along someone has to go short. ‘The thing I wanted 
to point out is the demurrage. If we order trucks and 
for some reason the colliery stops, the railways charge us 
demurrage on them. If an accident takes place in a mine 
and there is half a day shortage some trucks are left over 
and the railways again charge us demurrage. After 
negotiation we frequently get a reduction—in many cases 
half, and in some cases nothing. They do meet us there 
largely to the extent of half. On the other hand, if the 
railways cause, as they frequently do, a stoppage of half a 
day through trucks ordered not being received, we are put 
to considerable expense, and we have no comeback at all. 

38664. Sir VINCENT RAVEN: Have you any trucks 
of your own?—Yes. Most of the collieries have their own 
trucks. Several of them are entirely dependent on rail- 
way trucks. 

3665. You could get over that difficulty by having your 
own trucks ?—Yes. 


* Subsequently altered to most extreme case would be ordering 
about 300 and receiving from 39 to 40, 
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Witnesses—E. G. Weyland and C, M. McDonald, 21 August, 1924. 

3666. Sir SAM FAY: Are the trucks you own mostly 
hopper trucks’—No. I suppose you would call them 
hoppers; they are open trucks, generally wooden trucks. 
A great number of them are not passed for the Govern- 
ment lines, 


SEAT 


3667. Do they frequently hold you up?—No. I do not 
say they stop them altogether. We are frequently stopped 
for a quarter of a day. Last week two of our collieries 
were stopped for that very reason. Frequently the col- 
lieries have their own trucks, and they are filled. Then 
we get an order, and we have to run railway trucks to carry 
the order. The colliery trucks aré not passed to @o on the 
Government line. If We cannot get them the pit has 
broken time. We have not sufficient notice of that to stop 
the pits working. We order trucks usually about 12 o’clock 
one day, and the authoritiés do not seem to be in a posi- 
tion to tell us how many trucks we are going to get very 
often the same day. We do not know until we find they 
have not arrived that we are short. This shortage is con- 
tinuous, and has gone on for many years. It is up to the 
railways to get more trucks. 

3668. That is the hopper truck you want?—Not particu- 
larly; trucks generally, the hopper trucks, of course, 
specially. Our trade is mostly» shipping, and hoppe 
trucks are specially utilised for that. 

3669. The evidence given by the Lithgow Coal Associa- 
tion does not suit you’ —I do not know that they have 
anything coming 'to them as regards the complaint. Mr. 
Bragg stated that the rates on the Illawarra have not in- 
ereased in the same proportion as those at Lithgow. !} 
eanont see that. In the first place they have a longer 
haulage, and naturally their rate is based on a lower mile- 
agé rate than ours. The Commissioners sinée 1917 have 
put on 4 pereentage increases on to the rates, and I think 
éverybody is entitled to bear that in proportion to their 
proximity to the centre, Sydney. J cannot see why he 
should have any complaint about it. As regards that, in 
terfering with his western-Sydney market trade, the west 
is able to undereut us by 7s. a ton in the railway trade. 
Surely the little difference there would be in the railway 
freights—some small percentage allowance as he puts it— 
could not affect their Sydney trade to any extent. 

3670. What he asked for was a flat increase all the way 
round to everybody instead of a percentage ’—I suppose it 
is a point of view. What appeals to me is they are getting 
it at a lower mileage rate than we are, and I think they 
ought to be satisfied to put up with the percentage in- 
erease the same as we have got. If they were nearcr 
Sydney they would have the same advantage as we have. 

3671. He said, “I can compete on Is. a ton, but not on 
2s.”2—It would not make anything like the difference 1» 
him as far as I can see. I do not think if he can 
give the publie at his price the same commodity that we 
have that the 2s. would affect it. 


CHARLES MYLNE McDONALD, Chairman of the 
Northern Collieries’ Association, sworn, and ex- 
examined :— 

3672. To Sir SAM FAY: I represent the Northern Co!- 
lieries—Maitland, Neweastle, and Teralba. I want to speak 
on the price put on coal for shipment. The Department 
on the 28th September, 1921, put a charge of 6d. per ton 
for eranage charge. Prior to that the haulave charge in- 
cluded the cranage charge. Prior to the 8th August, 1917, 
the rate for East Greta Junction to the dyke, where the 
pulk of the coal exported goes, from the Maitland field 
the rate was 1s. 14d. per ton, which included the cranage 
charge. 





3673. Did that rate specially state it included cranage? 
—Yes. That appears in “Merchandise and Livestock 


eed) 


Rates, 12th December, 1916. 
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3674. This does not say what the charge shall be at- New- 
castle?—The rate fixed for the first 2 miles was 6d. per 
ton in owners’ trucks and departmental engines. Then 
they have, “See note; this charge covers the cranage at 
Neweastle and Pyrmont.” ‘They definitely state there the 
rate covers that. That was from East Greta Jvfnction 
prior 'to the 8ta August, 1917, 1s. 1$d. per ton. The rate 
now is Is. 103d. per ton, plus 6d. cranage, making it 2s. 
43d., 80 that since 1917 we are paying an increased rate 
from is. 14d. to 2s. 44d. for the same service. We contend 
that the cranage charge is excessive, and should not have 
been imposed, that the high charge on the first 2 miles 
was to cover the eost of working the cranes. 

3675. And I suppose the necessary shunting ?—Yes, We 
recognise they have to have a high initial charge, other- 
wise the people who are nearest to the cranes would be 
paying too low a rate. The original rate was 6d. for 2 





miles, which covered the cranage. 

3676. Does this increase materially affect your foreign 
trade?—Yes, with other factors. You take the Waratah 
Junction: there is a big difference there. Previously, the 
rate was 63d, per ton, now it is 1s. 54d. per ton, box 
waggons, 1s. 74d. per ton. We have to compete with 
Japanese and Chinese and South African coal. The South 
African Government assists the owners by giving them an 
export rebate approximating 5s. 6d. a ton. Their collieries 
are a long way from the coast, a couple of hundred miles. 

3677. More than that from Durban?—200 or 300 miles, 
1 think. Some of our collieries, the South Maitland field, 
Cessnock, is roughly 35 miles from the Dyke. That would 
be the longest distance in the Newcastle area; no, there 
are some collieries further out. They are developing lower 
down in the South Maitland district, south of Cessnock, 
and even south of Bellbird, to a distance of about 40 
miles. We had a very good foreign trade before the war, 
but the stoppages in the industry, strikes and freights, 
and sea-borne freights have damaged our position there. 
We cannot guarantee delivery with the strikes we have. 
This is a factor, the charge made on the freight. 

3678. You recognise, consequent on the increase in 
wages and cost of living, there had to be an addition to 
the railway charges?—Yes, but I think they have picked 
out the eoal industry. J think the facts will show we 
were very hardly dealt with in the ineidence of the 
charges. The increase of nearly 200 per cent. in one case 
and 111 per cent., I think it is, on the bulk of our trade, 
is rath y harsh treatment. They say we put up the price 
of coal. We did not put it up. The Government put up 
the price of coal in order to meet the increased wages in 
{ho mining industry. That increase in the price of coal 
was nothing like they have charged us. 

3679. What is the difference from East Greta Junction 
to the Dyke?—Twenty-one miles. In August, 1917, the 
price of coal to the railways at the East Greta Junction 
would be about 13s. 10d. In August of this year the price 
would be 19s. 10d. or 19s. 11d. 

3680. Sir VINCENT RAVEN: A good deal less per- 
centage than the increase in the rates?—Yes. The rail- 
way rates were not increased in previous years, although 
the Government had increased the price of coal previously. 

2681. Sir SAM FAY: It is roughly 1d. per ton per mile? 
—Yes, for the haulage charge. 

3682. You take 2s. 43d.?2-Yes, that included the crane. 
That is in our own trucks. In our trade, in the shipping 
trade we supply practically the whole of the trucks, the 
Government supply the locomotives, In the Sydney trade, 
that is from Teralba and some of the Maitland collieries, 
and Neweastle, they are department waggons, 

3683. Hopper’ waggons?—No, I think they are largely 
D and S trucks, ordinary goods trucks. We are not 4a 
selling agency, our association. Each company handles 
their own traffic arrangements and their own supplies. 

3684. Then you wish to eall attention to the hopper 
and box waggons?’—Yes. We have a real grievance over 
this. In October, 1922, the department issued an instruc- 
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tion that in future owner’s waggons loaded in single-door 
hopper, 6d, per ton; loaded in double-door hoppers, 7d. per 
ton; loaded in box waggons 8d. per ton. Colliery A in 
the Maitland field had hopper waggons with double doors. 
Colliery B next door had waggons with single doors. 
Colliery A was mulected 1d. per ton on its whole output 
because it happened to have waggons which comply with 
the specifications of the department at the time they were 
built and were passed and approved by the railway engi- 
neers, 

3685. Those wag; 


201s would have been passed a eood 
I daresay some ten years before, The 
li 


many years ago /— 
South Maitland fic 
trade since 1904.: We take very strong exception to the 
department passing waggons and then imposing a burden 
on a particular colliery. 

3686. Was not there the question of the tonnage the 
waggons would take?—No. ‘The department had said that 
the waggon should be larger, but we are not the greatest 
culprits in that. The department itself might look into 
that. This extra charge of 1d. on the doubledoor hoppers 
was entirely owing to the fact that it took the tippers 
slightly longer to open two doors than one, to knock the 
bolts out. If anyone can tell me that costs 1d. a ton, | 
would like the contract. In the Neweastle district a great 
number of the collieries have those box waggons. They 
were charged 2d. a ton for the ordinary hoppers with one 


1 has only been opened up in export 


door, 

3687. Does that-mean in the box waggons the coal has 
to be shovelled out?—-No. There are two boxes on the 
bogey. It means two operations, The charge of 1d. a ton 
on a truck carrying 10 tons for knocking a bolt out seems 
high. 

3688. Sir VINCENT RAVEN: How many tons can 
they discharge in an hour?—They just knock the bolt out, 
and down she goes. Say you take it at 200 tons an hour, 
then you get 200 tons at 1d., 16s. 8d. They do a lot more 
than that when they get a clean run, 

3689. Sir SAM FAY: Then there is the question of 
shortage of locomotives+—Yes. At times the trains run 
late. We find if we are at all late we are immediately 
muleted in some way or another. We get no compensa- 
tion for waggons being late back by reason of not sufli- 
cient locomotives, which necessitates carrying a larger 
number of waggons than we should have to carry. I think 
it is shortage of locomotives and also that some of them 
are not capable of drawing the loads they originally set 
out to draw. As far as I know they have not stopped us for 
some time. They have not actually stopped us by reason 
of the shortage of waggons excepting this, that sometimes 
men will come to the pits and the waggons do not happen 
to be there, and they say, “There are no waggons,” and 
off they go, and the day is lost. The waggons are prob- 
ably there is in an hour or two later, in sufficient time not 
to block the day, but the men will not stop there. 

3690. Sir VINCENT RAVEN: Are you charged de 
murrage on open waggons?—No, but we are charged for 
the locomotives. 

3691. Demurrage on the locomotives?—THhey have to 
wait or take out short loads. 

3692. Sir SAM FAY: That is where the locomotive runs 
down to the colliery?—Yes. There are minimum loacs 
per train. For coal waggons freight taken to a colhery, 
first service shunting charge 5s. 10d. for each fifteen 
minutes, with an additional charge of £1 3s. 4d. per hour, 
minimum ds. 10d. if the Department has to do the taring. 
There are other regulations which provide we have to send 
out the full complements of trucks we brought in back 
again to the line. That would not apply where they toon 
the coal from the junction. ‘They take the coal from the 
junction. They send the waggons back to the colhery with 
their locomotives. 

3693. When they take the coal from the junction the 
coal is worked up by the colliery owners?—The junction 
of the collieries, yes. They would take the coal away, ! 
thought you meant the East Greta Junction. 


Witness—C, M. McDonald, 21 August, 1924. 


3694. L had that in mind?—The Department takes it 
over from them at the East Greta Junction. 

3695. So those charges would not apply +—Yes, they 
would apply there. You would have to give them the full 
complement waggous to run back. At the Kast Greta 
Junetion it is somewhat different to the other collieries 
where they go direct to the mines, because they assemble 
the trains at Kast Greta Junction. 

3696. Then you complain, although there has been an 
increase of about 50 per cent. of output, that output has 
not been met by additional trains /-—-Yes. This was pointed 
out to me by one of the companies. 

3697. They have practically driven the day trallic inte 
the night —That is so. 

3698. ‘Does that cause you any great inconvenience ‘—- 
We prefer to have it more regularly distributed throughout 
the twenty-four hours than rushing it in the night time. 
It means more shunting in the railway yards. 

3699. It looks on the face of it as if the line is congested 
in the day time, and they run during the night time ?—The 
line was built for coal traffic only. It is a straight run 
from East Greta Junction down to Waratah before it get 
into the network there. 
level haulage roads you could have. 


l suppose it 1s one cf the most 


Sand 


3700. Damage to rolling-stock. 
waggons ’—Yes, it usually occurs at the Dyke. The De- 
partment is all right when there is any apparent damage 
done to a waggon. If the head stocks are knocked about 
we do not get any adjustment of the cost. We get redress 
if there is any serious damage. Small damage to the hea<l 
stocks by rough usage at the Dyke, door hinges being 
broken—anything of that sort—we do not get paid for. 
I think it would be very difficult in the majority of cases 
to prove whether it is rough usage. 


This refers to your own 


3701. Minimum loads?—I attach the statement there. 
That is from one colliery showing the extra freight we pay 
on the actual capacity loading of the waggons. ‘We feel 
we should only pay for the quantity that is in the waggons, 
If you asked some of the inspectors of the Department, 
they would admit the minimum load they set down for 
some of their waggons cannot be carried by the waggons 
in question. I think the minimum load is fixed at a super 
maximum. 

3702. Sir VINCENT RAVEN: The weight of coa: 
varies ’—Yes. You get a heavier coal. The Maitland coal 
might go 43 feet, and another coal might go 45 feet. 

3708. We usually reckon about 42 feet’—That would be 
Welsh coal, I take i. 

3704. Yes, and Northumberland, too?—Maitiand ia 
somewhere about 43 feet. That is setting out the minimum 
rates to be charged in page 74 of their charge book. 

3705. Sir SAM FAY: These rates recorded here would 
refer to Departmental trucks ?—Yes. 

3706. They do not limit you when it is an open waggon ? 
—QOh, yes, we have to load our waggon. We have to top 
them. We have to put on sufficient men to see they are 
fully loaded. They make a minimum for the train Joad. 


oF 


3707. It is a minimum for your own waggons as well 
as for the Department?’—Yes. It is all set out on page 
16, “Gross tons exeluding brake van, East Greta, 490 
tons.” 

3708. That is their own load. 
on the truck load ?—Yes. 

3709. Who weighs the coal?—It is weighed at the Dyke 
by the Department. It is weighed on the run. We have 
no complaints about the weighbridges as far as I know. 
I do not come directly in touch with it. I have not had 
any complaints made to me to bring before the Com- 
mission. 


It has to be worked out 


oF 


3710. Coal for railway stock?—There should be another 
erane there. It upsets the company if they get an order 
for 500 tons and then they: are not permitted to tip it. 
They have to find another outlet for it in order to get it 
out of their waggon. 
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Witness—C. M. McDonald, 21 August, 1924. 
3711..Sir VINCENT RAVEN: Is this at any particu- 





lay place?/—This came from the Hebburn Company, the 
Maitland field. It might be for any part of Newcastle, 
wherever they are taking the coal. 

3712. That is the stacking of the coal at Neweastle?— 

Yes. That would be the most of the complaint. 
3713. Sir SAM FAY: In regard to accounts ?—They 
make us pay fortnightly, and they are nearly four times 
as long paying us. We can send our accounts In at once 
if necessary; they go in monthly. 

3714. What time in the next month would you send 
your accounts in’—We would have them in straight away 
in the first part of the month. We would expect to be 
paid by the 15th of the month. There is no difficulty about 
sending in the accounts. The difficulty is to get the eash. 

3715. If you sent your account in on the first week in 
the month you would get your money on the last week of 
the month?—Yes. 'We want it on the 15th. We pay 
fortnightly for all our traffic. 

3716. Then the siding agreements you think are too 
drastic ?—-Yes. We told them we would not agyee to it. 
They asked us to grant them the absolute right, where we 
had a siding, to run any other traffic over it—that is to 
say, if a new colliery were opened behind one already 
established, they would be able to run the tratlic of a new 
colliery over the old siding and join up with the eld 
siding. The railway might have to dislocate the whole of 
the tratiic of the original holder of the siding. We do not 
mind allowing the Department to use the sidings in 
emergencies. but we do think we have some rights. 

3717. Sir VINCENT RAVEN: Would that siding” be 
on the railway ?—On private land, joining up with the 
Government railway. Of course, part of it. would be on 
the Government line to connect up. 

3718. Which you pay for putting in’—Yes. They 
want to use it indiscriminately. I have given the whole 
context of the agreement as drafted. JI wrote to the De- 
partment, saying we were prepared to suggest the words 
should be added, “The right to use the siding in case of 
emergency,” but the words “The ‘Commissioners reserve 
to themselves the right to use the siding for other than 
your business should they so desire, but so that such use 
shall not unduly interfere with or hamper you in the 
ordinary conduct of your business, and to close the con- 
nection with the main line should such a course be neces- 
sary. The Commissioners also reserve to themselves the 
right, where such course shall appear.to them to be ex- 
pedient, to grant licenses for the joint use of the said 
siding by others upon such terms and conditions as to 
use and contribution towards cost of construction and 
maintenance or otherwise as to the Commissioners may 
appear reasonable should be deleted.” We have not signed 
the agreement, and we do not intend to. 

3719. Sir SAM FAY: You suggest the Department 
should not have the right to allow other people, who may 
be your competitors, to make use of your property 7—Yes. 

3720. On terms on which you have no voice’—That is 
so. We pay so much to put down a siding, and then 
another man puts cown a colliery beside us, and he has 
no capital cost. 

3721. Is this a common form of agreement ?—The De- 
partment said it was in operation. I had not seen it 
before. This is the letter they wrote.(Lelter read.) We 
protested, and I wicte to the Department on behalf cf all 
the companies, and they acknowledged receipt of my 
letter. (Acknowledgment read.) 

3722. Was this a new siding or an old one? 











An old one. 


3723. There was no agreement before of any sort ’— 
Apparently not. The Railway Commissioners had put 
in the siding at the cost of the company. It is one of 
the oldest up there. Then subsequent to my letter stating 
we could not agree-to it another letter was sent to the 
department. (Letter read.) 


3724. That is how it stands?—Excepting I wrote in to 
the department and suggested they add the words, “ In 
the case of emergency,” and eliminate the words that they 
had the right to use our line as they thought fit. I have 
not had any reply to that yet. 

3725. As to the working of the coal traffic generally 
down to the dyke, that proceeds with fair regularity /— 
Yes. | 

3726. Do you know of any cases where the ships have 
been held up?—I could get you a statement of those where 
it was due to railway action, due to the shortage of 
cranes. 

3727. Shortage of accommodation on the wharf ?—Short- 
age of crane accommodation. They have not sufficient 
cranes in my opinion. 

3728. Are there not sufficient cranes for each berth?— 
Yes, but I think they require more berths and more cranes 
in order to expedite the traffic. As far as ships being 
delayed is concerned, I could get some information on 
that point, and statistics if desired. I mean only due to 
railway action. 

3729. Do you ship at Sydney at all?—No. It is all New- 
castle. We send coal to the local market, Sydney. We 
are in the zone rate as the Lithgow people are. We pay 
the same rates. It has been increased by 44 1-6 per cent. 
We thought it should have been by a flat rate. 

3730. Wouia you prefer a flat rate?—Yes. You know 
where you are in doing that; it keeps the competitive 
balance equal. 

3731. You would have had to have the flat rate pretty 
high to have got the money?—It depends on whether it 
was necessary to get so much money from the coal in- 
dustry. Some one has to pay the increased cost, but I 
think the coal traffic is a very profitable one to the depart- 
ment. There is nothing easier to handle than the traffic 
from East Greta Junction to the dyke. There is a regular 
supply of coal which ean be regulated from day to day to 
a few hundred tons. 

3732. Of course, your coal rates are amongst the lowest 
class of classification’—They are for certain distances. 
for that distance, perhaps. For long distanees they give 
a lower rate to primary products. The trafie there must 
be a very payable one from that point. They have not 





got to go and practically pick up trucks here and there. 


They get the whole train load at once. They send their 
loco up, the train is ready, and they take it away and take 
the empty trucks back again. 

3733. Although it is a short distance the locomotives 
have to hand about a good deal doing no reproductive 
work ?—They should not be. If they are running their 
job properly they will know exactly how many train loads 
each day they will have. They can regulate their loco- 
motives to run accordingly. 

37334. You have a terminal at each end?—You will 
have your shunting locomotives. 

3734. Which they have got?—Yes. I should think it 
would be more easily regulated than any other service, 
certainly more easily than any goods service. 

3735. Sir SAM FAY: We will give our best eonsidera- 
tion to it. 
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Twenty-Tuirp Day. 


WEDNESDAY, 3 SEPTEMBER, 1924. 


(Held at Chief Secretary’s Building, Macquarie-street, Sydney. ) 


COMMISSIONERS : 


Sir SAM FAY. 


Sir VINCENT RAVEN. 


WALTER MECHAN, Locomotive Running Superin- 
tendent, New South Wales Government Railways, 
sworn, examined, deposed :— 

3736. To Sir VINCENT RAVEN: T am responsible 
to the Chief Mechanical Engineer for the maintenance 
of the locomotive power and the efficiency of the locomotive 
sheds, and also the water supply. 

3737, Anything else’—Of course, the efficiency of the 
staff in the locomotive branch is also a matter I have the 
oversight of. JI have the full control of engines out on 
the lines. 

3738. So far as the repairs and supervision of them is 
coneerned?—Yes. I have the efficient maintenance of the 
water supply to see to. If there is any trouble with the 
pumping plants or the failure of the supplies, I make 
arrangement for the haulage of water, &c. 

3739. Does that mean the inspectoxy for water supplies 
is under you?—He is under the Chief Mechanical Engi- 
neer, of course, but I confer with him in all those matters. 

3740. Who is responsible for ‘the water supplies—the 
inspector or you?—Of course, the inspector of water sup- 
plies has his share of responsibility to the Chief Mech- 
anical Engineer, but the Chief Mechanical Engineer looks 
to me to have these things kept on a proper footing. It 
is rather a big branch, the Inspector of Water Supplies 
Branch. 

3741. Does he report to you or the Chief Mechanical 
Engineer ?—Where we have water difficulties, we gene- 
rally have a conference, the Inspector of Water Supplies, 
the assistant Chief Mechanical Engineer, or the Chief 
Mechanical Engineer, and myself. As a general practice, 
I deal a good deal with the Inspector of Water Supplies, 
and then submit any final recommendations to the Chiet 
Mechanical Engineer. 

3742. Does that question of water supply have anything 
to do with dealing with the quality of water’—In regard 
to the quality of water, that is dealt with by another 
branch, the research branch. 

3743. If there are any water softening plants or chemi- 
cal arrangements when dealing with the water who puts 
those up’—The Inspector of Water Supplies. I thought 
you meant the chemical treatment of the water: that is 
the analysis, and so on. In regard to the treatment of 
water, you asked me does the Inspector of Water Supply 
deal with that. He does so far as looking after the mech- 
anical appliances are concerned, but for the actual chemi- 
eal treatment of the water that is directed by the chemist. 

3744. You mean whatever plants or whatever system is 
adopted for dealing with the water that is not decided ly 
the watering inspector ?—No. 

3745. That would ke the Chief Mechanical Engineer ? 

—Yes. 

3746. I am talking about the man who sees these things 
which the Chief Mechanical Engineer decides are neces- 
sary ?—The Inspector of Water Supplies deals with them. 

3747. With regard to the repairs to the out stations, 
are they under you ?—Yes. 

3748. Do you go round yourself and satisfy yourself 

that they are being carried out properly?—Yes, I pay 

visits to the principal sheds. 

3749. Do your duties extend all over the railways of 

New South Wales?—Yes. 
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3750. How often do you visit the sheds?—Goulburn I 
visit about onee.in two months, Juoce a similar time, 


Broadmeadow about the same, Werris Creek about the 
same, and then the smaller ones, it might be a period of, 
say, three or four months. It takes me away from the 
office each month for about six or seven days. 

38751. Are you satisfied with the way in which the re- 
pairs are carried out there?—I usually go to the depots 
where the greatest difficulties are experienced. In a 
general way I am satisfied that the repairs are carried 
out efficiently; that is, consistent with the appliances we 
have at these depots. 

53752. Do you realise that there are a large number of 
failures on the lne?—Yes, we have a great number of 
engine failures. 

3753. What do you attribute that to?—Principally due 
to steaming and tube trouble, hot running parts due to 
the heavy work on the grades, the curvature of the roads, 
and the condition of the water, which varies from time to 
time according to dry spells; mineral more or less finds 
its way.into the water supplies. 

3754. You deal with the water where it is bad?—The 
only place where we are dealing with it up till recently 
was on the north at Hamilton, that is, the old shed and 
Port Waratah; that was Hunter River water. 

3755. The Chief Mechanical #ngineer has already told 
us the question, of the water has been carefully considered, 
and in many places it has been dealt with. If the water 
was having a serious effect upon the locomotives it would 
show itself in the boiler?—Yes, 

3756. Ave you aware that the age cf your boilers are 
quite equal to the majority of railways?—I thought they 
were having a greater age in some of the American rail- 
ways. 

3757. If the age is good they cannot be injured very 
much by the water’—The Sydney water affects our boilers 
very seriously. 

3758. If the age of the boiler is better than most rail- 
ways it shows that the water is not having any serious 
effect on the boilers?—-Our experience is that there are 
some waters which prime badly, but they do not attack 
the boiler plates by corrosion. 

3759. We are dealing with boilers?—Yes, priming is 
a cause of failure. 

3760. Priming may take place for many reasons ?—Yes. 

3761. If you get grease in the water you get priming? 
—Yes. 

3762. There may be many reasons which ought to be 
avoided for losing time by priming?—In regard to the 
priming we know pretty well the condition of water in 
each depot and whether it is susceptible to boiler priming. 
If we get a case of a man claiming he loses time through 
priming where the general experience is we do not have 
losses through priming, then we deal with that man as a 
case of mismanagement. On the other hand we have at 
the present time a depot at Cowra—water contaminated by 
mineral springs. That gave us considerable trouble in 
boiler priming. We are combating that at the present 
time by using a compound ia the water. That has allevi- 
ated that trouble. We know pretty well the individual 
water supply which gives us the trouble and we combat it 
ihe best way possible. 

2763. It is priming you principally find fault with as 
fav as the water is conecerned?—Not altogether. We have 
other classes of water. For instance, at Bathurst a little 
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Witness—W. Mechan, 3 September, 1924. 


had a bad effect on the joints and a scaling effect. That 
gave iis serious trouble through the tubes leaking making 
it necessary frequently to drive up and expand the tubes. 

3764. Nearly all railway companies have ditticulties 
with water, and they ean be overcome by being properly 
treated. There is a 
chemist now dealing with the matter. 

3765. With regard to the heavy gradients, are not the 
loads on your engines made to allow for these heavy 


That has been considered ’—Yes. 


eradients /—Yes. 

3766. If that is so, what has a heavy gradient got to 
do with it? The load is suitable for the engine which 
works over that gradient’—-The engines, as a rule, on 
these heavy grades are extended to their full mit of 
power. The gradients in most cases are over rather severe 
curves. We find from our experience that the axle-box 
flange wear is very considerable. That necessitates a great 
deal of repair work in the sheds. 

3767. Are not all your loads made with due considera- 
tion to the gradients and curves /—Yes. 

3768. That being so, I do not see how these affect the 
engine?—It is my experience that the engine working 
over the heavy gradients and over the curves requires a 
greater amount of maintenance than the engine emp'oyed 
chiefly on level, and straight. 

3769. Where have you had experience outside the New 
South Wales Railways ?—Nowhere. 

3770. You are speaking of your experience on the New 
South Wales railways ?—Yes. 


Sedans 


3771.. Have you any details, any records,, which show 


the difference of repairs on the parts of the line where’ 


there are not gradients or curves and on the part of the 
line where there are?—I have not the records of it, but lL 
have the knowledge of it, on acccunt of my being an 
inspector in the far western district, where the engines 
work over comparatively straight and easy roads as com- 
pared with the nearer western district over the mountain 





range. 
3772. You have all these different parts of the railways 


in the State under your control ?—Yes. 

3773. Have you nothing except your own observation 
which would lead you to say that the engines in one part 
are more expensive than the engines in another part ‘— 
Yes, £ have that. 

3774. Can you give me any particulars which will 
bear out what you said’—I can give you the mileages 
performed by engines in the far western districts as com- 
pared with mileages performed on the mountain districts. 

3775. What do you mean by mileages performed ’—Be- 
tween heavy workshop repairs. It is a matter that we 
have not got a very strict record of in regard to the 
actual milages performed by engines working over these 
heavy grades for repairs, say, to axle-boxes. Engines 
stationed at Bathurst or Eskbank working over the grades 
necessitate wheel changes, say, every three months. That 
condition of affairs would not exist with a similar engine 
working in the Wellington district. The axle wear and 
the wheel flange wear would be a very small matter com- 
pared with the mileage performed by the engine. 

3776. Can you give me any figures? This is an im- 
portant matter. An expression of opinion of that kind 
does not carry me far. Can you back this up with any 
figures—costs of repairs, or something of that kind?—l 
will look it up. 

3777. You do not -have it brought before your notice 
regularly +—No. 

3778. You do not watch the costs of repairs at different 
places?—No, other than just watching the amount of 
work which is being carried out. 

3779. Do you not think it is necessary you should have 
some -knowledge of the cost on different parts of the line, 
seeing that you attach so much importance to the heavy 
grades ?—-That is in the office. 


CS dard 


3780, You are responsible ?—Yes. 





any 
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3781. I am talking about having these things brought 
to your own personal observation. Do you not think it 
ought to be done +—Yes. 

3782. And you do not do it?—I do it in a way, but not 
to go into the actual detailed costs. 

3783. What sort of figures have you given to you to 
enable you to see where your costs are heavy and where 





your costs are normal/—In that regard, I have not 
studied the matter to have detailed expenditure. I know 


by my own knowledge of the districts where the work 
is heavy and where a great amount of work is to be 
done. 

3784. You do not get any records ’—No. 

3785. You have inspectors under you’—Steamshed in- 
spectors and travelling inspeecors. 

5756. And divisional superintendents /—Yes. 

3787. Do they make any reports to you regularly of the 
condition of the locomotives in their districts?’—Yes, I 
have the reports from the steamshed inspectors. 

3788. What sort of reports do they give yout—I have a 
return each month, showing me the mleage their engines 
have run, the anticipated mileage they expect to get from 
them before they return them to the workshops for heavy 
repairs. 

3789. Is that all they give you?—I have reports I also 
receive concerning any defects of an engine which neces- 
sitates immediate workshop repairs, such as fractured 


frames. 
3790. You do not very often get round to these different 


running sheds. Do your divisional superintendents send 
you in regularly a report of the general condition of their 
district /—Of the district generally, no, they do not. 
3791. Do you not think that would be a useful thing 
to have’—Yes. Of course, I have, as I say, that return 
of the engine power. The divisional Loco. Superintendent 
sees that, and in addition to that he will report on any 
detail contained in that report to me. 
What I understood you to say was that the 
inspectcr sent you a statement of the mileage and a 
statement with regard to the necessary repairs ?—Yes. 
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3733. That is all I understood you to say? —He sends 
that also to his superintendent. I might have omitted 
{o say that. ~The superimtendent will send that to me, 
with any report he considers necessary on it. 
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3794. You do net get any general report as to the ¢con- 
dition of affairs in his division?—Not written reports, but 
we have a conference cach month, aud each of the super- 
intendents sees me in regard to any special matter in the 
district or division. 

3795. Do you find generally the condition of your 
engines is good’—Generally they are good. 

3726. Have you a sufficient number to deal with the 
trathe generally ?—At times they are pretty hard pressed 
for locomotive power. Passenger engines in particular 
we could do with more of. Goods engines at this 
particular time we have a little spare, but in the wheat 
season they are generally going to their full extent. 

3797. Have you any idea of the percentage number of 
engines which you would expect to be under repairs and 
washing out and at work and in reserve for work *—That 
is in the districts, or counting those in the shops and 
all? 

3798. The engines under your charges?—About 20 per 
eant. 

3199. 
ning. 

38060. 

3801. 
—Yes. 

2802. We want to make them 100 per cent. ?—The others 
would be working. 

3805. Is that your answer, 80 per cent. working and 20 
per cent. under repairs and washing out ?’—Do you ineluda 
all the engines in the workshops? I am speaking only 


Twenty per cent. of what?—Of the engines run- 


What’—Under repairs and washing out. 
Twenty per cent. under repair and washing out? 
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of the engines under my charge. There are a number 
of engines in the workshops. They would be about 17 
per cent. 

3504. They would be under repairs?—Not under repai: 
in the division. They segregate those from the engines 
under my charge. 


i 
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3805. You have all the engines under your charge ?— 
All running engines. 

3806. A certain number of them will be off for repairs 
in the workshops, or waiting to go to the workshops for 
repairs ‘—Yes. 

3807. A certain number will be under hight repairs or 
ander heavy repairs, as the case may be, and the rest will 
be either washing out or they will be at work, or they 
will be in reserve ready to be sent out whenever they are 
required ’—Yes. 

8808. What I asked you was what percentage do you 
expect of the total number of your engines, that is, all 
of them that are under repairs, waiting to go into repairs, 
washing out, under steam, and in reserve waiting for 
work ¢—I should say about 65 per cent. ; 

3809. You have nothing in your mind, I suppose, with 
regard to those figures’—Not accurate figures. 





3810. You do not get any returns sent to you to see 
whether the figures which you consider ought to be the 
correct ones were being carried out over the line?—I have 
a return each day coming in, showing me the engines 
under A, B, and ©. That includes heavy repairs, that 
is, indefinite repairs, C; the engines under B are under 
repairs for twenty-four hours; and under A under repairs 
for twelve hours and under. 

3811. You have that opinion probably, but if you have 
not got in your mind what is the correct figure that there 
shoul. be, how do you know whether they are good, bad, 
or indifferent?—I know when I see the repairs of that 
particular district and scrutinise them whether they have 
too many under C repairs or too many under B repairs. 
As to work on a general basis, I could not tell you that. 
Jt fluctuates a good deal. 

3812. With regard to boiler pressure, do you reduce the 
pressure of your boilers?—Yes, we have boilers on low 
pressure. 

3813. Below what they were originally pressed at?— 
Yes. 

3814. Under what conditions is that done?—Due to 
weakness of boiler plates or age of the boiler. 

3815. The boiler pressure is reduced ?—Yes. 

3816. Who reduces it?—The Chief Mechanical En- 
gineer. 

3817. He does not do it unless he gets some report /— 
The boiler inspector reports on the condition of the 
boiler. 

3818. And the Chief Mechanical Engineer gives in- 
structions the boiler pressure shall be reduced ?—Yes. 

3819. To what extent is it reduced ?—10 lb., and some- 
times 20 |b. 

3820. When the boiler pressure is reduced 10 or 20 Ib. 
have you instructions then to alter the load (—Yes, 

3821. Is the boiler inspector under you ?— Yes. 

3822. Does he report to you, or does he report to the 
Chief Mechanical Engineer ?—All reports go to the Chief 
Mechanical Engineer for decision. 

3823. He reports over your head ’—He reports through 
me, 

3824, I asked you does he report to you or does he 
report to the Chief Mechanical Engineer ’—The_ boiler 
inspectors are under my charge. His report is addressed 
to the Chief Mechanica] Engineer. As a general practice 
the recommendation of the boiler inspectors is carried 
out by the Chief Mechanical Engineer. 

3825. Me addresses his report to the Chief Mechanical 
Engineer and puts it in an envelope and addresses the 
envelope to you?—No, it comes through my office, and 
then it goes to the Chief Mechanical Engineer, 
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3826. How does it go through your office if it is not 
addressed to you?—They come through into the room in 
the usual way. 

3827. You have a number of engines with very low 
wheels, 4 ft. 3 in. ?~Yes, 

3828..What speeds are those engines supposed to run; 
what maximum speed?’—Thirty miles per hour. 

3829. Do they ever run passenger trains?—Yes. 

3830. Their average speed is 30 miles per hour?—No, 
their average speed is not 30 miles per hour. 

3831. What is their average speed?—4On passenger 
trains ¢ 

3832. Any trains ‘—The average speed on our Zoo 
trains is 11 miles per hour. 
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38833. With those engines ?—Yes, 

3834. And in no eases are they timed to 20 quicker ?— 
No, 30 miles per hour is our time-table. 

3835. You were talking about 11 miles per hour’~—The 
average speed is 11 miles per hour. 

3336..In no case would I be able to find the average 
speed was over 11 miles per hour ?—In certain sections of 


4 


the road you would find that. 
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3837. What is their average maximum speed over sec- 
tions of the road?—The average maximum is about 24 
or 25 miles per hour. 

8838. It has been pointed out to me and instances shown 
where it is as much as 28 miles per hour. Would those 
instances be incorrect?’—I would not say that, because I 
would need to go through all the time-tables to tell you 
that. 

3839. Ought not you to know ?—-I faney it would be a 
very short section. There might be an individual case 
where we touch 27 or 28 miles per hour. 

3840. Average speed ’—I do not think it is average. 

3841. You do not know of any case?—Not of any par- 
ticular case where we averaged that on a time-table. 

3842. Would you say it is too high if it was correct? 
—It would all depend on the condition of the road. If it 
was an easy road I would not gay so. 

3843. You think if it is an easy road the engine can 
average 28 miles an hour with a 4 foot 3 inch wheel ?— 
Yes. 

3844. With regard to passenger trains—you say you 
sometimes work passenger trains ’—Yes. 

3845. What is the average maximum speed with regard 
to those?—The average speed of our passenger traing 
is about 21 miles an hour. 

3846. You say the average maximum speed with pas- 
Senger trains is 21 miles an hour?—The average maximum 
speed would be higher than that. 

3847. I mean, which is the highest average speed which 
these engines would work when working passenger trains ? 
—They are timed for working passenger trains not to 
exceed 30 miles an hour. Their average speed would be 
26 or 27 miles per hour, 

3848. Do you say there is a regulation they should never 
run more than 30 miles an hour?—yYes. 

3849. Where is that regulation ?—In the Load Book. 

3850. I see a great number of your engines are limited 
to 30 miles an hour ?’—Yes. 

3851. If it is true the average speed is 28 miles per 
hour they must have exceeded this 30 miles per hour ?— 
Yes. There is an excessive speed up to 32 and 33 miles 
per hour. You cannot keep down on a maximum of 30. 

3852. You do not expect them to keep to this maximum 
of 302—We do, but we know there is an excess, perhaps 
up to 32 or 38 miles per hour. 

3853. It certainly says here in the Load Book, “The 
maximum speed has to be 30 miles an hour.” Tf it is true 
that you have timed a train to average 28 miles per hour 
it appears to me he would not be able to keep his time 
if he did not excezid 30 miles an hour ?—That would be a 
short section, where he might get a little over it. 
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3°~4. Have you ever had complaints from the men that 
these engines have to run at too high a speed?—We have 
had complaints that on the suburban roads, they have 


3876. Do you ever find that the driver has put a jimmy 
in ¢—Yes. 
3877. Do you stop that’—Sometimes; not always. 
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to run at too high a speed. 
855. On the suburban road only /—Yes. 


3855 
3856. You have not had complaints anywhere else ?—No. 
857 


. And you have not heard of any complaints ?— 
Not where they have been asked to run at excessive speeds. 


3858. They have never complained that the speed is too 
high for the passenger train ’—On suburban road only. 

3859. With regard to your oil supply, do you limit the 
drivers with regard to the amount of oil they should use‘ 
—Yes. 

3860. Do you say, “That is all the oil you are going to 
have and you must make it do?”’—We expect them to work 
to that basis as near as possible. If they use over it, 
small amounts, say + lb. or 4 lb., we do not tax them with 
that, but if they persistently use over it, then we tell them 
to economise. 

3861. You are not really answering my question. Do 
you limit them to the amount of oil which they are allowed 
to take upon their engine, or do you allow them to take a 
quantity which they consider may be enough for them, 
and if they use more then you find fault? It is quite 
different to be allowed to take only so much and to be 
allowed to take as much as you think’ you want, and to be 
answerable for it if you exceed the amount which the off- 
cials think you ought to use?—May I explain it in this 
way. We issue them with oil which would perhaps do 


3878. Do you think it is necessary?—If an engine is 
steaming badly, a jimmy is a useful adjunct in getting the 
engine along. 

3879. You are very particular about your oil;—are you 
equally particular about your coal’—We cannot measure 
coal the same as we can oil. 

3880. How do you watch your coal consumption ’—We 
watch it by the performance of the engine. If it is giving 
any particular reason for using coal we follow it with 
the engine first and then the man. 
defect we remedy that. 

3881. How do you know if the engine is using an 
excessive amount of coal¢—From the fact that we have 
sometimes to replenish the bunker of a through train. An 
engine running from Sydney to Junee with an express 
train takes a full quantity of coal here, about 8 tons to 
get through. Sometimes it is necessary to get coal at 
Harden, about 1 ton. In that case we expect that the 
engine should get through without it. We have a look at 
the engine. Sometimes we find that the valves are a bit 
hollow. If we find nothing wrong with the engine we 
tackle the man using it. ‘That is the only method we 
have. 

3882. Do you have many of those cases?—No. We 
have cases frequently of goods engines being heavy on 
coal and water. The fireman soon lets us know or the 
driver whether it is using too much. 


If the engine has a 


three times the trip they are going out on. We lay it down 
if they are running a certain section there is a certain 
amount of oil to be allowed for it. When the oil is given 
to them it is weighed out, and when they come in it is 
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3883. How do you know if the driver is using too 
much ?—He lets you know. 
3884, He will not let you know it if it is his fault; 
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weighed again. If they exceed the quantity, say, a + to 
4 lb., we do not take it up with a man who exceeds it on 
one occasion, but we do if he persists in it. 

3862. I want to know whether the man has with him on 
the engine more oil than you think that he need use—has 
he got a sufficient reserve supply ’—He has, in all cases. 

3863. So far as he is concerned, if it is necessary on his 
engine he has got a supply of oil’—Yes, and we expect 
him to have it, too. 

3864. You do not stop him from having it?—No, we 
expect him to have it. 

3865. There is a certain amount of oil which you con- 
sider he ought to use, and if he exceeds that you take it 
up with him ’—Yes, if he persists in it. 

3866. Do you make any difference with regard to the 
weather, whether the weather is extremely hot or cold?— 
No, we alter the oils for summer and winter use. 

3867. He may go over a district where it is very cold, 
and get into another district where it is comparatively 
warm ’—Yes, we make no allowance there. 
exceptions. 

3868. You would expect him to use more oil in the hot 
weather than in the cold weather ?—1.No, we do not. 

3869. You make no variation ?—No, 


3870. I thought you made a difference in summer and 
winter?—I said exceptions. The exceptions would be 
where he would be out on the road at Condobolin and 
Trida, where there is a great amount of dust and dirt. 
That would be an exception. 

$871. You do not think the heat has any effect on oil? 
—It has. We change our oil. 

3872. What particular months do you change it?-— 
September and October and then again in March. 

3873. Do you not find there is a difference in one part of 
the line and another?—Yes. 

3874. Do you change it all over at the same time?—- 
Pretty well, yes. 

3875. Has the blast pipe top been reduced when the 
engine had been superheated?—Yes. We had to reduce 
our nozzles a litthe—a quarter of an inch reduction. 


There are 
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how do you know if he is using too much; do you realise 
your coal consumption is extraordinarily heavy?—It is 
heavy, but I do not think it is heavy for the work we do. 

3885. As long as you feel that way it will not be re- 
duced ?—I do not suppose it will. 

3886. It is extraordinarily heavy; what means have you— 
outside the fact that an engine has taken coal where it is 
not usually taken—outside that, how do you know the 
amount of coal which is used on any particular engine or 
parts of engine?—We have the return of the coal con- 
sumption each month, 

3887. On the engine?—On the whole of the depots. 

3888. Yes, but I am talking about the engines ?’—No, we 
have no returns of the individual engine. 

8889. You say you have a return of the depots?—Yes. 

3890. ‘Supposing you find a depot is increasing in the 
quantity of coal, do you take that up at all’—Yes. 

3891. Can you show me any places in which it has been 
taken up ?’—Yes. 

3892. I would like to see those; I would like to see the 
returns which you get showing the amount of coal used 
at the different depots, and I would like to see the cases 
where do you think the coal has been excessively used and 
what has been done with regard to taking the matter up. 
I want you to let me have that ?—I might explain it here. 
With regard to taking up the quantities used it is done 
by checking over the coal which has been issued at the 
depots with the stock which remain. It is really a ques- 
tion of balancing your coal issues. ‘We have no particu- 
lar means of weighing coal on. It is done to a certain 
extent by guess work. You put it on the tender and the 
approximate amount is booked. At the end of the month 
if that was charged up to the engine they may show heavy 
or light. We have to adjust that with the stocks. 

3893. You told me you got certain returns in which you 
judged whether the district was high or not, and I want 
to see those returns and the way you make it up?—I would 
like you to understand me. I do not mean we take it up 
with the district for using coal on the engine. We take it 
up in this way: there is a heavy consumption of coal in 
that district. 


3894, Let me see how you take it up?—Very well. 
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3895. I know you have no means of weighing the coal 
on the engines or how much the engines use’—That is 
what I want understood. 

3896. You have told me a certain thing, and I want to 
see what the result is?—Very well. 

3897. I suppose the fuelman who puts the coal on the 
engine does not estimate the amount of coal which he 
puts on the engine ?—He estimates it, but not correctly. 

3898. Does he estimate it at all?—Yes. 

3899. Does he make a return out ?—He gives the infor- 
mation in to the chargeman each day. 

3900, To each engine ?—Yes. 

3901. How much he thinks he has put on to each 
engine ’—Yes, 

3902. Where does that go to?—To the storeman who 
keeps a record of it. That then, of course, is compiled 
for the month’s statement of coal uscd. 

3903. By that means you can tell how much an engine 
uses!—Yes, just approximately, but as I say at the end 
of the month we have to make adjustments of our stock. 
We may find ourselves a long way out. We cannot get at 
an accurate figure for the basis of working. After making 
those adjustments we make our adjustments on the 
average consumption. 

3904. Supposing you find you have not got as much coal 
left as you expect to have; what means do you take to 
discover where the deficiency is?—By checking the coal 
supplies in hand. 





3905. Supposing you find you have not got as much 
coal as you expectetd to have?—At the depot? 

3906. 'Well?’—We check that over and make adjustments 
of the return. 

3907. You adjust the return to suit the amount of coal 
which is there?—Yes. 

3908. In that case you need not take the quantity used 
at all if you adjust it at the end?’—Well, an adjustment 
at the end would amount to the same thing. 

3909. I take it as far as you are concerned you are satis- 
fied you could not use less coal?—In a general way 1 
am satisfied we are doing as well as can be expected. We 
have to use heavy quantities of coal on our grades. Tak- 
ing all the engines as we have them we very soon find the 
engine which is chewing it up. They have to be in good 
condition to haul the loads over the grades, 

3910. Sir SAM FAY: Do you have anything to do 
with the time-tables ?—No. 

3911. Are you consulted by the passenger superinten- 
dent?—No. My assistant does all that. 

3912. Your assistant deals with the traffic manager ?— 
Yes. 

3913, They are fixed in conjunction with your assistant? 
—Yes. 

3914. You control the drivers ?—-Yes, they are under me. 

3915. Under the districts and the districts are under 
you ?—Yes. 

3916. The rates of pay are fixed, but the pay-sheets and 
all that sort of thing, do they come through you?—No. 





FREDERICK JOSEPH WILLIAMS, Senior Out-door 
Assistant to the Chief Traffic Manager, sworn, and 
examined :— 


3917. (To Sir Sam Fay): I am out-door assistant to 
the Chief Traffic Manager, and I am the senior of the 
three out-door assistants. 

3918. What do your duties consist of ?—Supervision 
of the southern line, comprising portion of the metro- 
politan district, Goulburn district, Junee district, and 
portion of Parkes district—that is portion of the metro- 
politan and the whole of the southern line and branches. 

3919. Supervision of train running ?—Supervision of 
all traffic working in-those districts. 


3920. What is the relationship between you and the 
District Superintendents?—1l am practically controlling 
officer over the superintendents. I see the working is 
linked up between the districts. The proper tables pro- 
vided for passenger train and goods train services and 
a proper co-ordination exists between the district traftie 
officers and the district locomotive officers in the use of 
engine power and more especially in regard to the border 
arrangements between each district. 

3921. The District Superintendents are really under 
You?—Yes, in a way. The District Superintendent con- 
trols his own district, but I see the district is properly 
controlled. 

3922. You are his supervisor?—Yes. I deal directly 
with the Chief Traffic Manager. I am continually travel- 
ling through the southern line and branches and I meet 
the Chief Traffic Manager each Monday or more 
frequently if necessary to keep him conversant with the 
conditions throughout the different districts both in regard 
to departmental requirements and public requirements. 
It is my duty also to see that proper accommodation is 
provided on all passenger trains and stock kept clean and 
im proper condition. 

3923. You see the Superintendents do the duty they are 
paid for?—Yes. I also deal with works matters, and any 
recommendations submitted by the District Superintendent 
for additional facilities or improvements. 

3924, Do you deal with Darling Harbour in any way? 
—No. That is under the direction of the Goods Superin- 


tendent. I do not touch that unless it is something 
special. I have had occasion to do that, but not recently. 


In the country I make special inquiries in some cases for 
the Commissioners or the Chief Traffic Manager. 

3925. You deal with goods traffic as well?—It is my 
duty to see proper services are provided for the transport 
of the goods traffic. 

3926. Do you deal with the commercial side at all?— 
Yes, but not with the rates portion of the business which is 
dealt with by the Goods Department. 

3928. Do you deal with the Signal Engineer ?—In some 
cases, yes, where necessary. 

3929. The District Superintendents report to you or to 
Mr. Hodgson?—To Mr. Hodgson. 


3930. Are their reports sent through you?—No, direct. 
My position is really to assist the superintendents and’ see 
they control their districts properly and that the working 
generally is properly linked up between the districts. 


DENIS MULHERON, Out-door Assistant to the Chief 
Trafic Manager, Northern Division, sworn, and ex- 
amined :— 

3931. Sir SAM FAY; What do your duties consist of? 
—Firstly, to co-ordinate the work between the several 
districts in my division, which embraces the main nor- 
thern line; that is, when the District Superintendents get 
at variance with each other. I have to keep my eye open 
throughout the whole of the system for any breaches of 
safe-working regulation to see that the traffic from the 
various depots is shifted in order of precedence. All im- 
portant work matters the Chief Traffic Manager has to 
deal with from time to time are given to me to take to 
the various places and go into the work on the spot. 


3932. The northern district is from where?—From North 
Strathfield to all the terminals in the north—Wallen- 
garra, Murwillumbah, and Walgett, and the other dif- 
ferent branches. I have also to review the staff periodi- 
eally to see when the work varies the staff are not left too 
long at the one place, and to shift them to other points 
which may require them, and to remove them altogether 
in cases of necessity, and in a general way to keep in 
touch with departmental clients so that if there are com- 
plaints or grievances to ventilate they give them to me. 
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3933. In fact, you are over the District Superinten- 
dents ?—Yes. 

3934. They do not report to you’—No, they report 
direct to Mr. Hodgson. 

3935. Do you have anything to do with the making of 
the time-tables?—Yes. I have the oversight of the time- 
tables. All the proposals for the time-tables before they 
are given to Mr. Hodgson are submitted to me—that is 
in my division—as to whether I coneur in the proposed 
alterations. 

3936. The original proposals come from the District 
Superintendents’—-Yes. Sometimes the proposal from 
one District Superintendent will not co-ordinate with the 
arrangements of another district, and I straighten that 
out. In addition there are a number of instances where 
travelling throughout the lines I get such a knowledge 
of the business in the various districts that I make pro- 
posals and alterations myself and have the time-tables 
altered. For instance, on the North Coast line we have 
altered the goods train. On the Main Northern line the 
through goods train from Darling Harbour to the border 
was on an unsatisfactory table and we altered that. 

3937. Does that apply to passenger as well as goods ?— 
Not generally so far as passenger train alterations are 
concerned. Recently in the Neweastle district the workers 
resident in Maitland made representations to the Commis- 
sioners by petition to have certain trains put on. The Dis- 
+rict Superintendent did not consider it was necessary to 

e these trains, and he said further he did not have 
enough rolling-stock to enable him to satisfactorily carry 
out the alterations, particularly referring to Saturday 
working. J went into that matter and found he could do 
it comfortably. In cases like that the alterations are 
« .rried out immediately. I am also deputed by the ‘Chief 
Traffic Manager to represent him in ‘arge inquiries in 
connection with water supplies and other matters where 
there are other departments concerned. 

3938. Water supplies for locomotives ?-—Yes 


EDMUND OSBORN MILNE, D.S.O., Out-door Assis- 
tant to the Chief Traffic Manager, Western Division, 
sworn, examined, deposed :— 


39°59. Sir SAM FAY: Your office is in Sydney or the 
‘ivision?’—I[ am attached to the Chief Traffic Manager’s 
office here. 

3940. What are your duties?—Broadly speaking, they 
are those of liaison officer between the Chief Traffic Man- 
ager and the District Sunerintendents and the public in 
the country. I also co-ordinate between district traffic offi- 
cers and the country officers of other branches. I pay 
special attention to all matters concerning the spending of 
money. That means, practically works matters. 

3941. There are monthly meetings, are there not, in 
Sydney between the district superintendents and the Traf- 
fie Manager?—Yes. I attend those meetings. I also at- 
tend Mr. Hodgson’s conferences each Monday morning 
with his assistants, 

3942. District Superintendents do not report to you, 
they report direct to Mr, Hodgson ?—Yes. I am in touch 
with them personally each week on the spot. I travel 
through their districts and check the operations going on 
with a view to seeing the best is being done. If I find 
it is not I take it up at once. If it is beyond me [I refer 
it to Mr. Hodgson on the following Monday meeting. 
Generally my duties are those of applying the personal 


touch throughout the country districts and acquainting 
the Chief Traffic Manager each week of the condition of 
affairs. 

3948. Do you deal with time-tables at all’—I have a 
great deal to do with that. Largely the time-tables on the 
west were compiled under my instructicns. Shortly after 
t went on the road, fourteen months ago, we adopted the 
fast stock train, which was a new thing. In doing that it 
was rueecessary to entirely revise the existing time-tables 
at that time. 

3944. You mean the running of fast stock trains ?—Yes. 
There are frequently cases where it is necessary to Co- 
ordinate the time-table between districts, a pick-up train, 
for instance. JI have in mind a pick-up train from Bath- 
urst down as far as Blayney, which is there split into 
two, one part going to Cowra and the other half continu- 
ing on to Orange. The arrangement devised by the Dis- 
trict Superintendent at Eskbank did not suit the Orange 
district in connection with the landing time, and it was 
necessary for me to negotiate between the two districts, 
and finally give a direction which settled the matter. 

3945. Is there a time-table office at Sydney ?—Yes. 

3946. A regular time-table clerk and staff ?—Yes. 

3947. Who are they under?’—Under the Superintendent 
of Passenger Transportation. 

3948. That is the passenger trains only ?—For all trains. 

83949. It co-ordinates the goods as well?—Yes. 

3950. The Ohief Clerk, for the making of all time- 
tables, and his staff, how many has he got?—Probably 
fifteen. 

3951. He is responsible for the actual running time ?— 
Yes, under the Loco. branch, who would give him the 
times. 

53952. It really amounts to this—you supervise the Dis- 
trict Superintendents ?—I do. 

3958. Do you think it necessary ?—Yes, from my experi- 
ence during the last fourteen months in this position and 
my previous service as a District Superintendent. JI came 
to realise how valuable the outdoor assistant could be to 
the District Supérintendents. 


3954. He relieves them from some responsibilities. Do 
you mean they cannot agree on a certain course of action 
where traffic goes from one District Superintendent’s dis- 
trict to another? Is that what makes it necessary for 
someone to co-ordinate it?—That is only a minor degree. 
There is no disagreement at all, generally. At times the 
best is not done. They are acting quite honestly, and yet 
not doing the best. 

3955. They are not competent then?—A_ subordinate 
officer is not fully in touch with the Commissioner’s policy. 

3956. They are up here every month?—Nine of them. 
There is a great deal to be done on the one day in the 
month, On that day I would say we co-ordinate again. 
The Chief Traffic Manager is made personally aware by 
them how things are in their district. He advises them 
and points out their errors. I would not say that is the 
inevitable result of centralisation in Sydney. 

3957. Supposing you had decentralisation, and you had 
divisional management from an operating point of view, 
you would not suggest them there should be someone over 
the District Superintendents, apart from the Superin- 
tendent ?—Probably in that ease it would not be neces- 
sary, because there would be in the country a man of high 
position qualified to meet the public and decide matters 
from the viewpoint of the management. 


[At this stage the further hearing of the Commission was 
adjourned until Friday, 5th September, 1924.] 











165 


Twenty-FourtH Day. 


FRIDAY, 5 SEPTEMBER, 1994. 


(Held at Chief Secretary’s Building, Macquarie-street, Sydney.) 


COMMISSIONERS : 


Sir SAM FAY. 


oo, 


EDWARD JOHNSON SIEVERS, Valuer-General, sworn, 
examined, deposed :— 

3958. Sir SAM FAY: We have had some evidence on 
the question whether or not some scheme could not be 
devised of putting a charge on the lands which are benefited 
by the construction of a railway. We thought from the 
result of our experience in other places it would be a 
desirable thing to do, if it could be arranged. I gather from 
your memorandum, you do not think it is practicable to 
make if compulsory ?—I have prepared a memorandum 
for you in that respect. I need not repeat what I have 
said in that. It may be taken as my evidence. 

A. Betterment Tax on Areas served by Railways.—This is no 
hew suggestion. From time to time over the past forty 
years schemes have been promulgated to give effect to the 
idea, but while there may be valid argument for the 
principle, the attendant difficulties and anomalies that have 
presented themselves on investigation of the details have 
proved the impracticability of adopting the proposals. 

All lands resumed for railway extensions are acquired 
under the Public Works Act, which provides that compen- 
sation is only payable where the increment in value to the 
balance of the holding due to the construction of the line 
does not exceed the value of the land taken, and damage 
occasioned. 

Parliament on several occasions has sought to impose a 
betterment tax on all land served by the railway extension 
and enhanced in value thereby, notably in cases of — 

Gundagai to Tumut. 

Temora to Barellan, 

Bogan Gate to Bulbodney, 
The Rock to Green’s Gunyah. 
Byrock to Brewarrina. 
Grafton to Casino. 
Koorawatha to Grenfell. 


And I append a synopsis of the various schemes proposed to 
give efiect to the principle. 

Resultant from the failure to satisfactorily give effect to 
these enactments, a Cabinet committee was appointed in 
1804 to investigate and report upon the whole position and 
the attempts to impose the tax set out in the various Acts, 
with the result that they found after exhaustive inquiry— 


1. That insuperable difficulties exist both in imposing and 
collecting the taxes hereinbefore dealt with. 

2. That the Acts (with the exception of Grafton to Casino, but 
which should not be taken as a fair example to follow) are 
unworkable; and— 

3. That, witha view to ensuring uniformity and certainty both in 
amount of taxation levied, and in the mode of collecting it, 
a comprehensive measure is. necessary superseding those 
under consideration, legislating afresh on the subject of 
betterment for the lines referred to, and laying down a 
scheme for dealing with any future similar taxes that may 
be decided upon. 

4. A draft of the Bill should be submitted to all the departments 
concerned before being introduced. 

5. We are also unanimously of opinion that before any Bill is 
introduced into Parliament imposing statutory duties on a 
Government Department, the head of that Department 
should be consulted, and his views obtained as to the 
workableness of the proposed provisions. 


This report was carefully reviewed by the Colonial 
Treasurer of the day, who minuted the papers— 


The Colonial Treasurer considers the principle of a betterment 
tax in conjunction with railways so unsound that he will not intro- 
duce a Bill to deal with it. The construction of lines of railway 
undoubtedly increases the values of lands in their vicinity, but the 
reassessment for taxation purposes of the lands served by the lines 
appears to be the only practical way of securing, for the purposes of 


| 


Sir VINCENT RAVEN. 





government, a share of this increment. As the Land Tax has passed 
to the shires, it is true that the Central Government would derive no 
direct advantage from such reassessment; but the revenues of the 
shires would benefit thereby, and their funds are expended for public 
purposes. 


As the officer principally concerned in the operations of 
this proposed tax, after going into some hundreds of cases, 
I came to a definite conclusion that the only legitimate and 
equitable basis for raising specific revenue from land 
appreciated by railway extension was by the increased 
valuation of the land as reflected in market transactions 
and the imposition of rates accordingly. If the extension 
has raised the value from £2 to £3 per acre, presumably 
taxes will be levied upon the increased value, but the 
attempt to academically fix the enhancement at so much 
per acre within certain zones is quite unsound. 

F could amplify this by reasons, but assume my con- 
clusions are all that are requisite. 

Apart from the anomalies and difficulties arising, I per- 
sonally question whether the equitable limits of benefit can 
be confined to the immediate district through which the 
“feeder” line passes. Can it not be contended that any 
trunk line, per se, would be an unpayable proposition 
unless fed by branches—and, therefore, do not the people 
along the “ feeder” lines already contribute to the main 
line in the shape of general taxation ?. In any case, so far 
as my considered opinion goes, it is impracticable to devise 
an equitable betterment scheme for zone taxation on land 
served by branch lines. 


B. Should the Government contribute tothe Railway revenue 
directly to relieve the expenditure on unpayable branch lines ?— 
I see no reason for this. It may be true that Parliament con- 
structs a line, in direct opposition to the views of the 
Commissioners as to its desirability or profit-earning 
capacity ; but since Parliament has also given the Com- 
missioners a practical monopoly, I think they must take 
the good with the bad ; and, while it may be proper the aim 
and object of the Commissioners to make the railways pay, 
does not railway construction add to the revenue in many 
ways other than through the sale of passenger tickets, and 
collection of freight on goods ? The Income Tax Commis- 
sioner, the Land Tax Collector, the Excise Officer, each has 
his receipts swelled through railway facilities, and while 
every commissioner in charge of public utility—such as 
the Railway Commicsion, Harbour Trust, Board of Water 
Supply—is bound to keep in mind the financial result of the 
expenditure in return of interest upon outlay, surely the 
principal viewpoint should be a combination of efficiency 
and economy,with a due regard for prospective requirements. 
No department is entitled to look only at the parochial 
aspect—sprats must be cast to catch mackerel—and while 
it may be true that posterity has done nothing for us, it is 
our bounden duty to provide for posterity—and therefore 
in the “ magnum opus of opening up a new country a deal 
of exploiting must be done, and perhaps a debit created to 
be redeemed by posterity. This may mean reduced divi- 
dends for the moment, but I distinguish between the State, 
as an enterprise, and a private individual. The latter may 
say “I am, to an extent, bound almost by the immediate 
present ;” but not so the State as an owner. Its outlook 
must be bolder. 

In this respect I think it is, to an extent, immaterial 
whether the municipal bodies get the benefit from increased 
values, or the Federal Treasurer from increased customs. 
The people, Australia as a whole, will benefit by wise railway 
expansion, and. this benefit. should be-realised bx Pasliament, 
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Witness— E. J. Sievers, 5 September, 1924. 


and the public in criticising the financial result of State 
railway administration—but it does not necessarily suggest 
direct contribution to the Commissioners for the running of 
admittedly, per se non-paying branches. 





Railways. | Rate of Tax. 





Gundagai to Tumut (a) 1d. in £ on the unimproved value of 
(Act 64, Vic. No. 43). land within 10 miles of line; and 

(b) $d. in £ on unimproved value of land 
beyond 10 miles and within 15 miles; and 

(c) 4d. in £ on unimproved value of land 
beyond 15 and within 20 miles of line. 

And for every year thereafter, and 
until the Railway Commissioners certify 
that the receipts for the line during the 
next preceding year are sufficient to 
meet the working expenses and interest, 
at the rate of 3 per centum per annum, 
on the cost of construction of the line 
the said Commissioners shall impose and 

| collect a tax in respect of the said land, 
at a rate not exceeding that hereinbetore 
set out so that the net proceeds of such 
tax, together with the receipts of the 
line during the then next preceding 
year, will amount to, but not exceeding 
by more than 10 per centum, the working 
expenses of that year and interest as 
aforesaid on the cost of construction of 
the line. 

Temora to Barellan| The rate of tax.is similar to that provided 
(Act 2, Ed. VII, in connection with the Gundagai to 
No. 89). Tumut railway. 

Bogan Gate to Bulbod-| (a) 13d. in £ on the unimproved value of 
ney (Act 2, Ed. VII, land within 5 miles of the line; and 
No. 88). (6) 1d. in £ on unimproved value of land 

beyond 5 and within 10 miles of the 
line; and ? 

(c) $d. in £ on unimproved yalue of land 
beyond 10 and within 20 miles of the 
line. 

And for every year thereafter, and 
until the Commissioners certify that the 
receipts for the line during the next 
preceding year are sufficient to meet the 
working expenses and interest, at the 
rate of 3 per centum per annum, on the 
cost of construction of the line, the said 
Commissioners shall impose and collect 
a tax in respect of the said land, at a 
rate not exceeding that hereinbefore set 
out, so that the net proceeds of such tax 
together with the receipts of the line 
during the then next preceding year, 
will amount to but not exceed by more 
than 10 per centum, the working expenses 
of that year and interest as aforesaid on 
the cost of the construction of the line. 

Grafton to Casino (Act| Revenue from Crown Lands within the dis- 
64, Vic. No. 82). trict to be transferred to the Railway 

Commissioners up to such time as the 
receipts from the railway equal or exceed 
the working expenses, together with the 
amount of interest payable on cost of 
construction. 

Byrock to Brewarrina} }d. per acre for Crown lands within district 
(Act 62, Vic. No. to be proclaimed, up to such time as 
42). the receipts from the railway equal or 

exceed the working expenses, together 
with the amount of interest payable on 
cost of construction. 

Koorawatha to Gren-| Every owner of land and every lessee from 
fell (Act 62, Vic., the Crown of lands within the district 
No, 41). declared by proclamation to have been 

served by the said work shall—in the 
year in which the line is completed and 
opened for traffic, and in every succeeding 
year up to and including the year in 
which the amount of the receipts from 
the said line of railway equals or exceeds 
the amount of the working expenses, 
together with the amount of the interest 
payable on the cost of construction, but 
no longer—pay, in addition to any sum 
which he is liable under any Act relating 
to Crown lands to pay as rent for such 
land, 1d. per acre within a distance of 
5 miles on each side, 3d. per acre within 
a distance of 10 miles, and }d. per acre 
within a radius of 15 miles. 








Railways. Rate of Tax. 








The Rock to Green’s) The provisions are the same as those in 
Gunyah (Act 64, Vic. connection with the Koorawatha to 
Yo. 13), (Act 62 Vic. Grenfell railway, with the exception that 
No. 40). the land for a distance of 5 miles from 
the Rock Station on the main Junees 

Albury line was especially excluded. 





My reason for coming to those conclusions are the 
difficulties in determining the basis. The zone system I 
refer to there has been suggested on several occasions. 
The main difficulty I have found in the zone system is 
that frequently properties geographically situated within 
10 miles of the railway can quite as easily approach railway 
stations as property within 5 miles. Again, it is admitted 
property appreciates according to the proximity of the 
jumping off place on the railway line; that is to say, the 
station which it is served by. A basis is taken on so much 
per acre, the first 5 miles so much per acre, the next—l0 
miles, say, up to 15 miles—so much per acre, which is 
generally considered the limit for the satisfactory carting 
of wheat. The difference between 5 miles and 6 miles is 
very slight. The suggestion has been generally formulated, 
supposing one took a 15 per cent. benefit within 5 miles, a 
10 per cent. benefit within 10 miles, and a 5 per cent. 
benefit within 15 miles. You must draw the line some- 
where, say, 5, 10 or 15. 

3959. Sir VINCENT RAVEN: I would not make any 
difference between 5 and 6. I would make them the same 
up to 10 ?—There is a great deal of difference of value 
in increment to a property 15 miles from the railway, and 
5 miles from the railway. 

3960. I am talking about everything within 10 miles’ 
radius ought to be the same ?—Within 10 miles experience 
has shown in the matter of carting it is considerably greater 
than 5 miles. The difference between 5 miles and 3 miles is 
practically nil because the main cost in that case is the 
loading and unloading. 


3961. Sir SAM FAY: The real question is whether it is 
practicable to apply any system. You think it is not ?—~ 
T have never been able to devise a scheme, nor have a great 
many people I have consulted been able to devise a scheme 
which would work equitably. We have tried it on six or 
seven occasions, and it has never been put into force because 
we found it worked absolutely inequitably, and we were 
not able as experts to design an equitable basis for the 
collection of a betterment tax. 


3962. Supposing a basis could be arrived at do you believe 
that this is a reasonable way of dealing with new lines by 
making people whose land is advantaged by that line pay 
for it ?—No. Personally I do not believe in a direct charge 
in a district for the construction of a new railway, for the 
reason I think the owners of the property are made to pay 
by State and municipal taxes for the increments on their 
property given by the extension of the railway. It is 
difficult to determine who should be deemed as being 
benefited by the railway. In my view the importer this 
end has his business improved by being able to deliver his 
goods ‘along these feeder railways. It is only a question of 
degree as to how far he benefits as opposed to the land 
owner. I think that the only reasonable charge you could 
make throughout a district for the improved railway con- 
nection is the general charge, the taxation of his income 
from his land if it increases in value. He at present pays 
a tax on his land. If the railway increases the value of 
that land he pays an increased tax onit. Itis not equitable 
to charge a fixed betterment rate due to railway construction. 
I would point out our experience of the betterment principle 
worked very inequitably in the city, the only occasion on 
which it was attempted some twenty years ago. Then the 
main approaches to the Post Office between George-street 
and Castlereagh-street fronted to a 20 feet or 30 feet road- 
way. As the result of the fire the Government conceived 





the idea of broadening Moore-street and Martin-place to 
100 feet wide, imposing a tax upon all the surrounding 
properties that were presumed to have been bettered by 
the construction of the new thoroughfare, not only those 
properties fronting the thoroughfare, but those on adjacent 
streets which abutted on that thoroughfare. The resump- 
tion came at a time when there was a land boom in 
Sydney, and within ten years it was found, owing to the 
fall in the property market, the betterment tax alone 
that is the increment tax on the land capitalised, and it 
ran for a period I think of 100 years—exceeded in some 
cases the total value of the property when valued ten years 
later. The same thing might occur—I do not say the 
same possibility is there—in the country. If you value 
property at any particular period you have no proof that 
the value is going to be maintained. The case which I 
have just mentioned has stopped any imposition of better- 
ment tax again co far as city property is concerned. 

3963. Sir VINCENT RAVEN: Do you think that is a 
parallel case ?—I do not say the same position can arise. 

3964. Sir SAM FAY: Your objection is to a betterment 
tax on any account ?—I would like the Commission to 
understand that I think anybody ought to pay for special 
benefit conferred upon them, if there is a gain in pro- 
portion to their benefits. I say it ought to be got through 
the ordinary method of taxation, and not by a direct 
one. That is my personal view. 


3965. We had evidence given here of an instance where 
a branch line was made and the working of that line entailed 
a loss of £8,000 a year. The increase to the State by 
improved rents of State lands due thereby came to £13,000. 
The railways lost £8,000, and the State gained through 
increased values, £13,000 ?—Clearly you cannot impose a 
further tax on the man if he has already contributed a 
further £13,000 either directly or indirectly as a result of 
the railway. 

3966. This is State land ?—I can see it is possible in 
some of your Western Division land. I cannot see why 
you should differentiate between the Railway Department 
and the Lands Department. It is a wrong view to take 
to say that because one particular department gets some 
advantage as the result of the expenditure of another 
department, the department deriving the advantage if not 
connected with the method of expenditure should necessarily 
contribute towards it. 

3967. You are expecting the railway people to find 5 per 
cent. interest on the cost of constructing these branch lines 
which in some cases they would not approve of. These 
lines are forced upon them. The State in this particular 
case gets an advantage of £13,000 a year, and the railway 
lost £8,000 a year on the working of the line. Should there 
not be some adjustment so that the railways may show they 
can make a very good return under reasonable conditions ? 
—So long as the total results are the same, does it matter 
whether the return is made by the Lands Department or 
the Railway Department? I can quite understand that 
the Railway Commissioners’ view is to make their depart- 
ment a paying concern. I realise how disheartening 
it must be to any Board of Commissioners to be Tada i 
annually present a balance-sheet reduced in dividend ¢ 
interest-bearing capacity due to forced expenditure on 
what might be termed pioneering work, and for the general 
weal, and too, such a position affords the temptation to 
follow a cheeseparing policy in directions which under 
other conditions prudence would not dictate. If weight is 
given to this aspect, which is outside the purely academic 
view, it may be that the policy of contributing directly to 
the relief of non-paying branches is not without justification. 

3968. It has to pay interest on money borrowed ?— That 
should be their object. If they are forced and have no 
say where they will build the railways, and how they 
should be constructed, all their job is the mechanical work 
of building the railways. If a railway does not pay it 
cannot be charged as bad business against them. 
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38684. The result of not being able to find interest on 
the money invested would mean the Railway Commissioner 
would find himself out of his job 2—T go this far that I can 
quite see a person contributing the whole cost of a railway 
if his territory is sufficiently large. Anthony Hordern 
built a considerable line of railways in Western Australia 
subject to his getting a grant of so many acres on either 
side of his land. I do not see that vou can impose an 
equitable rate on a district and force a man to contribute 
directly by a tax because you tell him the railway is built 
for his good whether he wants it or not. In some cases 
they are not able to take advantage of the increment. On 
this broad ground as to whether a department like the 
Lands Department having a large area which they open 
up to contribute te a railway extension if they are going 
to get the benefit, I consider it a most reasonable thing to 
do. ‘They should contribute the original cost. 

3969. You know the principle in Victoria of the State as 
such relieving the Railway Commissioners of a certain 
proportion of the losses upon new lines ?—I am not a 
railway man at all. I view this.from a commercial outside 
point of view, feom what I look upon as the business aspect. 
I do not believe that a direct betterment impost is desirable, 
but Ido think that every landholder benefiting by a railway 
should be made to contribute in proportion to his benefit. 
That should be attained in another way rather than by a 
direct betterment tax. 

3970. That is to say the State should increase its taxation 
on his land as such ?—Yes, and on his income if he owns the 
land and does not sell it, if it enables him to get a bigger 
return from his crops. 

3971. I assume he pays more now ?—TIs not that all you 
can ask him to do ? 

3972. Assuming your theory is correct, the increased 
taxation, income tax or land tax goes to the State ?—Yes. 

3973. A department of State like the Railway Department 
is losing money on the railway. Should not some portion 
of that go to the Commissioners to make up that loss ?— 
Is not that a book keeping aspect, a question of policy ? 

3974. You quite follow the serious position in which 
the Commissioners may be put. I do not suggest it is so 
because they have a great many well paying lines These 
lines are being extended out into the west where traffic 
is likely to be very light for a number of years. How are 
they to adjust their accounts, and make a decent return 
if they are ordered to make railways which cannot pay ?— 
They ‘should not. be expected to make returns from them. 
I say that if it were possible, if my view is correct, they 
ought not to get a direct contribution, the accounts ought 
to be separately kept. I think it manifestly unfair they 
should be judged on the net return of their business when 
they are forced as a matter of public policy to exploit 
certain country which is for the general benefit, and not 
directly for their own. 

3975. The thing goes further than that. If you have a 
business like a large railway system worked as a whole, 
and a very large proportion of it is non-paying, and at the 
same time those responsible for the management are 
expected to pay interest on the whole their only means 
of doing that may be a starvation of the whole of the 

system. Human nature being what it is the Railway 
Commissioners would look after themselves. If they have 
a lot of non-paying property, and they cannot meet the 
interest upon it, the tendency would be to starve some- 
thing in order to make ends meet ?—I will explain why I 
expressed that view. If I were a merchant and I were 
conducting three classes of business, a shipping agency, 
machinery agency, and a wool brokering agency, and I 
found for the benefit of my clients who used the three 
branches it was desirable to conduct the three classes of 
business, and I found the machinery agency which was to 
supply them with shears, pumps, etc., did not pay, 
striking my balance-sheet at the end of the year for 
the different departments of my business I would 
not debit thé shipping business against any profit 










































































—— 


1¢ 


= 





z 


oe 


— 


« 


<r ewe 


a oy ae ee : 


=A 


= 


t) 

i 
Ah 

i 

> 






































te 











168 


Witness —-E J, Sievers, 5 September, 1924. 
it might have made, and credit the machinery 
department. In my general balance-sheet I would 


say my net profits were so and so, after deducting 
the losses that I had made on the machinery department. 
I look at the State as a whole, and look upon the Com- 
missioners as a machinery department for the purpose of 
my illustration. 

3976. Sir SAM FAY: If you can educate the public and 
the politicians to your point of view, I do not suppose the 
Commissioners will complain. 

3977. In their book-keeping they show what they lose on 
these railways. It unfortunately affects the general 
balance-sheet ?—I look upon all these Government depart- 
ments as really one. We are too much in the habit of 
segregating one from the other, and running separate 
concerns, and charging one another for work done. In the 
long run it is perfectly immaterial whether the Lands 
Department made a profit, or the Valuer-General’s Depart - 
ment made a profit, so long as the State as a whole is able 
to balance its accounts. 

3978. Sir VINCENT RAVEN: You do not agree with 
what they are proposing to do in connection with the 
Water Board ?—They are proposing to put the Water 
Board under a commission, allowing them to raise their 
own moneys, spend their own moneys, and not be respon- 
sible to Parliament. I think that is a good policy allowing 
the Commissioners to spend their own money in their own 
way. The reason for that is it is thought they will get a 
more economical and a more satisfactory service by so 
doing. I do not think it is a question of finance. 


3979. Do not you think it is applicable to the railways ? 
—I would do the same with the railways. To an extent 
they are in that same position now. F 

3980. Sir SAM FAY: A very limited extent ?—I am 
with you there. I cannot see my way to take the view that 
you should necessarily say.to the Treasurer you must pro- 
vide in respect of certain works a specific contribution 
because that very line is not paying. Suppose you put the 
Railway Commissioners in the same position as it is pro- 
posed to put the Water Board. You would not be able to 
do what you are suggesting now, because they raise their 
own funds. There is no contribution outside the total 
amount allocated them. 

3981. If you had that state of affairs, you would have 
Parliament saying to the Commissioners “ Raise £5,000,000 
to build new lines which the Commissioners do not approve 
of °?—If you put the railways under a commission their 
lines would presumably be constructed purely from the 
business and financial aspect, and not necessarily for the 
eventual benefit of the State asa whole. Are there not two 
views in connection with railway construction. One is the 
financial aspect and the other the general benefit to the 
country, the exploiting of new country. Matters are dif- 
ferent here to what they are in settled countries. We have 
here to do a lot of pioneering work which does not pay for 
many years. 

3982. Just the same as in other new countries where the 
railways belong to companies. They go out into the wilds 
and wait five or ten years for their returns 2—Then the 
sharcholders have to take less dividends. They should not 
be expected to pay interest upon something which cannot 
pay. 

3983. Sir VINCENT RAVEN: They have to. 


3984, Sir SAM FAY: Someone has to find the money. 
There are no ordinary shareholders in the State here. Tt 


is allloans. All debenture stock. It is not the same thing. 
The companies ordinary shareholders have to do without 
their dividends if there are losses ?—If the Lands Depart- 
ment had some thousands of acres which are benefited by 
railway construction, and they have a balance-sheet which 
they are anxious to produce showing what they have done 
in the matter of their general expenditure, I think it is 
only reasonable if the Railway Commissioners have by the 
expenditure of money which is then unprofitable have 
considerably enhanced the holdings of the Lands Depart- 
ment, the Lands Department might fairly contribute the 
cost of the railway in proportion to that increase. 


3985. You think it should be a contribution of capital, 
and not an annual charge ?-I would not say that for the 
reason a lot of the property might be leasehold, and it 
probably is leasehold. It might be a gradual one, and con- 
tributed over a number of years rather than immediately 
I am inclined to think that if the increment is an annual one 
in the matter of rentals, the contribution in that case might 
be an annual one. I think the whole difference between 
us is that I have always thought the State ought to view 
their various operations as one big company rather than a 
segregation of companies. 


3986. Sir VINCENT RAVEN : Is it not very difficult tb 
do that so long as the railway is kept separate in all its 
accounts, and all the criticisms which might be brought to 
bear on the Railway Commissioners ?—I do not see how 
you are to educate the public generally to the view, the 
Railway Commissioners are doing more than running their 
railways on a business line. That they are doing a lot of 
utilitarian work for the State for the benefit of a number of 
departments outside their own. Until that is done it is 
hard for the Railway Commissioners to have to carry out 
this work, and get no credit for it, either in cash or thanks. 


3987. Sir SAM FAY: They get discredit. 


3988. Sir VINCENT RAVEN: In your illustration of 
this private concern no public notice is taken in the balance- 
sheet what particular departments have not been able to 
pay their way, or otherwise. If the State was looked upon 
as a whole in the same way one would not see that difficulty 
which presents itself at the present time ?—As a matter of 
book-keeping I do not see perhaps on reconsideration why 
the Treasurer should object to it. It is not going to affect 
his ultimate balance-sheet. It does not affect the money 
he borrows. He is not going to borrow money particularly 
or charge his revenue with something more than he would 
have by putting on a heavier tax to create a credit to the 
railways. It is only a book-keeping entry. 


3989. Sir SAM FAY: It would be a transference of cash 
from one to the other ?—For that reason it might be done. 
It would not mean the imposition of any further taxation. 
If there is a loss it is paid out of something. It is paid out 
of diminished profits shown by the Railway Commissioners. 
It only means you put that debit on someone else. It 
does not affect the State’s balance-sheet. If in the matter 
of the presentation of the Commissioners’ accounts a 
scheme could be devised for doing that, it would be a fairer 
way of submitting to the public the real result of their 
annual operations. 


3990. Sir SAM FAY: We agree on that point. 


(At this stage the further hearing of the Commission was 
adjourned.) 
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Day. 


FRIDAY, 19 SEPTEMBER, 1924. 


(Held at Chief Secretary’s Building, Macquarie Street, Sydney.) 


COMMISSION ERS : 


Sir SAM FAY, 


Sir VINCENT L, RAVEN. 


i 


JAMES FRASER, Chief Railway Commissionei 
re-called, examined, as under :— 
3991. Sir SAM FIAY : How do you propose to deal with 
Sigs + 
the evidence, Mr. Fraser ? 


> 


39914. WITNESS: My reason for asking that I might 
be allowed to traverse some of the evidence tendered by 
public bodies and others was that there are certain allega- 
tions made by certain of the witnesses which, if left un- 
contradicted, may convey an entirely wrong impression 
to the readers of the evidence or the report. For that 
reason it seemed to me necessary in the interests 
of the Railway Department that I should as briefly as 
possible, but as effectively as possible, deal with certain 
allegations. To that end I have marked some matters, and 
With your permission I would refer to them. If there ave 
any other matters which the Royal Commission would 
like me to clear up, those other matters, of course, will be 


cleared up as effectively as I ean do it. 


3992. Are you taking it in the same order as the evi- 
dence was given?—I am taking it page by page right 
through, starting with the evidence tendered by Dr. Kater. 
The first question I will deal with is No. 2237, at page 78 
of the printed evidence. In connection with that matter, 
Dr. Kater expressed to you the opinion that railway con- 
struction would be carried out more economically by con- 
tract than by day labour, and in support of his contention 
he mentioned a certain matter that oceurred with which 
he was personally concerned, that is the provision of a 
siding on his own property. He mentioned that an esti- 
mate was given him of £150 for earthwork in association 
with a siding which he desired to have constructed on his 
property, and that this work was ultimately carried out 
for £25, or one-sixth of the estimate which the depart- 
ment formerly gave for the earthwork. Dr. Kater’s 
memory, I think, in respect of that particular matter is 
extremely faulty. We did give him an estimate for a 
siding, and we estimated in the first instance for a loop 
siding, which would give us the maximum of facility 
in operation, as we could work from either 
direction, and that loop siding provided for the 
ordinary approach for vehicles. Dr. Kater saw me about 
this matter, spoke to me personally, and gaid he dd not 
want to spend such a lot of money, and asked whether T 
could give him a cheaper proposition. I gave a personal 
instruction then for a modified plan to be prepared for a 
dead-end siding, which instead of running parallel with 
the lne—the line itself in that position was on an embank- 
ment—I gave an instruction for an estimate to be pre- 
pared for a dead-end siding which would run down on to 
the natural surface—do away with the necessity for the 
forming of an embankment parallel with the line, and do 
away with the necessity for the formation of any approach 
at all. The earthwork in connection with the. dead-end] 
actually carried out would probably be not more than oie- 
tenth of the amount of earthwork that would have been re- 
quired to carry out the loop siding with its approach. 
You can realise that all the earthwork that would be 
required would be a wedge-shaped slab going down from 
the line on to the natural surface, and that wedge-shaped 
slab, I think, would certainly not entail more than one- 
tenth of the earthwork provided for in the original pro- 
posal. You could get an idea from the sketch which I 
produce. The original plan is there shown in red--a 
double connection involving earthwork throughout the 


end in either 
also ] 


whole length. The only earthwork that was done was 
from that connection (indicating) to run down on to the 
natural surface. 

3993. The answer is that what was carried out was noi 
the thing for which you gave the estimate?—That is so. 
It was a totally different thing, and the earthwork in- 
volved would be, as I said, probably not more than one- 


tenth of the estimate for the original proposition. 


3994. The next matter submitted by Dr. Kater was in 
He said: 


And enormous waste of money has been incurred through 
faulty construction of them. The first truck used had solid 
top floor and bottom grated. That used to get dirty and the 
sheep get down. The design was altered. For the top floor 
they instituted a grating. ‘They made a roof below that, 
with a space of several inches for the lower deck. 


respect of live-stock trucks. 


The main point I want to deal with there is the question 
of the enormous waste which he states must have been 
incurred owing to faulty design. This particular waggon 
was designed in 1910. I do not realise at all how respon- 
sibility can devolve upon the present administration for a 
design prepared in 1910, however faulty it may have been. 
But I do not admit that the design was even faulty. It 
is true that the roof of the lower deck was not so perfect 
as it might have been, that is to say that it would be pos- 
sible, if cost were not considered at all, to have made a 
roof which would be impervious to anything. ‘However, 
that would of course entail a very considerable first cost, 
and a very considerable cost in connection with any main- 
tenance ultimately, involved. The roof was constzucted 
of timber. That timber naturally would decay by urine 
and other matter unavoidably deposited upon it, but that 
there was really no enormous waste J think must be 
obvious from this fact, that to make a roof indestructible 
by urine and such matter would be so enormously expen- 
sive that it would not be justified. The system adopted 


was really not a wasteful nor extravagant system. It did 
involve renewals and will always involve renewals. This 


matter was taken up, as far as I am personally concerned, 
somewhere about 1915, and we then made a test by cover- 
ing the timber roof with galvanised iron. That, of course, 
vas destroyed. Then at a later stage we made an experi- 
ment with galvanised iron with bituminous paint upon it. 
So long as this bitumen paint endures there will be no 
corrosion, no destruction, but still it is not indestructible. 
The present system is approved by the graziers generally 
and by Dr. Kater, but it is not indestructible. There is 
nothing I know of that would be indestructible under such 
conditions. Ferro-conerete itself would not be indestruc- 
tible, and IJ do not know of any material that could econo- 
mically be used for this particular purpose better than 
the material which we have been using, 

3995. Sir VINCENT ‘RAVEN: But he is not 
cising so much the present #—No; he is criticising 
ally the same design that is in existence at present. 


criti- 
actu- 
The 
only alteration in design is the fact that we have covered 
the timber roof, which was formerly left without cover. 
We have covered that with galvanised iron, coated with 
a bitumen paint. 

3996. But is not his suggestion here principally that 
until he drew attention to it nothing was done?—T think 
that is hardly correct, Of course, I have no memory 





back as far as 1910, but it would be back somewhere 
about 1912 or 1913. 
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Witness—J j Fraser, 19 September, 1924 


3997. But in question 2264 he says three or four years? 
—That is so, but it was longer ago than that since the 
Commissioners themselves decided to cover these roofs 
with galvanised iron, coated with a suitable paint, as 
they came in for attention. 

3998. And it was only carried out two or three years 
ago?—It has been carried out since 1919; that is five 
years ago. , 

3999. Sir SAM FAY: He does say, “They have altered 
that now”’?’—That is so. What I wanted to combat is 
really the “enormous waste of money that has been in- 
eurred through faulty construction.” I say there has 
been no enormous waste of money incurred. 

4000. Sir VINCENT RAVEN; At any rate, it was 
before you were responsible?—The design, of course, was 
prepared in 1910. The weakness of the design qua 
material and material unprotected was apparent possibly 
about 1913 or 1914, and the then administration made 
some efforts to improve the then condition. iWe have 
made further efforts, and our efforts, I think, will be prob- 
ably more successful than those of our predecessors. 

4001. It is a very difficult truck to make perfectly 
tight ?Yes, but it has this advantage over the old truck: 
the floor of the upper deck was the roof of the lower 
deck, and any deposit on the upper deck must leak 
through on to the animals on the lower deck. There is 
a free space now through which the air can get, and the 
upper deck is always a perfectly clean floor. That is 
an enormous advantage over the previous form of con- 
struction. 

4002. Sir SAM FAY: There is one point in connection 
with Dr. Kater’s evidence on the reduced rates for fodder 
in periods of drought?—I did not mark that for special 
reference, owing to this fact: if we were to carry fodder 
at any time at a concession rate our experience would 
indicate that a very large percentage of the fodder carried 
in the State would be carried at concession rates, 

4003. You would not be able to discriminate?—I am 
afraid not. During all times of drought when we have 
carried fodder at concession rates we have found that 
the concession was being most grossly abused, and although 
we have sought in some cases authority from the Govern- 
ment—because, after all, the maximum concession is ex- 
tended by the Government—the Government has in times 
of serious drought authorised us to carry foddef at 10s. 
a truck load from anywhere to anywhere, and we have 
had some most extraordinary cross-carriage of fodder 
under those circumstances. We have had cases of fodder 
consigned from Coolamon, on the south-west, to Geurie, 
on the western line, and fodder sent from Geurie to Nar- 
randera, on the south-west. 

4004. What distance would that be?—From Coolamon 
it would be roughly 600 to 700 miles. Cases of that kind 
have occurred. It does not matter to the seller what the 
distance may be. A seller may get an offer for fodder 
from the south-west. It would only cost 10s. whether it 
was carried 20 miles or 1,000 miles. We have had other 
cases where the fodder was- consigned to certain places 
and not used for starving stock at all, but used for horses 
and other animals operating in towns and other places, 
doing their ordinary business. 

4005. Of course, carrying that distance at that rate 
must have been an absolute loss of money ?—A frightful 
loss of money to carry a truck load at 10s. per truck. 

4006. Sir VINCENT RAVEN: But then you get some 
of that back?—The Government refunds to us the differ- 
ence between that liberal concession of theirs and our 
ordinary concession rate for fodder, our ordinary conces- 
sion rate being roughly 15 per cent. off the ordinary rate. 

4007. WITNESS: I did mark paragraph 2329 on page 
83 of Mr. Thorby’s evidence, but I do not know that 
there is any real necessity to labour that particular point. 
He says: 

Another point in connection with that is this: that the 


Railway Commissioners adopt the practice, when they take 
over a light line, say, of 60 lb. or 70 Ib. rails, that they 


gradually convert that line, if necessary, into 80 lb. or 90 Ib. 
rails, and charge that to repairs or betterment; still, it 
means that the revenue of the railway is being taxed, or 
that the users of the railway are being taxed, to convert a 
light line into a heavy line, whereas that should be provided 
for out of the capital cost originally. 

It is perfectly true that when the necessity arises we do 
improve a pioneer line to a higher class line by putting 
down a better permanent-way, but no such case within 
my knowledge has occurred until after the pioneer line 
had given service for, say, twenty-five or thirty years. 


4008. Sir VINCENT RAVEN: But he does say “If 
necessary” ?—That is so. 

4009. If it were not necessary it would not be done?— 
No. There is the inference in his suggestion that as 
soon as a line is taken over we immediately set to work 
and reconstruct it. That, however, has not happened 
until some of these pioneer lines, originally laid with 
60 Ib. rails—such lines as between Cootamundra and 
Temora, for instance—that line did run with 60 Ib. rails 
for at least thirty years before we put down heavy rails 
at all. When those rails began to wear out, instead of 
putting down new 60 lb. rails, we put down what was 
obviously better—80 lb. rails. 


4010. WITNESS: ‘On page 84 of the printed evidence, 
Mr. Thorby, in indicating the desirability of maintaining 
an Appeals Board so as to secure justice for our employees, 
gives certain examples of men who, he says, were ill-treated 
by the department and more justly dealt with by the 
Appeals Board. He gives the case of one man at Glen- 
brook who was punished for a departmental offence, and 
the Appeals Board practically repealed the decision of the 
head of his department. Another case was mentioned of a 
man who was not given time—he was given an instruc- 
tion to move immediately from one part of the system to 


another part of the system, and this poor unfortunate — 


man who, it is stated, had a sick wife, endeavoured to 
obtain payment of medical fees, and was immediately dis- 
missed from the service for endeavouring to obtain those 
fees. With regard to the first case, that at Glenbrook, the 
man was punished because he was responsible for the 
derailment of an engine at catch points, and having the 
engine derailed he was responsible also for serious delay 
in introducing single-line working. When he went to the 
Appeals Board the Appeals Board found him guilty of 
carelessness or slackness with regard to the introduction 
of single-line working, but restored him to the position 
which he had previously oceupied, and from which he was 
disrated; that is to say, the Appeals Board thought it 
would be apparently desirable that we should continue to 
have in our service men who were slack in their duties. 
With regard to the second case, that of the man who was 
removed from the one district to another, this man was 
given instructions on the 5th December of a certain year, 
a year or two ago, that he would have to give place to 
another man who had had war service and was his senior. 
This man appealed to the Commissioners against his re- 
moval, and after investigation we found it was impossible 
for the Commissioners to intervene in the matter, and 
that the change would have to take place. The man was 
co informed and he accepted a position on the Illawarra 
division.: The instruction to move was given about the 
26th December, and finally he actually moved on the 5th 
January. He did put in a claim for £14 or £14 146. for 
expenses incurred, he said, in connection with the illness 
of his wife. An investigation into that matter was made 
by one of our officers, and the man then admitted that he 
had no case at all; that he had put in this claim for 
medical expenses without having incurred them, and had 
endeavoured to get that payment so as to cover some cost 
involved in-moving from one place to another. He ad- 
mitted that he had tried to get that money without any 
logical grounds for seeking the payment. The Appeals 
Board, however, after the man was dismissed and they 
had heard the appeal, restored him to the service. 





— 
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other cases mentioned by 
Mr. Thorby. They are not just in this position, but 
they are of a somewhat similar character. He charged 
that the station-master at Wellington had been hounded 
to his death. I think the papers in that matter have been 
seen by the Royal Commission. He asserted also that 
changes were made in a frivolous way by the department 
by transferring in one case a station-master from Geurie 


4011. There are _ two 


and another man from Borenore, the two men being 
transferred across—the Geurie man going to Borenore 
and the Borenore man going to Geurie. Mr. Thorby con- 
sidered that frivolous because neither man desired to move. 
The man at Geurie was an elderly man and handled Jiis 
job so badly at Geurie that we, on our tour of inspection, 
gave a direction that a younger and smarter man was to 
be put there. The Borenore man was a young and smart 
man. (‘He had not work enough to do; he had so much 
time that he spent a lot of it in playing tennis and so 
forth. We thought it better for that young man to take 
up a heavier job that he was capable of doing at Ceuric 
and let the elder man take up a lighter job where he could 
do it more efficiently. Those are the cases in which the 
Commissioners by their autocratic action have unjustly 
dealt with their staff. 


4012. There is a matter referred to by (Mr. Thorby at 
question 2354, dealing with the suggestion that faster 
transit be arranged for stock trains and unnecessary delays 
eliminated. J have some papers which J would like to 
submit at a later stage in connection with stock transit. 
Tf you will permit me, I will not deal with that here. Mr. 
Thorby goes on to say: 


If it could be arranged that one trucking day would meet 
the requirements of the stock-owners and the Department, 
it would be possible to collect the stock in most cases with 
a special stock train which would carry nothing but stock ; 
whereas at present the bulk of the stock are picked up on 
mixed trains, and I think you will agree with me that it is 
a great disadvantage to travel stock long distances on mixed 
trains, because the trucks are loose-coupled on the mixed 
trains, whereas the stock trucks are tight-coupled. 


These trains he refers to are the fat stock trains for the 
Sydney market. Those trains are run to suit the graziers 
and to suit the buyers in the Sydney market, and they 
desire the stock to be delivered not on one day, but on 
two days in the week. We deliver on Mondays and Thurs- 
day. ‘Monday is generally a light day and Thursday is a 
fairly heavy day; that is to say, they need a fair quantity 
of stock in on Thursday to carry them over the week-end, 
and it suits the pastoralists themselves, the butchers and 
the people who are the consumers of the meat sent for- 
ward. That, of course, is one reason why we have two 
trucking days instead of one trucking day. 


4013. Sir SAM FAY: The question really was the dift- 
culty of getting through to destination with a small num- 
ber of trucks as against a full train load?—Quite so. If 
they could give us two full train loads on each of the two 
days—and they have done that at times—there have been 
times in the not very distant past when we have been handl- 
ing up to 600 and 700 trucks of stock on both sale days, 
but latterly, owing to the fact that owners of sheep are 
not anxious to sell, the number of sheep coming forward 
is quite small in comparison with the numbers that will 
come forward within the next few months. 


4014. But that does not quite deal with the claim, as | 
understand it, of the graziers, that provision should be 
made for a smaller number of trucks where they cannot 
possibly get together a sufficient number to justify the 
running of a special train, or they cannot forward by 
ordinary means ?—They can forward up to a certain point 
by the ordinary mixed train. That I think is unavoidable 
without incurring expense that would not be justified. 
The graziers themselves, I think, would not say it would 
be justifiable to run a special train from, say, Coonamble 
with three or four trucks to Dubbo. 


Witness— J. Fraser, 19 September, 1924. 


4015. Have you any practice at all of putting live stock 
behind ordinary passenger trains?—We put them on in 
front of carriages on a mixed train. ‘That is quite a 
regular practice on all the pioneer lines. 

4016. We have been looking at the Government regu- 
lations which are laid down in the Argentine, where, as 
you know, there is a traffic of very similar character to 
the trafie in Australia, It is of great, volume for both 
sheep and cattle, and there there is a penalty for exceed- 


ing the regulation time of transit over a certain mileage, 
‘the penalty being a reduction of the freight rate in pro- 


portion to the delay, and that apples even to one truck, 
as well as to a train load. They look upon it as being 
so essential to the prosperity of the Argentine that they 
have laid down the most drastic regulations in regard to 
the earriage of cattle, and they accept it themselves on 
their own Government railways?—There is something I 
would like to say later on the question of the general 
transit of stock, if you will permit me. 

4017. WITNESS: The next matter in Mr. Thorby’s 
evidence is question 2367. I only want to mention cer- 
tain things in which he appears to display some eccen- 
tricity in his argument. He refers to the desirability of 
having corridor carriages for all trains. He says that 
one reason is it is much quicker to enter and leave the 
corridor ear, and so forth: 

Also in the country districts, where our platforms are 
mostly short; in Many cases passengers have to climb up 
and down from the rails in box carriages, whereas with the 


corridor car they can get in the nearest car and traverse 
the train until they reach the car they want. 


There he refers to our country districts, and says the 
platforms are mostly short. In reply to question 2436 
he charges us with extravagance because of the fact that 
we construct long platforms on the pioneer lines. He 
says: 

We contend that a large sum of money is unnecessarily 


spent on the construction of railway stations and very long 
platforms, 


whereas in the other case he said the platforms were 
mostly short. On our pioneer lines we make the plat- 
forms, roughly, 150 feet long, so as to accommodate a 
couple of cars and a brake-van—no more. 

4018. There was an allegation made that there 
was a considerable amount of unnecessary expendi- 
ture in connection with the turning of the tread of roll- 
ing-stock from a conical to a cylindrical tread. I do not 
know whether Sir Vincent Raven has any knowledge of 
the contention of some American engineers that the re 
sistance of an American train against movement is lower 
than the resistance of an English train of the same weight 
against movement. This is a contention I have frequently 
heard myself, particularly a good many years ago. The 
contention of the American engineers was that their 
wheels, being turned either cylindrically or almost cylin- 
drically, had a better rolling movement than those on the 
English railways which were turned to the cone form. That 
is a contention which I dare say you have heard. I have 
heard it myself frequently, Some years ago I thought 
myself that there was something in the contention that a 
vehicle with wheels turned cylindrically might run more 
smoothly than one turned with coned wheels. We had at 
that time an inspection car, not the existing Commis- 
sioners’ inspection car, but an old car about forty odd 
years old, and it was a very bad running ear. I asked 
the Chief Mechanical Engineer to have the wheels of that 
ear turned cylindrically to see whether it would improve 
its running, and it did in a remarkable manner. The 
difference in the smoothness of running was quite marked. 
Not only I myself and my colleagues, but the officers who 
were frequently with us in that car, expressed the same 
view. That being the result with that particular car, I 
instructed the Chief Mechanical Engineer to turn the 
wheels of a few of our main-line stock, to see if similar 
results would be achieved, and that was done. That was 
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Witness—J. Fraser, 19th September, 1924, 


practically all that was cone by way of experiment. It 
is true that we did order a number of tyres manufactured 
in eylindrical form instead of the original cone form, 
and those tyres as manufactured cost us no more than 
if they had been coned turned. They ran as cylindrical 
tyres until it was necessary to turn them up, and when 
it became necessary to turn them up there was no more 
cost involved than would have been incurred if the original 
tyre had been a coned tyre. 

4019. Sir VINCENT RAVEN: I may say I have a 
section of both aud I quite appreciate the trial. 
I have also heard of the contention in America that they 
have found it an advantage. 


tyres, 


10194. WITNESS: You naturally would hear that, it 
was stressed so greatly some years ago. JI think the 


American engineers said the diffeernce in drawbar pull 
American trains and 10 for 
after experience that the 
ses better, and we 
vasted 


was 6 for 


We 


ed ou IY purp 


per ton 


trains. 


fnglish 


found cone tyre 


simply reverted to our 
any money in the trial. 


ice without having 


4020. In 


pract 
questions 2386 there is a reference 
tyres of NN class engines having burst. J] do 
not know whether Sir Vincent has information as to the 
cause of the failure of those tyres, but I think he has in- 
formation as to the numbers which have failed. TI do not 
know whether there is any necessity me to give any 
further information on the matter, 

4021. Sir VINCENT RAVEN: T do not think there is, 
because I have had particulars of them, and I do not think 
they are at all an unusual number, and I am satisfied with 
the notice that has been taken of it?—J do not 
whether have had information as to the 
I believe the cause was the imperfect 


and 2387 
to certain 


fi xX 


know 
cause. 
heat treatment. I 
that has been determined in every 


you vet 


do. not know whether 


Case. 

4022. At question 2390 Mr. Thorby went on to say: 
“In some cases the wheel has fallen off the engine, axle 
and all.” I have only to say in connection with that that 


no By So ease has occurred. 

23. That is rather an extraordinary statement to 
ae is it not?--Many of the statements made are extra- 
ordinary. 

4024. WITNESS: At question 2394 Mr. Thorby refers 
to certain axles which were | ‘bg our predecessors 
‘about 1911 or 1912, and endeavours to prove that this was 
a bad purchase, and that the axles are going to be all con- 
demned and wasted. There is no truth at all in the allega- 
tion. The axles were purchased as stated. 
some 10,000 axles purchased. Out of those 10,000 axles up 
till recently some 4,000 only had been used, leaving 6,000 
—lI will not say at present in stock, because the stock ha 
been diminished lately. The 6,000 of those 
largely in our possession to-day are perfectly 
not them has been condemned, and every one of 
them will be used for replacements. We are using to-day 
some 600 of them in connection with the manufacture of 
some live-stock waggons. Those will be issued and used. 
We are in this rather fortunate position, that they were 
bought at a very low price. They averaged about £5 apiece 
as against the present-day cost of somewhere from £11 
to £12, so that the stock is good stock, 


There were 


axles very 
good axies; 
one of 


4025. Sir VINCENT RAVEN: Is that why they were 
purchased long ago*’—I do not know why they were 
purchased. They were purchased in 1911 or 1912 by 
Mr. Johnson. He may have had the intention to con- 
struct some new waggonS—how many he had in his 
mind do not know. What exactly was the reason, of 


course I do not know. do not know what was in My. 
Johnson’s mind, except that he always had a desire to have 
in stock a sufficient quantity of material of all kinds to 
enable him to carry otit a programme swiftly when the 
epportunity offered: 

4026. But they are an axle which you use now, and they 
were bought at a favourable price?—They are standard 


axles for some of our perfectly good rolling-stock. “S” 
class waggons use this particular class of axle, and all our 
live-stock wa ggons. 

4027. WITNESS: At question 2402 Mr. Thorby makes 
some reference to faa alterations made in drawgear. I 
do not know whether it is necessary for me to labour that 
particular point. Sir Vincent may have been informed in 
regard to any alterations which have been Riis in the 
drawgear from time to time, but some of these that are 
referred to in this particular paragraph were made pos- 
sibly in 1909 or thereabouts. 
it would make the matter clearer if I indicated what the 
position was about 1909. The Chief Mechanical Engineer 
of that day had fixed the maximum load of 300 tons for 
any train on a 1 in 40 grade, on account of the weakness 
or assumed weakness of our drawgear. Obviously that 
determination was going to gravely affect the efficiency 
if we were tied to a limit of 300 tons wa 
would have to run an extraordinary number of trains if 
our business grew rapidly. The business did grow rapidly, 
but particularly betwen 1904 and 1914, and it inyolved 
alterations to the drawgear, both of the trucks and of tha 
engines, that is, the drawgear as between the engine and 
the tender. The drawgear between the engine and the 
tender was strengthened in certain ways, and the draw- 
gear on the trucks themselves was also strengthened so as 
to enable us to take a load of from 500. to 600 tons instead 
of the former load of 300 tons. Then Mr. 
adopted radial drawgear. Radial drawgear has been intro- 
duced in regard to five engines only; that is to say, radial 
drawgear between the engine and the wap and in the 
case of those five engines on account of the fact that they 
have to work round five-chain curves an alteration of 
drawgear in respect of those particular engines becamo 
necessary. 

4028. Sir VINCENT RAVEN: I do not think we really 
feel we could go into questions here so far back as 1909? 
—I quite agree with you, but I think you will appreciate 
my point. Unless I answer here at this stage these allega- 
tions it may be deemed there is no answer to them. 

4029. I think it is quite right that you should, but I 
would lke to point out—and I think Sir Sam agrees with 
me—that it would be useless to go into all these matters 
which were raised so many years ago, and I have not done 
it. We are only here to deal with the railways as they 
stand to-day. If we were to go into what was done in 
1908, 1910, and 1912, it eal obviously be quite an impos- 
sibility to do it in anything like the time we have at our 
disposal. 

4030. Sir SAIM FAY: I quite appreciate Mr. Fraser’s 
position. We have the evidence here. At the same time I 
quite agree with Sir Vincent that it is of no value to us 
as the Commission to have things raked up which refer to 
years ago, before Mr. Fraser had anything to do with it, 
or before anybody had anything to do with it who is now 
really in office?—My object, as I have said already, is 
only to point out that these are not statements of fact. 

4031. Sir VINCENT RAVEN: I think it well, of 
course, that you should make that statement; but that 
they have had any effect on my mind as they stand here 
I think you may rest assured is not the case. 

4032. WITNESS: There is one charge contained in 
paragraph 2405 with regard to the pin connecting the 
drawgear as between the engine and the tender being a 
weak pin. Some of them originally were weak, 


no doubt. Mr. Thorby said: 


Some of them did break, and a driver and a fireman were 
killed through the drawgear separating between the engine 
and tender on the Southern line. The driver and fireman 
fell down between the engine and the tender, and the tender 
went over them as it came following along, 


That particular case was a case of gross negligence, to put 
it mildly, on the part of the driver and fireman. 
connecting the engine and the tender did. fail, 
they should have done ef course was to sprag 
and send forward for assistance. 


At this stage it seems to me 


of our operation % 


Thorby said we 


there is 


The pin 
and what 
the train 
Instead of that, they 








1 


put a spanner in to take the place of the pin, that spanner 


having a section of possibly 14 square inch, possibly less 
than that. I saw the spanner myself at a later stage. The 


spanner obviously could do nothing else but fail, and fail- 
ing while running as it did, these men simply went back- 
3ut their death was due to their 


gross negligence in doing a very improper thing, 


wards and were killed. 


OW Mosi 
There is a further reference to these particular cases at 
question 2406, but I will not labour that point in view 
of what I have said already. 

1033. At question 2413 and following down to question 
2417, Mr. Thorby makes reference to the use of very heavy 


engines on very light lines. He says: 


As 1 pointed out in connection with the Werris Creek line, 
old heavy-class engines have been put out on the back 
country lines, and the big T.F. class, which weigh over 100 
tons, with eight flange wheels, when negotiating curves on 
these light lines, spread the rails, and of course they do a 
considerable amount of harm, and it Means following these 
trains along where they take a load over these light lines. 


The objection to TF engines on these lines is the eight 
flanges, which do not permit them negotiating the curves 


witbout injury to the track. The T class is only flanged on 
the two leading and the two driving wheels. On the four 
eentre wheels there is just a flat tyre, and they do not do 
the damage the TF class engine does. 


Neither the TF nor the T engines are allowed to run on 
these pioneer lines at all, and there is no foundation what- 
ever for the assertion that curves have been spread by 
engines of that type, because engines of that type do not 
run on those lines. No permission has been given yet for 
them to run on them. I think Sir Vincent did ask: 
“Would not the engineer for the line keep those engines 
off if they were doing that harm?” and Mr. Thorby’s answer 
was: “That is just what you would expect, but the posi- 
tion is that they are not kept off. They repeatedly go over 
those light lines.” As a matter ot fact, they have never 
been allowed to aun on those lines. 

4034. Sir VINCENT RAVEN: Then it is quite an in- 
correct statement ?—Quite. 

4035. WITNESS: At question 2418: Mr. Thorby refers 
to the impossibility of getting on to our waggons the 
loads which we stipulate as the minimum loads which we 
can accept to get the minimum rate quoted in our rate- 
book, He says:.‘‘It is often practically impossible to get 
the required load on to the truck, particularly in the case 
of chaff.” The load which we stipulate for chaff is a very 
moderate load, in view of the fact that we can get and do 
get in most of the chaff that is loaded rather more than 
the minimum that is asked for, that is, a little less than 
half the capacity. In “S” class type, 8 tons; in a 25-ton 
truck we ask for 10 tons. Many station-masters through- 
out the system have told me that they have no difficulty 
whatever in getting up to 9 and 10 tons on the 16-ton 
truck. It seems to me it is to the advantage of the pro- 
ducer just as much as to the advantage of the Depart- 
ment to get the maximum reasonable load into any given 
truck. Mr. Thorby later on says, in reply to a question 
by Sir Sam Fay: “Does that apply to everything?” (that 
is, that we ask for a load equal to the full capacity of the 
truck for all the commodities we carry). “That applies 
to most commodities.” ‘There are very few commodities 
that are provided for in our rate-book with regard to which 
we ask for a full-weight load. With regard to some of 
the heavier-class traffic, such as coal and minerals of 
various kinds, asbestos and fairly heavy material, we ask 
for veiy nearly a truck load—15 tons in the case of a 
25-ton truck. With coal we ask for and do get very nearly 
the carrying capacity of the truck—123 tons for the 16-ton 
truck, 144 tons in the later 16-ton, and 25 tons in the 25- 
ton truck. ‘We have no difficulty in getting those weights. 
With ore and very heavy matter such as those—lime is:a 
heavy material—we ask for and get very nearly the truck 
capacity. - There are an enormous number of commodities 
which we carry at loads varying from 6 tons up to, per- 
haps, 10 tons. In saying that nearly all commodities have 
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to be loaded to the full carrying capacity of the truck, 
that is certainly very wide of the actual fact of the ease. 
4036. Sir SAM FAY: It does mean, according to what 
Mr. 
above the truck that is not sufficient for the second truck, 
full rate?—That would be so. If they send 


the truck away and it is 3 tons, that would go at another 


Thorby said, that if there is any balance over and 
you charge the 


rate. 

4037. Although it is part of the consignment of a bigger 
quantity (—That is so. There would be two trucks used, 
and the smaller truck would ‘be carried at a different rate. 

4038, WITNESS: At question 2439 Mr. Thorby states 
that certain people “order trucks for sheep they have not 
got, but they are anticipating somebody sending sheep to 
them. It is a matter, I think, the Railway Department 
should not They should be absolutely im- 
parital in the allocation of trucks, and only allot trucks 
to those people who have stock to send away, or to agents 


encourage, 


who are ordering on ‘behalf of stock-owners where the 
stock are actually in existence.” JI can only say we are 


bsolutely impartial. The trucks are allotted in order of 
priority of application. We have endeavoured to prevent 
1e improper use of trucks by providing for a penalty. A 
leposit has to be made with every truck ordered, and if 
1e truck be not used there is a penalty imposed because 
it is not used. ‘So that we guard against the cornering of 
trucks as far as possible in that manner. We introduced 
the penalty,-and as a matter of fact most of the stock 
agents here are perfectly satisfied, and I think most of the 
eraziers, too, are perfectly satisfied with 
dition. 


te Pl peeks 





ot 


our present con- 
There was an 
endeavour, and a successful endeavour, to corner trucks, 
and to prevent that me enforced the penalty with regard 
to the non-use of trucks which might have been supplied 
to any particular depot. 


It was not so some years 


ago. 


All of the agents expressed them- 
selves as perfectly satisfied with that arrangement, and so 
far as I know we have had no endeavour to corner trucks 
since. 

4039. Sir SAM FAY: I suppose that is ‘brought about 
by the shortage of trueks?—Not wholly. I believe the one 
ease that came under our notice some years ago was an 
endeavour (by a particular agent 
self. That is to say, he applies for an enormous quantity 
of trucks, for which he had no stock, and was able then 
to get an advantage over other agents by saying, “I have 
trucks; you can have them if you do the business through 
me.” 

4040. If you had had a sufficient number of trucks, he 
would not have been able to corner them?—If we had had 
hundreds or thousands more than we ordinarily he 
could not have cornered them. This was a time we were 
tied for trucks owing to the enormous demand because of 
the drought. 

4041. WITNESS: At question 2441 Mr. Thorby makes 
reference to the desirability of having the cleaning of 
stock trucks, particularly at Flemington, done by de- 
partmental day labour. It has been done by depart- 
mental day labour for a considerable time. Although he 
says in reply to question 2442, “I think practically the 
whole of the trucks at Flemington ate cleaned by 
tract,” every truck at 


to corner business to him- 


use, 


con- 
Flemington is cleaned by depart- 


mental day labour. 

4042, Sir VINCENT RAVEN: That statement is in- 
correct, then ?—Yes, 

1043. WITNESS: At question 2442 My. Thorby says: 


There are also one or two other specific matters I would 
like to bring under your notice. One is the practice of the 
Railway Department at the present time in saying that they 
are constructing authorities as well as the traffic authorities 
of this State, that when a railway line is almost completed, 


and certain traffic is allowed to go over that line—such as, 
we will take, the extension from Barellan, where for three 
years the Railway Department carried three harvests of 


wheat over that line and charged approximately an extre 
2d. per bushel to users, increasing the freight from 53d, to a 
fraction over 7d. 
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The fact in that case is that we were not the construct- 
ing authority when the extension to Barellan was carried 
out. It was carried out by the Works Department. We 
made an arrangement with the Works Department to 
haul traffic with their ballast engines, so as to give the 
greatest advantage we could to the farmers in that area. 
We had to pay to the Works Department a certain sum 
for the service rendered—that is to say, we applied a 
local rate on the line. The advantage which the farmers 
got was that the extra 2d. per bushel which they would 
have to pay for te haulage by ballast train of their 
material would be, say, 6s. per ton for a haulage of 
approximately 25 miles. If they had hauled that wheat 
with their own teams it would certainly have cost them 
nearer £1 a ton than 6s. per ton, so that they gained a 
very distinct advantage by the work being done by the 
Works Department. It is asserted that three harvests of 
wheat were carried over that line. One harvest only was 
carried, and at these particular rates. 


4044. It is almost too trivial to refer to, but there is at 
the end of paragraph 2445 this statement: 

Railway officers have been asked to do kalsomining and 
painting on Sundays simply because the Railway Comuis- 
sioners were coming round on their annual tour. ‘hese are 
some of the matters which create the friction and ill-feeling 
which does exist between the station masters and senior 
officers to-day. 


I assert that there is a better feeling betweenethe station- 
masters and senior officers to-day than has existed at any 
time, certainly during my association with the Railway 
Department, and the station-masters themselves are so 
anxious in many cases to have their stations looking 
smart that they have even bought paint and paid for 
paint out of thelr own pockets so as to smarten up the 
appearance of the station. When I have discovered that 
that sort of thing has been done I have, of course, reum- 
bursed the men for the money expended. It is an indica- 
tion of their desire to have their premises looking smart, 
not that we are insisting on it. We do insist that they 
should keep their premises clean. We do not insist that 
they should work on Sundays to do any work that is not 
called for in the ordinary manner. 


4045. At question 2447 Mr. Thorby makes another state- 
ment which is inaccurate. He says: 


I would draw your attention to the fact that the same 
Railway Department granted rebates to the extent of thou- 
sands of pounds in 1923, according to the Auditor-General’s 
report, to Hoskins’ steel company, which the company were 
not entitled to. That company had not complied with the 
regulations, and were granted the rebate, 


Sir Sam Fay asked whether there was any difficulty in 
getting the rebate, and Mr. Thorby said: “If you do not 
happen to comply with all the regulations pertaining to it 
there is difficulty.” With regard to rebates, we have 
certain regulations. I think the regulations are per per- 
fectly proper regulations. If a man wants a discount for 
cash he generally pays within the time specified. If a 
man wants the rebate is is quite a simple matter for him 
to conform with the regulations so as to enable him to 
get that rebate. But here is an assertion that Hoskins 
got a rebate of thousands of pounds to which they were 
not entitled. Mr. Thorby’s statement is quite misleading 
and quite wide of the actual facts. The Auditor-General 
certainly did draw attention in a report of his to the fact 
that Hoskins & ‘Co. had been allowed a rebate which the 
Auditor-General at the moment, not having the full facts 
in his knowledge, believed was an improper payment. 
Believing that it was an improper payment, it was his 
duty to say so. The facts are that in a certain year we 
applhed to the (Government, owing to applications having 
been made to us by some of the companies consuming large 
quantities of coal and coke, for authority to allow a rebate 
to Hoskins & Co. or any other company that might consume 
190,000 tons of coal or eoke for manufacturing purposes 


es 


in a calendar year. In submitting the matter for autho 
rity we indicated to the Government that Hoskins & Co. 
desired to have the rebate in connection with a tonnage 
of some 7,000 tons which they had already consigned from 
the Illawarra line to Cobar. and the Government approved 
of the by-law under those conditions; that is to say, that 
by including the 7,000 tons consigned, not in the specific 
year, but just before it, from the Illawarra line to Cobar, 
the total tonnage carried in that particular year I think 
was 103,000 tons, but if the 7,000 tons had not been in- 
cluded then the total tonnage carried would have been 
some 96,000 tons. However, when the Auditor-General 
was informed of the fact that the Government approved 
the by-law under those particular conditions, that is, 
that the 7,000 tons should be included, he had nothing 
further to say. But there was no allowance of a rebate 
under improper conditions. 


4046. At question 2451-2 Mr. Thorby makes reference te 
the bad design of the departmental hopper waggons. He 
quotes from a letter from Mr. Henry R. Lee, of Port 
Kembla, in which it is stated: “The privately-owned hop- 
pers are much more convenient than those owned by the 
Government, principally in respect of the doors.” He is 
referring there to the handling of coal at Port Kembla. The 
owners of collieries down in that area who ship coal at Port 
Kembla have had trucks made to suit the method of load- 
ing, the method of loading adopted at Port Kembla being a 
belt system, somewhat similar to that which has been intro- 
duced at Hull. The doors are simply opened, the coal 
discharges on to a receiving belt and then on to the con- 
veyor belt and taken straight away and ultimately put on 
board ship. That form of hopper, of course, is perfectly 
suitable for that method of shipping. ‘These doors are 
made in two instead of in one; we call them butterfly 
doors. They are hinged to the sides and they open out. 
That type of truck, however, is quite unsuitable when 
being handled by crane, and although we had some hopper 
waggons made with doors of that sort, where those waggons 
had to be handled by crane the people who are concerned 
strongly objected on account of the difficulty in closing 
the half doors as compared with the simplicity of closing 
the single door. So that, although we have provided a 
number of these waggons with butterfly doors so as to 
help the south as far as possible, we must, in view of the 
fact that the bulk of the coal is handled by crane, have 
the hoppers suitable for handling by. crane. Mr. Thorby 
was asked: “Are the methods of loading at Sydney the 
same as at Port Kemble?’ and he replied, “Yes, by 


-erane.” It is perfectly true they are handled by crane at 


Sydney, but they are handled by belt conveyer at Port 
Kembla. 


4047. At question 2455, Mr. Thorby says that sleeper- 
cutters are most unfairly treated by the Department. I 
do not think Mr. Thorby could discover or bring forward 
one single case where a sleeper-cutter who had cut sleepers 
and delivered them on railway property did not receive 
payment for every sleeper he delivered, 


4048. Mr. Thorby refers to a station, Armatree, where 
the constructing authorities were guilty of what he deems 
to be bad designing in having constructed a loading- 
bank, not allowing any space for a crossing loop to be 
put it at some particular time. That particular station 
has existed for roughly thirty years. We have not found 
any necessity to put in a crossing loop so far or to make 
any alterations to the station by way of destroying any- 
thing previously done, and the probabilities are that it 
will be another thirty years or more before there will be 
any need for change. To have widened out the area so 
as to admit of a loop siding being put in ultimately would 
have cost a great deal of money, on which we would have 
had to pay interest for the last thirty years and possibly 
a longer period still. 

4049. There is really no allegation made by Mr. James 
Kidd which affects the Department at all. 
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4050. Mr. Binnie does make some charges and allega- 
tions which I would like permission to refer to. At 
question 3058 he said that the Melbourne express was 
late on certain oeecasions, and that statement with regard 
to those oceasions is true. I do not know that there is 
anything else in the evidence which has been tendered 
that possesses the same amount of accuracy. Although 
{ have marked some of these things, I really think it is 
hardly necessary to refer to them. 

4051. At question 30594, Mr. Binnie refers to the Bris- 
bane 2 o’clock mail going out with a P class engine, 
and the load beyond Singleton being limited to 195 tons. 
The load of the Brisbane train from Sydney to Singleton 
is 270 tons, and the train is drawn by an NN class engine. 
At Neweastle or Singleton it is usual to detach certain 
carriages not required beyond that point, thus bringing 
the load down to 180 tons. That seems to me to be a per- 
feetly proper thing to do, because the accommodation, 
other than the accommodation which can be provided with 
a load of 180 tons is not needed for public purposes. The 
seating accommodation is ordinarily more than sufficient 
for the number of passengers who are carried beyond Sin- 
gleton. I had the figures taken out for a normal month 
—February of this year—and in every case the seating 
accommodation was more than that which is required 
for the passengers who travelled. 

4052. At question 3061 and elsewhere, Mr. Binnie makes 
reference to the carriage of live stock and the lack 
of sympathy which he says the Railway Commissioners 
appear to have with the graziers in respect of the 
earriage of live stock. He says in one place: “In the 
interests of the railways as well as in the interests of the 
community, the live stock should be looked wpon as a 
publie asset, but this view is not taken by the Depart- 
ment.” The Department takes this view, that the Rail- 
way Department is the only authority in this State that 
has really given material relief to graziers, We carry 
their store stock at 20 per cent. rebate; we carry their 
starving stock at a three-fourths rate in one direction and 
earry them free on the return journey, and yet it is stated 
that we have no regard for the graziers or the value of 
live stock as a public asset. 'At question 3061, Mr. Binnie 
says: “Live stock should not be in the train more than 
from twenty-four to twenty-six hours,” and other refer- 
ence is made at a later stage. He further says: ‘The 
careless driving of the engines contributes very largely to 
the stock losses on the trains.” In that connection I would 
like to say that in the year 1919 I had a very long and 
interesting discussion with the Graziers’ Association. They 
came at my request to discuss the question of the trans- 
port of stock. The following is an extract from the notes 
of the discussion: 

The Chief Commissioner said the next point was whether 
stock during transit should be taken out, watered, and 
attended to. According to the expert writers in the press, 
that was essential. Mr. Jacques said it was questionable. 
Mr. Cramsie (who was probably the best authority on stock 
movements and stock care in the State) said some months 
ago the association went thoroughly into that matter. If 
it were decided to compel the unloading en route of stock 
coming from distances greater than 300 miles from Sydney, 
the question arose as to how the man would get on whose 
place was just outside the zone, say, 510 miles away. The 
association considered the question was too dangerous a one 
to touch, and decided to have nothing to do with it. No 
doubt the person who took the question in hand was going 
to have trouble. 

The Chief Commissioner said he took it that the associa- 
tion, as an association, would not make any recommendation 
in regard to it. Mr. Cramsie said that was so. 

The Chief Commissioner said he took it they would rather 
adhere to the present practice than make the drastic altera- 
tions suggested. Mr. Cramsie said he thought so. There 
would be trouble with people near the borders. The man, 
say, 320 miles away would no doubt say, “What difference 
would an hour make to my stock?’ When legislation in 
that respect came they would sooner it did not come from 
the association. 

The Chief Commissioner then asked what the association 
thought of a scheme to unload, water, feed, and re-truck all 
stock from the Southern liaé .at Goulburn, from the Western 
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line at Bathurst, and from the Northern line near Maitland 
ov Singleton, pointing out that such a proposal would neces- 
sarily involve considerable expenditure on which some return 
would be necessary. After discussion, during which the 
opinion was expressed that the convenience proposed would 
not be made use of to any extent, the Chief Commissioner 
said it practically came to this: that the proposals made by 
the newspaper writers were, in the opinion of the associa- 
tion, unnecessary. 

That was a discussion at which I think Mr. Binnie was 
present. It was clearly indicated what the views of the 
association were as to the detrucking of live stock so as 
to provide for watering and so forth. J was prepared at 
that time to spend money in treating the animals in the 
most humane way. In association with that question of 
stock transit I would like to refer to an extract from the 
report of the Royal Society for the Prevention of Cruelty 
to Animals for the year ended 30th June, 1924. That 
reads: 

Inspection of travelling stock: Inspector Cordery has de- 
voted considerable time to this work. The Railway Com- 
missioners recognise the value of our ofiicer’s inspection as 
an adjunct to the more effective handling of stock wlien in 
transit by rail. Many reforms have been accomplished, 
particularly in the increase of speed of stock trains and the 
general shortening of times when stock are in transit. On 
the whole, the local railway officials have been sympathetic 
and helpful. We wish to place on record our keen apprecia- 
tion of the action of the Railway Commissioners and their 
staff in this matter; also our thanks for the Commssioners’ 
action in granting our officer an all-lines second class pass 
for the purpose of stock inspection, Without such assistance 
it would have been impossible for us to do this most neces- 
sary work. 

With regard to the R.S.P.C.A., I would like to say that 
their officers and our officers have been somewhat inti- 
mately associated for a great many years—IJ should say 
not less than ten—in endeavouring to prevent cruelty to 
animals and in endeavouring to impose punishment on 
those who are responsible for any injuries to stock through 
overloading and that sort of thing. Most of the injuries 
are due to that. We have allowed the greatest freedom 
to 2 man who may be our critic if we have been careless. 


4053. Sir SAM FAY: Is there any limit to the time 
during which you keep stock in trucks 2_No, but I think 
the longest journey to-day would be very little over twenty 
hours. 

4054. You would not be keeping stock in trucks over 
thirty hours?—I could not answer that positively offhand. 

4055. One can quite understand that with your arrange- 
ments for special trains it would not happen, but the com- 
plaint appears to be now that there is not adequate pro- 
vision for the conveyance of small consignments—that ther 
are an undue time en route?—That is a complaint that the 
Commissioners have not had directly. I have here a num- 
ber of letters from all parts of the State with regard to 
the handling of live-stock. One is from Grainger and 
Falkiner Limited, of ‘Singleton. They refer to the handl- 
ing of a certain lot of stock from Bundure to Muswell- 
brook, 600 miles. That stock was loaded about noon on 
Tuesday and arrived at Muswellbrook at 10 p.m. the fol- 
lowing day. That would be slightly over the thirty hours. 
They say: 

There were 3,480 sheep loaded in these trucks, and they 
came through without any loss whatever, 

On behalf of the Plashett Pastoral Company Ltd., we are 
writing you this letter to show their appreciation of the 
way the railways handled this special train. It was certainly 
n credit to the Railways’ management, and we are of the 
opinion that when satisfaction is given appreciation should 
be shown. 

I have a great many letters of a similar character. Here 
is one from Condobolin, away out in the west: 

I hope I may be permitted to say a word or two in appre- 
ciation of the expeditious and excellent manner in which live 
stock are now being handled upon the railways, and at the 
same time to compliment the. Commissioners upon the very 
marked improvements in that branch of the work. 

As a stock owner. I have at times joined with others in 
making complaints regaraing what we considered to be 
faulty methods, &c., in the way stock were dealt with on the 
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railways. That being so, I think we should as freely aud 
as publicly voice our appreciation as we did our complaints. 

J am writing to the Press recording my experiences and 
appreciation in this matter. 


JAMES T. GAVEL. 


H. J. Forrester & Co. Ltd., of Moree, away out in the 
north-west, say, amongst other things: 

Our experience with the Railway Department in this 
drought has proved to us that the Department has done 
everything possible and gone out of their way on every occa- 
sion to assist stock owners. 

We are quite satisfied that your Department does hot 
deserve the criticism that has been brought forward from 
time to time by some stock owners or their organisations. 


The secretary of the Graziers’ Association of New South 
Wales, Narromine Local Committee, writes: 

It is the desire of my committee to express to you how 
much the stock owners of this district appreciate your action 
in running, when possible, the fast special fat-stock trains. 
These trains are indeed a great boon to all concerned, and 
are particularly appreciated by stock owners here. 

It has long been recognised that you have at heart the 
interests of the stock owners, and this is considered a prooi 
of your sincerity. 


These letters, I may say, are all addressed to myself, but 
I do not think I know personally one of the writers. 

The Agricultural Bureau of New South Wales, Gorad- 
gery Branch (Parkes), write: 

Tbe members of this branch desire to tender to you their 

congratulations on the inception of the new time-table for 
stock trains on the Western line and branches, During the 
past fortnight, and since the inauguration of the new system, 
consignments of stock to Homebush from several members 
have arrived at their destination many hours before the 
usual time of delivery under the old system, and selling 
agents’ reports of condition on arrival have been unusually 
satisfactory in consequence—circumstances which have been 
agreeably reflected in the prices realised. Members realise 
that the Commissioners are fully alive to the importance of 
fast transit of fat stock, both to the owner and consumer, and 
wish to express their appreciation of the great improvement 
already effected. 
There is a very interesting letter from a Mr. A. 8. Rial, 
who has handled himself a great many stock. He writes 
from Wolseley Park, via Wagga Wagga, on 25th August, 
1924: 


I have had considerable experience in moving large nui- 
bers of stock on the railway, over a number of years (and 
principally drought years), and I would like to say that for 
the past five years you have improved the facilities for hand- 
ling our stock in these troublesome times to a very great 
degree, For instance, we have better trucks than we had 
years ago; the trucks are coupled up properly before starting 
on a journey; we have considerably faster trains now; un- 
necessary delays at junction station have been considerably 
curtailed: we have fast express stock trains, Which are a 
great boon to owners of weak, starving stock. All these 
things tend to make for better transit. 

During the droughts of 1919-20 and 1922-28 I trucked about 
50.000 sheep from Tride and Carrathool to Rosewood and 
return, with practically few losses. The last 24,000 returned 
from Rosewood to Hillston were trucked with the loss of 
only four sheep. This of itself speaks volumes for the 
improved facilities in the rail transit. 

A great many of the losses of stock during transit are 
caused through overloading, and also loading weak stock 
and strong ones in the same truck; and unless the interested 
practical man attends personally to the trucking of his stock, 
losses will continue to a greater or lesser degree, no matter 
what facilities are given us. 


4056. You take no responsibility for the number put 
into the trucks?/—We do to some extent. Of course, 
the R.S.P.C.A. look after that to some extent, and 
we help them as far as possible. The station-master cannot 
say to a trucker, “I do not think you ought to put 120 of 
these sheep into that truck; it seems to me that is too 
many.” The trucker could say, “I think I know my job 
better than you do.” A man may be loading store stock. 
The average number of sheep that would go into a truck 
would be roughly about 100, but in store condition when 
they are comparatively poor he might be able to get up to 
120 in, that is, if they were fairly fine and with very little 
wool on. It is very difficult for our officers to say that 


they shall not put in more than a given number. That is 
a difficulty we have had to contend with, in my own ex- 
perience, over at least ten years. However, this Mr. Rial, 
whom I do not know personally, seems to think if more 
personal attention and greater care were exercised by the 
truckers there would be little or no loss. 

4057. WITNESS: Whitby Brothers, of Cowra, express 
“appreciation for the efficient service rendered by your 
department. It is thought the efficiency displayed 
is brought about by having men who take a practical view 
of circumstances that exist, with a desire to give good 
service, instead of maintaining a red-tape attitude, which 
often is adopted by other Government departments.” T 
Riverstone Meat Company, who, I suppose, deal with mor 
stock than any other consumer in the State, say: 


e 
e 


We have at all times found the authorities ready and 
prompt in ineeting our requirements and carrying out their 
obligations . . . . We congratulate the Department 
on the excellent business principles adopted by them, and 
tender our thanks for the consideration given to us at all 
times. 


It seems to me that those letters more or less answer Mr. 
Binnie’s assertion that the department is not only negli- 
gent, but unsympathetic with the graziers in connection 
with the carriage of stock. 

4058. Mr. Binnie makes reference then to some increases 
in rates. There have been increases in rates, but 
he asserts that the increase in our wages and cost 
of materials, interest bill, and so forth, are not pro- 
portionate to the increases in our charges. I think it has 
already been indicated to you gentlemen that our wages 
bill in 1923—that is, the wage per individual—was some- 
where about 56 per cent. higher than it was in 1914; the 
cost of materials was some 75 per cent. higher than in 
1914; and our interest bill was about 111 per cent. higher. 
I think that those increases in the cost of operation and 
in our interest bill would have justified perhaps a greater 
increase in rates than was actually imposed. But there 
is this feature. Take wheat: the actual increase in the 
freight rate was 48.71 per cent.; the increase in selling 
price was 78.72 per cent. That is to say, our freight rate ii 

consumed less of the value of the commodity than 
our freight rate did in 1914. With regard to wool, there 
was an ierease of 73 per cent. in the freight rate, but an 
increase of 325 per cent. in the value. Cattle suffered a 
little; that is, the freight rate was increased by 58.84 per 
eent., while cattle values increased by only 54.65 per cent. 
The same increase in freight rate, 58.84 per cent., was 
imposed on sheep, while sheep values increased by 107 per 
cent. 

4059. Sir SAM FAY: Have you reduced or increased 
the cattle rates sinee?—No. It is a reduction really in 
freight rate, because the higher speed of our stock trains 
has landed all beasts, whether cattle or sheep, in so much 
better condition at Flemington that the value of the 
animal has been greatly appreciated. 

4060. There is a complaint that you increased the rates 
for cattle when the value of cattle went up, but that new 
the value of cattle has gone down you have not made 4 
reduction ?—That, of course, is not quite true. We in- 
creased the rate, not because the price of cattle went up, 
but because our operating expenses and our interest bill 
went up. A year or two ago cattle were selling up to £25 
and £30 per head, and everything was quite satisfactory 
then; but then there was a slump in cattle prices, and 
quite naturally the eattle-owner felt the rate more than 
he had formerly done. All that we have been able to do 
so far to give relief to the giazier has been to give him 
fast trains, which have enabled him to get his stock in to 
market in better condition, and therefore get higher 
values than he would otherwise have got. There is no 
doubt, I think, that the grazier has benefited in that par- 
ticular respect. That is indicated by the number of letters 
we have had. The losses have been reduced to almost nil, 
and the stock condition has been markedly improved, 
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4061. You have given a good many reductions in your 
rates since they were put up owing to the war, increase in 
wages, and so on, but have you reduced any of the rates 
in which the graziers have any interest?—TI think not. 

4062. I was thinking whether the reduction of your rates 
for manufactures, for instance, has had any material 
benefit ?—It would help them in the commodities pur- 
chased, but not in connection with the freight rate on 
what they produced; we have not altered that yet. That 
is a thing, of course, which I would like to deal with when 
the opportunity offers; when our financial position makes 
it practicable 1 would hke to make a reduction in the 
stock charges. 


4063. WITNESS: Mr. Binnie made a comparison as 
against the charges in Queensland, which, I think, was an 
entirely unfair one. Te says: 


I have also a comparison here of the New South Wales 
rates with those of Queensland—this is in regard to cattle. 
The Queensland rate for seventeen head works out at Ss. 2d. 
per head; New South Wales, with ten head, it practically 
comes out at Lis. per head. 


Mr. Binnie uses as a divisor in this particular case ten 
head of stock for our truck, whereas in the two paragraphs 
previously he says: “You may take the average number of 
animals carried in a truck as twelve.” Using the divisor 
twelve, which is. his own figure for a fair average of 
animals per truck, the rates in New South Wales come 
out for 100 miles, 9s. 1$d., as against Ss. 2d. in Queens- 
land. We carry few beasts as short a distance as 100 miles. 
Our average haul for catile is about 250 miles. For 200 
miles our cost is 14s. 3 5-12d., as against 14s. 4 10-17d. 
in Queensland. J am taking twelve beasts to a truek— 
Mr. Binnie’s own figure, and a figure which is accurate. 


40634. Would they be carrying the same in Queensland ? 
—They carry seventeen, but their charges are higher per 
truck. The charge per truck in Queensland for 100 miles 
is £6 19s. 3d., as against £5 9s. 9d. in New South Wales: 
but as there are seventeen beasts, it works out per beast 
earried slightly less for 100 miles, but for 200 miles 
slightly more, and for 300 miles 19s, 0 9-i7d., as against 
18s. 10 3-25d. in New South Wales. In Queensland they 
quote a specially low rate for cattle on account of the fact 
that the Government has some interest. I do not know 
exactly what tlcir interest is. They quote a lower rate 
for cattle than for sheep. ‘They apparently do their work 
or make their charges so as to just about cover working 
expenses. They have not paid any interest, or they have 
paid only a negligible proportion of the interest that 
acerues on their debt for quite a number of years. Our 
rates, therefore, J think, compare very favourably with 
those of Queensland, considering the conditions obtaining 
in the two places. 

4064. Sir SAM FAY: What do you charge for any over- 
loading? You get a truck load and there are two or three 
beasts over, and you have to send another truck. What 
yeduction do you give for the second truck ?—A _ half-truck 
is charged at 80 per cent. of the full load; a quarter-truck 
with cattle is charged at 60 per cent. T think those are the 
approximate rates. 

40644. You do not give a half-truck rate?—No. That 
is four cows, oxen, or horses. It is not really half. We 
charge 80 per cent. for that half, 60 per cent. for'a quarter, 
and 50 per cent, when it is less than a quarter-truck, It 
costs us just as much to carry a half-truck as it costs us 
to carry a full truck. 

4065. The owner of the cattle, if he wants to get the full 
advantage, must only have so many cattle; he must keep 
at home any number over and above the full truck load 
or half a dozen truck loads?—That happens, I think, in 
respect of all stock carried to market, or store stock car- 
ried. JI think the half-truck rate would apply more to 
dairy stock than to butchers’ stock. Dairy stock may be 
garried in smal] lots, ; 
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40654. 1 know in the Argentine they charge 50 per cent. ¢ 
—We have been thinking recently of reducing these 
charges slightly. I think we may be able to make the 
reduction of 80 to 75, 60 to 50, and 50 to 25 per cent. 


4066. One can understand if it is only a small saving 
of half a truck load it would not pay you perhaps to deal 
with it in that way, but when a man is sending, perhaps, 
hundreds of cattle, and he gets just a few over?—I do 
not know that many cases of that kind actually oecur. 
Until this question was raised here by Mr. Binnie I had 
no personal knowledge of any complaint having been made 
by any of our clients in respect of the charges made for 
small truck loads. 


4067. WITNESS: At question 3084 Mr. Binnie says: 


Another matter that I wish to bring under your notice 
is that trucks of fodder, if bought at the Alexandria yards— 
that is, at the big yards at the city station—to be returned 
to the country for Starving stock, they must be unloaded, 
weighed, and re-trucked., 


There is no departmental regulation of the kind at all. 
There is nothing to prevent a truck of fodder being con- 
signed to Alexandria and re-consigned to anywhere with- 
out being disturbed. I might mention we provide at Alex- 
andria business premises for all the fodder merchants in 
the city of Sydney. We built a big shed there which is 
used for no other purpose. Sidings have been provided 
there and are used for no other purpose than the sale of 
produce. ‘These trucks come in; the auctioneers and the 
purchasers are all on railway premises; the buying and 
selling is done there. A truck of fodder is sold, the 
arrangement ‘being that the quantity on that truck is 
ascertained over our weighbridge as the stuff goes out. 
That is an arrangement which suits the buyer and the 
seller, and has been in force at Alexandria and other 
places previously for quite a number of years. It may be 
that one truck may be bought by thre or four people. One 
man may want 2 tons, another man 3 tons, another man 
will take the balance, so that it is necessary in the case 
of the majority of trucks which come there to unload those 
trucks and weigh the content so. that the sale may be satis- 
factorily concluded. 


Weighed over a road vehicle 
That is, it has to be parcelled out. 
The weighing of the truck would not help them much 
if that truck was split up between two or three buyers. 
There is no departmental regulation at all with regard 
to the reeconsigning of trucks from Alexandria. Anyone 
can consign to there and consign from there. 


8. Sir SAM FAY: 
; 
I 


4069. WITNESS: Mr. Binnie makes a complaint that 
he had to rush stock away from Singleton on account of his 
country being swept by fire, and makes certain assertions 
there which are not correct. He made an arrangement 
that this stock of his was to be, if possible, spelled at 
Breadalbane, just south of Goulburn, and then taken on 
to ultimate destination. Unfortunately the stock could 
not be spelled at Breadalbane on account of another man 
coming in and having a train at that place unloading, and 
Binnie’s man, who was on the train, said the only thing 
to do was to go on. He was given the privilege of un- 
loading at the next convenient point; that was at Harden, 
some 70 miles beyond Breadalbane. Stock was actually 
held at Harden for a little while, and then two lots which 
had become separated were coupled up together at Har- 
den, the train being taken on to its destination. Mr. 
Binnie states he made a claim for £250. He did make 
that claim, but he goes on to say that the Railway De- 
partment in the first instance offered him £90 compensa- 
tion, which he refused; then they offered him £125, which 
he refused; then they came down with an offer of £210, 
which his lawyer said he had committed him to accept. 
The fact is we offered him in the first instance £100 plus 
expenses, and we did not vary from that right through. 
Ultimately he aceepted £125, which was our original offer 
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Witness—J, Fraser, 19th September, 1924, 


plus expenses. There was no variation so far as we were 
concerned. To say that we ultimately came down to an 
offer of £210, which he accepted, is not the fact. We 
realised that one of our servants had been to blame in 
allowing this consignment of stock to become separated. 
It was broken at Clyde, and on account of the fact that 
the load was broken, and there was some delay to the 
second half in consequence of that fact, we offered him 
£100, and ultimately he accepted it. 


4070. The question of the two rates, which is raised 
a little lower down, I do not know whether you want me 
to touch on now. 


4071. Sir SAM FAY. You may deal with that, perhaps, 
in connection with the Carriers Act. There is one case there 
which I think Mr. Binnie mentioned, and that is, that 
you do not give them the advantages of the reduced rate 
for fodder within 100 miles of Sydney or Neweastle?— 
That is so. 


4072-3. What is the particular reason for that?—The 
reason for that is that near the sea coast there is generally 
feed, and if we brought fodder into the Sydney area, or 
the Newcastle area, where there are such enormous quan- 
tities used, here in the streets of Sydney, for instance, many 
of the carters in the streets of Sydney would, if we gave 
concession rates on fodder brought into this area, get ad- 
vantage of that low-priced fodder, and use it for purposes 
for which the fodder was certainly not intended. The 
same thing applies around Newcastle, and outside of that, 
of course, there is the fact that almost always in drought 
seasons there is feed on the coast of a sort—not the very 
best quality of feed, but there is generally natural feed, 
and it is not necessary to feed stock within the areas 
mentioned here as it is in the outside areas, where there 
is no feed of any kind whatever. The main objection, 
of course, is that fodder brought into areas such as the 
surroundings of Sydney and the surroundings of New- 
castle at concession rates would undoubtedly be used by 
a number of people not entitled to it. 


4074. WITNESS: At question 3096 Mr. Binnie makes 
reference to demurrage for storage on goods going to 
country stations. He says: 

These people generally have their local agent to take 
possession of the goods at the railway station for them, but 
the local agents do not have storage places in which to store 
the goods, and it may be as much as eight weeks before a 
team comes in that can be sent away to these different 
places, and it becomes a hardship on these primary pro- 
ducers who are living at a distance from the railway that 
they must be charged storage for goods awaiting team 
transit. 


Our practice in that respect is that a man who is living 
in a town close by a railway station must take his goods 
away within twenty-four hours. A man up to 10 miles 
away is allowed a week for his storage. 


4075. Sir SAM FAY: This is in accordance with your 
regulations?’—Yes. I only want to contradict that state- 
ment here. Those who are outside the 10 miles zone and 
inside the 20 miles zone are allowed a fortnight’s storage, 
and there are some others to whom a full month’s storage 
is allowed. 


4076. WITNESS: Then there is a trivial objection by 
Mr. Binnie in regard to the opening of ticket windows. 
The regulation is that the window shall be open thirty 
minutes before the arrival of a train at any station where 
there is business, and anyone can purchase a ticket any 
time during the day. 


4077. Then Mr. Binnie said he lost his sleeping berth 
on account of the fact that the train was delayed on the 
evening of your visit to Werris Creek. He missed his 
train, but he did not lose his sleeping berth. Although 
he had to wait for an hour or an hour and a half, we 
found him a berth in the train by which to travel. 
There was a regrettable delay on that particular oeeasion. 
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4078. Mr. Binnie makes reference to the refreshment 
rooms generally. He says they are 75 per cent. 
worse than they were some years ago. You gentle- 
men have seen yourselves quite a number of the refresh- 
ment-rooms in New South Wales, and you have yourselves 
eaten food that we usually provide in those refreshment- 
rooms. You have been able to see the employees in those 
rooms, and you will no doubt be able to form your own 
opinions as to whether the rooms are reasonably conducted 
or otherwise. 


4079. Sir SAM FAY: There is one point with regard 
to the times at which they open. I do not know whether 
it is a legitimate complaint or not, but it is a complaint 
which has been made. I have a letter here from an 
inspector of the Bank of New South Wales, whom I do 
not know, in which he says: 


I recently had occasion to spend a day at Werris Cyxeek. 
I engaged a room at the railway refreshment room, and 
also had my meals there, and desire to testify to uniform 
courtesy of the manager and his staff and to the excellent 
service rendered generally. Everything was spotlessly clean 
and the food good and well served. So far as the manager 
jn particular, was concerned, his prompt and cheerful atten- 
tion to the smallest request was much appreciated. The 
whole conduct of the establishment was in such a striking 
contrast to that of other public houses yisited during a tour 
of the north-west that I feel impelled to give it ofticial 
resognition. 


That is Werris Creek, of which Mr. Binnie spoke some- 
what harshly. The manager there is reported to be a 
inan who extended every courtesy to his customer, and I 
have no doubt at all that the same courtesy is extended 
to most if not all others. I have quite a number of 
letters here, received from different people, since Mr. 
Linnie tendered this evidence, evidently indicating their 
desire to contradict the view which he appears to hold. 
One man writes: 


In a recent issue of the Daily Teiegraph there is a report 
of some evidence given by Mr. Binnie relative to railway 
refreshment-rooms, with a special mention of the one at 
Newcastle. 

As a resident of Newcastle since 1892, and during that 
time a frequent visitor to this particular room for meals, 
I desire to make a few comments on this report. Firstly, 
as regards the deterioration under your control. In my 
opinion, the food supplied and the service rendered at the 
present time have never been equalled. It is a commonplace 
in this city that the railway refreshment-rooms supply a much 
better meal at 2s. per head than is obtainable elsewhere at a 
much higher price, and that the service is courteous, quick, 
and efficient. 

I do not know Mr. Binnie, but I am quite certain that the 
statements made by him are not based on facts. 

My reason for writing is that such evidence, if taken as 
gospel, appears to me to be distinctly unfair to the present 
manager of the railway refreshment-room, with whom I am 
vso unacquainted. 


Another writes: 


I only returned to Sydney last Saturday night, after a 
three-weeks’ business trip—commercial life—covering the 
whole of the Riverina train service, and intended writing 
you to compliment you on the efficient manner in which the 
railway refreshment-rooms are conducted, but reading in 
to-night’s Sun the reported statement of a man to railway 
experts, has hurried my intentions. 

Seing a heavy tea drinker, I availed myself at every 
opportunity to secure a cup of tea and bite, so can reason- 
ably claim to having visited every railway refreshment-room 
in the circuit. At manly I dined. At Junee railway refresh- 
ment-room I spent a day and night, and I can honestly say 
that at every room I received the very’ best of attention and 
utmost courtesy, and the viands were quite good and appe- 
tising enough for the most fastidious person. Particularly 
at Temora the courtesy and attention of the young ladies 
was all that could be desired, and more than favourably 
compared with the like meted out in the very best hotels; 
why, even out back in such places as Whitton and Carrathool 
ladies could not do enough for the travellers. 

No, sir, I will not let the person of paper fame condemn 
the railway refreshment-rooms; he is wrong, entirely wrong, 
and you can tell him so from me. I am a home man, and 
not a hardened traveller who might be inclined to put up 
with anything, 
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len a resbyterlan minister writes! 


Let me heartily congratulate you in your management of 


the railway refreshment-rooms. 

Am a periodical visitor to Sydney, staying at a certain 
hotel at the other end of the city. 

Your table @hote is simply a marvel at the price. 

I represent a large class of people in Sydney—tastidious, 
Who cannot pay a high price for a dinner. You certainly 
meet that class. 


I could give you, I daresay, many other letters which 
have been received with regard to the improvement. in 
the railway refreshment-rooms since the Commissioners 
took over direct control, all of a somewhat similar char- 
acter. 

4080. How long have you had control of them?—We 
started to take them over in 1916, but did not complete 
the taking over until, I think, well into 1918. There were 
some leases which could not be terminated, and we had 
to take over at the expiration of leases. I think it was 
somewhere about the middle of 1918 really before we got 
the whole thing over. We did not get it over completely 
then; it was later than that. 


4081. WITNESS: We left off at the reference to re- 
freshment-rooms, on page 118. On page 119, Mr. Binnie 
makes reference to the desirability of carrying out all 
work by contract instead of by day labour, and among 
other matters he says: 

On one occasion when I was present at a meeting of the 
Grand Council of Primary Producers, the question was then 
discussed of the best method of constructing new railways. 


And Mr. Binnie states that although I made certain state- 
ments there, I did not convince any of my hearers. That, 
I think, is not in accordance with the facts, because I 
think the majority, if not all of those present, with the 
exception of Mr. Binnie, were convinced that our practice 
of carrying out these jobs by day labour was the better 
course. I gave certain reasons to these gentlemen why 
day labour was preferable to contract, some of which were 
these: That at one time, about thirty years ago, it was 
the practice to do almost everything and to obtain almost 
everything under contract conditions. During Mr. Eddy’s 
administration, numbers of contracts were let, and our 
supplies were largely obtained under contract. We were 
even buying railway ballast under contract, paying for it 
from 5s. 3d. to 8s. 9d. per ton. I suggested to Mr. Eddy 
that that was an extravagant system, and we at a later 
date took over from certain contractors some quarries, 
which we operated ourselves, reducing the price from 
5s. 3d. in trucks to 1s. 3d., 1s. 2d., and 1s. 1d. I men- 
tioned also to this Grand Council that the Railway De- 
partment was the first department to introduce improved 
systems of operation in connection with all railway con- 
struction work. In connection with quarry work, I told them 
that we had been able to reduce the cost of production, be- 
cause, instead of firing little blasts, bringing down, say, 100 
tons at a time, we adopted the system of firing electrically 
very large blasts, bringing down from 30,000 to 100,000 tons 
in one shot. We adopted a similar practice in connection 
with some railway constructions, 7.e., there were certain 
places where a complete cutting has been taken out with 
one large blast, and we have moved from 11,000 up to 
30,000 tons from a railway cutting by one explosion, and 
that material so blown out was deposited practically where 
it suited us. We saved an immense amount of money by 
carrying out. the work in that way. I also told those 
people that the Railway Department possessed—and _ it 
possesses to-day—a far better plant for construction than 
could be assembled by any private constructor. I told them 
that the Railway Department was the first department to 


introduce such labour-saving appliances as steam navvies - 


and shovels, drag-line excavators, and machine drills of 
various kinds; jack hammers and rock drills for drilling 
sandstone, Formerly, contractors who did that work believed 
that a power drill would not operate in sandstone. Many 
other matters that are mentioned to those people, and 
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convinced all, except one of my hearers that we had such 
a plant, and that our supervision and methods were such 
that it was better for us to carry out our policy of day 
Jabour than to do the work under contract conditions. 
One other matter | mentioned to them was a practice 
which we adopted from time to time of obtaining prices 
from contractors for various things, in order to ascertain 
the difference between doing work departmentally and 
under contract conditions. In the case of a large steel 
bridge we also ealled tenders for a railway construction job 
between Cowra and Eugowra, and the contractor tendered a 
price considerably above the departmental estimate—so 
much above that we did not feel warranted in accepting 
it. That particular job was carried out and finally com- 
pleted at a cost less than the departmental estimate, al- 
though wages had increased in the interval. Both Sir 
Sam Fay and Sir Vineent Raven will be aware that there 
are very few jobs carried out under contract which are 
settled up without some claims arising, and adding greatly 





to the cost of the work over and above what may 
fave been provided for in the original estimate. Speak- 
ing after considerable amount-of association with contract 
work, I myself have never known a contract to be com- 
pleted without such claims having been made and paid. 
In the ease of this Cowra-Eugowra job, it is clear that if 
the contractors had done the work there would have been 
claims made which would have raised their price above 
the tender price. 

4082. Sir VINCENT RAVEN: Does it not mean that 
you are your own contractors /—Yes. 

4083. You talk of day-labour. If the contractor had 
done it, I suppose it would have been day labour with 
him 7—Yes, it would have been his day labour instead of 
ours, and his day labour would be working under no better 
conditions as regards appliances than ours. 

4084. And if you go right through with the job, your 
contract is as good as the other man’s?—Yes, better, I 
think; that is, if it is not held up. 

4085. Sir SAM FAY: Are there any regular railway 
contractors out here?—Very few, now. Some thirty years 
ago there were one or two big men, who did big work, at 
a moderate cost perhaps, but not at the cost at which we 
have been able to do it since. JI can mention any number 
of jobs in which the unit cost in relation to certain works 
carried out was lower than any contract Job ever carried 
out in the State. 
over the Western line, a great deviation, which was made 
to avoid the Zig Zag near Lithgow. That tunnelling work 
—and there was a great_deal of it—was carried out under 
very difficult conditions, yet that work was done at a much 
lower price than any tunnel work ever done in Australia. 

_4086. In your comparisons with the contract price do 
you include the overhead cost—interest on capital em- 
ploved, and so on %’—Yes, there is depreciation in connec- 
tion with that. I can produce figures in connection with 
a certain job which we are carrying out which will show 
that we are debiting a considerable percentage off—almost 
too high a percentage in some cases—off the plant for 
depreciation. 

4087. Sir VINCENT RAVEN: I suppose the great 
difference between you being your own contractors, and 
getting the work done outside, is that you have to keep a 
big contractor’s plant, which you otherwise would not 
have’—Yes, we keep a big contractor’s plant because it 
pays us well to do that. No contractor could maintain 
the plant that we are able to maintain, because we have 
continued employment for our plant, whereas the outside 
contractor probably would not, and that would bring his 
cost up; and he has either to gover the whole cost of his 
plant on each job that he tenders for, or possibly keep his 


You saw, when you were travelling 


plant idle for years, 

4088. WITNESS: Mr. Binney states that he suggested 
to me a method of carrying out railway construction on 
the “rail head” construction system. I do not know whether 
you have ever heard of “rail head” construction, but what 
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he obviously meant was this: that in connection with some 
of our back country lines we should first of all lay down 
a permanent way on the natural surface and carry all our 
material for our bridges, and so forth, over that track, 
taking a grave risk of the rails becoming so crippled dur- 
ing the period of construction that they would ibe later on 
quite useless for permanent work. ‘That would un- 
doubtedly happen in the case of some of our back-country 
lines, and that is the reason we have not adopted that prac- 
tice. This, I think, is what he calls “rail head’ construc- 
tion, and he says that that method was carried out in 
Canada. J never heard of it. 

4089, WITNESS: He also refers to the Werris Creek 
line as one that was urgently wanted over a period of 
thirty years. It is true that that line has been agitated 
for for thirty years. No Government authorised it until 
—well, 1 do not know the date when it was authorised, 
but part of it was carried out by the Public Works De- 
partment; the work was suspended by that department 
and there was a lapse from the time when they ceased 
work until we were given authority to go ahead with it, 
of some few years. That accounts for the period of ten 
years between the date when it was first started and the 
date when it was put into operation. Those are things 
for which the responsibility cannot be attached to the 
railway administration. 

4090. Mr. Binnie alos makes reference to the Glenreagh- 
‘Dorrigo line, as to the amount of money spent on that. 
He says: 

I have been informed, in regard to the cost of the day- 
labour job on the Glenreagh-Dorrigo line—although I ama 
little diffident in quoting these figures, because I have not 
confirmed them, but the figures given me by the head of the 
Country party in Parliament show that the estimate was 
£880,000, and that it cost by day-labour over £2,300,000. 


I do not know whether you want the whole of that story 
told over again—it has been told in regard to the Dorrigo 
line so often that it seems almost unnecessary to repeat 
it—there was an original estimate prepared in 1909, when 
all conditions were normal and wages low, of £343,000, 
providing for a line to be constructed with 5-chain curves, 
1 in 30, uncompensated grades and 70 Ib. rails, the stan- 
dard wage being then 7s. per day. That is not the line 
that was constructed at all. An estimate was got out in 
1914, when wages were still moderate, of £605,570, pro- 
viding for 8-chain curves, gradients of 1 in 30, with 1 in 
40 against the road, the class of track being still the same. 
That is comparatively a light track. A later estimate for 
80 lb. rails was made out in 1919 when the estimate was 
£814,000, wages being 11s. 2d. per day. There was a con- 
siderable expenditure on that line by Norton Griffiths, and 
the work which they did and upon which money was ex- 
pended, when we came to take up the work and complete 
it, was greatly reduced in value—the line had been held 
up so long that a lot of the work was quite useless and 
had to be done over again. The wages cost on that line 
increased on the 11s. 2d. per day which I have mentioned, 
to 16s. 9d. per day—an increase of, roughly, 50 per cent. 
The work is now almiost complete, and the total expendi- 
ture up to the-31st July was £1,503,000—not £2,300,000, 
as stated by Mr. Binnie. That is one of the most difficult 
lines we have ever had to carry out in this State, and, 
as I say, there is an obvious justification for a very marked 
increase in the expenditure over the last estimate /re- 
pared as far back as 1919, 

4091. Sir VINCENT RAVEN: How did he get at that 
figure of £2,300,000?—I do not know. ‘He says that he 
has some diffidence in quoting in, nevertheless he quotes 
it. 

4092. WITNIESS: He also makes reference to day labour 
in another direction. He says: 

I have not been sufficienly personally assoliated with any 


one thing to say where the leakage comes in, but I am satis- 
fied that it goes right through, 


180 


Although he has no personal knowledge, as he admits, he 
is still quite satistied that it goes on. The only indication 
he ean give of loafing is contained in his statement: 

I have counted nineteen men in a wood-blocking gang in 


Sussex-street, 
Well, those nineteen men had no association with railway 


work—we have no work in Sussex-street—they were pro- 
bably municipal council employees. Mr. Binney also Says: 





i have seen a similar thing in this street—Macquarie- 

street. There I counted sixteen men loafing on two others 
who were laying the blocks. 
As to that, I merely point out that this wood-blocking in 
\Maequarie-street is the work of the City Council and not 
of the Railway. It amounts to this: that the only actual 
example which he gave of loafing was in regard to work 
which was done ‘by some other authority than the Railway 
Commissioners. 

4093. He makes another reference which I think 
is unfair, and he must have known it was unfair when 
he made it—that is to the. line between Dubbo and 
Werris Creek. ‘He refers to the fact that the line was 
badly damaged during the first few months of its opera- 
tion, and it became badly congested with traffic. Well, it 
did. This was about November or December, towards the 
end of a yery serious drought. (We were being rushed with 
stock, from and to all parts of the country, and, although 
the line between Dubbo and Werris Creek was not finished 
1 directed that the line was to be opened and used so as to 
shorten the distance of haulage of stock. You will admit, 
robably, atter having been over ‘that line and seen the 
<ind of country over which it is laid—black soil country— 
that an absolutely unfinished line would be apt to be very 
badly injured by heavy traffic such as we then had to carry. 
And it was damaged. The rains came in November and 
December, terminating the drought, ‘and the railway 
sleepers were almost bogged out of sight in places; just as 
we had anticipated, but that had not prevented us using 
the line to the advantage of the people who were sending 
their stock, and having the journey shortened thereby, 
the charges consequently reduced materially. The 
owners of the stock gained very greatly, but the Railway 
Department had to bear a considerable burden in the 
circumstances, and the Department having done that to 
the advantage of these stock-owners, including Mr. Bin- 
ney, he makes these charges against us. 

409-4.-There is one reference here to what he and other 
business men did in connection with the duplication. He 


i 
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says 
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Regarding the duplication of the line, I took a deputation 
of business men and stock owners to the Vremier—this 
would be pre-war—and they offered to find £1,000,000 for 
three years for duplication purposes. The attitude of the 
Railway Commisioners at the time was that such an ex- 
penditure would upset the labour market. The duplication 
has been years behind time, and every spur line added has 
brought more traffic into the bottle-neck system and created 
more congestion. The railway service at that time being 
so unspeakably bad, a number of business men, including 
the Chamber of Commeree, joined together to see the Govy- 
ernment and urge the Government as to the necessity of 
duplicating the line at once, and when they went there they 
were backed by the offer of the banks of £1,000,000 a year 
under the control of the Government for the purpose of dupli- 
cation. 


I do not kiiow where Mr. Binnie got that story. The 
story as I know it is that in 1907, when Mr. Johnson 
came out here and took over the administration of the 
railways, I suggested to him on his first tour of inspection 
that it was desirable. in view of the increasing burden 
on the railways, to commence duplication at once. I sug- 
gested that we might start from Hornsby at the end of 
the double line, and carry the duplication through to 
Neweastle—that being. to my mind, the most urgent work. 
Well. in a few weeks after that we actually started the 
duplication, and I do not think we ever stopped so long 
as the Government gave us money to carry on with; and 
so far from a million pounds a year being regarded as 
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which we could not absorb, because there was 
not labour, we actually spent one and a half million 
pounds in one year on duplication work; in 1913 we spent 
£1,042,000; in 1914, £1,259,000; in 1915, £1,460,000; 1916, 
£1,.220,.000—-and we would have gone on at that rate of 
expenditure if the Government had found the money, but 
in 1917 the Premier told me personally, “I am going to 
reduce greatly the amount of money that you can have 
for duplication purposes, because I want to spend that 
money in connection with the construction of new rail- 
ways, and from now on you will get less money for 
duplication than you had formerly.’ That is one of the 
2asons why you have seen so many places in New South 
Wales where duplication works were carried up to a cer- 
tain point and yet not completed. 

4095. With regard to the railway station at Mil- 
son’s Point, it is hardly necessary to refer to it. The 
railway station was built at j 


something 


Lavender Bay, at the 
present site, because at that time the Government had 
passed a bill for the erection of the North Shore bridge, 
and as the old Milson’s Point station was right on the site 
of the northern pier, the Railway Commissioners said. 
“We will have to get out of the way to make room for 
this bridge to be built,” and so we built a temporary station 
at Lavender Bay, and we spent a certain amount of money 
on it, and the money that was then spent is being ‘used 
to-day, because the same platform and the same roads 
are being used to-day for the existing station, and we are 
fortunate in that matter, because the work that was 
carried out at that time, when wages were very low, 
would have cost much moré at the present day to do. 
4096. Mr. Binnie then makes reference to his own 
loss in connection with the movements of stock. He 
states that last year a truck of his cattle was con- 
signed to Flemington for sale that were sold at New- 
eastle; that another truck was consigned to Newcastle 


that was sent to Flemington. That was a case of cross- 


ticketing, and there is this much a that it was care- 
less cross-ticketing on the part - Mr. Binnie’s ¢ ae and 
another that that agent himself paid half the claim that 


was put in by the man Me stock was sent to Flem- 
ington. Mr. Binnie himself gained the fact that his 
stock went to Newcastle, because he got a higher price 
there than he would have got at Flemington; whereas, on 
the other hand. the other man got a lower price because 
of his stock going to Flemington. He therefore had 
a claim, which was paid, half of it by Binnie’s agent. 
The other case that is mentioned is in connection with 
another cross-ticketing from Hornsby to Gosford. There 
again tle case was analogous, because the information we 
have is that the agents loading this particul: uw stock had 
done what was done in the other case, t.e., 21 
numbers of stock truecks—and it was a trifling affair 
really, because there was only 
the thing put right. 

4097. At question 3128, he charges that we are em- 
ploying too big a staff, because he asserts that there 
is no necessity for a platform at Brayfield, because W1l- 


ven the wrong 


a few hours’ delay in having 


low Tree station is so close. There are two places at 
Brayfield—one is a platform for ean services, the other 
a crossing loop some distance away for train-crossing 
purposes. The loop that was put ii for train-crossing 
purposes is essential to enable us to get the traffic through 
that line, and therefore it is necessary to have a staff, 
and to have three men there iu 

award, which states that we sh 
tinuously more than eight 
trains at intervals during the whole twenty-four hours we 
have to keep three men employed there, or else convert it 
into an automatic crossing loop. which would involve 
delay perhaps to some important traffic. I think that is 
all I have to say of Mr. 
mark again that his knowledge. of railway matters is 
limited to his own State, so that 


order to comply with the 
all not employ a man con- 
touts and as we are crossing 


Jinnie’s evidence, except to re- 
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4098. There is one trifling thing on page 124 referred to 
in Mr. Clifton Love’s evidence. He says there is a difhi- 
culty in locating trucks, with consequent Joss of time at 
Darling goes over there with 
a load, and finds difficulty 


Island. He says that a man 
h truck he 


is LO load. That is where they are loading goods into 


in knowing into whie 


trucks and not on to the stage. As to that, I have not 
heard of any difficulty there. We have head porter and 

leading porter and two receiving porters there, who are 
constantly employed to give the fullest information to 
people who are consigning stuff. That is only a trifling 
matter, and I have not heard any other complaint in 
that regard. 

1099. The next case is evidence tendered by Mr. 
Herrod at page 128, 3930, 3231, and 3282. 
He makes an assertion that fruit is not aeraralis handled 
by the Railway Department. He says, “We have drawn 
attention to it on several oceasions, but the department 
to assist us, but will not go so. far 


questions 


has expressed anxiet 
as to make it an a Sc against the people responsible.” 

Well, it seems to me in that connection that the responsi- 
bility really rests upon the owners of the fruit themselves, 
because that fruit is loaoded at the leading point by their 
agents or the owners, and at the unloading point it is 
unloaded by those agents to whom it is consigned. There 
may be some cases in which there is a transhipment, but 
those would not be numerous. So that the whole of the 
the fruit-owners’ own 
Undoubt- 


handling complained of is really by 
agents. That witness refers also to pilfering. 
edly there is pilfering, but we endeavour to put that down 
by prosecution, and we have been very suecessful in the 
apprehension and punishment of a number of people who 
have been caught pilfering fruit as well as other things. 
4100. At page 131 there is a 
Rothwell to certain things at Darling Harbour out- 
wards goods shed. He says, “Going back to the 1917 
strike I know in Darling Harbour it became a rule after 
that strike for porters to eon goods and place them in 
the truck, but it is very seldom done by porters now, 
although we pay 8d. a ton plus one-sixth for the porters to 
place goods in the trucks at Darling Harbour for distri- 
bution throughout the different areas of the State.” The 
only thing I can say about that is that I do not know, 
of any work being done in those outward g2ood 


reference by My. 


personally, 
sheds except (by our own porters, and our own porters en- 
deavour by all means to prevent anyone else having access 
to the truck except our own people; that is on account of 
the fact that some years ago we did have some rather 
Harbour by theft, some of which 
perpetrated by carters. 


serious losses at ‘Darling 
thiefs were undoubtedly 


4101. Sir SAM FAY: He mentioned the question of 


weighbridges and iInconsisteirey weights + Yes. I think 


that one gentleman who gave evidence in connection 
with this particular group said that he had been down at 
Darling Harbour himself and had discovered that the 
weighbridges were doing very good work. 

4102. Yes, pi that does not do away with the com- 
between the 
s’—-There 


plaints made regarding the difference 
weights at the aE and receiving end 
is a difficulty about that, particularly in connection with 
chaff. Take chaff that is eut to-day and packed shortly 
after and loaded. That truck of chaff would weigh so much 
on that day, but on its journey down, particularly in the 
hot weather, that chaff would lose weight through evapora 
tion. The same thing oceurs with wheat—wheat coming 
from the country to the 

especially if it is standing long at the seaside 


increases in weight, 
Potatoes 


seaside, 


lose weight also. 


1103. There was a complaint with regard to timber; the 
ae 


loss of weighit would not apply to that, would it ?—No. 


1104. There was a complaint about firewood ?—Firewood 


is weighed almost all cases over truck weighbridges. 


1 
the 
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complaint 
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are under the Weights and Measures ‘Act, and subject to 
the control of inspectors under that Act, in the same way 
as other people, and those inspectors inspect our weigh- 
bridges from time to time and put their stamp on them 
when they are passed. 


4106. Sir VINCENT RAVEN: Is that so with all your 
weighing machines ?—All our weighing machines have to 
be passed by the Weights and Measures people. 


4107. At the stations as well?—Yes. There is a refer- 
ence here to a weighbridge at Richmond, which, the wit- 
ness says, had never been tested for ten years. Well, I 
have here a record of the tests made on 28th J uly, 1921, 
ith July, 1922, 31st July, 1923, and 3rd July, 1924, 


4108. Sir SAM FAY: Would the inconsistency between 
the weight at the forwarding and receiving ends, apart froin 
what is caused by evaporation, be accounted for by errors 
on the part of the employees’—No, I do not thing so. 
Some of it occurs in this way: A waggon will go over the 
cart weighbridge, and that road waggon may come in froin 
a muddy road and may go on to the weighbridge carrying 
a lot of mud on the wheels. Then the waggon moves on 
and the load above is taken off, and in the dry station 
yard in passing over the metal a lot of the mud is taken 
off the wheels, and the waggon goes back to tare, and 
naturally the tare of the waggon when it is taken free of 
the mud is very different from the load imposed on the 
weighbridge by the waggon when full. Some of the wheat 
agents have told me that they have seen such cases as that, 
but I may say that we are endeavouring all the times to 
keep our weighbridges in as perfect order as possible; 
whether they are used for buying and selling purposes 
does not concern us, but we do try to give both buyer and 
seller a fair weight. Mr. Thorby said that they desired to 
have weighbridges at certain places so that they ean can- 
duct their business over our weighbridges. Well, these 
weighbridges are no use to us—we do not need them, The 
greater part of that trade done in the country 1s in @on- 
nection with wheat. Wheat is brought into a station yard 
and the wheat agent is there {o buy. The farmer may be 
there to sell, and their bargain is made on the basis of the 
wheat taken over our weighbridge. We try in the inter- 
ests of both those people to make the weighing as accurate 
as possible. When going through the country, either | 
myself or one of my colleagues have a look at the weigh- 
bridge in practically every yard, and we test the balance 
as well as we can to see that it is properly balanced—in faes, 
I have weighed myself on one of these cart weighbridges 
and got very close to my actual weight. That would not 
of course necessarily mean that a load of 25 tons would 
be as accurately weighed as myself, but we do endeavour, 
by the employment of competent people, to have the 
weighbridges maintained in perfectly good order. 


4109. Do you not use the cart weighbridges for the pur- 
pose of calculating your weights ?—In very tew cases. 


4110. Well then, how do you get at that?—So far as 
wheat is concerned we take it by bags. The f.a.q. standard 
is fixed at the beginning of the season, and it may be 
anything from 12 to 123 bags to the ton—all our freight 
is on the basis of so many bags to the ton—it is more 
convenient than the other way. The chaff is weighed at 
destination, so that the bulk of the chaff that comes to- 
wards Sydney is weighed as it passes out of our yard at 
Alexandria. 


4111. You have not waggon weighbridges at a great 
many of your stations?—We have a good many. I could 
not tell you of every station at which we have a cart 
weighbridge, but we have them at a great many—we have 
them at every depot station—every depot station ‘has its 
truck weighbridge ] mean—they |] 


bb 1ave them in places like 
Junee and Harden and Goulburn— 


-and there may be others 


at intermediate stations that I have forgotten. At Lith- 


gow you saw some 


5 weighbridges, also at Bathurst, Orange. 
and Dubbo, and throughout the State at various station 


2 


vards—though not at every one. We have them at points 
that reasonably meet our requirements in connection with 
the weighing of -trucks in transit. 

4112. How about the tare of your waggons?—We tare 
those at Clyde pretty frequently. 

4115. Once every two or three years?—Oftener than 
that—I think every year—every time they come out of 
Clyde. 

4114. If the tare went wrong, it would aceount for 
some of these discrepancies?—Yes, but the majority of 
our waggons are steel waggons. A waggon which is in 
sreat part of timber will vary more in weight than steel; 
steel does not lose much sectional weight in twelve months, 
but timber does; in fact, we used to find that in the case 
of the old timber waggons, particularly if they had fairly 
thick timber in the side, such a waggon would weigh per- 
haps half a ton or more when new than at a later stage 
when it dried out. That was on aceount of the fact that 
a great many of our waggons in the past were built of 
unseasoned timber. 

4115. WITNESS: On page 135, Mr. John Baker Rum- 
ford, with regard to the differential rate on galvanised 
iron imported as against locally manufactured, gave some 
evidence. That applies to other matters besides galvanised 
iron. The concession rate allowed to the locally manu- 
factured stuff is a rate approved by the Executive as apply- 
ing to this particular commodity as well as others, and it 
Was given, of course, with the desire to encourage local 
monufaciure, The concession rate has been in operation 
for about thirty odd years; it was introduced first of all 
by Mr. Eddy about 1889. ’ 

4116. Sir SAM FAY: When you increased your rates 
during the war, did you inerease both the imported and 
locally manufactured articles at the same percentage ?— 
Yes. 

4117. How about the reduction, since?—It has been at 
the same ratio, and any reduction made would apply to 
the two commodities. 

4118. You have seen the argument that has been used 
here, viz., that it is no part of the Railway Administra- 
tion’s business to inerease the tariff?—That is so. It is 
not our business really, although we believe that we derive 
business by the fostering of industries, either of this or 
any other. There was an analogous rate introduced by 
Mr, Eddy to foster primary production in the country— 
i.e., there was a different rate for grain taken in the up 
direction from that taken in the down direction—wheat 
brought towards seaboard carried a considerably lower 
rate than wheat taken to the country That was done 
with the cbject of fostering production The chief incen- 
tive to increase of production in this State has been given 
really by railway rates rather than by Governmental con- 
cession, apart from the Federal Government. 

4119. When these rates were first introduced, there was 
#0 Itederal Government, and therefore*no customs duty ? 
—That is so. Each State had its own policy in pre-Fed- 
eration days; Victoria was then a protectionist State, and 
New South Wales was free-trade. In the free-trade days 
there was, naturally, not much protection given to local 
industry, but the policy of all States now is to reasonably 


conform to the policy of the Federal Government. 
4120. WITNESS: The next evidence I will refer to 
is that of Mr. Bragg, at page 141, Mr. Bragg seemed to 
think that the rates for coal from Lithgow had been in- 
creased in greater, or as great, ratio as that carried from 
the Illawarra line. That is hardly correct, because the 
ratio of increase on the Illawarra line was greater than on 
the Western line. The rates applying in 1916 and 1917 
Were 6s. a ton in the case of the Lithgow colliery, and 
2s. Sd. in the case of the Metropolitan colliery; in 1920, 
the Lithgow rate was 93. 2d. (an increase of 52°77 per 
cent.), and the Metropolitan colliery on the Iilawarra line 
was 48. 3d., or an increase of 59°37 per cent. Mr, Bragg 
seemed to think otherwise. 
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4121. Sir SAM FAY: His main contention was that 
instead of making it a percentage increase, it should be 
a flat rate inerease, so that the difference between the 
selling price should not be more than it was before the 
increased rates came into operation—his argument being 
that, although he could stand a difference hetween the tyo 
coals of, say, 2s. per ton, he could not stand a difference 
of 2s, 6d.4—Yes, that is his argument, and that would 
have meant this: There was a difference in 1916 between 
his coal and the Metropolitan of about 3s. 4d., and if that 
3s. 4d. had been maintained in rate, he would have been 
charged 7s. 7d. in 1920 as against 9s. 2d.; the increase in 
his case would have been from 6s. to 7s. 7d., viz., only a 
little over 25 per cent., while the increase in the case of 
the Illawarra coal would have been 59 per cent., which I 
do not think could be justified. 

4122. WITNESS: Mr. Herring complains of the rate 
in regard to fruit. He says that the fruit-rate is higher 
than the rate for grain, potatocs and vegetables, It is 
higher, because of the fact that the fruit gets faster 
transit; we carry considerable quantities of fruit by mail 
trains and special trains running at mail train speed, and 
we carry that fruit in rather more expensive vehicles 
than are used for the carriage of potatoes and vegetables. 

4123. Sir SAM FAY: Do you charge the merchandise 
rate for those goods carried by passenger train?—Yes. A 
little while ago we introduced a very cheap rate for the 
carriage of fruit, z.c., a shilling rate for a case of fruit 
anywhere to anywhere, for a half case, and 2s. for a bushel 
ease. That was done to encourage a greater consumption 
of fruit, and has been taken great advantage of, and will 
be ultimately beneficial to the producers rather than to 
ourselves, and perhaps to the people generally—an_ in- 
creased consumption of fruit would certainly be good for 
the community. 


4124. His contention was that 60 per cent. over and 
above the rate for potatoes was too high when compared 
with apples?’—It seems high to him, but taking into con- 
sideration the service rendered there is justification for 
the difference in rate, especially when you take into con- 
sideration the small loads of fruit carried in some eases. 
If we get a guarantee of 75 tons, we run a special train. 
and it is a wretched little train to run. Im addition to 
that we run it by mixed train and passenger train, which 
is a thing we do not do in the ease of potatoes and vege- 
tables. A lot of potatoes come from Glen Innes and that 
locality, about 400 miles from Sydney, and they naturally 
would not get the same speed per hour in transit as is 
given to fruit. We are always considering fruit, and it 
is possible that we may reduce the rate if the business 
remains good. 

4125. This is really an attack on the classification ?— 
Yes, he seems to think that fruit should be carried at the 
same rate as other primary products, but we have not Veen 
able to see our way so.far to bring the fruit rate down to 
those of grains and vegetables, &e. 

4126. Sir VINCENT RAVEN: I suppose if you were 
able to reduce the rates for fruit, you might get a con- 
siderably greater quantity of fruit?—No, I do not think 
that has any effect on the production of fruit. The whole 
diffeulty with regard to fruit is the market. Everyone 
in New South Wales has known of fruit being allowed to 
drop from the trees when ripe and to rot simply because 
there was not a market for it. An overseas market for 
fruit has not so far been established by New South Wales. 

4127. Sir SAM FAY: ] Iave you ever worked out what 
it would come to per pound from’ your principal fruit- 
producing centres to your Sydney market?—No, IT could 
not say what it would be. wigia! 


4128. I was wondering what difference it would make 
to the consumer ?—Very little, I think. Take a half bushel 


ease. I think they rate their bushel at 60 Ib. A heath 
busgel case is carried for 1s, from anywhoea to anywhare. 
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That is twelve-thirtieths of a penny per lb. I do not think 
that has much effect in connection with those commodi- 
ties that may be sold at 6d. or 7d. per Ib. 

4129. Sir VINCENT RAVEN: Not in the lb. per- 
haps, but it would in pereentage?—If we halved our 
price, the man who wanted to buy an apple in the shop 
in Sydney would not buy it any cheaper. 


4130. No, but it might make a difference to the man 
who wants to sell half a ton of apples?—Yes, but as I say 
we have not been able to make any reduction on that com- 
modity so far. If the production inereases materially so 
that we could get 150-ton lots instead of 75-ton lots, we 
could reduce our rate, and that is a thing that will come 
latex on. 

4131. WITNESS: I go now to Neweastle, to deal with 
certain matters there. Reference was made by the Mayor 
and others to the unsatisfactory station buildings at New- 
castle. In connection with the passenger station of New- 
castle, we, some years ago, made a tentative arrangement 
with the Public Works Department that they should par- 
tially reconstruct the wharfage directly opposite the pas- 
senger station and build a new wharf further out in the 
water so as to leave us room at that point to extend our 
platform accommodaton. The Public Works Department 
and ourselves agreed as to the desirability of doing that, 
and we made a start to alter and improve the platform 
accommodation, but could not go very far because we were 
jammed between the existing wharf and the adjacent 
street. Perhaps I can explain it better by sketch. (Wit- 
ness illustrates his point by means of a sketch.) We 
wanted a station there on somewhat similar lines to the 
Central Station in Sydney, with the assembly platform at 
the extreme end of the terminal, with suitable buildings 
and an entry from Scott-street, and so as to pass a booking 
office on to the assembly platform. Before we can provide 
the assembly platform, we have to extend the main No. 1 
platform, and Nos. 2 and 3 platforms so as to get length 
enough to cut off that end (indicating on sketch). We 
did extend Nos. 2 and 3 platforms to a certain extent and 
then began to be jammed on account of the wharfage here 
(indicating). ‘This difficulty has been explained to the 
Neweastle Council from time to time, and we have shown 
them the plans of these proposed improvements. They 
are satisfied with the plans, though not with the progress 
made—and neither are we, but we have been in the un- 
fortunate position of having very limited funds for the 
carrying out of works of that kind. The alterations to the 
station and wharfage would amount to about £100,000, and 
that amount we have not been able to find, and J think the 
Public Works Department is in the same position. 


4132. Sir SAM FAY: How about the land lying farther 
up?—That could be utilised if or when we wipe out the 
present workshops at Honeysuckle Point. The suggestion 
was made, more than once, that we could wipe out our 
workshops there and shift them to some other place; sell 
the land on, which the workshops are at present, from 
which they say we would get about a quarter of a million 
pounds. ‘That money, however, would’ have to be written 
off our capital asset and written up against our working 
expenses, because it is an asset that will have disappeared. 





4133. It is a book entry ?—It is a book entry that we have 
to find money to cover. 


4145. I assume that the quarter of a million would be 
paid into consolidated revenue?—What we would en- 
deavour to do would be to write down our capital by that 
amount, but still we would have to find a very great sum 
of money in the first instance to enable us to move all the 
workshops out of that yard and put them somewhere else, 


and that is money that we have not been able to find. 


4135. Is that vaeant land behind the wharves the prez 
perty of the Railway Department?—No, the Public 


Works Department. There is a large ara of land there, 
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Honeysuckle Point I think the best use that could be 
made of that area would be to provide proper goods shed 
accommodation there instead of where it is to-day. 

4136. Sir VINCENT RAVEN: I suppose you would 
never dream of putting your works right on the present 
site?—No, I certainly would not; it would be far better to 
move the whole establishment away from there. 

4137. Sir SAM FAY: They seem to have a good deal of 
reason for their complaint about the accommodation ?— 
Yes, there is some ground for complaint, but I think that 
when our present construction work is completed, the New- 
castle Station will be reasonably adequate. 

4138. Sir VINCENT RAVEN: Will the people still 
have to get their tickets at one place and then go out into 
the street and walk round to the other side of the sta- 
tion’—No. That is what they are doing now, but we are 
altering that. 

4139. Are they going to have a waiting-room?—There 
will be improved accommodation in respect of that— 
although the waiting-room accommodation at Newcastle is 
not greatly used, 

4140. Sir SAM FAY: At present all your through trains 
have to go into that dead end and out again?—Yes, 

4141. That would waste time for a through passenger ?— 
Yes. Up till recently the Newcastle people regarded them- 
selves as of such importance that they considered that no 
train should pass Newcastle without stopping there. They 
took up that attitude until the last year or two, since when 
some of them have agreed that it is desirable to have a 
changing station somewhere in the vicinity of Broad- 
meadow. That is a thing that will undoubtedly come as 
soon as we get enough money to provide the changing 
station. 

4142. WITNESS: The mayor of Newcastle makes 
reference to preferential rates, but as those are dealt with 
by the Chamber of Commerce as well, it might perhaps be 
better to deal with them in that connection. 

4143. Sir VINCENT RAVEN: Did you notice what 
they said in Newcastle about tram sheds?—We do not 
provide waiting sheds in Sydney streets for tram passen- 
gers. We cannot provide waiting sheds at every street 
corner. 

414+. They do not ask for them at every street corner? 
—No. We have a few waiting sheds in Sydney at busy 
corners like Elizabeth-street—Liverpool-street. 

4145. Is not Newcastle rather different? Take, for in- 


‘stance, Broadmeadow—you can hardly compare waiting 


out there for a tram to waiting in the Sydney streets ?— 
Authority has been given to provide a shed at Broad- 
meadow. 

4146. Sir SAM FAY: It is there now ?2—Yes. 

4147. Sir VINCENT RAVEN: But in Sydney you 
have sheds. I noticed one at Rose Bay ‘—Yes, we have 
them at places like that, where considerable numbers of 
people may join the tram or have to wait some time, but 
I have travelled a great deal by tram and have never felt 
the need of a waiting shed. 

4148. WITNESS: I do not know whether you want any 
information with regard to the evidence given at page 149 
by General Paton. He says: “We contend that the existing 
system of tapering rates is on a wrong basis, in that pro- 
duce is carried over the last 100 miles, from Neweastle to 
Sydney, for practically nothing, and that they are in- 
equitable in that they should cease when exportable pro- 
duce reaches a port at which it can be shipped. 

4149. Sir SAM FAY: That attacks the principle of 
the tapering rate?—The tapering rate is perhaps more 
vital in Australia than in most places. We have a lot 
of country that lies roughly 700 or 800 miles from the 
seaboard, and we will never get that area occupied if we 
have very high rates in respect of it. 1 mean, you want 
to put the producer who is 500 miles from the seaboard 
as nearly as possible on the same basis, qua rates, as the 
wan who may be 800 miles away, otherwise you are got 
@oinE to occuny the area that is 500 miles away. That is 
i 
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one of the reasons why our taper may be a little steeper 
than that which applies in ordinary cases. There are 
some commodities on which the freight rate for 100 
miles, as between 300 miles and 400 miles, may be only 
Is., but it does give an opportunity for the development 
of those areas which are 500 or 600 miles away. 

4150. Is there any difference in the tapering rate from 
the northern area to Sydney as compared with the south- 
ern and western ’—There is a little difference, on account 
of the sea competition, but in respect of that item which 
General Paton put forward, he did not state the case quite 
correctly. He says that the association stresses the point 
that the Railway Commissioners are not charging the 
same rate from Sydney to places on the southern and 
western lines as they were charging to towns in the north 
and north-west. This policy has been continued, and 
under the present schedule of rates the Commissioners 
charge considerably less fur goods carried from Sydney 
to the north and north-west than they do for goods de- 
livered at towns in the south and west, the latter rates 
being the same as those from Neweastle to places in the 
north and north-west. That is a different question from 
the one he started off with. 

4151. The first point he made was as to the rates from 
the interior to Sydney—that deals with the rates out of 
Sydney ?’—Yes. There is no difference between any of the 
northern places to Sydney and anywhere else—4.e., a ton 
of wheat from Tamworth, which is roughly 280 miles 
from Sydney, would cost the same as a ton of wheat from 
Temora, which is about the same distance, although 
Temora is in the south and Tamworth in the north. 

4151. Would that apply to Newcastle ?—If they sent 
grain to Newcastle it would cost about 1s. 9d. less than 
bringing it on to Sydney—that is from the northern area. 

4153, And if they sent it from the south, Sydney would 
be in precisely the same position as Newcastle is now?— 
Yes. Of course, a man who was consigning wheat from 
Temora to Newcastle would get the advantage of the fine 
taper at the extreme end—i.e., that would be a 380-mile 
journey from Temora to Newcastle, and the cost from 
Sydney to Neweastle in that case would probably not be 
more than 1s.—it might be less. 

4154. That is to say, if such a thing happened, Sydney 
might come forward with the same argument that New- 
castle is bringing forward now?~Yes, exactly, and as a 
matter of fact it has come forward with that argument— 
we have wheat brought from the southern border and 
sent to a ‘Glen Innes mil! for milling purposes, and the 
flour so produced is carried on into Queensland. 

4155. Will you deal with the other question of the rates 
out of Sydney being less than the rates out of Newcastle? 
—Yes. The rates as shown here may be misleading. He 
shows here in separate columns the rate from Newcastle 
to stations in north and north-west; and the rate from 
Sydney to stations in the south and south-west; and then 
he shows in the second column the rate from Sydney to 
stations in the north and north-west. He gives a distance 
of 150 miles, where the charge apparently from New- 
castle is £4 5s. 6d. and from Sydney only £3 10s. That 
is first-class. Well, that is not correct, because the charge 
of £4 5s. 6d. from Newcastle for a distance of 150 miles 
north could compare with the rate of £5 6s. 3d. for the 
same commodity carried from Sydney to the same station. 
I will take Werris Creek, which is roughly 150 miles from 
Newcastle. Neweastle people could consign to Werris 
Creek a ton of first-class goods for £4 5s. 6d.:-the Sydney 
merchant would have to pay for the sar. stuff to the same 
place £5 6s. 3d., the difference between £1 Os. 9d. between 
Sydney and Neweastle. 

4156. His complaint was that merchants sent goods from 
Sydney into the Newcastle area and the north-west and 
were charged a less rate than if they sent it a similar dis- 
tance southward from Sydney ’—Yes, that is true, and 
that ig on account of the sea competition. There is a 
minimum fixed for a commbddity as far as Newcastle, “but 
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it is a minimum really in the case of the 
trader; that is, the Newcastle trader, if he 
porting goods and landing them in Newcastle, 
advantage of at least £1 Qs. 9d. over the Sydney 
for northern business. 

4157. Would not it apply between Neweastle and Syd- 
ney as well -—_No, beeat ise the uw attic as be 
and Sydney is low-grade stuff—wheat, for instance. 


he has an 


merchant 


tween Newcastle 


4158. The suggestion is that you put Sydney into coin- 
petition with Newcastle on more favourable terms to Syd- 
ney than you put them when they uff south: 
your answer to that is that you have sea competition be- 
tween the two places, and that that governs your rate /— 
Yes. 

4159. Do you not charge the same rate for mere ‘handis® 
from Sydney to Newcastle as from Neweastle to Sydney 
—Yes. 

4160. Those first two columns, as J understand them, 
mean that the rates from Newcastle to towns in the north 
and north-west, and from Sydney to the south and south- 
west are identical, are they?—Yes; but it has not been 
placed in such a way as to tell the exact truth, because, 
setting these figures against one another, it would look as 
if the charge from Sydney to a point 150 miles north of 
Neweastle would be £3 10s. as against £4 5s. 6d. from New 
castle; whereas the actual charge for a ton of goods from 
Sydney to 150 miles north of Newcastle, would be £5 6s. 3d. 

4161. I think these tables are intended to show that 
from Newcastle and Sydney the rates are identical to 
certain areas, but that when you come to the rates from 
Sydney to the Newcastle area, are very much lower. That 
is what is amounts to?—Yes, that is so; it is correct in 
respect of a certain class of goods, on account of the sea 
competition, and that is the reason for the introduction of 
that rate. 

4162. How far would the north and north-west take you 
—to the Quensland boarder?—Yes, any distance. OF 
course, the difference becomes much less, as pointed out 
here, after you pass a certain distance. 

4163. It is only for the shorter 
—Yes. 

4164. After you get to 325 miles, they are practically 
the same?—Yes. There is always that constant difference 
of £1 Os. 9d. in faveur of the Neweastle man as against 
the Sydney man for first-class goods, and a difference of 
£1 4s. 6d. in respect of second-class goods. 

4165. On the face of it, it looks as though the rate trom 
Sydney to a place 200 miles north-west would be less than 
from Newcastle to the same place, a distance of 150 miles? 
—No, I do not think that could occur, because the absolute 
minimum is £3 10s. per ton, and the difference between 
the rates for Neweastle and Sydney is at least £1 0s. 9d. 
A station which is 200 miles from Newcastle, would le 
300 miles from Sydney; 150 miles from Newcastle woul: 
be £4 5s. 6d. from Newcastle; that same station would be 
250 miles from ‘Sydney, and that would pay £5 6s. 3d. 

4166. Would this apply out of the Glen Innes district, 
in the areas where they cannot get from Newcastle except 
by coming down a long distance south?—No. Neweastle 
to Glen Innes is due north. 

4167. I was thinking of the line beyond there to Narra- 
bri?—In the case of cross-country lines, of course thie 
traffic could be carried—no, I do not think traffic could | 
carried out to the west and up through Dubbo and across 
to Werris Creck. Take the freight: from Sydney to Werris 
Creek, is roughly 250 miles, and that is £5 6s. 8d. (showing 
map to Commissioners). The rate from Newcastle t» 
Werris Creek is £4 5s. 6d., and that means that it costs 
the Sydney man £1 0s. 9d. more than the Newcastle man 
to send his stuff to the same point, and yet there is 10) 
miles difference betwen the two places. That 250-mile 
rate compares with the 150-mile rate from Sydney. 

4168. When you co me to 2 distance of 50 miles between 
the two, you are charging less for the longer distance ‘— 
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4169. There is no doubt that in the minds of the people 
of Newcastle, Sydney is unduly favoured ? 
a little, but there is that margin in connection with dowa 
ape and there is very little margin in connection with 
the up trafic. I ought to mention one take the cas? 
of sibel. If the difference so far as 
were £1 per ton as’ betwen 
probabilities are that 


Sy Line Ae 


-It is favoured 


thing: 
wool 


‘ 7 
Sydney and 


is concerned 
Neweastle, the 
that wool would still come on to 
ago a great deal of wool was broucht 
by train to Morpeth, and there put 
brought to Sydney, but 


Some years 
on board steamer and 
nowadays the railway rates are 
suiiciently attractive to the wool people to warrant their 
carrying the wool by rail all the way. 

4170. Sir VINCENT RAVEN: What about grain which 
they could send from Newceastle?—The position so 
far as the industry itself is concerned is this: there was a 
proposal made years ago to establish terminal silos for 
the shi lk at Newcastle. The estimated 
price of those silos was between £350,000 and £400,000. 
The interest on that sum at 6 per cent. 
£20,000 a year. §S industry is concerned, 
is far cheaper to have that wheat brought on to Sydney 


and shipped from Sydney 


away 


pment of grain in bull 


would be about 
oO far as the 


than to ship it from Neweastle, 
production of wheat in a good season in 
about 100,000 tons, which at 1s. 9d. 
would be about £8,750. That industry would have to bear 
the interest burden in respect of shipping appliances at 
Newcastle if it were handled there 

4171. But there must be 
—Yes. 

4172. They still have to bear interest on capital?—Yes, 
but the pesition at the present moment is that the accom- 
modation at Sydney is more than ample to deal with the 
whole of the grain production of New South Wales. We 
have a terrific storage capacity of roughly 6,500,000 
bushels at Sydney, and the produced in the 
northern area is a drop in the bucket. 

4173. Sir SAM FAY: Is there anything in the market 
question here; where is the wheat sold?—That is another 
matter. There are some people in the country who say 
that the home market-is the best market. If the home 
market is the best market, then obviously the best market 
is where the people are; and the people are in Sydney. 

4174. Sir VINCENT RAVEN: Do they not export 
wheat?—Yes. It seems to me that the industry itself 
gains by the fact that there are first-class shipping facili- 
ties in Sydney, which could not be provided at Newcastle 
without a very large expenditure, and J do not personally 
consider that that expenditure would be justified, because 
of the interest bill involved in comparison with the very 
small saving to the industry. 

4175. Sir SAM FAY: Are these grain silss under the 
Railway Department or the Public Works Department ?’— 
They are under the Department of Agriculture. 

4176. T understand that these rates which are applicable 
from Sydney to stations in the north and north-west are 
applicable to traffic from Neweastle to Sydney and the 
neighbourhood of it?—If anything is consigned from New- 
eastle; say, to Narrandera, the rate for that commodity 
from Neweastle to Narrandera would be the same as the 
rate from Sydney to a point 100 miles further on than 
Narrandera. 

4177. I was looking at the f 
in operation bere, say, to Singleton as against the New- 
castle rate, and when the trattic is sent from Sydney, as 
those same rates apply—say, to Katoomba or to Richmond ? 
—If Neweastle wanted to send stuff to that 
would be 167 miles, and they would pay the ordinary 
rates for 167 miles. 

4178. Would it 
rates ?—No; Sydney aout 
4179. On the. face of i 
complaint ?—On the face of it it does 
the North Roane, 


because the total 
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sat son as if they have some 
We had to intro- 


duce, in connection with some modifica- 


tion of vates so as to secure as much trade as we could 
from the coastal steamers. 
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4180. It occurs to me that the steamer competition would 
be equally applicable to Newcastle as against this area, 
as to Sydney to that area?—Yes, but Neweastle loses 
nothing in comparison with Sydney if it wants to do busi- 
ness in the south or west; it only loses its geographical 
position in relation to those southern and western places 
—it is 100 miles further away. The same thing might be 
said of Sydney. 

4181. These coastal steamers go from Sydney to New- 
castle and all the way up the coast, I suppose ?—Yes, and 
there are a great number of places on the north from 
which we get no traffic, because it is steamer borne. 

4182. Sir SAM FAY: [I think I understand it now, 
though I must confess I did not quite understand it before. 

4183. WITNESS: I do not know whether you desire 
any information on his evidence in which he says that 
the flour-mill at Glen Innes has been closed down. The 
freight on flour from Sydney to Glen Innes is so much. 
I have mentioned that we used to have up and down rates, 
and we decided to eliminate the down rate and make a uni- 
form rate for all grain. Prior to doing that we had a dis- 
cussion with representatives of all the millers in the State, 
because we realised that their industry might be affected 
by a modification of the old rate, and after discussing the 
matter on two or three occasions with the millers, they 
agreed that the fair thing to do would be to allow a 
uniform rate for wheat and a uniform rate for flour, and 
allow the rebates to apply really from anywhere to any- 
where. It is not a rebate, in reality, it is a break-of-jour- 
ney charge. A man might buy wheat at Berrigan, down 
on the Victorian border, and convey it to Goulburn and 
mill it there, and carry the flour on to Sydney and sell it 
there. Well, we allow them a through rate from the point 
where the wheat is loaded to the point where the flour is 
ultimately discharged. We allow him a through rate, plus 
break of journey charge—i.c., we charge him Qs. per ton 
for break of journey. It is called a rebate here, but is 
not really a rebate. 

4184. Sir SAM FAY: That is to the advantage of the 
inland miller?’—The inland miller has said that he is 
not so well off as the man at the seaside, because the man 
at the seaside can get his wheat from the same point— 
Berrigan—and Brunton, in Sydney, can get his wheat 
at the same point and he brings his wheat here and can 
distribute his product by motor lorry all through the 
suburbs, and there is no break of journey as far as he is 
concerned. 

4185. Is the rate for wheat and flour the same?—Yes. | 
did hear that the Glen Innes miller was buying wheat in 
the southern areas and was taking away a certain amount 
of the Queensland trade that some of the city millers had 
formerly had, and the city millers thought that they had 
a grievance on account of that fact. 

4186. I would like to know if it is a fact that this man 
had been closed down ?—I have not heard of it. 

4187. They say that the rates at Neweastle for coal 
have been put up out of proportion to the increase in 
other places?—Perhaps I can deal with that in connec- 
tion with Mr. McDonald’s evidence. 

4188. Sir SAM FAY: Very well. 

4189. Sir SAM FAY: There is an anomaly of fares 
mentioned by General Paton, on page 153. A man might 
go from Sydney to Goondiwindi and pay so much, whereas 
a man from Maitland pays more?—This is really a matter 
that concerns Queensland, but does not concern us very 
much. I do not know why Queensland appears to give 
such a considerable concession to a man who goes through 
from this end travelling on to Goondiwindi direct. 

4190. There being no through fare from Newcastle ?— 
it is an arbitrary fare between Sydney and Brisbane of 
£4 4s. That is a matter of agreement between the States. 
On any journey that is taken to Wallangarra we get 


t 


our mijeage proportion of the £4'4s., and Quéensland gets 
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the balance. If, after passing Wallangarra, they carry a 
man on to Goondiwindi for a certain price, of course that 
is their affair—I do not know what they do. 

4191, If I remember rightly, it would pay them to come 
in to Sydney and rebook?—They might do that. He said 
that a-man who travelled from Maitland to Goondiwindi 
in Queensland had to pay £4 4s. for a ticket to Warwick. 
He would obviously do that because the through fare is 
the minimum fare from any place in New South Wales to 
Queensland. Then he has to pay another 24s. for a ticket 
to Goondiwindi, or £5 8s. for the whole journey, whereas 
a friend of his paid from Sydney to Goondiwindi only 
the £4 4s., I think he said. 

4192. Sir VINCENT RAVEN: And travelled 119 miles 
further?’—-That is what I cannot understand, why the 
Queensland people should carry that man from Wallan- 
garra to Goondiwindi. 

4198. Sir SAM FAY: Are not the through fares from 
Newcastle the same as they are from Sydney to Queens- 
land?—Yes, but £4 4s. is the minimum to Brisbane. War- 
wick is the same price. Of course, the Queensland people 
could alter that if they chose, but they say no, £4 4s. is 
the minimum. A man may go on to Brisbane, but if he 
stops at Warwick he pays the same fare as if he was going 
through to Brisbane. 

4194. You have not a general system of rates except 
between the capitals?—We have a few interstate rates. 

4195. At Wagga they complain that the rates between 
Sydney and the south are altogether out of proportion to 
of course, again, there is the arbitrary rate. This arbi- 
trary rate as between the capitals was introduced merely 
to cut into the sea competition. It is an arbitrary rate, 
no doubt. 

4196. Is there any intention of making through fares 
between the various States apart from the capitals ?—I 
suppose we will have to consider that in the course of 
time. We cannot very well discuss effectively the ques- 
tion of interstate rates on goods, but we can discuss the 
question of interstate rates for passenger traffic, and we 
can fix scales. That is a thing that I daresay we will 
have to do some day. 

4197. It would get rid of a lot of complaint ?—It would. 

4198. It is a little dificult to understand how this could 
happen if there are through fares from Neweastle to the 
same places eas there are through rates from Sydney ?— 
Yes. 

4199. Tle said, “It would pay me to go to Sydney and 
rebook” ?—That is so. 

4200. If there are through fares from Newcastle the 
same as there are at Newcastle that would not oceur?— 
There seems to be something exceptional about the 
Queensland side of the business; there is something that 
I do not understand there. Their explanation does not 
make it clear. I wired to Queensland to see if I could 
get any explanation of that, but all they could give me 
was that their first-class fare from Warwick to Goondi- 
windi was 22s., and yet Warwick to Goondiwindi—one 
man who travelled from Sydney and booked to Warwick 
and paid £4 4s., went on to Goondiwindi without paying 
anything more, and the other, who went from Maitland, 
booked through to Goondiwindi, and he had to pay so 
much more. IJ’admit that I cannot unlerstand it. 

4201. Are you aware that it is a Newcastle grievance ?— 
Yes, with regard to a particular individual. TI suppose 
the travel from Neweastle to Goondiwindi might amount 
to about one in twelve months; I do not know that it 
would be very much more. I do not know whether there 
is any information you want with regard to Mr. Whalan’s 
evidence. He made some comp!aint about the printed 
form, I believe. 

4202. There is one thing I would like to ask with regard 
to the Neweastle evidence. We have had sent in by one 
of the officials of the Newcastle Chamber of Commerce, 
who was appealed to at the time, some statements with 
regard to the claggifcation. He cent in a list of changes 
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which, he thinks, ought to be made, and I gather from 
the accompanying letter that he had sent the list to you a 
year or two ago, and that you had met some of the 
matters therein referred to. He is complaining generally 
in regard to the classification ?—I do not reeall his appli- 
cation. 

4203. I find that the name is Mr. Tickle, and he says 
that jam is one of the items that ought to be redueed. Of 
course, we quite recognise that nobody, either in America 
or England or anywhere else, has ever yet framed a classi- 
fication that has given universal satisfaction. Everybody 
wants to be put in the lowest class. Of course, there are 
classes where the complaint might be legitimate—where 
the articles of somewhat similar character are con- 
veyed under somewhat similar conditions?—I take it 
that we, like you, are constantly making changes. ‘We 
have made very many changes, and we are constantly 
making them from one classification to another. It is 
rather difficult to go through the whole book and _ re- 
classify everything, because if one did. that there would 
be much more complaint than gratification expressed. 

4204. There is this peculiarity about the evidence we 
have had on this subject, that in Sydney they are satis- 
fied with the classification; that is the evidence ?—There 
are comparatively few complaints with regard to the 
classification. ‘Goods are changed from one classification 
to another constantly; I suppose that is being done on 
every railway system almost every few wecks. 

4205. I daresay that is keing done all over the world ?— 
That is so. 

4206. Will you deal now with Mr. Whalan?—Yes. In 
the first instance I want to say that the printed form in 
regard to coal was of a certain character. He says that 
in 1923 he offered to supply so many thousand tons of 
coal, and that we did not accept the quantity he tendered 
for. That is true. We did not accept his tender for all 
the quantities, but offered, on account of the fact that we 
could and did get from the western areas coal which 
reasonably met our requirements at a very much lower 
price to do certain things.. That brought down our pos- 
sible consumption of Hlawarra coal to a comparatively 
small tonnage. He says at the same time, ‘‘We are penal- 
ised if we do not supp'y.” I cannot recall a case of any 
colliery proprietor having been penalised for not supply- 
ing the coal that he intended to supply. 





4207. But you would expect him to supply up to the 
quantity he promised to?—Yes, but in some eases they 
have not done it, just a few cases. They have not, how- 
ever, been penalise] for failure. We cannot always take 
the maximum quantity that we may think it is possible 
we will require on account of a shortage of business 
setting in, or something of that kind. Poor business may 
reduce the total quantity of coal used in the area greatly 
below anticipation. 

4208. Sir VINCENT RAVEN: Have you a minimum 
quantity which you guarantee to take ?—No; we put in the 
approximate quantity required. 

4209. Sir SAM FAY: I see that he is complaining about 
a shortage of trucks’—I am sorry to say that there is 
ground for that complaint. At present we have not suft- 
cient hoppers to meet everybody’s demand, but that will be 
removed to some extent by the provision of additional new 
waggons with which we are carrying to-day a very large 
quantity of coal. I think we will be able to relieve the 
situation in the course of the next few months, because 
we have some 250 new “U” wagegons on order at 
present, and a great many of those will be delivered 
before Christmas, I think. Ile goes on to say that in 
times of d*stress the trueks from the South Coast are 
deviated t’ where they may he required for carrying fod- 
der or Starving stock, which is not cuit» right, as hopper 
waggons would be totally unsuitable t-r carrying either 
fodder or starving stock. 

4210. Will you now deal with Mr. McDonald’s evidence? 
>Mr, Charles McDonald speaks of the Gd. a ton cranage 
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particularly, though he also makes other complaints. The 

position with regard to the charge for cranage is this. 

[ think I would rather take first his reference to the 

freight rates contained in questions 3678, 3679, and 3680. 
| ; 

There the evidence is as follows :— 


Q. You recognise, consequent on the increase in wages and 
cost of living, there had to be an addition to the railway 
charges. <A. Yes, but I think they have picked out the coal 
industry. I think the facts will show we were very hardly 
dealt with in the incidence of the charges. ‘The increase ot 
nearly 200 per cent. in one case, and 111 per cent., I think it 
is, on the bulk of our trade, is rather harsh treatment. 
They Say we put up the price of coal. We did not put it up. 
The Government put up the price of Coal in order to meet 
the increased wages in the mining industry. That increase 
in the price of coal was nothing like they have charged us. 

In August, 1917, the price of coal to the railways at the 
Kast Greta Junction would be about 13s. 10d. In August, 
of this year the price would be 19s. 10d. or 19s. 11d. 


Then, at question 3679, he said: 

In August, 1917, the price cf coal to the railways at the 
Kast Greta Junction would be about 18s. 10d. In August of 
this year the price would be 19s. 1Cd. or 19s. 11d. 


I think that Mr. MeDonald really suppressed something 
that he should have said, There was an increase from 
1914 to 1917 in the price of coal from 8s. 8d. in 1914 to 
3s. 10d., as he states there, in 1917. That is an increase 
of shghtly over 70 per cent. during that period; although 
we had to pay 70 per cent. more for his coal we did not 


‘charge him any higher freight rate than that of 1914. We 


did make the increase in respect of freights on other com- 
mod'ties, but coal momentarily escaped. So the same rate 
applied in 1917 as in 1914. Ile would seem to want to lead 
you to believe that the actual increase in coal which would 
entail increase in freight rates was only from 13s. 10d. 
to 19s. 10d., or 19s. 11d. As a matter of fact, the increase 
which hit us was from 8s. 8d. to 20s. 2d., an inerease of 
lis. 6d., or about 130 per cent., and that 130 per cent. in- 
crecse in price caused us to deal with the coal commodity 
under conditions similar to those which obtained in regard 
in other commedities. In respect of other commodities 
we imposed an increase of round about 54 per cent. In 
the «ase of coal, the increase has been: departmental 
trucks, 51°75 per cent., and in the case of owners’ trucks, 
503 per cent., no more than the percentage increase in 
respect of other commodities. 

42104. In the statement made at question 3678, has he 
not included the 6d, on the cranage to make up his figure? 
—Yes, he said that the 111 per cent. includes the extra 
6d. crenage because the actual increase was from 1s. 1d. to 
1s. 10d., a difference of 9d., or considerably under 190 per 
eent., the balance being made up in the shipping rate, 

4211. Sir VINCENT RAVEN: Does he not say that 
he does not get any on his coal prices, that it is really on 
account of the increase to the men he has to pay—that is 
what he says’—He does not get any advantage from the 
higher price for coal. 

4212. He does not get any advantage from the higher 
price for coal, but he only gets the increased rates that 
he has to pay his workmen ¢—] am afraid that I can hardly 
credit that. As a matter of fact, we have a coal-mine of 
our own, and consequently we know something about the 
ecst of producing coal under conditions which are not 
equal to the conditions obtaining so far as the Greta 
field is coneerned. We produce our own coal from our 
own mine at J.ithgow, a mine not fully equipped, at a 
price of 11s. per ton, and that price includes 54 per cent. 
to 6 per cent.—6 per cent. I think—on the capital so far 
invested in the mine. It ineludes considerable percent- 
ages for depreciation. It includes payments for holidays 
—which no private mine-owner pays—it includes payments 
for sick-pay and aecident pay higher than any private 
mine-owner pays. Our miners earn something like £2 
odd per day, and they are working on a seam which is 
certainly no less dificult to extract the coal from than the 
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Greta seam. If we ean produce coal under those condi- 
tions in an imperfectly equipped mine for 11s., I do not 
know why. on the Greta field, they cannot produce coal 
at a handsome profit at considerably less than 19s. 10d. 
or 19s. lid. He did go as high as 20s. 2d. 

4213. You have got a 
course ’—T hat is so. 


good line to compare with, of 


4914. Without t 
That is so. 

4215. Sir SAM FAY: Will you now deal with the 
question of the 6d.#—With regard to that matter they 
man named Hestellaw who, at one time, was 
our contractor for the shipping of coal. He charged us 
14d. for the labour the hoppers from 


at, one could not give an opinion ?— 


» rE i 
mentioned a 


involved in lifting 


their bodies and swinging them over the sas and knock- 
ing out the keys, that is, tripping the hopper and dis- 
1arge sed was 


charging the coal. That was the only ch 
imposed by the Railway Department in respect of ship- 
ping. There was no che arge made at that time Esp the 
power which we had to develop, for the interest on the 
capital invested in that power-heuse, on the reticulation 
of water mains, and so forth, or on the maintence of those 
water mains Power was not taken into consideration at 
all. It was merely the labour charged at the ship’s side. 
It was stated in this evidence that Hestellow would to-day 
be glad to take the contract at 3d.aton. If he did, and if 
we charged what I think we are fairly entitled to 
charge, the cost of the power involved in lifting these 
truck bodies and swinging them over the ship, we are en- 
titled to charge the interest on the capital we have invested 
and for the development of power, which comes to approxi- 
mately another 34. a ton, making 6d. They complain because 
we charge 8d. in respect of the two-box ears. These little box 
ears, which hold about 4 to 44 tons each, cost us just as 
nuch to lift as if we were lift: We have to 
make two lifts in the case of one , waggon as against one 
lift with the ordinary hopper. 


- 15 tons. 


4216. Were the appliances in 1916 precisely the same as 
they are now %—No, since 1916 we have had the electric 
eranes. J] think the electric cranes were hardly complete 
in 1916. Some of the cranes on the inner basin in 1916 
were 12-ton cranes. We spent money in converting the 
12-ton movable cranes in the inner basin to 15 tons. I 
think those electric cranes were just about completed in 
1916 or 1917. 

What he pointed out to was that your publica- 
tion of your merchandise and live stock rates in December, 
1916, distinctly said that the rates covered the cranage at 
Neweastle ?—Yes, that was stated. 

4218. When Rig you commence to charge the rate for 
cranage.—I think only a year or two ago; about two years 
ago T think "g was, 

4219. Prior to that they got the advantage of the power 
for nothing ?—That 

4220. 


iS SO. 

Jo IT understand you to say that you made the 
charge for the cranage, or did they make arrangements 
for the work that was performed?—No, we handled all 
the trucks. Every truck was put over the ship. When it 
is over the ship then it is out of our control, 

4221. When it is under contract?’—We paid the man 
who was our contractor. 

4222. And it was included in your rate?—Yes, but we 
made no specific charge for the shipment of coal. That 
would be quite all right under conditions which obtained 
then, because that was a time when wages were very low, 
when a profit-could be earned on the business without very 
much effort, and some commodities escaped taxation in 
regard to which taxation should have been imposed. When 
we had to look into the question as to where or how we 
should impose higher rates.so as to meet the ever-increas- 
ing burden imposed upon us, we tried to do it logically, 
but it seems to me that in. dealing with coal in this w 
we were not altogether illogical, and we did not 
Bena i particular c 

t to pay what -was involved. 
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commodity, because we only 
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4223. I suppose the bulk of the coal was only conveyed 
about 20 miles?—The bulk of it to-day is from the Greta 
field. The greater part of the Newcastle consignments 
come from the Greta field at Maitland. 

4224. About 20 miles? 20 miles haulage, as far 
as we are concerned. 

4225. It does not come to very much for a trainload? 
—That is so. We have a very big storage sidings estab- 
lished at Port Waratah. Our train goes there, and we 
have to shunt about and take that round to the ship. There 
is considerable capital involved in regard % the feeder 
We have to bring it all the way by shunting 





sidings. 
engine, 

4226. And by horses?—Yes, at present we have horses, 
but we intend putting in “pal ig tractors to eliminate 
the horses. The caterpillar tractor is going to be a really 
first-rate proposition. 

4227, Better than the électric capstan 7—Yes. 

4228. But you would: want a good deal of room for it?— 
We do not want to make much hard road for caterpillar 
tractors. We have used them elsewhere with great advan- 
tage and considerable savings under ssn ditions which will 
obtain to some extent as at Newcastle. We have experi- 
mented with one so satisfactorily that we intend to 
eliminate the horse altogether, and put tractors right 
through. We expect to save from £8,000 to £10,000 a year 
in that way. 

4999. Sir VINCENT RAVEN: 
horses ?—Oh, yes. 

4230. Sir SAM FAY: There is a complaint in regard 
to the shortage of locomotives ?—Yes, but I think it igs un- 
founded. J think he said that the business increased by 
50 per cent., but there was no increase in the number of 
trains or in the capacity of the engines. That is not quite 
true, because the coal industry does not show any definite 
tendency to permanent increase. I have some figures here 
which the members of the Commission may like to peruse. 

49231. I have looked at them, and they certainly do not show 
any great improvement in .the Newcastle district?— 
i WE x just taken months from 1921 to 1924. The 
shows. that we shipped 265,000 
tons from the Greta field. That is in October, 1921. In 
March, ae we handled 319,000 tons. In June, 1924, we 
handled 311,000 tons. There was one high period in the 
interval in Seen 1923, when we got up in one month 
to 348,319 tons, wikiee is the record for that particular 
field. However, in December, it dropped down to 
249.000 tons. There is a figure of 356,000 tons in March, 
ng and that was a big’ one. In June it dropped 

» 311,000 tons, which is no more than it was in ‘March, 
etl Of course he does say at question 3696 that the 
output has been increased by 50 per cent., but the output 
has not been met by additional trains. tAs to that, I sag 
the output obviously from those figures has not increased 
by 50 per cent., but the output has been met tby the pro- 
vision of eight additional trains per day. Two years ago 
only 51 per cent. of the engines employed in the Neweastle 
trade were high-powered engines of the T class type. That 
percentage has been increased lately up to eighty-five. 
There is an increase of 84 per cent. or thereabouts in 
engine capacity, and a considerable increase also in regard 
to the number of trains per day. 

4232, Of course he does not say over what period the 
50 per cent. inciease was?—No, I do not know quite how 
he gets at it, because in 1923 we did not haul any more 
eoal in the aggregate than we did in 1914. 

4933. I think he was referring to the whole of the coal 
area up there ?—ven on that I do not say 50 per eent. I 
do not think the figure on the paper I have just handed the 
Commission indicates anything like 50 per cent. 

4234. That is in 19214 ?—Since 1921. 

4235. What about the pre-war period ?—EKvyen prior to 
the war the total tonnage was iia to what it was in 
1923, though there was { incréas in 1924 over 1928. 
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4236. He is complaining about minimum loads, and he 
says that the minimum loads cannot be carried in the 
waggons ?—That is not borne out by the evidence or by the 
facts either, because the percentage of loading the waggon 
to capacity has markedly improved during the last year or 
two. I have not any figures in regard to that, but I think 
the ratio of load to capacity has gone up to somewhere 
about SO per cent. odd from what it was formerly—some- 
where in the vicinity of 60 per cent. or 70 per cent. We 
have certainly had no compalint from Neweastle. They 
do not indicate a grievance in respect to the loading of the 
waggons. They meet us reasonably well, but not as well 
as on the South Coast and the metropolitan area. 

4237. He sent a statement in, and-it showed on the face 
of it that they did not or could not fully load waggons ?— 
I think you gentlemen saw a lot of little waggons loaded 
when you were up there, and they were badly loaded, too. 
A lot of their waggons are of very small capacity, and in 
many cases they are very badly loaded, not loaded up to 
the stage that they could be. Some of the companies have 
put on top boards in order to get a better load. We can 
not force them to do that, but we are endeavouring to get 
in their own interests really the best load we possibly can 
on the truck. 

4938. Sir VINCENT RAVEN: What advantage is it 
to them not to fill them?—That it will reduce the cost of 
éarrying a ton of coal a mile, and every reduction that we 
can secure in that way must react as far as our clients 
are concerned. 

4239. But if the waggon is not filled it gives them less? 
—lIf the waggon is filled 

4240. IT asked what advantage it was to them not to fill 
the wagon ?—I see—no advantage to them, of course. 

4941. Then, why should they not fill them?—I do not 
know, but they have not done it. We are endeavouring to 
get them to do it. 

4249. Sir SAM FAY: The question is whether you have 
fixed the minimum too high?’—If we do think any ecom- 
pany has a grievance in that way we have no hesitation 
in meeting them and discussing it and coming to an 
amicable arrangement as to what is a fair load for any 





given waggon, and we have done that, as a matter of fact. 

4243. Then he refers to your siding agreement ?—Which, 
with some very minor modifications, they have said they 
are prepared to sign. 

4244, He says there is a shortage of accommodation at 
the wharf, but I understand you are not responsible for 
the accommodation there except in regard to the cranes ?— 
We do not provide it, but personally I think there is ample 
berthing accommodation and ample crane accommodation 
for the present business; I do not think any expansion 
would be justified at the present time. 

4245. Unless there is a bigger output ?—Unless the out- 
put increases very much. I think the immense length 
of wharfage that you gentlemen saw there and the number 
of cranes that are there ought to be able to handle very 
much greater business than we are handling to-day witli- 
out more accommodation. J] am glad that you have given 
me an opportunity to go through these matters in such 
detail. 

4946. There was some complaint about not being able 
to ascertain what the through interstate rates were ’— 
They can be ascertained from any of the goods managers 
or from the traffic manager, though probably a wayside 
stationmaster would not be familiar with them. I see also 
that they are in the book. A wayside station manager might 
make some mistake in dealine with them, but on page 8+ 
of the book the interstate rates from Sydney to Mel- 
bourne, Sydney to Adelaide, and Neweastle to Melbourne, 
and so on are shown. 

4947. You have reduced your rates and fares very con- 
siderably at various times ?—Yes, constantly. 

4248. Since 1921, or is it 1922?—We have recently been 
making reductions, since about 1921 Hardly a week 
passes without some alteration being made. 
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1249. And the genera! effect of it for last year has been 
that assumine you had not altered the rates you would 
have an income of over a half a million more ?—Well over 
that, nearly £700,000. 

250. When they all come into operation I understand 
that the figure is about £700,000 a year ?—Yes. 

1951. There is a question about the fares that you are 
charging against the town. Your country rates in regurd 
to fares are hig! 
4252, What is the argument for that?—The argument 


1er than your town ’—That 1s so. 


hes always been that in the city you are doing a wholesale 
business, and in the country you are doing a compara- 
tively retail business. In regard to a suburban train we 
may take up to 600 passengers on it. A country passenger 
train may contain up to a couple of hundred people, but 


the relationship as between the country train and the 
suburban train would be approximately as three is to one, 
that is suburban is to the country in passengers carried 
per train mile. 

4253. But you do not give your country passengers any- 
thing more than you are giving your town passengers f-— 
In what respect ? 

4954. In any way ?—Oh, yes, we do. 

255. What do you give your country passenger that 
you do not give your town passenger ?’—The country pas- 
senger can nearly always get a seat and more freedom than 
he would get in the suburban car. 

4256. Tle travels by a slow train, and sometimes by a 
mixed train ?—Very likely in some cases by a slow trai. 

4257. Looking at it from the point of view of the pas- 
senger, I do not see that you are giving your country 
passenger for more money anything more or as much as 
you give your suburban passenger for less money ?--I 
think we can give him more. We certainly have to lift 
considerably more tonnage. We have to lift more tonnage 
to carry a passenger a mile on a country train than we do 
in the suburban train. 

4958. Because of the paucity of the trafic ?—Because we 
might carry seventy people in a suburban carriage weigh- 
ing 20 tons. We could not put those same seventy people 
into country carriages that would weigh much less under 
existing conditions than perhaps 100 tons. 

4259. Is that because of the sleeping accommodation ?— 
Oh, no: on account of the relatively heavier weight of the 
country carriage in relation to the passengers carried. 

4960. Sir VINCENT RAVEN: That is not the fault of 
the passenger ?—No, but it is to his advantage. It may 
be that the thing is illogical, but it would be an extremely 
difficult thing to alter. The only way to alter it would be 
to raise the suburban rates so much and reduce the country 
rates so much. Obviously the city people would make an 
outery about that, while the country people would te 
reasonably well satisfied. ‘ 

4961. Sir SAM FAY: There is a relatively larger 
difference between the first and second class fave in the 
country as against the first and second ctass fare in the 
suburbs ?—That is so, 33 to 50 .per cent. We made a 
reduction recently. The difference ‘between first and 
second until recently in the country was in the vicinity 
of 66 per cent., and in some eases even more than that: 
That was some few years ago. It was 60 illogical and 
unreasonable that we brought it down to the same seale 
as that which operates in Victoria, 50 per cent. In re- 
spect of the suburban rates there is a difference of about 
2 or 33 per cent. 

4262. Do vou not think you have the difference between 
the two classes too high—the first-class traffic is deéreas- 
ing ?—It decreased on account of variovs things. We had 
to make increases in our suburban fares, and as we made 
the increase certain people transferred from travelling 
first-class to second. Some people transferred their travel 
from second-class periodical tickets to second-class work- 


men’s weekly, and go on. 
4963, That was brought about by the increased differ- 
ence in the two fares?—By the fact that the people could 
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not afford to pay the first-class fares. The changes were 
so great that 1 have been thinking for some little time 
past of the desirability of having only one class for 
suburban passengers. We recently made a reduction in 
the first-class fares for suburban passengers in order to 
see whether we could gradually gain an increased first- 
class traffic. If we are successful in that connection we 
will maintain the first and second classes for suburban 
traffic, but if we are not reasonably successful we may say 
that we will have only one class so far as suburban traftie 
is concerned. 

4264. The object you had in view seems to have been 
defeated by making the first-class fares high?—Oh, no. 

4265. You increased the first-class fares with the idea 
of getting more money?’—Oh, no. In order to explain 
this matter fully it is necessary to go a long way back. I 
suppose you would have to go back to 1914, or even behind 
that. There was a marked difference always between the 
first-class and second-class fares in the suburban area, and 
a much more marked difference between the rates for first 
and second class in regard to country travel. They did 
become accentuated when we made a percentage increase 
in both. 

4266. Because of your increased expenses ?—Yes, but the 
difference became accentuated because, if you put 50 per 
cent. on a rate that is already 25 to 30 per cent. above 
another rate it will alter the relationship between the two 
and inerease the difference. To eliminate that we made 
the change recently in respect of suburban travel, and 
brought the first-class rates down substantially without 
in any way interfering with the fares for seecond-cluss 
travel except to smooth out certain anomalous fares. 

4267. I suppose the real fact is that you cannot at the 
present time afford to reduce the rates for country travel? 
—We could not afford to reduce the country rate to the 
suburban rate without getting additional revenue some- 
where, and I do not know where we would get it. We 
may be able to alter it gradually, but it would have to be 
a very gradual process. We may be able to gradually 
alter it as the financial position or the producing con- 
dition of the country improves. 

4268. You do run a certain number of excursions and 
week-end trains round about the Sydney area in the sum- 
mer time/—Yes. 

4269. I suppose you would do more of that kind of 
work if you had the necessary stock ?—I very much doubt 
it, because we find that we cannot attract such a quan- 
tity of business as to justify an increase in the number 
of those trains. 

4270. Would it not be a payable proposition, from the 
point of view of the Department, to give, say, the 
Katoomba district greater facilities and possibly cheaper 
fares’—As a matter of fact, we have tried that on several! 
occasions. During the summer we ran certain excursions 
last year or the year before. The patronage, however, was 
simply rotten. 





4271. Did you run those cheap excursions a!l through 
the summer /—Yes, we ran them for some months, but the 
patronage was extremely poor. 

4272. I believe there have been some complaints’ in 
regard to the ladies not being able to obtain their periodi- 
eal tickets up to 100 miles instead of 50 miles, as was 
formerly the case’—Those concessions have been granted 
to business women, and it seemed to us that very few 
of such women would be residing more than 50 miles 
from the city, or more than 50 miles away from the place 
where their business was carried on. 

4273. Is that what is known as a residential ticket ?— 
No, a business ticket. 

4274. But it would be used for residential purposes ?— 
Yes, used, or it may be abused. 

4275. They complain also that the privilege that you 
concede from Sydney to the Mountains. and so on is not 


given or does not apply the other way’?—That is so, but 
there again it is a wholesale business for which wa 
cater. 

4276. Have you endeavoured to obtain a traffic into 
Sydney from the country for marketing purposes ?—Yes, 
we have, 

4277. Of course, it is only natural to suppose—and we 
know it to be a fact—that the country shopkeepers object 
to it, but our experience is that it is a very, very big 
traffic when you once get hold of it?—As a matter of fact, 
ve did at one time run excursion trains from the western 
line as far as Bathurst, the southern line from Goul- 
burn er a little further south, the Illawarra line, and some 
others up to Sydney, giving them the exeursion rate. 
But those trains were not patronised at all well, and con- 
sequently we found it necessary to take them off. 

4278. Sir VINCENT RAVEN: Are you speaking of 
the ordinary trains?—No, of special trains. 

4279. What about giving a reduced fare one day a week? 
That has constantly been done on the English lines?—I 
see. 

4280. The part of the country in which I live—40 miles 
out of London—is provided with a train one day a week, 
and the people come up at a cheap rate. That privilege 
is availed of very largely ?—IL see. 

4281. Sir SAM FAY: I understand that you are 
giving passes to drovers when there are four waggons or 
more ’—Yes, I think the allowance is for four waggons 
or more, though we have been asked to give passes to 
drovers for one waggon. 

4282. Is it not rather an adavntage to have a man in 
charge on an occasion like this’—It is distinetly an ad- 
vantage to us if the man does his job. 

4283. Sometimes you think they come merely for the 
ride’—Yes, I think sometimes they come for the holiday 
trip to Sydney. As a matter of fact, they occasionally 
neglect their business to such an extent en route that the 
officers of the S.P.C.A. have to hunt the drovers out of the 
brake-vans to attend to sheep that may be down. We 
have known of cases of stock-owners who desired a trip to 
Sydney obtaining a drover’s pass and travelling as a 
drover, and in such cases as this I co not think that very 
much work was done en route. 

4284. We have a general complaint here in regard to the 
speed of trains being reduced compared with what the 
case was years ago. In some cases, apparently, if these 
figures are correct, the speed has been reduced. Is that 
in consequence of the difficulty of approaching Sydney 
with congestion ?—No, any change of that kind that has 
been made is wholly due to the curved conditions which 
obtain on our main lines. 





4285. But did not those curved conditions obtain pre- 
viously ?—Yes. There is no doubt that in connection with 
some of the southern expresses they were running at a 
dangerous speed. Of course, there is a speed for curves 
of a small radius that is extremely dangerous. ‘As a 
matter of fact, I have travelled in trains where the speed 
has been very high, and some trains on which you travelled 
rounded curves of 12 chains radius at 40 miles an hour. 
‘here is discomfort in that. 

4286. What super-elevation have you put on?—That 
does not matter; it is the overturning. 

4287. But have you not a formula?—Yes: we fix our 
super-elevation in relation to our speed. 

4288. Bat that does not apply to every train?—It ean- 
not apply on a single line, particularly on a gradient. 
If you have a single line in a 1 in 40 gradient, your 
sveed up is very much lees than the speed down, and in 
that case you cannot fix a super-elevation that will sue 
the speed for both journeys. On a double line, however, 
that can be done all right up to a certain point. All 
railway companies fix the super-elevation in seentific 
relation to the speed, your formulas are just the same ag 
ours for that particular caleulation, 
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4289, Of course, there is a limit—there must be?—Oh, 
yes. Some of the companies fix a maximum super-cleva- 
tion of 34 inches, and others lay down a maximum 
elevation of 4 inches. JI have known a super-elevation up 
to 5 inches but we have never gone up to it, because we say 
that a speed which warrants a super-elevation of 5 inches 
is becoming a dangerous one. 

4290. Sir VINCENT RAVEN: You have given some 
details here of a capital expenditure that you will require 
up to June, 19307—OE course, that can only be a guess; 
it is only an approximation, but it is the nearest approxi- 
mation that we can give you at the present moment. 


4291. Take the item of £38,000,000 upon ~- locomo- 
tives that has been put down. It looks like a very big 
increase in the number of locomotives, somewhere between 
300 and 400%—It might look like it, but Australia is a 
country in which progress must be made. Last year, lL 
think our increase in engine mileage was in the vicinity 
of 10 per eent. If we were to continue to get a business 
that warranted an increase in mileage of 10 per cent. per 
annum for the next six years, that would mean that we 
would have to increase our engines, because they are 
doing a fairly good mileage to-day—about 2,000 miles a 
month on an average. I am looking forward with 
hope to a very substantial increase in New South 
Wales of our production. If we got 60 per cent. in- 
erease in the next six years, that would mean on our 
present locomotive stock of 1,300 an increase of 780 loco- 
motives, which we may be ealled upon to pay for to the 
tune of about £10,000 each, amounting to £7,800,000. I 
have not been so optimistic as to hope that we will obtain 
an increase of 10 per cent. per annum, although past ex- 
perience to some extent justifies a hope of that character. 
From 1904 to 1914, the most progressive period in the his- 
tory of railways in New South Wales, a regular increase 
of goods business of 10 per cent. per annum was shown, 
while the passenger increase amounted to 124 per cent. 
per annum, There is no reason why history should not 
repeat itself in this regard. 

4292. Vo you say that 10 per cent. increase on 1,300 is 
700 ?—Oh, no; 10 per cent. per annum for six years. 


4293. The increase that you would have in locomotives 
at the end of six years is something like 33 per cent.?—Oh, 
no; if we got an increase of 10 per cent. per annum, simple 
interest, that would give us 60 per cent. for six years. 


4294. J am turning this into locomotives, and I say 
for £3,000,000 you would probably be able to get between 
300 and 400 locomotives, and taking into consideration 
the electrification which you have to do in that time it 
would certainly give you 33 per cent. increase in the 
number of locomotives at the end of that time ?—Quite 
true. 

4295. And it seems a lot?—It may do so, but there is 
another aspect of the matter. I think you are of the opinion 
that we should retire a lot of the older locomotives that 
we have at the present time. 


4296. Not on capital account?—No, but it would retire 
locomotives. If we retire locomotives—wipe them off our 
stock altogether—if we wipe out 150 of the older locomo- 
tives and replace them by those which are working on 
suburban traffic to-day, simply wipe them out and charge 
them up to working expenses, as we would do, those 150 
that we would wipe out would have a value, roughly, of a 
couple of thousands each, and possibly £3,000, a total of 
about £400,000. That sum would be paid out of working 
expenses for those engines wiped off, 

4297. That is so?—But the engines which we have to 
build would be new engines for a new service, and if we 
obtained an increase in our business of 10 per cent. per 
annum we would obviously need to have about 130 new 
locomotives per annum in order to deal with it. 

4298. I do not think, because you get an increase of 
10 per cent., it would necessarily mean that you would 
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want 10 per cent. more locomotives?’—It would mean 
that, because we either have to increase our locomotives 
or run each of the existing locomotives a very much 
greater mileage than is the case to-day. 

4299, Assume that you are taking fuller trains loads ’— 
What I said was our engine mileage per annum, 

4300. And everything fully loaded?’—Yes. That is the 
proposition, In these circumstances, of course, we would 
have to spend roughly £€8,000,000, and not £3,000,000, 

4301. Are you as hopeful as that ?—No, but I have indi- 
cated that by the figures. J have indicated by the figures 
that I anticipate somewhere in the vicinity of 5 per cent. 
per annum inerease in mileage in order to meet the in- 
creased production of the State, and there is no reason 
why we should not get it. 

4302. It looks a large amount’?—It does, but I do not 
think I am particularly optimistic in regard to that esti- 
mate, 

4303. At any rate you would not get it next year ?—We 
are going to get a big increase in our business between 
now and next June. There is no doubt that we are going 
to have quite a difficult task between now and next June 
in order to meet requirements. 

4304. Yes, if you are going to deal with it with the 
same locomotives and rolling-stock that you have now ?— 
I do not think I am under-estimating the task We are 
looking forward at the present moment to one of the best 
wheat seasons that we have ever experienced in the State 
of New South Wales. We are going to have a good wool 
season, and later on, with the natural increase in our 
flocks, we are going to have a pretty big live-stock busi- 
ness in addition. [I think that is quite obvious from the 
present seasonal conditions. 

4305. You think that by 1930 you would require 1,600 
engines, at least, plus the electrification ’—We may do so, 
and I am hoping that this country is going to make pro- 
egress at last, and it looks as if we are setting out in that 
direction. 

4306. Sir SAM FAY: The progress you made previous 
to the war will, in your opinion, be continued now ?—I am 
hoping so. In qa country lke this it is most necessary 
that we should progress; as a matter of fact, we either 
have to make progress or break down. 

4307. Of course, it must not be forgotten that your elec- 
trification scheme must ke completed within six years ?— 
That is so, and it is a very tough task. 

4308. Sir VINCENT RAVEN: Do you not think you 
ought to be getting on with it?—We should, but I have 
put those figures not altogether on an optimistic or impos- 
sible basis of expenditure, because it can be done if the 
funds are provided. 

4309. Sir SAM FAY: Of course, this is all approxi- 
mate, but the total amount is £35,000,000 ?—Yes, but I do 
not think that is a colossal sum to look at in comparison 
with the expense of the past. If you take the period from 
1914 to 1924 I think it will be found that railway capital 
increased by, roughly, £30,000,000. 

4310. Of course, in that figure you have shown the lines 
which have not been sanctioned, but which have been 
passed by the Legislature ?—That is so, and I am also in- 
eluding lines which [ anticipate Parliament will authorise 
to be constructed. 

4311. Is your assumption that you will get 10 per cent. 
increase on your present line as it stands, and the lines that 
are being constructed?—I think that is quite possible. 
There was no very great increase in actual mileage from 
1904 to 1914, but I think the inerease in mileage would be 
somewhere akout 20 per cent. There was well over 100 
per cent., however, increase in business. 

4312. What we have been rather thinking is that you 
have perhays got a little too low in the case of your elec- 
trification.’—Yes, but my difficulty is endeavouring to allo- 
eate a sum which should be expended in the coming five 
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or six years to make conditions for operation reasonably 
satisfactory, and then allocate that minimum sum in the 
best possible way. 

4313. We rather thought that you would not be able to 
spend this money, not only having regard to your ex- 
perience in the past—though we hope, of course, that your 
financial position may be satisfactory—but we rather 
thought that you might spend that in seven years ?—We 
could easily spend it if we got the authority. 

4314. Do you think that you could complete your elec- 
trifieation seheme in that time?—Yes. 

4315. Sir VINCENT RAVEN: You would probably 
spend the total amount, but perhaps distribute 4b 7a 
different way ?—Conditions may arise which would war- 
rant some alteration in the electrification. It is very 
difficult for any man to fix an expenditure for six years 
ahead. 

4316. You have a good deal of money for additions to 
the lines, widenings, and so forth?—Yes. 





4317. One’s experience is that electrification gives such 
a tremendous facility that the widenings are not found to 
be absolutely necessary ?—There is very little included for 
the widening of lines. The expenditure for additions 
which I have incorporated would be for work such as the 
completion of our workshops, providing more satisfactory 
workshop accommodation in certain places, providing for 
improved accommodation at many stations. New South 
Wales is a fairly big area, and there are many places 
throughout the State where better accommodation is re- 


mm 


quired for the convenience of the public. In that connec- 


tion we have been spending on additions something in the 


vicinity of £500,000 a year for quite a long time past, and 
we have not been spending as much on additions as I 
would like to do. ‘Water supplies throughout the State is 
a matter on which I should like to spend straight away, 
if I had the money, £500,000 at least. 

4318. Your traffic certainly does show a great deal of 
vitality from period to period, and, of course, the results 
have been satisfactory, and higher than in most places. 
As you know, you have not made the reserve, however, 
which is usual with companies*+—No, we have been in a 
rather tight position to pay our way and pay our interesi 
bill. 

4319. Do you not think that the building of workshops 
is of the very first importance?—I do, and that is why I 
stress that as being one of the things we should deal with 
as speedily as possible, 

4320. Sir SAM FAY: That would, no doubt, make for 
economy straight away ?—Yes; we have started on Chul- 
lora, and when we have succeeded in getting Chullora into 
a reasonably satisfactory working condition, we can im- 
prove workshop accommodation elsewhere, but that is the 
first place requiring attention. Our permanent-way shops 
are much better. I believe that you gentlemen have seen our 
permanent-way shops, and [ think you will agree that on 
the whole we are producing from those shops fairly satis- 
factorily and under fairly good conditions. I should like 
to spend money at certain places, particularly at Goulburn, 
but that must wait until we have the money, 

4321. Sir VINCENT RAVEN: Your earirage shops 
want renewing?—They certainly do. Of course. there is 
a great deal of money required for that class of work, and 
that is incorporated in that additions vote. 

4322. You have never spent any money on workshops 
for the last twenty or thirty years, nothing of any moment, 
IT mean ?—No. 

4323. That is with the exception of the boiler shop at 
Chullora?—We have just seratched up enough money to 
do that recently. We improved Eveleigh foundry, and 
that was a very valuable addition to that property. 

4324, Yes, it is very good?—That is practically the only 
addition we have been able to make at Eveleigh for quite 
a long while; we are absolutely full at Eveleigh. 

4225. And the consequence is that you have dumped 
down little werkshops all over the system?—Hardly that. 
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What we have done, of course, is to provide small work- 
shops at the running sheds, so as to enable us to carry on. 
We would not have done that if we had had satisfactory 
workshops at a central point. 
4326. That is what I intended to say ?—Yes. 
, 
; 


as to who is really responsible for the length of your 
goods trains. It is stated in the instructions that certain 
trains must not leave Enfield with more than a certain 
number of waggons. There seems to be a question between 
the Chief Mechanical Engineer and the Traffic Manager 
as to who is responsible for the limitation of the trains. 
It really leads to this: that the power of the engine is not 
exercised /—In some cases it would not be. A length load 
of empty waggons would not mean an engine load, 

4328. Sir VINCENT RAVEN: Of full either?—If you 
have a load of fifty full waggons behind an engine it 
would be more than any engine of ours could draw in the 
down direction, beeause a full load of fifty standard wag- 
gons, each loaded to its full capacity—say, 16 tons— 
would mean a load, of, say, 23 or 24 tons for each waggon. 
Fifty waggons of that sort would mean, roughly, 1,200 
tons, and 1,200 tons could not be taken out of En'field 
drawn in the down direction anywhere. 

4329. But the load which is allowed in accordance with 
your working time-table is not taken as a rule by the 
engines; they are capable of taking a bigger load than is 
put upon them?—Yes, that is due in a measure to our 
seasonal trafic. We do not get offering at all times 
through the year full loads for every train we have to run. 

4330. If you go to the traffic man he will tell you it is 
limited by the locomotive, and on inquiry from the loco- 
motive man, Mr. Luey, you will be informed that the 
limit of the length of the load is only the size of the pump 
upon the engine?—Neither story is exactly true. There 
are some places where the actual weight of the train is 
limited by the Locomotive Department on account of ths 
draw gear. 

4331. Mr. Luey tells us distinctly that is no limitation 
on account of the draw gear?—Then I think Mr. Lucy 
must be wrong, If you take two TF or two K elass en- 
gines on a train, they should be able to draw in a 1 in 40 
grade something over 600 tons. I do not think that Mr. 
Luey has yet given permission for two K engines to draw 
a load of that magnitude on a 1 in 40 grade on account 
of the draw gear on the trucks themselves. 

4332. I am simply taking this, that over a portion of the 
Jine the engine can haul a certain load, but it is not 
allowed to haul that load, and when we come to Mr. Luey 
and say, “What is the reason? Is there any limitation 
with regard to the draw gear?” We says, “There is na 
reason; it can take, as far as I am concerned, up to its 
full limit.” Then we are also told by some people that it 
is limited by some giding?—The siding limit would be a 
feneth load of somewhere about fifty trucks, and a length 
load of fifty trucks which are reasonably loaded would 
be well up to the capacity of any limitation we have. 

4333. Up to your limit ?—Over our limit. If you had 
fifty trucks all loaded of the standard type, clearly you 
would get 1,200 tons on the train; 1,200 tons on our grades 
would be an aksolutely impossible load. 

43534. But it is not a question of that kind at all?—T am 
afraid that I cannot get at your major point. Obviously 
there would be limits in connection with empty trucks. 
Empty trucks travel on a line where the crossings have 2 
length of only fifty waggons, plus two engines and a 
brake-van. 

4335. From the guards’ journals we have taken out the 
tonnage conveyed by the trains, and in very many in- 
stances it is less than the specified loads for the engine ?— 
Of course, that happens nearly every day. There are 
certain engines that do not on any day carry all the load 
which they could. 

4336. The statement that I have here illustrates it; let 
me take the trains up to Goulburn; in the month set out 
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here in the statement 50 per cent. were below the strength 
of the engine on account of the length of the load being 
limited, and in no ease was the train anything like 1,200 
tons in weight; according to the figures here they are 
147, and another one 441; 50 per cent. of those trains were 
below what the engine could have hauled ?—That would 
happen on account of no loading offering. 

1337. No, on account of the length of the load ?—-It 
must be an extreme condition; it would have to be a long 
train very lightly loaded. 

4338. It is limited on account of the length of the load? 
—Quite. 

4339. That is why the load is only fixed at 409 tons, 
whereas the engine could take a very much bigger load, 
though it cannot do so because of the length of the train; 
When we asked Mr. Lucey he said that was limited not by 
the drawgear, but on account of the trucks?—It would 
not be the drawbar at all between Sydney and Goulburn, 
because there is not a 1 in 40 grade. 

4340. It is hmited to a load of 464 tons, and the engines 
could take 565, that is a specific tram, Sydney to Goulburn. 
That is just an illustration, but it oceurs all over the 
railways’—Of course that could happen in connection 
with refuge sidings and so forth. If a train has to refuge 
in a siding to-day it could accommodate two engines and 
a van and fifty waggons. There may be a train of that 
length. 

4341. But if you have a double line you do not want a 
refuge siding?—You might want it in order to get out of 
the way of a passenger train. 

4342. You could cross over the road?—We do not do it 
here if it can be possibly avoided. We put in refuges in 
many places for both up and down directions. Those 
refuge sidings are used in preference to crossing the train 
over from the down to the up line. 

4343. That must be very expensive if you have engines 
capable of taking a bigger load, and yet they have to be 
limited ?—There are certain trains that it is quite neces- 
sary to run and which have to be run whether they are 
loaded or not. 

4344. I am not speaking about that feature of the matter 
at all?—lIt is a seasonal matter; it is affected by the sea- 
sons. There are certain trains that we have to run every 
day from the south in order to earry certain classes of 
traffic. If there be traffic for only ten or fifteen trucks 
we still have to run the train. 

4345. But I am not on that point at all; I am assuming 
that you can take the full quantity, and if you take the 
full quantity in every case the engine is strong enough to 
take a much larger quantity ?—As you know, we have to 
send to the country at certain times of the year a very 
large number of empty waggons. 

4346. But if this is true what is the use of building 
stronger engines when you do not load up to the full 
strength of the present ones?—Mr. Webb is building for 
South Australia to-day a number of extremely powerful 
engines, which he does not anticipate will be in use for 
more than three or four months of the year. In New 
South Wales when we have good seasons we have a good 
traffic which gives us good loads for every engine we can 





193 





Witness—J. Fraser, 19th September, 1924. 


employ in the up direction in connection with the wheat 
trafic. When we have a good wheat season we can load 
every engine right up to its capacity coming to Sydney. 
Every waggon can be filled to its fullest capacity; the 25- 
ton waggons can be filled with fully 25 tons of wheat. 

4347. But if you filled those to their fullest capacity you 
could still take some more with the engines that you have 
got’—That is true, but I take it that it is running from 
Sydney towards Goulburn. If that be so a large percen- 
tage of the vehicles on that train will be empty. Some 
will be loaded, and some only partly loaded. You might 
get a train that is fifty odd trucks in leneth, but weighs 
about 350 tons, very little more than the tare, or you may 
get a train consisting of fifty-five vehicles, if that be the 
maximum, and the tare of those would run about 385 tons. 
There is nothing in any of them, or there may be few 
containing a ton or two of merchandise. 

4348. This gives you fifty-four empties, and yet the 
load is very much lower than the engine eould hold? 
That is so; fifty-four empties would be a refuge limit in 
the case of a double line. 

4349. Sir SAM FAY: You mean that you have not done 
it?—You could put it across from the main down to the 
main up if you had a crossover. 

4350. Sir VINCENT RAVEN: If you do not like the 
empty trucks we will bring a case under your notice of 
full trucks. No, in looking at this statement again I 
think perhaps you are right’—Thank you. 

4351. Sir SAM FAY: We still have not arrived at who 
is responsible for it?—The length of the load would be 
fixed by the traffic, and the drawbar load would be fixed 
by the Chief Mechanical Engineer. 

4352. But he shies at it?—He has no business to shy at 
anything he has done. In certain eases of 1 in 40 grades 
the Chief Mechanical Engineer years ago fixed 300 tons as 
the maximum haulage, on account of our drawgear. We 
have not materially altered our drawgear except that. we 
have put in something a little different which provides 
for springs taking up some of the shock. By doing that 
we have been able to lift on a 1 in 40 grade 500 tons as 
against 300 tons that were fixed formerly. JI do not know 
what our present waggon drawgear will stand much more 
than that. 

4353. My. Lucey says that it is not limited to the draw- 
gear; the whole point is who is responsible for making up 
those loads ?—Of what locality are you speaking? 

4354. All sorts of localities—who makes those loads up? 
—Mr. Lucey and Mr. Hodgson. i 

355. He says they are not limited so far as he is con- 
cerned?—There are places where Mr. Lucy must have 
fixed a limit on account of draw-gear. 

4356. He says that all his traing are run up to 70?—I 
should like to have a little talk with Mr. Lucy myself 
about that. You could run up to 100 waggons between 
places like Nyngan and Bourke because it is level and 
straight, but on a 1 in 40 grade with 10-chain curves we 
should require a different drawgear from the one we have 
to-day. 

(The Commission then adjourned.) 
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TWENTY-SIXTH Day. 


TUESDAY, 23 SEPTEMBER, 1924. 


(Held at Chief Secretary’s Building, Macquarie Street, Sydney.) 


COMMISSIONERS : 


Sir SAM FAY. 


EDWARD JOHN DORAN, Tramway Traffic Manager, 
sworn, examined, as under :— 

4357. Sir SAM FAY: You are responsible not only for 
the tramways in the metropolitan area, but for all the 
tramways, steam and electric, in the New South Wales 
tramways system /—Yes. 

4358. Upon the subject of peak loads; it is mainly in 
one particular street’—We have it more or less in every 
street, in George, Pitt, and Elizabeth streets, but par- 
ticularly in George-street. We have a peak loading to 
a rather serious extent in Pitt-street, because of the fact 
the cars travel to the railway a little slower than on the 
Circular Quay end, due to heavy traffic. 

4359. Your trams stop at every crossing ?—Yes. 

4360. They do not stop at any other fixed point ’—No. 
In some places we have conditional stopping places where 
there is not much tratfiie. 

4361. In the main streets you stop at the crossing only? 
—Yes. 

4362. Have the complaints arisen mostly because of 
motors running side by side with the trams?—Yes. The 
parking of the cars in the various streets is causing a lot 
of congestion. We have had a considerable increase in the 
growth of motor vehicles. 

4363. You produce the licenses taken out here at the 
Inspector-General of Police’s oftice?—Yes. 

4564. The motor buses are not allowed to run on certain 
streets’—That is so. They are not allowed to run on 
the Circular Quay side of the Railway Station. 

4365, That is practically the whole of the city —With 
this exception—they come up to York-street and Market- 
street from Balmain across the Pyrmont Bridge. They 
do not come into the congested tramway area. 

4366. You have practically got a moving platform at 
certain times in the evening ?—Yes, between 5 and 6 from 
the Town Fall to practically City-road junction, 14 
mile is movin® platform. 

4367. What do you look to as a remedy?—The com- 
pletion of the city railway. 

4368. That is the only thing you think will give you 
any relief /—Yes; that is, the completed scheme. 

4369. You have not had a very large increase in the 
last two or three years of tram traffic in the way of 
passengers in that particular area’—Yes, there has been 
an increase there. 

4370. What increased number of trams have you put 
on¢—Not in the way of cars. 

4371. You are not running any more ears than two or 
three years ago’—We are now. We recently got ap- 
proximately 200 new cars. That is in the’last eighteen 
months. Those cars are distributed over the various 
lines, and the smaller ones taken off where possible and the 
larger ones put on. They are even distributed out io 
North Sydney and Ashfield. 

4372. When you say you look to the electrification to 
give you relief, you couple with that the electrification of 
the suburban railway ?—Undoubtedly. 

4373. It would not be much relief to you to electrify 
the city railway and not to electrify the suburban line 7— 
No, we must have that too. 

4374, When you get the North Shore Bridge will not 
that increase your tram traffie in the city’—-No. We 
will terminate at Wynyard-square. They will not connect 
with the city lines. 


| 


Sir VINCENT L. RAVEN. 


4375. The proposal is they should not run through *— 
Yes. 

4376. They would not run through to the Central Rail- 
way Station ?—No. 

4377. You would leave that to the railways ?—Yes. 

4378. Have you made any calculations at all as to 
whether it would not be possible to move the traffic you 
are now moving by motor buses?—We have taken out 
some figures. I took out figures based on a similar figure 
taken out at Manchester. We would want about three 
times as many motor buses as tramcars. 

4379. You would then move the same number of people 
in the same time ?—Yes. 

4380. How many people do you caleulate you woula 
carry in a bus ’—Forty. 

4381. Do you contemplate double-deck buses —No. 

4382. You could not run double-deck buses with safety 
in Sydney ?—No, I do not think so. The recent confer- 
ence on trafic at the Sydney Town Hall the motor bus 
proprietors said they would not be prepared to run double- 
deck buses. They looked upon them as dangerous. 

4383. Having regard to the overhanging verandahs ?—- 
And the grades too. 

4384. So far as Sydney is concerned you see no hope 
apart from the construction of the city line and the 
electrification of the suburban railways/—That is so, 
except modified relief in the way of additional streets for 
short connections to divert some of the trams. We have 
proposals for that. The Commissioners have not acted 
on that on account of funds. 

4385. Have you any scheme in hand, any large sum of 
money pending the construction of the city railway ?— 
Not:a large sum, but a considerable amount. We have 
several additional tracks we want to put in the streets. 

4386. Do you think it is desirable to do that, although 
money is being spent on the city railway /—Yes, because 
by the time we have the city railway complete we antici- 
pate that the growth of traffic will be such that street cars 
will be required in the same number as to-day. 

4387. Your tramways are paying well?’—The city tram- 
ways. , 

4388. Taking into consideration the interest on the cap- 
ital your North Sydney trams do not show a very good 
result —No, they do not. 

4389. Do you expect an increase there when the North 
Shore bridge is built?—That will be a difficult problem. 
There are several sections of the railways which will take 
away a lot of tramway traffic, for instance, Manly, and 
certain sections to Hornsby. There is so much possibility 
for growth there, avenues for increased population, that I 
have no doubt there will be a considerable influx of tram- 
way passengers of a general character, but not so confined. 


4390. Will not your tramways be feeders to the electric 
railway system ’—Yes, they will be more of a local char- 
acter, To-day our tram starts and finishes at the wharf. 
Our ears are held up there now for long periods, connect- 
ing with the boats which run at different intervals, ten to 
fifteen minutes. 

4391. As far as Milson’s Point is concerned, you look 
forward to the tramways being used as feeders to the rail- 
ways ?—Yes. 

392. Instead of you feeding the steamboats you would 
be feeding the railway ?—Yes. 
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4393. These outlying systems, electric and steam, they 
are all of them in a pretty bad way /—Every one of them. 
The first one on the South Coast is the Arncliffe to Bexley 
line. 

4394. You are losing a couple of thousand pounds there 
on the working, apart from interest on capital?—Yes. That 
is a steam service. We have a pretty active omnibus com- 
petition there as well. We only run two trams there con- 
necting with the trains. 

4395. Do you contemplate electrifying that’—Yes. I 
expect that will be one of the first. I think it will be 
simultaneous—Arncliffe, Bexley and Sans Souci, and 
Sutherland-Cronulla, electrified at the same time. 

4396. The proposal is to turn the Sutherland-Cronulla 
steam tram into an electric railway ?—That is the policy 
of the Commissioners. 

4397. You are losing a lot of money on it now?—Yes. 
Motor-bus traffic there is active. For some time the surf 
bathing has not been as active as it has been. For the 
last couple of years it has not been so active. Last summer, 
for instance, was not a very hot summer. The goods trattic 
is not as great now as it was. We are running a tramway 
goods train service. 

4398. Newcastle you are changing over?—Yes. 

4399. There you seem to have a big increase in your 
revenue, 1924 over 1923 ?—Yes. 

4400. And a decrease in your expenditure ?—Yes, 

4401. ‘Even with that you lost a lot of money?—Yes. I 
am hopeful that we are going to get that all back when 
we electrify and extend some of the existing lines. At the 
present time we have really two trunk lines only, and the 
rest are branch lines. We require a greater number of 
branch lines to make it serviceable. 

4402. Kast and West Maitland is part and parcel of 
Newcastle ’—Yes. It is 20 miles from Newcastle. 

4403. Are you going to connect up the two?—There has 
been a proposal to electrify that, The Railway Commis- 
sioners are already supplying power to West Maitland. It 
is thought they would be able to electrify that and run it 
more economically than by steam. 

4404, Broken Hill—I suppose that will have to remain 
as it is?—It looks like it. 

4405. You do not contemplate spending any more money 
there, do you ?—No. 

4406, Could you get cheap electric power at Broken Hill? 
—No. 

4407. When the connection is made through to Broken 
Hill from Trida, do you expect any increase in that direc- 
tion as far as the trams are concerned ?—I think so. 

4408. Is there any expenditure in contemplation outside 
any of these lines?~Yes. The Government have already 
approved of several extensions of tramways, one at Manly, 
one at Drummoyne to Five Dock, one from Dobroyd Point 
to Haberfield, and an extension for departmental purposes 
of the Surry Hills tram towards Long Bay. Quite a 
number have been referred to the Public Works Committee 
for consideration. 

4409. Those are districts which will not be affected by 
the electrification of the railways?—That is so. 

4410. Or the new lines it is proposed to construct ?— 
That is so. I have spoken to the Chief Commissioner jn 
regard to the matter. He thought as we were not able to 
get sufficient money to put down the track we might run 
motor buses, and try the earning power of the district. We 
are considering that. 

4411. You have power to run motor buses ?—Yes. 

4412. The proposal is you should try these motor buses 
on tracks where the Government have authorised the mak- 
ing of tramways ?—Yes, 

4413. So as to test the traffic?—Yes. 

4414. Does motor competition hurt you directly ?—It is 
hard to get the earnings of the motor buses, Some time 
ago we made a rough calculation that the motor buses were 
earning approximately £400,000. A good deal of that is 
revenue they would get away from the tramways altogether. 


Witness—E. J. Doran, 23 September, 1924. 


Some they would get from it, and some from the railway. 
For instance, the motor buses running along Parramatta- 
road towards Strathfield carry nearly all long-distant pas- 
sengers. 

1415. When the lines are electrified they would not hold 
that. You would get a fast electric service between Parra- 
matta and Sydney, and they could not compete then ?— 
That is so. 

1416. Now they can ’—They are doing so at the present 
time. Those buses are really full when they leave the 
Central Railway station for places beyond the terminus of 
the tram lines; similarly coming back they are practically 
full before they strike the trams. 

4417. There is a railway between Parramatta and Syd- 
ney ’—Some of these buses divide right and left of the 
railways. They get into new country altogether. They are 
bulding up outlying districts which sooner or later must be 
served by tramways. 

4418. Sir VINCENT RAVEN: Why are you not push- 
ing ahead with the electrification of the tramways at New- 





castle?—It is not moving very fast. It is the want of 
funds. I understand there has been some difficulty in 


getting labour at Newcastle. Mr. Cowdery had to employ 
500 men to keep a staff of 150 going. They do not take 
kindly to tramway work. If there is work at the Mines 
and Steel Works they go to that. 

4419. Is that for the equipment of the track ?—Yes, the 
ve-laying and duplication of the track, 

4420. Has it to be re-laid for the electrification 2—A 
large section. They did re-lay the whole of that to Mere- 
wether. 

4421. Are you equipping the cars there now or are you 
equipping cars here with the electric traction and sending 
them there ’—Equipping them here and sending them to 
Newcastle. 

4422. You have to put new bogies in?—Yes. It is zeally 
the old stock converted for new services. 

4423, The old Neweastle stock or the old Sydney stock? 
—The old Sydney stock, electric. 

4424. Will you have a different standard of car at New- 
castle to what you are going to adopt at Sydney ?—Yes. 
It will be only so far as accommodation is concerned. It 
will be a seventy-seat car instead of eighty. These cars 
were originally forty-five. They were converted to fifty- 
five, and now they have been re-converted to seventy. 

4425. There is no other reason for you not pushing on 
at Newcastle except the question of money?’—That is so. 
We would like to electrify the whole service simultaneously, 

4426. It would be a great benefit financially ?—Yes, 

4427. Judging from your experience with the other elec 
trified lines ?—Yes, 

4428. In the steam lines round Sydney are those going 
to be converted to electrie/—We hope so, simultaneously 
with the railways. 

4429, When the electrification is finished on the rail- 
ways ?—That is our wish. 

4430, That tramway to Cronulla will be an electric train 
service?—That is so. That will do away with a lot of 
the motor-bus competition we have to-day. 

4431. Have you plenty of cars at present:—I understand 
you are going to make these eighty-seating cars the stan- 
dard, 16% tons ’—Yes. 

4432. ‘Are you short of cars?—We are really not short 
of cars for’ the city itself, because we cannot put any more 
cars on the streets. We could get a considerable amount 
of relief at North Sydney. North Sydney is a bit tight, 
and we have small units there. . 








1433..The repairs to your steam-cars are done in the 
shops at Randwick?—No, Newcastle principally. The re- 
pairs to the Sydney cars are done here, and those at New- 
castle at Honeysuckle Point, except when Mr. Lucy is 
hard pressed when Randwick is asked to do some. That 
will not be necessary now, because we are releasing go 
much steam stock, 
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Witnesses—E. J. Doran, and G. R. Cowdery, 23 September, 1924. 


4434. You have nothing to do with the costs at the shops 
at Randwick ?—No, they are not under me at all. 

4435. Sir SAM FAY: With regard to the question of 
accidents what is your proportion compared with the 
number of people you convey?—I have not worked that 
out. JI have the totals, I think. 

4436. You have paid a goed deal of compensation ?— 
Yes. It is less than 3 of 1 per cent. of total revenue. 

4437. The amount of compensation compared with your 
receipts ?’—Yes. It compares very favourably with any 
other system that I know of. 

4438. What do the accidents principally consist of— 
knocking people down ?—Yes. 

4439. Not getting on and off the trams?—In some cases 
getting on and getting off due to their own fault. Our 
principal ones would be collision between our own ears. 
We have had very severe compensation to pay for col- 
ligsions, 


4458. There is a great deal more traffic over the electric 
trams than over the steam’—There is very little steam. 
It is generally on the outlying suburbs like Kogarah and 
Cronulla. 

4459. There is more trafic over the electric than over 
the steam ?—Yes. 

4460. Therefore you cannot compare the’lifetime of the 
rails¢’—No. It would be very difficult. 

4461. You have tried some of these manganese steel 
crossing’s ?—Yes. 

4462. You do not prefer that to the carbon steel /—No, 
for the reason we cannot build them up. We found in 
building them up electricially they crumble. It has been 
done at high voltage. We are now experimenting with 
low voltage. So far it seems to have been rather satisfac- 
tory. 

4463, At present, not being able to build them up when 
they begin to show signs of decay, they do not last as long 


as carbon steel ?—That is so. 

4464, If you got over that difficulty ’—It is a thing we 
are watching all the time. 

4465. Are they cheaper?—I do not know the latest 
quotation in England since the war. We have not im- 
ported any since the war. I am rather inclined to think 
they are. The Steel Products Company in Neweastle are 
making a similar product as made by Hatfield. I have not 


4440. Do you get many of them?—They average about 
six a month, that is collisions. 

4441. As many as that?—Yes, but not all severe. The 
severe ones would not be a quarter. 

4442, To what is that due?—In most cases carelessness, 
misjudgment, dirty road, greasy track, and so on. 





4443. You are running your ears very close together ?— 
 « 5 


wi ae ; ; Dele Tee : 

Any Yes. The accidents do not happen in the peak loading tested them yet. ‘They made some for the Melbourne 
+h hours. In the peak loading they cannot get through, and tramways fairly recently. 

Hd they are naturally careful. Generally in the slack parts 


4466. How long do your rails last ?—They vary very much 
with the volume of traffic. For instance, I took a rail out 
of George-street which had been in nine years, and it had 
decreased from 80 to 58 lb. per yard. The same track 
running up to the railway station, which has been in 
eighteen years, where it is free from dust and ditt, is still 
in good good condition, though the main Pitt-street line 
has been relaid twice, and there is practically the same 
volume of traffic over both places. 


She 


we have the serious accidents. We can go through an 
important period like the visit of the British Fleet when 
we carry one and a half million people without having an 
accident worth speaking of. Similarly with the big events 
at the races and Show Ground. We do not have accidents 
there. Our supervision is pretty severe then to check any 
irregularity. 

4444, You manage to move 1,000 to 1,200 people a 
minute at Randwick ?—Yes, 
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4445. You clear 50,000 people in 50 minutes ?—Yes. 
We have the exits so arranged that only a certain number 
of people can come over to us at one time, and by per- 
petual motion of the cars we are able to keep that going. 
Jn Victoria they have barriers to keep the people off the 
platform when full. Then they fill up the cars and let 
another batch on. They have a dead-end there, not loops 
as we have, 

4446. Do they manage to move as many people as you 
do a minute?—I do not think they do. Electrically they 
are improved very considerably to what they were under 
steam. The largest number they moved in the Melbourne 
Cup is 48,000. They do not move many by the railways. 
It is close to the city, and a large number of the people 
walk, 

4447, Sir VINCENT RAVEN: With regard to the col- 
lisions you have very good brakes on your cars ?2—Yes. 

4448, You have the Westinghouse air brake?—Yes. 

4449. What system of inspection have you in connection 
with it?’—It comes under the Chief Electrical Engineer. 
He has a staff at each depot. 

4450. You have nothing to say against the brakes ?2—No. 

4451. It would not be their fault, these collisions 2—No. 


GEORGE ROBERT COWDERY, Engineer for Tram- 
ways, sworn, examined as under:— 

4452. Sir VINCENT RAVEN: Are you responsible 
directly to the Chief Commissioner ?—Yes. 

4453. You have no one in between you and the Chief 
Commissioner ?—No. 

4454. Have you all the tramways under you?—Yes, 

4455. Both Neweastle and Sydney ?—Yes, 

4456. And the steam as well as the electric ?—Yes. 

4457. What is the difference ‘between the permanent- 
way required for the steam and the electric ?—Practically 
none, 


4467. In the country they last longer ?—It¢ is all a ques- 
tion of whether it is in a road or reserve. At Newcastle 
we run out to West Wallsend, about 20 miles. When we 
get out beyond Neweastle it is running through the bush 
all the time. Every shower of rain cleans the rail. In 
Sydney every time it rains the sand carts go out and sand 
the track. The wheels and the sand and the water act like 
a grindstone on the rails. 

4468. It is the combination then ?—-Yes, 

4469. And not altogether the heavy traffic?—No. 

4470. Are you finding any difficulty in converting the 
tramways at Newcastle from steam to electric?—No ditt- 
culty. 

4471. Have you any difficulty in getting labour ?—There 
is great difficulty in retaining it. For instance, I put on 
520 men, and J get 170 out of that. 

4472. Is the work beng held up on that account ?—No. 
If it is held up at all, it is because of want of funds. 

4473. You are pushing ahead as fast as you can?—As 
fast as funds are available. 

4474, You have no idea when you will get it finished ?— 
No. If the money was available, I think we could be 
finished in twelve or eighteen months without any trouble. 

4475. Are you responsible for the overhead equipment ? 
—No. It is a charge against my branch, but Mr. Brain 
controls it. 

4476. What is your obligation as far as puttiy down 
tracks is concerned? Are you responsible for the track 
on either side of the rails?—I am responsible for 18 inches 
outside the outside rails, whether it is a single or double 
track. 

4477. You have to keep that in thorough repair?—Yes. 

4478. Have you compared your costs with any other 
tramways costs?—I cannot say I have. The conditions 
vary so much, it would be of little value. 

4479. You do not think there is any other tramway 
which could compare with yours? TI suppose Glasgow 
would compare more with our system than any I know 


of, or 
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Witnesses—G. R. Cowdery, 23 September, and C, J. Goode, 25 September, 1924. 


4480, Are there any tram lines in Australia you can 
compare with ?—I do not think so. 

4481. Is your maintenance expenditure going up or 
down ?—Going up; through inerease in wages and ma- 
terial. 

4482. Comparing it with what period?’—Compared with 
what it was before the war. H 

4483. In these comparisons of expenditure you have 
shown here—1914 and 1923—you more than double. Is 
that on account of increased tramway branches or is it 
the same mileage?—It is for two reasons. The difticulty 
we have in maintaining an even maintenance is two-fold, 
The wear is unequal, and in years gone by there has been 
a rush for tramway construction in one year, and a lot ef 
mileage is done, and two or three years afterwards there 
is a slump, and very little is done. <A lot of tracks come 
in for renewals at one time. One year you will require a 
lot of relaying and another year very little. 





4484. It would not be fair to compare one year with 
another ?—For that reason. It would be very much faiver 
if the construction of tramways was more equally divided 
over a number of years. 

4485. How do you judge whether you are doing well or 
badly? You cannot compare with any other tramway, and 
you find a difficulty in comparing with yourself #—I com- 
pare every year myself in making up my estimates to 
present to the Commissioners. 

4486. Then you judge whether you are doing well,or 
badly by comparison with yourself in previous years ‘— 
Yes. 

4487. Are you improving or otherwise/—It is very diili- 
cult unless you know exactly what year the tramway Ime 
was originally constructed. You would have to consider 
each line on its special merits. There is a tremendous lot 
of difference in the maintenance of lines in the Sydney 
districts. The eastern suburbs lines are very much more 
easily maintained than the western suburbs. ‘T’he eastern 
suburban lines are on sand, the best foundation you can 
have. The western foundations are clay, and it is very 
difficult to get a good, even top on your road and maintam 
it in good order. It largely depends, as I say, on the 
amount of tramline construction in any given year. There 
is a lot of difference. Relaying on a mile of track im 
Sydney will vary from a life of 9 years up to 25 years. I 
am running over a track to-day 25 years old, and it is in 
comparatively good order to-day; yet it is the line out to Lia 
Perouse through the reserve. 


4488, Lf one wanted to make a comparison, a great deal 
of detail would have to be gone into?—Yes. 

4489. It would not be fair to take a bulk figure 
compare that with a bulk figure previous?’—It would né 
be fair. 

4490, You have ne »omparison between the upkeep of 
a road which has elece ‘ec trams on it and a road whieh 
has steam trazsa on it?—No. The road might have had 
half its lifo with steam and half its life with an electric 
tractien, or a varying quantity all the time. At Neweastle, 
for instance, perhaps there is two years life left in the 
roau. I would relay that for electric traction because it 
does not pay to bond old tracks. 

4491. What weight of rails do you use?—80 lb. 

4492. Those are the standards ?—Yes. 

4493. The roll guard lasts longer than the rail? 
would not be able to use a roll guard again. 

4494, On account of it being bent?’—It would get bent, 
and through the oscillation of cars it would wear them thin. 
Where you use a T rail as a guard it is a different pro- 
position, because the overhang of the head of the rail gives 





You 


you a chance of bolting it in. 

4495. In some eases you use a 60 lb. rail?—Bolted to an 
80 Ib., but only where we wood-paye. 

4496, And only where you could get second-hand rails* 
—We can always get second-hand rails from the Railway 
Department. 

4497. Sir ‘SAM FAY: You have no reserve at all?—No. 

4498. You charge whatever the cost is for each particu- 
lar year ?—Yes. 

4499. Would it not be an advantage to keep your 
eosts level by either spending the money or putting the 
difference to reserve?—From a financial point of view, it 
would. 

4500. Could you give us the present-day cost of renew- 
ing your track, both steam and electrie?—There woukl 
not be very much difference between the two. 

4501. You could give us the present-day cost per mile! 
—Yes. 

4502. Will you do that?—I will. You would have to 
take a line with similar traffic. 

4503. ‘ake the average over the whole/—Yes. 

4504. It would not make any difference to the cost per 
mile ?—No. 


[At this stage the further hearing of the Commission wis 
adjourned.} 


Twenty-Seventy Day. 
THURSDAY, 25 SEPTEMBER, 1924. 
(The Commission sat in the Chief Secretary’s Building, Sydney.) 


COMMISSIONERS ; 


Sir SAM FAY. 


Sir VENCENT L. RAVEN, 


OQHARLES JOACHIM GOODE, Goods Superintendent 


New South Wales Government Railways, sworn :— 


4505. Sir SAM FAY: I want to ask you one or two 
questions, about Darling Harbour more particularly. The 
Producer’s Association have suggested that a charge be in- 
‘eluded in the freight for weighing over railway machines. 
Do-you think that is a practicable suggestion ?—I do not. 
In many instances we have to weigh the goods purely for 
departmental purposes. In those cases we do not make 
any charge at all for the weighing service, whereas for 
agricultural produee and such like, which has to be 
weighed for the convenience of the senders, a charge of 
3d. per ton is made. In some instances senders of agri- 
gultural produce may not want their produce weighed, so 
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we would have to publish two rates in our book—one with 
the weight charge added, and the other minus the weight 
charge. 

4506. Then you do not think it would be made use of 
to any great extent ¢—I do not think so. 

4507. At any rate, at the present time they can get it 
weighed if they wish, and they pay for it‘—Yes. 

4508. The suggestion rather was that it would be a 
eonvenience if the charge, instead of being paid for at the 
weighing end, was included in the carriage weight ?—It 
would be impracticable. Take the bagged wheat. After 
being weighed that wheat is not immediately sent by 
rail, but it is placed in the stack at the station where it is 
retained, waiting despatch later on. In some instances 
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it may be six, eight, or nine months before it is despatched 
by rail. We could not include the weighing charge when 
that wheat is afterwards consigned, because we would not 
be able to say definitely if it had been weighed over our 
bridge. You could not identify it. It would be received 
from fifteen or twenty farmers and go into a stack be- 
longing to one of the agents in the country station. 
Coming out it is simply loaded out by truck loads and we 
could never identify any one man’s wheat aftér it came out 
of the stack. As a matter of fact we never make any 
attempt to identify it. 

4509. Sir VINCENT RAVEN: Is it not all weighed at 
some time or the other ?—Not necessarily. 

4510. Sir SAM FAY: You may count the number of 
bags ’—We calculate on the basis of 124 bags to the ton. 
That fluctuates according to the f.a.q. of the wheat. 

4511. The question of the closing hours of Darling 
Harbour has been raised. At the present time you receive 
up to 3 o’clock?’—Yes, for ordinary goods. We receive 
up to 2 o'clock for heavy goods, and up to 3.30 for perish- 
able goods. 

4512. What would be the effect of extending that one 
hour?—It would mean additional cost and additional 
expenditure for overtime, and it would also mean the later 
departure of the through goods trains at night time. 

4513. You could not make up your trains and send 
them away as early as you do now?—No. 

4514. So what might be gained by the senders in one 
way would be lost in the other—by later delivery at the 
other end‘—That is so. 

4515. Did you make up these figures which have been 
supplied to me as to the earnings of trains of particular 
description /—Yes, 

4516. Were these tonnages actually made or were they a 
calculation ’—In four instances they are the actual tons 
conveyed by the trains, and in one we had to take a 
suppositious train. 





4517. You made those trains up specially in order to 
prove the case /—Quite so. 

4518. What was the exception ?—Agricultural machin- 
ery. 





4519. You could not get a train for agricultural 
machinery ‘—No; for many years we have not had a train 
solely of agricultural machinery, Many years ago we did 
have a train with machinery sent away by a firm for 
advertising purposes. 

4520. And you obtain the locomotive costs from Mr. 
Lucy ?@—Yes. 

4521. What struck me was that you had rather mini- 
mised your costs as to shunting. Was that taken on an 
actual basis, or did you calculate it?—It was calculated 
on a fair average for shunting any particular train at 
those places. 

4522. Covering both the coal consumed and the driver's, 
fireman’s, and shunters’ wages ?—Yes. 

4523. It is rather low?—Of course, in shunting a train 
at Enfield we are not using an engine—the whole of the 
shunting is done by gravitation. 

4524. Of course, those figures show that on these par- 
ticular articles you are making a fair profit?—On_ the 
figures, yes. 

4525. I mention that because it has been suggested to 
us that you convey a very large proportion of your traftic 
at bare cost. Those figures do not show that ?—No, be- 
cause those figures do not in any way at all take into con- 
sideration supervision or interest charged. 

4526. I know they do not. I only wanted to see what 
margin was left after you included the haulage charges. 
The margin is a very good one. You do not think that 
those figures show you are conveying those goods at cost 
price ’—No, not on the face of it. 





4527. You eould not Say You are conveying grain, one 
ot your lo vest freights, at cost price?—No, not on ‘those 
figures. 





4528. You are assuming that you have a train conveying 
nothing else?—We always realise that handling traffic in 
full truck loads and full train loads shows very much 
better than it otherwise would. 

4529. It shows how much bigger it would be if you had 
nothing else/—The cost would be no greater. 

4530. If you split it up?—No, the result would be the 
same. We had to specially legislate to see that the trains 
have a through run. 

4531. In the ordinary cases it would not look quite ag 
well /—No. 

4532. Sir SAM FAY: I think that is all the questiong 
which we have to ask you. 

4533. WITNESS: There is one thing I should like to 
say, and that is as regards the goods business generally. 
I am the Goods Superintendent throughout the State, 
and I meet business people in practically every walk of 
life. JI try to keep in touch with them as to their 
actual requirements. I find that has borne quite good 
results. JI might mention that I have at different times 
been complimented personally, and the administration 
has been complimented, on the vast improvement in the 
conduct of the goods business during the last few years. 
One prominent manager of an oil firm in Sydney said the 
other day, “I have not one solitary complaint to make 
against the Railway Department.” In days gone by I had 
to often go to business people on behalf of the Commis- 
sioners in connection with complaints. Another manager 
recently said to me that he had not one solitary complaint, 
and he said, “I have been perusing the evidence before the 
Railway Commission to see if there was anything reflect- 
ing on the administration of the goods work as I desired 
to come forward to repudiate anything should it have been 
said.” I think it right to mention these particular things 
to show what is the general opinion of our customers. "The 
last few days I have been on the North Coast line inquir- 
ing into the timber business, and two or three gentlemen 
went into the question of timber freights, the haulage and 
weighing of timber. Both of these gentlemen had the idea 
that our weighing was not as accurate as it should be. 
Those gentlemen had certain doubts about the weighing 
of timber, particularly the weighing of a bogie truck on a 
single weighbridge. We conducted tests at Taree on Tues- 
day and yesterday of the present week, and both gentles 
men expressed entire satisfaction with what had been done, 
and they did not think the department could be so accurate 
with the weighing of bogie trucks. I thoroughly convinced 
them that our weighing facilities are all right. 





4534. Sir SAM FAY: The evidence we have had up ta 
the present shows that the goods business is very well con 
ducted. Have you anything to do with the transport of 
live-stock ?’—Only as far as rates are concerned. 

4235. Sir VINCENT RAVEN: Can you accurately 
weigh a bogie truck ’—We contend we can weigh it with 
absolute reliability, but the general customer outside has 
always contended it was impossible to weigh a bogie truck 
with two weighings on a single bridge. We have convinced 
them otherwise. Some eighteen months ago the wheat 
shippers thought we could not weigh a bogie truck on a 
single bridge. We gave them facilities at Darling Island 
to weigh a truck, and they took a bogie truck on a double 
weighbridge and they weighed the truck and the contents. 
Then it was weighed on a single bridge and the difference 
only amounted to quarters. In one case the difference was 
only 7 lb. 

4536. I have not heard that stressed: by any witness before 
us ‘—No, but it has been continually mentioned that we 
could not do the weighing correctly, but I am satisfied we 
have convinced them that it can be done. 

4537, Sir SAM FAY: We have had a good deal of evi- 
dence with regard to. weighing generally; sometimes the 
statements we have prove correct that there is a difference 
between the weighings at the receiving and forwarding 
cnds!—That applies particularly to produce coming from 
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country stations to Alexandria, and that is because the 
bulk is chaff and lucerne which has moisture which evapo- 
rates. A truck of lucerne hay may come from Mudgee to 
Alexandria and it has been demonstrated that it will lose 
5 ewt. on the journey by evaporation. The railway stat 
unsheets it at Alexandria and then it is left to the auec- 
tioneer. Every spectator in the yard is privileged to cut a 
bag and take a handful out, and more runs out afterwards. 
Then other men come along to test the consignment and 
they want to cut a different bag, and sometimes all the bags 
along the front will be cut. (We have to gather up a con- 
siderable quantity of chaff at Alexandria and cart it to the 
tip. ‘We have no control over that loss, and in addition we 
have no control of the weighing out of the produce at Alex- 
andria. An agent selling one truck load of produce sells to 
three or four different buyers. He will give out a ticket, 
and it is quite open to these buyers to say they will not take 
a certain number of bags out of the truck, and a portion of 
the truck may be left over, and may be in the yard tor 
three or four days. This being so we could never definitely 
locate the full quantity of produce which goes out of any 
particular truck. Once it passes to the auctioneer we have 
no responsibility. 

4538. That would not apply to firewood—there was a 
complaint made with regard to the different weights of fire- 
wood ?—To a certain extent, yes. So far as firewood coming 
from Alexandria is concerned we have no definite record 
of what number of loads would go out from any particular 
truck because it is at the option of the auctioneer to say 
whether he wants it all weighed, and there may be a 
quantity of firewood left in the truck at the close of the 
day. Rather than incur the demurrage charge, if there is 
a proportion of the load still in the truck they will throw 
it out on the ground. If it suits them to pick it up and 
cart it away they will do so, otherwise we have to gather 
it up and put it in our surplus stock for sale. 

4539. You are satisfied that there are not any serious 
mistakes made in the weighing of the produce at the 
receiving or forwarding ends?—Generally speaking, I am 
absolutely certain no mistakes are made. There may 
be isolated cases of carelessness which no one ean pre- 


vent, but generally speaking our methods of checking 


are such that we are satisfied that there are no errors. We 
had a ease recently where 40 bushels of wheat were said to 
have been lost, but we have traced back to the receiving 
mill, and I am only waiting now for the writer of the letter 
of complaint to tell him where he has to look to for his 40 
bushels. It was a mistake at the receiving mill of 1 ton in 
checking. On the face of it the Railway Department ap- 
peared to be responsible for the loss, but I am now in a 
position to prove otherwise.” The consignment consisted 
of 731 bags, and it was received 40 bushels short on their 
eheck, making 1 ton lost. We traced the whole of the 
wheat, and I can prove that we delivered the whole of the 
wheat which was passed over to us, and that the full weight 
of the truck containing the 40 bushels was not properly 
accounted for by the receiving miller. 

4540. Have you any complaint with regard to the mini- 
mum weight which can be carried on a truck ?—Yes, many 
complaints, but I have in every instance been able to satisfy 
those who complained to me that their complaints were 
really without justification. We have said we will quote 
a particularly low rate if the shippers will give us a truck 
load. 

4541. They say that although you will give a reduced 
rate for a truck load you put the minimum weight too high 
and they cannot load it on the truek?—No, we have never 
fixed a minimum for a truck unless we are satisfied that 
the load can be put on. I had an instance of that. re- 
cently in the case of the load laid down for benzine. Tt was 
reduced from second-class rate without a minimum truck- 
load. We saw that certain forces were operating against 
us and that benzine was coming into very common use, 
with a consumption per month close to that of kerosene— 
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150,000 eases. We made a reduction in freight, provided 
we got 10 tons into a 12-ton “D” truck or 16-ton 
double S truck. The manager of the ma oil company 
of New South Wales at onee said, “ You cannot carry 
that load.” I said, “ That igs not correct,” and I asked him 
if he were prepared to give us a truck load. He said 
he would load thirteen trucks if I could get 10 tons on 
each truck. I said I would do that, and | supervised the 
loading myself, and demonstrated that it could be cone. 
Since then we have had no complaint. J proved up to 
the hilt that it could be put on the truck. 

4542. Have you sroved to other people that it was 
possible to put the tonnage on the truck /’—In every in- 
stance. We are prepared to make a test in regard to any 
particular class of commodity and demonstrate that the 
load can be put on. 


WILLIAM JOHN MORRIS, Secretary to Railway and 

Tramway Commissioners, sworn, and examined :— 

4543. Sir SAM FAY: In addition being Secretary 
to the Commissioners you control Information and Pub- 
licity /—Yes, they are part of the Secretary’s office. 

4544. And you have a great deal to do with the Railway 
and Tramway Institute?/—It is one of the branches of 
the Department. Mr. David Cumming is the director. 

4545. Where do you come in’—Merely in relation to 
the Department under which the Institute is run. 

4546. If we want to know anything about the working 
of the Institute we will have to see Mr. Cumming /—I1 
may be able to give the information. 

4547. What particular use do you make of the Institute 
in selecting men for superior appointments’—We have 
trained two classes of officers there. There were twenty 
in each elass. I think most of those officers have been 
appointed as inspectors in the traffic department and 
they will, if their qualifications are sufficient, be sent ovt 
as officers in charge of various sections. 

4548. Is that by some competitive examination /—No, 
they are*then selected by the head of the branch. Some ot 
the officers have been appointed trattic inspectors, and 
another as assistant District Superintendent. The head of 
the branch will, if he thinks their qualifications are high 
enough, perhaps select them for District Superintendents. 

4549. With regard to other departments, like Electri- 
city and Engineering, does that come into the picture at 
all?—-We train our steam-shed inspectors. There is an 
instruction ear for electrical as well as traftic and sate 
working, but engineering would net come into the picture 
{to the same extent. 

£550. It is mainly a traffic question?—Yes, mainly a 
trafhe question. 

4551. And is that Institute practically the only thing 
you have in the way of scientific training, apart from 
the actual working?—We have tutorial classes at the 
University. 

4552. Irrespective of the department /—That would ap- 
ply to any department of the Service. Officers can Join 
for business administration, for instance. 

4553. Do they pay any fees?—The fees have to be paid 
lv the men concerned, 

4554. The Railway Commissioners do not subscribe 
at all to this institution?—The Railway Commissioners 
pay the instructors of the Institute. 

4555. 1 am referring to the University /—No. 

1556. If a man wishes to get technical instruction there 
he has to do it by paying his own fees ’—Yes. 

4557. Have you anything to do with the Staff Board at 
all?—Not a very great deal. Any report from the Staff 
Board comes through me. 

4558. What does the Staff Board consist of 7—The 
chairman and two assistante. My. Blanch is chairman. 
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4559, Is that his only business’—He deals with appli- 
eants for employment, and also deals with industrial 
matters. For instance, he is the Commissioners’ re- 
presevtative before the Industrial Arbitration Court, and 
he reports on any staff matters which are referred to the 
Staff Board. 

4560. And are all the new employees taken on here, in 
Sydney ?—They all have to pass through the Staff Board. 
We take on people in the country, but they all have to 
apply to the Staff Board for employment and they are 
examined and if satisfactory taken on. That is as regards 
the permanent staff. Temporary men are taken on by 
officers requiring assistance. 

4561. If they become permanent they have to come to 
Sydney ?—Yes, and be examined, and pass the medical 
officer. 

4562. Is there only one medical officer ’—No, there are 
a number. 

4563. Stationed in Sydney /—Yes. 

4564. You have no medical officer in the country at 
all?——No. We have medical officers in various camps, 
but not for the purposes of employment. 

4565. Constructional camps /—Yes, 

4566. Would it not be convenient to have some of your 
medical officers in the country*—I could not say offhand 
that it would be. 

4567. Could they not pass the men where they lived? 
—We bring the employees to Sydney to pass their examina- 
tions, and it is found to be convenient for them to pass 
the doctor at the same time. 

4568. It is a long way for some of the men to have to 
come?—Yes. <All applications from the country come 
through the Staff Board. 

4569. Is the Staff Board a statutory body?—It is one 
appointed by the Commissioners. It was appointed in 
view of the very large number of awards to administer, 
and it was felt that such a body would be of very great 
assistance to the Commissioners in dealing with these 
awards. There are regulations under which the Staif 
Board operates. I could give you a copy. 

1570. 1 think it would be of advantage to have that. 
This Staff Board deals with the staff in all departments ? 
—Yes, that is as regards appointments. It is really an 
advisory board. Matters are referred to it by the Com- 
missioners for report. The staff of other departments is 
dealt with by the heads of the departments concerned. 

4571. Do they deal with them through the Staff Board? 
—No; the head of each branch deals with his promotions 
and transfers within his own branch. 

4572. But when first appointed they have to come 
through the Staff Board /—Yes. 

4573. Do 1 understand that the head of each depart- 
ment deals with its staff in so far as discipline is. con- 
eerned direct, without reference to the Staff Board ?— 
Yes. 

4574. But when an appeal is made, then the Staff Board 
deals with it, do they?—If referred to the Staff Board, 
yes. 

4575. Take the case of a man who appeals -in a depart- 
ment against punishment. Does the Staff Board have 
anything to do with that?—No, that would come to tha 
Appeals Board. That is another body altogether. 

4576. Does the head of the department deal direct with 
the Appeals Board, or does it go through the Staff Board? 
No, it goes through me as secretary. I have an officer 
who acts as secretary to the Appeals Board. That board 
deals with dismissals or reduction in grade, and so on. 
Other appeals are dealt with by the head of the branch. 

4577. I want-to get at where the Staff Board comes in. 
Does it come in between the head of the departmnt and 
the Appeals Board, or are the appeals made to the Appeals 
Board, and then the chief of the branch deals with it?— 
The Staff Board deals with appeals as to promotion and 
matters of that character referred to it. The head of the 


200 


branch is represented there. Appeals against punishment 
are dealt with by the Railway and Tramway Appeals 
Board, of which the chairman is a barrister. 

4578. There is an Appeals Board, of which you are the 
secretary ‘/—Yes. 

4579. And then there is another board/—Yes, the Staff 
Board. 

4580. But they deal with the same thing?—No, one is 
against punishment and the other is in regard to altera- 
tion in grade or any matter of that character. If a man 
wants his status or grade raised or altered in any way, 
he can appeal to the Staff Board. A man might appeal 
to me to go into a higher grade. I would refer it to the 
Staff Board, and the board would hear the appeal, or the 
man might appeal direct to the Staff Board. 

4581. Is each branch represented on that board ?—No, 
though they could be ex officio represented if they wanted 
to. If there was an appeal from my branch I would go 
myself or be represented at the appeal, and the board 
would make a recommendation to the Commissioners. 

4582. After hearing the chief of the branch?—Yes, or 
a representative of the branch concerned. 

4588. Sir VINCENT RAVEN: With regard to the 
institute, I am not quite clear what you teach. Do you 
teach anything outside actwal railway work? Do you 
teach languages or mathematics+—We teach mathe- 
matics. I wil give you a statement showing what we da 
teach. I have a few statements I should like to show you. 
Here is a card which is sent out each year. That shows 
exactly what is done. (Handing in card.) 

4584-5. This really is a school where anybody whe is 
employed ‘by the Railways can take advantage of to im- 
prove his education ?—Yes, and to better his position and 
fit himself for a higher position in the service. 

4586. And so far as the University is concerned he would 
have to take his course there before he came to the rail- 
vay /—Not necessarily. We have tried to establish a 
Chair of Railway Science at the University, but it has 
not yet come to fruition. 

4587. Sir SAM FAY: Similar to the Chairs in America 
and Canada?’—Exactly. We felt it would cost a certain 
amount of money to subsidise, and we thought that the 
number of officers who would go there would not be very 
ereat at present. But it is a matter which must come 
up again. J have recently received a letter with regard 
to the Transport Institution in London. We felt we 
would like to be associated with the University of Sydney. 
I do think, however, on reflection, that there is a good 
deal to be gained by our becoming associated with the 
Institute of Transport in the Oid Country. It gives a 
world-wide stamp to a man. Here we have been going 
now with our Railway Institute for thirty-two or thirty- 
three years. It is getting quite a good concern. Up toa 
few years ago, up to 1919, we ran that Institute with a 
committee of officers. We have been growing each year. 
We have a very large number of members, both in the 
city and’in the country, and in the tramway branches, 
and quite a large number of classes. I think there are 
700 or 800 classes. Those two traffic schools gave very 
good results. I could get a list showing how th officers 
who passed those schools have been dealt with. 

4588. Sir VINCENT -RAVEN: I wanted to clear up 
the point as to how the work done here and the work 
done at the University worked in together. I notice 
here that there are a great number of things which 
are essential for an engineer to know in mathematics 
and applied electricity and applied mechanics and a num- 
ber of other things. Ts it that when he zets beyond all 
you can teach him he has to go to the University for the 
higher branches /—He is not required to go, but he may go, 
and we have had eases where officers have gone. 

45884. Is it then he would be obliged to go to some 
higher place which gives teaching you are not fitted to 
Tf he wanted to be a Bachelor of Engineering he 
would certainly have to go to the University. 
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4589. He would get knowledge up to a certain point, 
and if he wanted anything higher he would have to go to 
the University’?—Yes, at the present time, but we are 
hoping to go still further in our method of teaching. 

4590. So that he would not have to go to the University ? 
We could not give degrees 
Perhaps we might 
have from the Transport of London. We have classes 
as set out there, and correspondence and trades classes. 

1591. Is this at the institute at Sydney, or do you have 
this at other places ?’—We have it at Sydney and at country 


—I would not like to say that. 
such as are given by the University. 


centres. 

4592. But do they teach as high-class work at other cen- 
tres as they do in Sydney ?—I should say yes. We try to 
get our standard up to the highest. 

4593. Where do you select your teachers from?—From 
the ranks of the railway service. 

4594. And have they had to quality themselves?—We 
know their qualifications in many eases. We select the 
best men we can get for our teachers, 

4595. And they are as good in the country places as in 
Sydney ?—I should say they would be to a large extent. 
Of course, it varies 
others who are not as good, but we select the best we can 
get. 

4596. You pay them of course ?—-Yes, they are paid. 

4597. Do you pay the same in the country as in Sydney ¢ 
—Speaking from memory, yes. 

4598. They will not have so many pupils?—No, but we 
have a large number of correspondence classes. For the 
trades classes in August last, we had an enrolment of 857 
and the number of individual classes held was 276. For 


you get some good teachers and 





the correspondence classes there was an enrolment of 
2.486, and the number of papers checked was 5,445. Apart 
from that there were other classes with an enrolment of 
3,012, and the number of individual classes held was 525. 
Individual attendances totalled 6,946. 


4599. But I suppose you would not have in country dis-* 


tricts men capable of teaching all these different things! 
—No, only a certain number. We have a class where there 
are sufficient pupils and suitable instructors. 


4600. Unless you have a sutticient number of pupils you 
would not think of teaching electricity and magnetism out 


in the country ?—No. 
1601. With regard to eyesight, are eyes tested by doctors 
The eyesight tests are 


The ofiicer 


or how is the test carried out‘ 
under the supervision of the medical officer. 
who does the testing is not a medical man, but he is a 
highly-trained man, and I should say he is equal to a 
medical man. 

1602. Do they all come to Sydney to have their eyesight 


tested 2—No, we have an eyesight testing car. The regu- 
lations provide for testing at certain specitied periods and 
also after a serious illness where the eyesight is likely to 
be jimpaired. 

4603. You might let us have the particulars of that and 
where they are carried out by him’—Yes. 

1604. IT was not quite clear with regard to the employ- 
ment of the staff and the selection from the staft to go to 
higher positions; is that done by the head of the depart- 
ment: for instance, taking a mechanic or an electrician, 
does the head of the department select his own men‘— 
Yes, he does. In some cases the Staft 
applied to, but ordinarily the head of the department 
selects his own staff and makes a recommendation to the 


Board has been 


Commissioners. 

4605. And unless there is some dissatisfaction in that 1t 
does not go to the Staff Board at all (—No., 

4606. The Chief Mechanical Enginer has really the con- 
trol and selection of his own staff?—Yes. 

4607. Certainly in the higher branches 7—Yes, he has. 

4608. And I suppose in the lower it is practically seni- 
ority 7 Yes, if there is no other objection. 

4609. Sir SAM FAY: Does the 
going to send in with regard to the eyesight test show the 
type of the test?—Yes, the whole thing. 

4610. Is it coloured wool or lighting ?—] do not think 


memorandum you are 


the wool test is put in now. There is a testing lantern as 
well as the wool. 
4611. You use both?—I think so, speaking from memory. 


I do not deal with that specifically myself. 


Twenty-EiautH Day. 


FRIDAY, 26 SEPTEMBER 


1924, 


(Lhe Commission sat in the Chief Secretary's Building, Sydney.) 


COMMISSIONERS : 


Sir SAM FAY. 





JOHN HENRY CANN, Assistant Commissioner, 

examined, as under :— 

4612. Sir SAM FAY: We have been giving a good deal 
of consideration to the question of decentralisation in 
regard to operations generally in the railways, following 
on what has been done in most big systems when they 
have become too big for central management, e.g., the 
South African railways, were worked on a 
plan, and have now been decentralised. The idea 
now is that the lines be divided up into three areas with 
an Assistant Area ‘Commissioner for each. On that sub- 


centralised 
here 


ject we should like to know what your view is‘—If do not 
see much advantage in placing Commissioners in areas 
apart from the central board. JT assume that the design 
would be to have a central board. 

4613. Sir SAM FAY: Yes. 

4614. WITNESS: 


Supposing we have a Commissioner 


A 


~at, say, Goulburn on the south, Bathurst on the west, and 


the north—those men would 


only be efficient if they had extra powers, over and above 


Singleton or Neweastle on 


. 


those possessed by the present district superintendents or 
divisional engineers; failing the extra powers of spending 
they would not be any more efficient as far.as the admini- 
stration is concerned than our present distribution of 
officers. 

4615. But, you do not give any power to your district 
superintendents, do you’—No, under our present Act we 
are not allowed to: the authorisation of expenditure 1s 
only by the Commissioners. 

4616. But, surely the 


expenditure, could they 


Commissioners could 


} 
I 


delees LS 
iave district Com- 


mean—I 


not‘—If you 
missioners—that is cannot see 


what it would 


how they could co-ordinate their expenditure with the 
ard without reference to the central board. 


1617. You would have 


ture, certainly; they would be only assistants, 


central bi 


to do that in the case of expendi- 


after all— 

they could only act under instructions and their power to 
re m ; 

spe tne spenaing or money 


nd would be limited; would be 
? 
pee 


7 t-te COIMOTIVE and in the engineers depart- 


the elief of 


Mn 
under each of these 


a 
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branches, situated in Sydney ?—That is what I am think- 
ing of, you must always refer to the chief: I mean the 
Chief Commissioner is a man with special knowledge and 
special administrative powers. 

4618. Sir SAM FAY: The spending of money by those 
officers would be of a minor character, because the chiefs 
of departments—being technical ofticers—would be still 
at Sydney for the whole of the railways; it is not intended 
to minimise the functions of the Chief Mechanical Engi- 
neer or the Permanent-way Engineer ?’—They make refer- 
ence at present to the Central Board, which board autho- 
rises what it thinks is necessary. There would also be the 
risk, to my mind, of the District (Commissioner wanting 


4628. That is your big income in this State?—Yee, 
sheep and wool. 

4629. We have had representations, from representa- 
tives of important public bodies, that they desire to have 
a closer touch with the administration than is possible 
to-day, and that, among other things, has led us to give 
a good deal of consideration to it?—I think that they 
expect to get more advantages than they really ean get 
from the Service. I have found that many people com- 
plain about the service they get in districts, because they 
cannot get something that they are not entitled to—they 
want, to boost their own district at the expense of the gene- 
ral railway service, and they cannot do it. For example, 
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to popularise himself in his own district; he may want to 
do things that certainly would not be allowed by the Cen- 
tral Board—things which would perhaps be done at the 
expense of other districts. 


I have been told on the Blue Mountains that the Blue 
Mountains region is being prejudiced to the advantage 
of the Illawarra district—that we give better preferential 
travelling to the Illawarra line at the expense of the 


Blue Mountains, in the way of fares. When I took out 
the mileage, I convinced them that the same rates pre- 
vailed in the Illawarra district as prevailed in the moun- 
tains. As a matter of fact, as regards train services, 
they have a better service on the mountains than on the 
Illawarra line. 

4630. Sir VINCENT RAVEN: Outside the question 
of spending money, would it not be an advantage to 
have a Commissioner who devoted the whole of his time 
to looking into the interests of a certain area and making 
himself fully acquainted with the requirements and the 
possibilities there, and being able to represent directly 
to the Commissioner at headquarters what was the case 
—if he were devoting his time and attention to that area 
and making himself fully acquainted with it and its 
needs, would not it be better than an Assistant ‘Commis- 
sioner whose duty it is to assist and advise the Chief 
Commissioner all over the State?—Well, I do not see 
much advantage in that as compared with the represen- 
tation 2¢ made by the officers J have named. ‘We have 
confidence in those officers; if we had not, they would not 
be in their positions. Those officers keep us fully in- 
formed of what is going on in their department, and there 
is a healthy competition |between the different superin- 
tndents as to the efficiency of the various districts, and 
they do communicate regularly with the Commissioners—: 
we get reports in some instances daily on certain matters, 
and they are very confidential in their representations as 
far as the districts are concerned. I do not see much 
advantage unless he is going to ‘be a man of much higher 
calibre, and has authority to spend. I think the district 


4619. That has not resulted from similar organisations 
elsewhere; of course, it depends entirely upon the regula- 
tions laid down by the central authorities. The Area 
Commissioners are given, in some much wider 
powers than we think it is desirable at present to recom- 
mend ‘—I have had experience of administering other de- 
partments in a Ministerial position; there we had a system 
of allowing the district otlcer to spend up to a limited 
sum, which sum we named—he is given jpermission to 
spend up to that sum without reference to the Minister 
—but, of course, the Commissioners are not allowed to 
i do that—all references have to be to the Commissioners; 
the Act is very strict on that. For administrative pur- 
poses we did certainly find that the district officer, being 
permitted to spend up to a certain sum, a very convenient 
latitude to allow. 

4620. I think may dismiss from your mind the 
idea that under any recommendation of ours there would 
be given any great power to spend money—apart, of 
course, from the ordinary day-to-day wages bill and so on? 
—I am inclined to think that we give very close atten- 
tion now to all matters of detail. Of course, I may be 
prejudiced and think we are doing the job as well as 
it can be done, and that it is not necessary for another 
man to come and help us to do it, but IT certainly do not 
at present see any necessity for any additional ‘Commis- 
sioners so far as the administration is concerned. 
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4621. Of course, they need not be called Commissioners 
—on some lines they are called Divisional Superintend- 
i ents—in others they are called Assistant General Man- 





4.2 


agers ?—In Canada, I understand, they have four or five 
Commissioners, 

4622. They call them Divisional General Superintendents 
there, but they have far wider powers than we are likely 
to recommend as regards spending money; it is more a 
question of operation by direction on the spot—of getting 
in touch with the needs of the public rather than inter- 
ference with any of the big spending departments. The 
big expenditure must, I think, come to the Central Board 
for co-ordination. 

4623. Sir SAM FAY: Yes, it must, under any circum- 


superintendents and divisional engineers do now make 
the representations to the Chief Commissioner that it is 
essential for him to know, and they are men capable of 
giving service equal to that of an assistant Commissioner. 

4631. Sir SAM FAY: We have not found that view 
to prevail in Neweastle amongst the public, and in other 
places ‘—Of course there is a great deal of work going on 
in Neweastle, and it is an expanding area, and for that 
reason the present Commissioners give more attention to 
Neweastle than to any other district—I mean that they 
stay at Newcastle sometimes for days about twice a year, 
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stances. 

fl 2624. WITNESS: Otherwise, personally, we think that 
i the District Superintendent and the Divisional Engineer 
i method of doing the necessary administrative work—and 
} of course, the leeomotive officer in charge of the depot 
i station—we look upon that as being efficient. 


and deal with thesadministrative work there in a way 
in which they do not deal with it in any other district. 
4632. Sir VINCENT RAVEN: The area Commissioner 
would have power to consider every department in his 
area, and of course the trafic department is simply look- 
ing after the traftic, the locomotive the locomotive, and the 





eet 


4625. However iar distant it may be from Sydney ?— engineering the engineering; but if you had one Commis- 
\ ( i Well, if you go right out west, the farther out you go the sioner he could co-ordinate all three; not that he would 
4 i sinaller the business is—the biy pusiness is really at the be able to make any alteration in technical matters, but 
* ; taree places I have named—Goulburn on the south, Bath- that he would have control over all the operations. Would 
‘ i urst on the west, and Neweastle on the north. not that be an advantage’—Well, to get the full advan- 
1 i 4626. Is it not from these out!sing districts that most tage from these services, again he must come to the 
% } of the money of tho State comes?—It accrues all over centre. ‘Take the work, for example, of divisional en- 
af | the State. gineer—he is dealing with the engineering works; the 


district superintendent deals with the trafic. Well, natur- 
ally—take through trams for example—you cannot alter 


4627. It accrues from sheep mainly, does it not ?—Yes, 
mainly from sheep on the west, : 
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those trains without reference to headquarters ; they must 
essentially be co-ordinated right through. In like manner 
with the engineer; before he can alter the design of any 
work that is going on it must come from the centre, and 
he would only be an advisory officer. Certainly, he may 
keep more in touch with the grievances of the public, but 
he must be essentially an advisory officer. 


4633. Sir SAM FAY: Of course, if that rule were 
adopted generally there would not be any decentralisa- 
tion such as has been carried out in nearly every big 
system that exists to-day. It has been the tendency all 
over the world; in fact, I do not know that the American 
or Canadian systems have been any different for the last 
twenty or thirty years, 


4634. Sir VINCENT RAVEN: Even the English rail- 
ways have adopted that principle 7.e. the General Manager 
in London occupies practically the same position as the 
Chief Commissioner and he would not be able to control 
the whole of his area unless he had area general mana- 
gers?—We attach that importance to our district super- 
intendents who are officers in charge of their respective 
districts. 

4635. Sir SAM FAY: But their powers are very limited. 
At any rate, I gather from you that you do not think 
there would be every much improvement under this pro- 
posal?’—My only impression is that it will add to the cost 
of administration without showing adequate advantages. 
It may be that some day in the future the expansion will 
be such that it will be necessary to decentralise and to 
give incresaed powers to those districts beyond what they 
wield to-day. 

4636. There would be increased powers given to the 
area commissioners which are not possessed by the dis- 
trict superintendents to-day’—I take it he would still 
keep his district superintendent and district divisional 
engineer, and that he would have his local depots. 

4637. They would be under direet instruction from 
headquarters with regard to all their technical work; they 
would not have anything to do with the new construction 
or lines ?—Yes. 

4638. Sir VINCENT RAVEN: And so with the me- 
chanical maintenance—it is having one man to control a 
large area instead of having three or four ?—Yes. 

4639. Sir SAM FAY: Of course there comes a time with 
all these big concerns when one man cannot find time to 
deal with everything that should be dealt with by some- 
body with authority and experience’—That is really why 
we sectionise the work now and allocate certain duties to 
certain Commissioiners, but of course we always have the 
officers for reference, 7.e., if there is anything wrong in the 
construction, we generally go to Mr. Hutchinson, or if there 
is anything wrong with the Metropolitan Railways Con- 
struction, I see Mr. Bradfield, or if there is anything 
wrong with the traffic I go to Mr. Ilodgson. 

4640. But they do not come to you, they go to their 
chief 2—If there is anything wrong with traftic they would 
eome to Mr. Fox first; Mr. Hutchinson would come to me; 
Mr. Lucy would go to Mr. Fraser. 


4641. But the district superintendents work under Mr. 
Hodgson, do they not ?-—Yes. 

4642. Well it comes down to this, as far as you are con- 
cerned, that you think that the size of the New South 
Wales railways is not yet sufticient to justify doing what 
other people have done?—That is really it. 


4643. Although, mind you, there is a public demand for 
it; it is not as though there was not a public demand for 
a change—there is, and a strong one?—Well, I do not see 
what advantage they are going to get. 


4644. You get a man who is accessible, instead of having 
to come hundreds of miles to Sydney ’—But the facilities 
for communication nowadays are so great, hoth-by letter 
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and telephone, that there is not much delay. You can 
communicate with Newcastle or even with Melbourne in 
a few minutes. 

4645. Would you manage the whole of Australia, if all 
the railways were unified, from one centre?—I would not 
say that. 

4646. I mean, there must come a time when your cen- 
tralised scheme will break down?—If you were to put the 
whole of the railways of Australia together, I admit it 
would be too big for any one man; they would probably 
do as they did in Federation, yiz., have head administrative 
offices in each State, and it may be that the New South 
Wales railways will reach the day when they can do the 
same, but I do not think they have reached that stage yet. 

4647. You think that with lines extending 500 miles 
away there is no necessity to decentralise?—If they get 
as much attention now with a cheaper administration 
than they would have under a new system. 

4648. Sir VINCENT RAVEN: Here you have a new 
country which is developing quickly and covers a large 
area’—We are developing from a railway point of view 
very much faster than the rest of the country is develop- 
ing—I mean that we have put out developmental lines 
at a greater rate than the country has developed. 

4649. Sir SAM FAY: The same thing may be said of 
South Africa, where they have done more than you have 
in the last ten years, and they have found the necessity 
for decentralisation ’—Ovz losses on non-paying or de- 
velopmental lines last year were £1,200,000, which is a 
pretty big cost with a population of 2,000,000 people, 

4650. Sir VINCENT RAVEN: All the more reason 
why you should make those lines profitable as soon as 
possible ?—If we could do it by putting additional admin- 
istrative officers in the service, I quite agree with you, 
but I do not see it. 

4651. Sir SAM FAY: Your view is, that, sitting here 
in Sydney, you know as much about these districts as a 
man would do who was on the spot and had nothing else 
to do than to look after it?—-I think the officers we have 
keep us informed of what is going on as quickly as an 
assistant Commissioner would do, 

4652. Sir VINCENT RAVEN: They have not the 
same responsibility that the assistant Commissioner would 
have under our proposal?—I do not know what powers 
the assistant Commissioner would have. 

4653. Sir SAM FAY: There is no doubt that, as far 
as the organisation of the New South Wales railway 
system is concerned, it is behind that of other countries, 
and there is a public demand for a change. Of course, it 
does not mean that there would only be one Commis- 
sioner in Sydney?—That has been proposed. In fact, 
the present Act provides for four Commissioners, and it 
has been suggested that the four Commissioners, instead 
of being located in Sydney, should be given a district 
each to go to, and leave probably the Chief in the centre. 
That was suggested some time ago, but I do not think 
that the assistant Commissioners can keep too close to 
the Chief. 

4654. You think they ought to be in a bunch, do you’— 
I think the more communicative they can be with their 
chief, the better will be the alministration. 





4655. That is not the view which is generally held with 
regard to railway administration of big systems. You may 
be right—I do not say you are not—but it is not in accord- 
ance with the practice in recent vears’—Well, I have been 
away from the other centres for a good while, but I was 
under the impression that the amalgamations were really 
with the idea of coneentrating rather than distributing, I 
mean in England. 

4656. It concentrates capital, but not administration ?—- 
It lessens the cost of administration, does it not / 

4657. Yes. Of course, when vou talk about it costing 
more money, it is rather cur‘ous that when they decen- 
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Witnesses—J. H. Cann and Hg Fox, 26 September, 1924. 
tralised South Africa they were able to dispense with quite 
a number of offiicers?—Well, if you are going to do away 
with the district superintendents—— 

4658. We do not propose to do that?—We have oflicers 
to go out, now, and we go ourselves and submit districts to 
certain tests from time to time, and if we find overstating 
at any point, we reduce it. 

1659. I was not referring to the staff as a whole; | 
was referring to the administrative officers/—We may 
have too many officers, and if we thought so they would 
be shifted. 

4660. I do not know that we can take it any farther, 
Mr. Cann; I thank you for your opinions. 


HENRY FOX, Assistant Commissioner, examined, as 
under :— 

4661. Sir SAM FAY: We have been giving considera- 
tion to the question of decentralising the organisation 
here in so far as it affects operations, in the same way as 
the railways have been decentralised, after they had 


,reached. certain dimensions, in other parts of the world. 


We should like to know what are your views on the sub- 
ject ’—First of all, may I be permitted to ask to what 
extent the authority would ‘be delegated to the decen- 
tralised officer with regard to operations ? 

4662. They would have very wide powers in regard 
to the actual operation—they would have to be co-ordinated 
with the Commissioners in the neighbouring areas, 7.e., 
the Area. Commissioner at Newcastle who had through 
traffic to the southern area would have to co-ordinate with 
the commissioner of that area, and they would all act under 
general instructions from the commissioners here—the 
general instructions would be ‘identical in the case of 
everybody; but when it comes to a matter of detail, that 
would be another matter; it would be for them to look 
after the detail?—In the case of these railways we have 
evolved from small things to our present state. Originally 
there were separate officers in charge of the metropolitan; 
or Sydney, district, and of the Neweastle distriet—that 
was when they were not connected. There was the con- 
trolling officer for the north at Newcastle, the south beinz 
controlled from Sydney. When the connection was made, 
the commissioners centralised the control more definitely 
in Sydney. In process of time, as the business developed 
and the country became more settled, it was necessary to 
appoint more district superintendents, until to-day we 
have seven, I think, of those officers. After some 
time it became evident that the Chief Traffic Manager 
had difficulty in co-ordinating the different districts 
from headquarters by correspondence, and so on, 
and ‘she was given three out-door officers, each of 
whom took a line, and that has resulted in the control 
being much more effective than it was previously. 
With regard to decentralising control, I do know that 
the country people would welcome it, because I was 
district superintendent for ten years. That is, given 
proper co-ordination with headquarters and effective assist- 
ance to the Chief Commissioner, that is, in reard to the 
control of his staff, which under the Railway Act has io 
be regulated, in regard to the higher positions more par- 
ticularly, by order of seniority—co-ordination in that 
regard and in regard to the fixing of rates and time-tables 
with regard to the whole of the lines—in those respects 
the area commissioners would, IT think, be able to exercise 
more detailed control with greater satisfaction to ihe 
public than is given. to-day; but, of course, one speaks 
generally, without having considered the whole of the 
details as to what measure of work would still devolve 
upon the commissioners at headquarters, and what com- 
missioners there would be at headquarters. For instance, 
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if the Chief Commissioner only were here, and could only 
eet assistance from the area commissioners by bringing 
them here, it might prove a heavy burden to him. 

4663. Of course, the object of decentralisation is to 
relieve the burden on the Chief, and it is not likely to be 
suggested that he should be left here without assistant 
Commissioners ’—Of course there would be attached to 
that the consideration as to whether there would be fewer 
District Superintendents. 

4664. lt is quite possible that with the appointment 
of an Area Commissioner the present district under the 
District Superintendent would be made larger ?—I think 
that is so. 

4665. Have you any knowledge of what has been done 
in other countries?—No, I have not, and JT speak there- 
fore with certain limitations. 

4666. The New South Wales railway system covers a 
very wide area‘—We appreciate that quite well when 
we endeavour each year to cover the whole of it by our 
annual inspections. 

4667. Of course, there is a public demand for some more 
accessible authority who shall be within reasonable dis- 
tance of everybody than is the case at present in regard 
to your District Superintendents?—Of course that is, to 
a certain extent, remediable by the personalities of the 
district superintendents; there are, of course, officers who 
would serve a locality to the entire appreciation of the 
people of that locality, and would save reference on many 
matters to headquarters; indeed, we have aimed at that, 
and have succeeded in quite a number of instances in 
procuring the ideal officer to meet the ease. 

4668. But as a general rule, have not the public found 
that it is necessary to communicate with headquarters 
direct if they wish anything done?—That was not my 
experience at Newcastle. At first it was, but after a few 
years there they rarely went to headquarters. Of course, 
I was in constant touch with headquarters, and able to 
anticipate their needs, and they frequently asked me 
whether I thought they should communicate with head- 
quarters on certain matters. Of course some of our dis- 
tricts are very straggling, and the business is not very 
great, and conditions may vary. The conditions may be 
different from those operating in other countries where 
decentralisation has been effected. 

4669. JT should not think there. is very much difference 
between South Africa and New South Wales in that 
respect. ‘Then, on the whole, you think it would be an 
advantage to decentralise to some extent. with regard to 
operations /—Yes, I think so—subject, of course, to proper 
co-ordination with headquarters and proper assistance to 
the ‘Chief Commissioner, and to keeping in touch with 
him. 

4670. I do not know ‘that ‘we can ask you any 
more about it. We have only given you a very rough 
outline of. our proposal, it is true, but it is prin- 
cipally a question of meeting the public demand?—TIf T 
may be permitted to do so, I should like to put in a word 
in regard to my chief, and the measure of burden that 
rests upon him. In regard to any arrangements that may 
be made finally, I should be glad if his hands are strength- 
ened, so that he may have the most effeetive possible 
control in his administration. I would not like to think 
that he was left largely single-handed here to control 
matters, because IT know how thoroughly he puts himself 
into his work. p 

4671. Sir SAM FAY: Of course, the object of de- 
centralisation is to relieve headquarters of a mass of 
detail which they had better never know anything about. 
It things go wrong, then they very soon find it out, but 
they need not necessarily be burdened with a collection of 
small matters which could more easily be dealt with by 
some local authority. Thank you, Mr. Fox. 


(The Commission adjourned.) 
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[PRivaTE AND CONFIDENTIAL. | 
Royal Commission on Railways, 


Offices : Chief Secretary’s Building, Sydney, 3rd October, 1924. 


Dear Sir George, 

In handing you our Report upon the Railways and Tramways we think it desirable to call 
your attention to the absence of any remarks upon the personality of the Chief Commissioner, or any 
recommendation with regard to his continuance in office after 3lst December next. 

We thought it better, in the absence of anything in that regard being included in our Terms of 
Reference, to leave the Report to speak for itself as to the difficulties—very great difficulties during the 
war and after—with which the Chief Commissioner has had to contend: and, although our Report does 
hings that, in the light of to-day’s knowledge, might have been done better, the fact, we 


disclose some t 
he past few years with more satisfactory results than 


think, remains that no one would have got through t 
Mr. Fraser has done. 

ll attention were inherited by him upon taking office, and he has 
you will observe that in evidence he was referred to in terms 
To make a change in the personality of the Chief 
He has served the Railway 


no 


Most of the things to which we ca 
had very little opportunity of altering them. ¥ 
of approbation by several important witnesses. 
Commissioner at this juncture would, we believe, be fraught with danger. 
Department in several capacities for forty-two years, and has a very complete knowledge—possessed by 
one else_—of the various ramifications of railway and tramway activities ; and it would be extremely difficult, 
if not impossible, for a new man—especially if he came from overseas—to attempt to carry out the whole 
or any material proportion of our recommendations within the next two or three years. Meanwhile, the 
financial situation and constructional work, &c., would be getting worse. 

ld be to re-appoint Mr. Fraser without reference 


What occurs*to us as the best arrangement wou 
bance of office; or, as an alternative, 


to time, and to give him an agreement in terms of our Report as to distur 
to sive hima five years’ agreement for the especial purpose of carrying out the reorganisation we recommend. 
At the same time, in view of Mr. Fraser’s age, it would be desirable to arrange with him that at least two 
its should be not of a greater age than forty to fifty years. This would ensure 
| the staff would not be upset by the introduction of a stranger, nor would they 
in organisation if they were carried out under Mr. Fraser’s 


of his principal assistar 
continuity of policy, anc 
be likely to resent the changes we recommend 


administration. 
Yours faithfully, 


SAM FAY. 
VINCENT RAVEN. 
The Honourable Sir Georce Futter, K.C.M.G., 
Premier, New South Wales. 


——— 
Sydney: Alfred James Kent, Government Printer—1924. 
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1924. 


LEGISLATIVE ASSEMBLY. 


| 
| NEW SOUTH WALES. 





RAILWAY FROM BANKSTOWN TO REGENT’S PARK. 


(PETITION FROM THE HOUSE AND LAND OWNERS, OCCUPIERS, AND RESIDENTS OF THE i) 
PARRAMATTA AND ADJOINING ELECTORATES PRAYING THAT THE ABOVE RAILWAY BE i 
IMMEDIATELY CONSTRUCTED.) ii 

; 
: 





Received by the Legislative Assembly, 23 October, 1924, 





To the Honorable the Speaker and Members of the Legislative Assembly, in Parliament assembled. 


a 
Bem ee — 
= ss ce. Et a 


The Humble Petition of the undersigned—- 
4 
SHOWETH :— 
hy 
That we, your petitioners, who will benefit by the construction of the Bankstown to Regent’s 


Park Railway, hold that the work which has already been passed by Parliament should at once be carried 
out and «a sufficient sum allocated for that purpose. 


a 


We maintain that the Bankstown-Regent’s Park connection will not only give to the residents of 
Bankstown quicker access to the surrounding districts, but will, in addition, provide means of speedy inter- 
communication between the several parts of the Parramatta and adjoining electorates. 


aa 


i SE a 


Your petitioners therefore pray that your Honorable House will provide for the allocation of the 
necessary money for ‘the construction of this line, the building of which has become still more 
imperative by the holding up of the electrification scheme—Sydney to Bankstown. 


a 


And your Petitioners, as in duty bound, will ever pray. 
H. FRANKLIN FERRIS, 


President, Bankstown Communication Promotion League. 


SS 


[Here follow 7,000 Signatures. | 
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PARLIAMENTARY STANDING COMMILTEE ON PUBLIC 
WORKS. 


RAILWAY FROM CANOWINDRA TO GREGRA. 








REPORT. 





Tue Paruamentary Stanpinc CoMMITTEE ON PUBLIC Works, appointed during 
the Second Session of the present Parliament. under the Public Works Act of 


1912 (3 George V, No. 45), and the Parliamentary Standing Committee on 
Public Works Election Enabling Act of 1922 (13 George V, No. 19), to whom 
was referred for consideration and report “ the expediency of constructing a line 
of railway from Canowindra to Greera,” have, after due inquiry, resolved that it 
is expedient the proposed railway be constructed; and, in accordance with 
subsection (d) of clause 34 of the Public Works Act of 1912, report their resolution 


to the Legislative Assembly :— 


INTRODUCTORY. 

1. The proposed line forms part of a railway considered by the Committee in 
1907, from Cowra to Gregra. The Committee recommended an extension only to 
Canowindra, and this being sanctioned by Parliament, has heen constructed and opened 
for traffic. In 1915 the extension of the line from Canowindra to Gregra was the 
subject of further inquiry by the Committee. The estimated cost was then £152,667, 
with an estimated annual deficit of £6,830. The Railway Commissioners, in their 
Statutory Report, recommended the construction of the line to Barrigan Hall (133 
miles), which is the centre of the wheat-growing district, at an estimated cost of £62,114. 
However, the Committee negatived the proposal from Canowindra to Barrigan Hall, as 
well as the through line to Gregra, and pointed out that there was a possibility of the 
extension of the Canowindra-Eugowra line to Parkes or some other point on the Molong- 
Parkes line, when the position of the district between Canowindra and Gregra, already 
well served with railway facilities, would be further improved. (The proposed extension 
of the Canowindra-Eugowra line to a point on the Molong-Parkes-Forbes line has been 
the subject of a separate reference to the Committee, and has been rejected). 

The official evidence shows that after the submission of the Committee's 
report in 1915, the matter was allowed to rest for some time. In 1920 the proposal was 
revived, when the Cudal Railway League asked the Minister to receive a deputation on 
the matter. In view of the then state of the finances, however, it was decided that it 
would be useless to receive a deputation or give any promise as to referring the proposal 
again to the Committee. 

Two years later, following represent 
Minister for Public Works intimated that when the railw 
was being considered the proposal for a line from Canowl 
be overlooked. 

Representations in support of the propos 
the Goulburn, Coonamble, and Murrumburrah 
Council and Chamber of Commerce, the Boree, Wingadee, and Amaroo Shire Councils, 
the Goulburn and District Chambers of Commerce, and the Molong Farmers and 
Settlers’ Association. On 5th July, 1923, in reply to a deputation from the Cudal and 
District Railway League, which asked for the construction of a lme from Canowindra 
to Gregra and Molong, the Minister said that the point to be considered was whether 
there had been sufficient development in the district to justify the expense of a survey 
and further inquiry; but if he could have an inexpensive exploration of the country 
made he would again submit the proposal to the Committee. At 


ations by the Cudal Railway League, the 
ay policy of the Government 
indra to Gregra would not 
ed railway were subsequently made by 
Municipal Councils, Molong Municipal 
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At a later stage the Minister, having ascertained that a survey fron Canowindra 
to Gregra had already been made, asked for a statutory report from the Railway 
Commissioners ; and the proposal was referred to the consideration of the Committee on 
20th December, 1923. 


THE PROPOSED RATLWAY. 


2. The proposed railway commences at a point on the branch line from 
Conowindra to Eugowra about 1 mile north-westerly from Canowindra station, and 
proceeds north-westerly and northerly on the eastern side of Thom’s Water Hole 
Creek for about 8 miles, where a north-easterly bearing is taken for about 9 miles, and 
the main road to Molong and Bowan Creek are crossed. At the latter, the northerly 
direction is resumed, Oakey Creek is crossed, and the village of Cudal is passed approxi- 
mately 2 miles distant on the west. About 40 chains south of Boree Creek a north- 
westerly bearing is taken; that creek is crossed 5 miles beyond, and the line 
termmates by a junction with the existing branch line from Orange to Condobolin at 
the eastern end of Gregra station and at 224 miles 65 chains 52 links from Sydney, va 
Orange. 

The works are hght, with a ruling grade of 1 in 100 in both directions. The 
sharpest curve is 15 chains radius. 


ESTIMATED COST. 


3. The estimated cost of the proposal, as submitted to the Committee, was 
£199,756, or £6,470 per mile, for a line 30 miles 70 chains in length. Subsequently, 
with a view to reducing the grade, the length was increased to 33 miles 70 chains, and 
the cost to £216,198, or £6,383 per mile. This estimate includes £46,678 for rails. £25,898 
for sleepers, £25,164 for earthworks, £13,135 for station works, including sidings, and 
£32.970 for engmeering and contingencies at 18 per cent. 


KSTIMATED REVENUE AND WORKING EXPENSES. 


4, I'he estimated annual revenue from the proposed line is £4,000, against £6.000 
lor working expenses. Interest at 5} per cent. amounts to £11,791, leaving a deficiency 
of £13,791. 


RAILWAY COMMISSIONERS’ REPORT. 
Oo 


5. The statutory report of the Railway Commissioners, made in October, 1923, 
States that the proposal was last reported upon in March, 1914, when a section of the 
line as far as Barrigan Hall, 134 miles beyond Canowindra in the direction of Gregra, 
Was recommended. Since then, however, the line has been extended from Canowindra 
to Eugowra, which has weakened the case for an extension from Canowindra to Gregra. 
Apart from this aspect, the cost of construction has increased from £152,667 to £199,756, 
with a corresponding increase in the interest rate from 4 to 5} per cent. These adverse 
circumstances have considerably affected the financial aspect of the proposal, with the 
result that the Commissioners are unable to recommend the carrving out of the work, 
or any part of it. at the present time. ' 


AREA TO BE SERVED. 


6. The area to be served consists principally of undulating hght red and 
chocolate soil, suitable for mixed farming, and in péarts closely settled. | Wheat- 
growing, sheep-raising, and a little dairying are at present the principal industries, 
and along various creeks maize and lucerne are grown in profusion. 

In the neighbourhood of Barrigan Hall, an important agricultural settlement, 
the country is of high wheat-growing capacity. Between the starting-point of the 
proposed line and this particular portion of the district to be served 80 per cent. of the 
country is regarded as suitable for cultivation. 

At Cargo, formerly a mining township, agricultural and pastoral pursuits are 
now followed. This district contains several large holdings, upon which wheat: culti- 
vation is being carried on. Amongst other settlements are Bowan Park, with deposits 
of marble, where wheat, fruit, and potatoes are produced, and Cudal, 9 miles distant 
from railway communication at Manildra, and the centre of a rich area of arable land. 
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The area midway between the proposed and the existing lines from Cowra to i 

Kugowra, Orange to Parkes, and Harden to Blayney, is officially estimated at 240,100 hi) 

acres, of which 213,100 are alienated, 13,700 reserved, 3,100 leased and 10,200 HU 

unalienated Crown lands. H| 

The untenanted Crown lands amount to 10,200 acres, parts of which, about My 

7,800 acres, were classified and set apart under the provisions of the Crown Lands Re 
Acts between December, 1907, and February, 1922. None of this land has so far 

been applied for. , 


In addition to the 10.200 acres rcferred to there are 13.700 acres of reserves 
not held under any tenure, other than annual tenure, making a total of 23,900 acres 
of unalienated Crown. lands. 


THE INQUIRY AND EVIDENCE. 


The Committee have inspected large tracts of country in the neighbourhood ) 
of the proposed line, including the settlements mentioned in the area to he served, 
and have taken evidence locally and in Sydney as to the possibilities of development 
of agricultural, pastoral, and mining industries. Li 


Upon the Oakey, Bowan, and Boree Creeks a considerable area is already under tut 

(4 

: lucerne cultivation : Birt in view of the distance of carriage from country bevond the ti 
: influence of existing lines the production Is comparatively limited, and, it is claimed, bil 


would be more than double with the improved means of access to markets which the 
construction of the proposed railway would give. 

Hay now sent to Canowindra and Gregra finds a market in Sydney and the west Vi 
and north-west; and it is maintained that with i improved transport facilities the demand eA 
will become practically ’ continuous on account olf the frequently recurring dry seasons | 
in those districts. In the west and north-west stockowners, in addition to purchasing 
hay in normal seasons as an insurance against drought. are stated to be adopting the Hi 
polic y of conveying their stock, particularly dry sheep and lambs, to the fodder- YI 
growing districts. and several instances have occurred in which they have been depas- 


tured in the Canowindra- SSE: a country. He 
Statistics collected during 1923 within an area of 10 miles north and south of i 

Canowindra and Greer 1 respectiv ely, and embracing 10 miles of country on either side fa 

of the proposed line, show the number of holdings to be 121, with a population ot 791. i) 


Some of these are 20 miles from existing railway communication. ‘lhe area under } 
cultivation in 1923 was 60.868 acres. During the last sixteen years 27,273 acres have ih 
been cleared. The area under crop in 1923 was 29,131, an increase of approximately i! 
4.000 acres since 1910. Wheat was produced to the extent of 420,922 bushels, ) 
140,000 bushels over the output of 1910. In the same period the production of oats hit 
increased from 14,926 to 30,515 bushels. Of hay, other than lucerne, 7,008 tons, and i) 
of lucerne hay 1,245 tons were grown in 1928. 

[In addition to the area cultivated within the district described above are 34,565 i 
acres also suitable for cultivation, and 57,683 acres of grazing land. Of the cultivable 
area. 4,695 acres are described as rich alluvial flats, admirably adapted for lucerne 


growing. Upon the 121 holdings mentioned are 1,885 horses, 104,635 sheep, 630 dairy 
cattle. and 3,477 head of other cattle. The carrving capacity of the country is esti- A 
; i 


mated ata sheep to the acre, ii 


CONCLUSION. 


The Committee have considered the proposal from two aspects : 
development of the country to be served; and the provision of a connecting link ! 
between the northern and north-western lines via Molong, Dubbo, and Werris 
Creek, which will avoid the heavy grades on the Gregra- Molone—Orange-Blayney I 
system. | 

The area to be served is of exceptional quality. Practically the whole of it 
is of velcanic formation, with deposits of limestone in places, and is suitable for the NEL 
production of lucerne, luce rne seed, oats, barley, maize, wheat, wool, &e. Generally, 
the country is rich and fertile, with an annual rainfall of 23 inches, and a climate 
which has been described as ‘capable of giving a certain living area to a family on 
400 to 500 acres.”’ ti" 
Omitting | 


| 
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Omitting the portion 10 miles north of Canowindra and a similar distance 
south of Gregra, the intervening country within an area of 10 miles on either side 
of the proposed line contains approximately 140,000 acres. Of this, 80 per cent. iS 


of agricultural character; the palance is suitable for grazing. There is every 


reason for the conclusion that, with railway construction, the development of the 
district will be rapid and extensive. 


When the proposed line was under review in 1915, the linking up of Dubbo 


with the north and north-western railway systems had not been effected. Since 
that time, however, these connections have been completed. The construction of 
the proposed line will thus form a link (as well as an extension) between the 
systems referred to, facilitate the removal of stock, ensure direct conveyance of 
the produce of the area to be served to Dubbo and other centres, and thus enable 
the full benefit to be obtained from the lines radiating thereto. 

The Committee are of opinion that, from a national and local point of view, 


it is expedient the proposed line be constructed. 


RESOLUTION PASSED. 
9. The following extract from the Minutes of Proceedings sho 
passed by the Committee : 


Mr. Travers moved,—“ That, in th 
line from Canowindra to Greg 
constructed, but they suggest that consider 
Canowindra to Barrigan Hall, a distance of about 14 miles. 


ws the resolution 


e opinion of the Committee, it is not expedient the proposed 
egra, as referred to them by the Legislative Assembly, be 
ation be given to the construction of a line from 


”? 


The motion was negatived on the following division :— 


Ayes, l. Noes, 5. 
Mr. Travers. Mr. Burke, 

Mr. Dick, 

Mr. Doe, 


Mr. Drummond, 
Mr. Mahony. 


on of the Committee, it is expedient the proposed 


Mr. Drummond moved,—That, in the opini 
ferred to them by the Legislative Assembly, 


railway from Canowindra to Gregra, as re 
be constructed. 


The motion was seconded by Mr. Mahony, and agreed to on the following division :— 


Ayes, 5. " Noes, 1. 
Mr. Burke, Mr. Travers. 
Mr. Dick, 

Mr. Doe, 


Mr. Drummond, 
Mr. Mahony. 


Ww. T. DICK, 
Chairman. 


Office of the Parliamentary Standing Committee on Public Works, 
Sydney, 15 November, 1924. 


















PARLIAMENTARY STANDING COMMITTEE ON PUBLIC 
WORKS. 





MINUTES OF EVIDENCE. 





RAILWAY—CANOWINDRA TO GREGRA, 


TUESDAY, 19 FEBRUARY, 1924. 


Present :— 
The Hon. W. T. DICK (CHatrman). 


The Hon. Joun Travers. 
The Hon. Rospert Manony. 
Francis Micuart Burke, Esq. 


Wintiam CameEron, Esa, 
Brian James Dor, Esa. 
Davi Henry Drummonp, Ese. 


: ; : constructing : ata elaeae tar i. Baebes. \ reor: 
The Committee proceeded to consider the expediency of constructing a line of Railway from Canowindra to Gregra. 


Thomas Bryce Cooper, Under Secretary, Department of 
Public Works, sworn, and examined :—- 


ifs Chairman. | Have yon the official statement to submit 
respecting the proposed railway !—Yes, it is as follows :— 


PROPOSED RAILWAY FROM CANOWINDRA TO GREGRA. 


Estimated cost, £199,756, cr £6,470 per mile, exclusive of 
land and compensation. 

Length, 30 miles 70 chains. 

Ruling grade, 1 in 100 in both directions. 

Sharpest curve, 15 chains radius. 


On 20th December, 1923, the Secretary for Public Works 
and Minister for Railways and State Industrial Enterprises 
(Hon. R. T. Ball, M.L.A.) moved in the Legislative Assembly, 
“That it be referred to the Parliamentary Standing Com- 
Inittee on Public Works to consider and report upon the 
expediency of constructing a line of railway from Canow- 
indra to Gregra.” 

Question resolyed in the affirmative. 


Following is the official description of the line:—‘ This 
proposed railway commences at a point on the branch line 
from Canowindra to Eugowra about 1 mile north-westerly 
from Canowindra Station, and proceeds north-westerly and 
northerly on the eastern side of Thom’s Water Hole Creek 
for about S miles, where a north-easterly bearing is taken 
for about 9 miles, and the main road to Molong, and Bowan 
Creek, are crossed at the latter, the northerly direction is 
resumed, Oakey Creek is crossed, and the village of Cudal 
is passed approximately 2 miles distant on the west, and 
about 40 chains south of Boree Creek a north-westerly bear- 
ing is taken, that creek crossed about 5 miles beyond which 
the line terminates by a junction with the existing branch 
line from Orange to Condobolin at the eastern end of Gregra 
Station and at 224 miles 65 chains 52 links from Sydney, via 
Orange, 

“The works are light with a ruling grade of 1 in 100 in 
hoth directions. The sharpest curve is 15 chains radius.” 

The Railway Commissioners’ latest Statutory Report is 
dated 12th October, 1923, and is as follows :— 


“PROPOSED RAILWAY FROM CANOWINDRA TO GREGRA— 
30 Mites 70 Crarns. 

“In accordance with the request of the Minister for Rail- 
ways and in pursuance of the provisions of the Public Works 
Act, 1912, the Commissioners beg to submit a further report 
on the abovementioned proposal, 


ft 35321—A 


“This proposal was last reported upon by the Commis- 
sioners in March, 1914, when a section of the line as far as 
3arragan Hall, 134 miles beyond Canowindra in the direction 
of Gregra, was recommended. Since then, however, the line 
has been extended from Canowindra to Eugowra, which has 
weakened the case for an extension from Canowindra to 
Gregra. 

“Apart from this aspect, the cost of construction has 
increased from £152,667 to £199,756, with a corresponding 
increase in the interest rate from 4 to 54 per cent. These 
adverse circumstances have considerably affected the finan- 
cial aspect of the proposai, with the fesult that the Com- 
missioners are unable to recommend the carrying out of 
the work, or any part of it, at the present time. 


“The financial prospect of the suggested line is as 
under :— ;' 
| £ £ 
- “Estimated cost of construction 199,756 199,756 


“ Estimated annual expenditure— 





“Interest on cost of construction 
(£199,756) at 54 per cent. .. ss | 20886 
“Working expenses nts 6,000 
— 16,886 
“Estimated annual revenue 4,000 4,000 
“ Difference e ne a om £12,886 
The Common Seal of the Rail- 
way Commissioners for (Seal. ) 
New South Wales was JAMES FRASER, 
hereunto affixed the Chief Railway 
twelfth day of October, Commissioner. 
one thousand nine hun- J. H. CAnn, 


dred and twenty-three, in 
the presence of— 


Assistant railway 

Commissioner, 

“W. JNO. Morris, Secretary.” 

This proposed line fornis part of a railway considered by 
the Public Works Committee in 1907 from Cowra to Gregra. 
The Committee recommended an extension only to Canow- 
indra, and this being sanctioned by Parliament, has been 
constructed and ®pened for traffic. 

In 1915 the extension of the line from Canowindra to 
Gregra was the subject of: further inquiry by the Public 
Works Committee. The estimated cost was then £152,667, 
with an estimated annual deficit of £6,830. The Railway 
Commissioners, in their Statutory Report, recommended the 
construction of the line to Barrigan Hall (1384 miles), 
which is the centre of the wheat-growing district, at an 
estimated cost of £62,114. However, the (Committee 
negatived the proposal from Canowindra_ to sarrigan 
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Witness—T. 6. Cooper, 19 February, 1924, 


Hall as well as the through line to Gregra, and pointed out 
that there was a possibility of the extension of the Canow- 
indra-Eugowra line to Parkes or some other point on the 
Molong-Parkes line, when the position of the district between 
Canowindra and Gregra, already well served with railway 
facilities, would be further improved. 

It may here be mentioned that the proposed extension of 
the Canowindra-Eugowra line to a point on the Molong- 
Parkes-Forbes line is the subject of a separate reference to 
the Committee. 

After the submission of the Committee’s report in 1915, 
the matter appears to have been allowed to rest for some 
time. In October, 1920, the proposal was revived, when the 
Cudal Railway League wrote, through the Hon. J. Dooley, 
M.L.A., asking the Minister. to receive a deputation on the 
matter. In view of the then state of the finances, however, 
Mr. Estell decided that it would -be useless to receive a 
deputation or give any promise as to referring the proposal 
again to the Public Works Comumittee. 

In June, 1922, following on representations by the Cudal 
Railway League, through the Hon. J. Cc. L. Fitzpatrick, 
M.L.A., the succeeding Minister (Sir T. Henley) intimated 
that when the railway policy of the Government was being 
considered the proposal for a line from Canowindra to Gregra 
would not be overlooked. 

In May, 1923, communications were received from the Hon. 
J. CG. L. Fitzpatrick, Mr. J. Dooley, and Sir Charles Rosen- 
thal, Ms.L.A., urging on behalf of the Molong Municipal 
Council and the Molong Chamber of Commerce that a survey 
be made from Canowindra to Molong. 

Representations in support of the proposed railway were 
also made by the Goulburn, Goonamble and Murrumburrah 
Municipal Councils, the Boree, Wingadee and Amaroo Shire 
Councils, the Goulburn and District Chambers of Commerce, 
and the Molong Farmers and Settlers’ Association. 

On 5th July, 1923, in reply to a deputation from the Cudal 
and District Railway League, which asked for the construc- 
tion of a line from Canowindra to Gregra and Molong, the 
Minister said that the point to be considered was whether 
there had been sufficient development in the district to 
justify the expense of a survey and further inquiry; but if 
he could have an inexpensive exploration of the country 
made he would again submit the proposal to the Committee. 
At this deputation a statement setting out the case for the 
proposed railway was handed in for the Minister’s informa- 
tion. (V. Appendix A.) 

Subsequently the Minister, having ascertained that a survey 
from Canowindra to Gregra had already been made, directed 
that the Railway Commissioners be asked to furnish a 
Statutory Report so that he might submit the matter to 
Parliament for reference to the Public Works Committee. 

Plan, &¢., herewith. Further information in regard to 
the proposed railway, including details of estimates, will be 
placed before the .Committee by the Railway Commis- 
sioners’ officers. 


APPENDIX A. 


Cudal District Railway League. Proposed railway from 
‘anowindra to Molong, via Grega. Distance, approximately 
40 miles. President, A. K. Shannon, Davies Plains, Cudal. 
Hon. secretary and treasurer, Jno. Stinson, Bowan Park. 
5th July, 1923. 

* Railway from Canowindra to Molong, via Gregra. 

Deputation of the Cudal ‘and District Railway League 
to the Hon. R. T. Ball, M.L.A., Minister for Public Works 
and Railways, on Thursday, 5th July, 1923. 

We beg to submit for your information the following facts 
in connection with the proposed railway. In this application 
we are supported by the Molong Chamber of Commerce, and 
the landholders along the Dubbo-Molong line, nearing com- 
pletion. 

(Sgd.) H. A. Webb, Yates Bros Ltd., per ARIE NE. 
S. D. Gordon. 


Construction—The distance to be constructed is approxi- 
mately 40 miles. Previous surveys disclosed no engineering 
difficulties of any kind in connection with the construction 
of the line, and that there will be no greater grade than 
1 in 100; and no curves of less than 20 chains radius, and 
there are no bridges of any size to construct. 

Country to be served.—The country through which the 
proposed railway would pass is an extensive fertile, undu- 
lating valley lying between the Canoblas Mountain on the 
east and the Mandageri Range on the west, a very large 
proportion of which is arable (estimated at 384,000 acres). 
The following centres and districts lie on the proposed route 
_—Canowindra, Lockwood, Cranbury, Bowan Park, Cudal 





and Gregra. It will pass within six miles of Cargo, and 
about three miles from ‘Tcogong. It is our opinion that 
these towns will at least double their population in a very 
siort time after the line is constructed, as the absence of 
a railway service is a big hindrance to the development of 
these districts. 

Rainfall—The average rainfall is 25 inches, and the 
records show that it is particularly well distributed through- 
out the year, thus making the area well adapted for mixed 
farming. 

Soil.—The soil is very largely of basaltic and limestone 
formation, a combination that makes the district ideal for 
all crops, and very sound for stock. 

Crops.—The whole area 1s eminently suitable for wheat- 
growing, and for the past ten years many of the farms have 
averaged five bags per ‘acre, Other crops which are regu- 
larly and successfully grown are oats, barley, and miaize. 
There is a large amount of first-class lucerne country on the 
creek-flats, capable of producing excellent lucerne hay, and 
in parts of the Cudal district first-grade lucerne seed. Last 
year it was proved that cotton could be grown on the Cudal 
and Bowan Park Districts, and with the advent of this line 
this crop will be extensively cultivated. In addition, large 
areas are now being devoted to the production of high-grade 
stocks of grain for seed, and certain garden seeds. 

Fruit-growing.—A wide range of fruits can be grown with 
success. On the Canoblas side, apples, cherries and summer 
fruits thrive, while on the lower ground on the western side 
of the proposed line, citrus fruits, grapes, &e., are grown to 
perfection. 

Stock.—At the present time it is estimated there are 
200,000 sheep and 5,000 head of cattle in the area to be 
served. Sheep are largely grown in conjunction with mixed 
farming, and this, with the adoption of more intense culti- 
vation, augurs well for a great increase in the production 
of fat lambs for market, once railway facilities are available, 
Dairying is carried on on a very progressive basis, between 
16,000 and 25,000 lb. of bacon being cured every year. 

Mineral Prospects—The mineral prospects of the districts 
are good. At Bowan Park, one gold reef recently found gave 
the wonderful assay of 119 oz, to the ton. This mine is 
situated at the head of Oakey Creek, while a little further 
along the same creek, another promising gold show is being 
worked. Cargo and Burdett possess gold mines, which 
have only been closed through lack of railway facilities. On 
the Oakey Creek there is also a vast deposit of good marble ; 
through want of a railway line this had been abandoned. 
The quality of this marble is considered to be equal to the 
best found in New South Wales, according to the experts ; 
in addition, there are in this district large deposits of phos- 
phates, which are now being worked for the production of 
fertilizer, which has been proved of excellent quality. 

Value to existing railway system.—This comparatively 
short length of line will prove a source of great benefit as 
a link between the north-west and the south, as it will con- 
nect the Molong-Dubbo line with the Cowra-Canowindra- 
Kugowra line. It will save 60 miles of haulage and eliminate 
the heavy pull over the Orange-Blayney section. These are 
items worthy of close consideration, Being a link as well 
as an extension, heavy traffic is assured as soon as the line 
is established, and we feel certain the line will be a paying 
proposition from its inception. 

Value in time of drought —By linking up Canowindra with 
the existing west and north-west systems through Molong, 
it facilitates the quick removal of starving stock, and makes 
more readily available for the north-west the almost un- 
limited supplies of lucerne which can be grown in the 
Canowindra and surrounding districts. 

General summary.—The whole area to be served is included 
in what is known as one of the “safe” districts of New 
South Wales. Its value, in the opinion of men qualified to 
judge, is evidenced by the fact that members of one of the 
largest seed firms in the Commonwealth have purchased a 
holding and are growing considerable areas of wheat, oats, 
barley, garden peas, &c., especially for seed purposes. Their 
choice of the Cudal district was made after extensive tours 
throughout the greater part of New South Wales, and experi- 
ence of farming and seed growing in Tasmania, New Zealand, 
and in other parts of this State. This promises well for the 
future development and close settlement of the areas which 
will be embraced by the railway extension we ask for. AS 
we have shown there is as great a range of agricultural 
pursuits possible here as in eny part of the State. 

Conclusion.—After taking all the foregoing facts into con- 
sideration, we feel confident that we are asking you to place 
before your Public Works Comniittee a most urgently needed 
work, and a sound business proposition, and we trust that you 
can see your way clear to give us all possible support, 
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MONDAY, 10 MARCH, 1924. 


Present:— 

The Hon. W. T. DICK (CHAIRMAN). 

The Hon. Jomun Travers. Francis Micuart Burke, Esa. 
The Hon. Rornerr Manony. Brian James Dor, Esa. | 
Davin Henry Drumaonp, Esa. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Canowindra to 
Gregra 
ora, 


William Hutchinson, Chief Engineer for Railway and mistake occurred, as the surveyed line, « distance of 30 miles 70 
Tramway Construction, Department of Railways, chains, with a ruling gradient of 1 in 60, was unfortunately taken 
. c > © c We c 
ee nnd ceamined i. for preparing the estimate, and the gr adient was given as 1 in 106 in 
: ’ ; ‘ both directions. Some time after this survey was made, with a 
. , view to reducing the grade to 1 in 100, an exploration was made 
air ave you a statement ake ?—VYeu: 8 g oe Ora ' 
Chair man. | Have you a statement to make ? Y €S; and it was found that by making a deviation of 3 miles a railing 
bat before doing so I would like to read a copy of a minute — gradient of 1 in 100 coull be obtained, the length of the line being 
which I have written to the Secretary for Railways to-day. 33 miles 70 chains, which works out at £216,198, or an average of 
It is as follows :-— £6,353 per mile as against the estimate given, £199,756, or £6, 170 | 
per mile, and the former estimate should have been given, 


CANOWINDRA TO GreGRA RatLway. This afternoon I have to give evidence before the Works 
Committee, and am putting the matter right, and e xplaining 


I regret to have to report that in submitting an estimate to the 
F E ° : the position. I, therefore, wish to let the. ( Jommissioners 


Commissioners some little time ago for the Canowindra-Gregra ? / 
railway, and which they have used in their statutory report, a know of the mistake. 


NEW SOUTH WALES GOVERNMENT RAILWAYS—CONSTRUCTION BRANCH 
CaNnowrnpDRa TO GREGRA RatLway—(TRIAL SURVEY). 


STATEMENT showing estimated cost of a single line of railway with 60-1b. rails, earth ballasted. Length of line, 33 miles 70 chains. Ruling 
grade 1 in 100, with load, 1 in 100 against load. Minimum curve, 15 chains radius. 
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Description of Work, Estimated cost. Summary, cae f ¥ 
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LD DUTTA, 05 neodgote isk ORonaebegR GOR onDROBSORGBOS OCOD IIROHRe MCDNCEBY On Ot nbn c DCD EST COC Th Mena ucer serene ene 1 G4 PS 4M nee ae Ter ee r43 HN 
SNe MCUILGNGLCEW EULERIAN D cavace canoe eun- cre disa sacs: aie sno ivevscsasasicheresistisessscsiavecseisesceisixx nes 18,283 0 2 Shopaseeeiic 540 Hy) 
Level crossings, cattle stops, fencing, and road A Arg, 0 en ee eae Oe ie ne fe RECGEGS Ty tae Yaa date cra | 490 
Permanent-way materials — it 
I et ke pe ccth nasa dR aah suk ndReaeianciaagh cnagonieieen sere AGG POR wikis: | 1,378 | 
a 20 atc ce an se eeeechhaeneton dear ous ede vs cntignauminemee.ceesennenmtion LOS0F Le Ee tb ieadandlnes 49 it 
NR vale ice ch acnadc nest iretiowwven conte « Paes ts a ee ee | 176 1 
PRAT as Gee eee Recetas ocienaa cree osiadesyaveharecsen. ilivty*ereuseannsbussee Mees ates Ye aa LW eal] Ge onaneee ee rtae ey! 
PRMMMMEEN PENA AY TORCHES rays. .cottaas peech icine sathtces covet acalewen Vanessa sssecvaeecs denays waded enses 1,000 12 4 oan connie 30 
BLEGDerse racestecaaeee a tetas sos RS eee coe cer ee oooh Ee tinlasiais Swieivis de daar sede saceadiak 25/595m Ol er | eneacee ar | 764 
Station Buildings— 150,707 7 3 |———— 
Stations, £1,820; platforms, £1,120; station-master’s house, £1,000; trucking yards, “| 4,449 
S00 loading banks, £1;620i;ieo0ds shed, L400) cc svipeiscs catreccssseansmsaccccscaterceteessnc! canes ecene G/80) 0) 0 F200 
SOME W OLS TOC ILC ON SICUU DS sian iece sete cri cew casa riisarsecsevisinne*sarenecoeesnesscnnataasworerserersenccersrre|l ensiesaneness 13,135 10 6 | 388 
OE EU EEE eR OR 6 sey ba Ae el eo ee eee SOS AOLHG 0b DECOR CHOOSA | se SCHERRER 4,000 0 0 119 
Me ree cans sete e cates dec eAts A. sc8. 00 Adtiviudeen due haau tu saieto rial adesuicstparenidseatanseneesce || fy egeresennees 3,400 0 0 100 
eC DER TED CIR GUTS OTN, BICTIA IS, elo Cass oid) Stang: cables fodeck ve sesacsasyecekporanesphecatseveguseezeccsus|  daeesare vv 2, 860 0 0 S4 
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183,218 17 9 | 5,409 
Engineering, Head Office, and contingencies, 18 per Comt. .....-...05 seosesceeee consrecceecesrecetsesces!] ves Naat eitin 32,979 2 3 | — 974 
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Average cost per mile, £6,383. 


3. Chairman.| I notice if this line is constructed it will light pioneer railway. The line, Canowindra to Eugowra, 
practically be a through connection to Gregra. In viewof is a light pioneer line, and also Cowra to Canowindra. 
that fact, it is considered that the 60 Ib. rails will be heavy ‘This is merely an extension of that, and it is also a light 
enough to carry the tratlic!—It is only looked upon as a __ pioneer line. 
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MONDAY, 24 MARCH, 1924. 


Present:— 
‘he Hon. W. T. DICK (Carman). 


The Hon. Joun Travers. 
Tne Hon. Rosperr Manony. 


Brian JAMES Dor, Esa. : 
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Francois Micnari’ Burke, Fsq. 
WituiAM Camexon, Esq. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Canowindra to 
Gregra. 





Charles Austen Hodgson, Chief Traffic Manager, Depart- 
ment of Railways, sworn, and examined :— 


4. Ohairmin.] You have a statement to make regarding 
this proposal?—Yes. The following is a copy of my report 
to the Commissioners dated 5 December last :— 


With reference to the enclosed papers, I have to state that this 
proposal was last reporte1 upon by the Commissioners in March 
1914, when a section of the line as far as Barragan Hall, 135 miles 
beyond Canowindra in the direction of Gregra, was recommended. 
Since then the line has been extended from Canowindra to Eugowra, 
which has weakened the case for an extension from Canowindra to 
Gregra 

Apart from this the cost of construction has increased from 
£152.667 to £199,756, and the interest charge formerly calculated 
at 4 per cent, must now be debitel at 55 per cent. These adverse 


circumstances have considerably affected the financial aspect of the 
proposal and I am, therefore, unable to recommend the carrying Cy % 


of the work, or any part of it, at the present time. 4 
The following estimates are submitted :— , 
Estimated cost of construction ...........0.65 .. £199,756 . 
Interest on above at 54 per cent...... £10,856 ! 
Working expenses ......0....eceeees 6,000 ? 
16,886 = 

Estimated revenue........0c.s0+ cseee ageraeresenct ss 4,000 7 

Differ ene Adis cctvic conced: (eon ieee sees £12,886 ° 

I might mention that quite recently the estimated cost for this } 
line was advanced by £16,442, due to an increased length of 3 $ 
miles to obtain a better grade. This alteration will add £905 to the . 
interest charge quoted above. 7 





FRIDAY, 6 


JUNE, 1924. 


(The Committee met at the Shire Council Chambers, Cudal. } 


Present :— 
The Hon. W. T. DICK (Crarirmay)., 


The Hon. Joun TRAVERS. 
The Hon. Roperr Manony. 


Francis Mics, Burke, Esq. 
Brian JAMES Dor, Isa. 


or 


Davip Henry Drummonp, Esa. 3 





The Committee proceeded to further consider the expediency of constructing a line of Railway from Canowindra 
to Gregra. 


Abraham Kenneth Shannon, farmer, Davy’s Plains, near 
Cudal, sworn, and examined :— 

5-6. Chairman.] I urderstand that you have prepared a 
statement respecting the proposed railway /—Yes, it reads 
as follows :—Adapted to lucerne-growing, a large arew is 
already down with lucerne. As such areas are limited, its 
value cannot be over stated. Fat lambs would also pro- 
vide large freight. The line would give Canowindra the 
best possible outlet for its lucerne in the north-west and 
west. From every view point, the line would prove most 
reproductive. It is a direct link through most fertile land. 
I advocate the construction of the Canowindra-Grega 
railway as the best possible link with the Main Southern 
line and the north and north-western districts. It would 
pass through the most fertile area of mixed farming 
country in the State, which has an assured rainfall and 
good climate, capable of providing a.living on 4C0 acres. 
It is esentially a hay district. The line would give the 
railways 200 per cent. increase in freight. It would be a 
great national asset to the west and north-west as a stand- 
by in lean years for fodder. The Boree, Oatney, and 
Bowen Creeks have a large area of alluvial flats. 

7. To what use would a man with 400 acres have to put 
his land ?— Mixed farming. 

8. What does that mean in this district ?—The raising 
of fat lambs, dairying, and the growing of fodder. 

9, And lucerne?—No. We have grown oats and maize 
to perfection. ; 

10. What percentage of the land in the district would 
be suitable for lucerne ?—I should say 30 per cent. of the 
country would produce grazing lucerne. About 10 per 
cent. would be lucerne land for conservation—that is, to 
make hay. The cost of haulage at the present time cuts 
out the profit and consequently crops for hay are seldom 
grown, 


11. What has been the average wheat yield in the dis- 
trict over a series of years ?!—About 8 bags. 

12. Where is hay grown in the district marketed ?—At 
present it finds the Sydney and north-western market. 

13. What is the production of lucerne in the district ?— 
They get from five to six cuts. They get 3 tons of dried 
lucerne per acre. 

14. What is the carrying capacity of this country 
improved ?—One and a half sheep to the acre, In flush 
seasons it would carry two. 

15. Are there any large holdings within the influence of 
the proposed railway !—Yes, they are being cut up. 

16. Are many 400-acre blocks being worked !—No, 
because of the distance from railway. The district has 
great possibilities. 

17. Is is a fact that western and north-western graziers 
have been purchasing hay in normal years as an insurance 
against drought, and is that likely to be a settled policy ?— 
Yes ; as a man insures his property against fire risks he 
will insure against fodder risks, which is a sound principle. 
The more that is done the more it will relieve the Govern- 
ment from having to help people to conserve fodder, and 
the more stock will be carried. 


» 


18. Have you noticed a disposition on the part of stock- 
owners to send stock to this district for lucerne ?—A man 
with dry sheep, such as wethers, would do it, but men with 
lambing ewes cannot do it. 


19. What is the general value of land in the district !— 
From £7 to £8 per acre. 

20. Do you value lucerne land at £8 per acre ?—T should 
say £14 per acre without the railway. 

21. How is agricultural land generally valued !—About 


£8 per acre. 








Witnesses -- 


92. Is there much ridgy country in the district not very 
good {— Very little. The hilltops are basalt formation, and 
when cleared are very fertile. 

23. Mr. Travers.| Has the construc tion of the railway 
from Canowindra to Eugowra stimulated production 10 or 


12 miles from the line ?—Yes. 


24. What percentage of wheat country is there within 
the influence of the proposed railway !—| should say 80 per 


cent. is first-class wheat land, and the balance is excellent 
grazing land, 

25. When the Committee took evidence in 1915 on a 
similar proposal stress was laid on taking the line as far as 
Barrigan Hall?—I would prefer that a spur line should 
start from Gregra and run here instead of to Canowindra, 
because it would link up with the Dubbo—Werris Creek 
line, and it- would make this a hay district. It 
better to start from the Gregra—Molong end. 

26. What is a fair living area in the <clistrict 
hundred acres would be a good holding for a family, 
the railway. 

27. I take it you consider 


would be 


t_ Four 
with 


the construction of the line is 


. justified because it would link up two important railway 


systems, and also because it gave you an opportunity ot 
sending your produce to other places, whic h you are unable 
to do at ‘present !- -Yes, the district warrants the construc- 
tion of the railway. 

28. Mr Doe.j How much of the land from Molong to 
Parkes and from Canowindra towards Eugowra is under 
wheat ?—About 50 per cent. of it has been handled. It is 
not all growing wheat at the present time ; 80 per cent. 
will produce hay or wheat. Production has receded about 
15 per cent. 

29. If the railway were construc ‘ted what effect would it 
have on the production of wheat and hay /—It would make 
about 45 per cent. difference. 

30. What is the general form of 
district ?—Good, sound farming. 
intense culture. 

31. What is the 
inches. 

32. Is it fairly regular ?—Yes. June and July are our 
wettest months, and Fe bruary and May are the two driest. 
We e Bias an average of about 2 inches a month. 


cultivation in the 
The land is capable of 


rainfall in the district ?—Twenty-five 


. Have you tried potato-growing in the district ?— 
en: on a small patch, with excellent results. Thad 4 
in, and the crop went about 3 tons ; with proper cultivation 
results would have been better. 

34. Would the construction of the railway lead to the 
subbivision of the larger estates!—There are numerous 
28 ata in the district which could be subdiv ided, apart 
from the large estates. My own Pan is capable of being 
subdivided. I have 2,300 acres. The largest area I ats 
had under wheat is 400 acres. There are a good many 
places similar to mine in the district. 

35. Mr. Mahony.| Has much maize been produced in 
the district 1-Y es, in years gone by, but for want of 
transport facilities it has not been grown much. ‘The 
district is quite capable of producing maize on a large 
scale. 

36. As maize can be handled more easiiy than hay over 
good roads, with motor traction, do you think it is likely 
to be grown here?—Once you put it on the trucks it goes 
to its . destination without double-hand ling. The labour 
question has to be considere d. You could not link up the 
north-west with good roads. 

37. Chairman.| In 1914 the Railway Commissioners 
recommended the construction of a railway as far as 
Barrigan Hall. They held the opinion that the land to be 
served by the propcsed line was practically similar to the 
land between Eugowra and Canowindra, Is that your 
view ?—Yes, from Molong to Cowra there is some of the 
finest land in New South Wales. 

38. Would a railway from Canowindra t 
or from Gregra, the same distance, serve local interests 
think a line from Gregra. 

39. It has been stated that the best of wheat country is 
to the north. Docs the country become better as you go 
north !—No, I do not think it varies. ; 


acres 


o Barrigan Hall 
y=] 


A. K, Shannon, G. and A. M. 1924, 


George Henry Bowhay, farmer and grazier, Yeoval, sworn, 
and examined : 

Burke. | Where is Yeoval ? 
and the new line. IL the construction 
of the proposed railway from a national standpoint. 
Within the last few years we have lost thousands of sheep 
in the western division owing to rabbits, wild dogs, and 
drought. Drought is our worst e nemy, an 1 if the proposed 
railway were constracted millions of sheep would be saved 
annually. | that 400 acres is a living area in this 
district. The railway would enable fodder to be trans- 
P sted to other districts. The western graziers would take 
full advantage of the line to get fodder to their holdings. 
ie district compares favourably with the Yeoval district. 
While acting on a committee appointed by the farmers of 
Ameroo district to make representations to the Railway 
Department for the weighbridges on the 
“erences line, statistics were gathered showing that 
333,163 bags would be delivered te the stations between 
Dubbo and Molong. That estimate proved to be 300 bags 
over, 330,000 bags having been delivered to those stations 
this year. That means a gross return of £200,000. This 
district is quite as good for ha; There could be no better 
proposition than that to eae up the south and north- 
western districts by railway. It is nota spur line. It is 
a connecting link, and for that reason the ling should be 
constructed. There is no better wheat-belt in the State 
than that extending from Henty through Cowra, Canow- 
indra, Kugowra, Cumnock, and Cudal. Breeders in our 
district have taken first prize for rams at the Sydne; y show. 
We did, on one occasion, produce the best ram in the world. 
The weolLercwing country of the north and north-west 
would be protected by the proposed railway. 

40. Do you represent any public body here to-day ?—I 
am deputy president of Amaroo shire, ‘and an executive 
member of the Shires Association of New South Wales. 
We have considered the construction of concrete roads in 
lieu of railways, But roads would cost as much as rail- 
vays or more, and their maintenance would be greater. 
Concrete roads have no use in connection with this pro- 
posal. The line would form a connecting link between the 
north-west and southern Riverina, 

41, Is not that sounley already linked up by the Forbes- 
Stockinbingal line ?—Yes, but not by a direct route; 27 
miles of haulage would a saved. 

42. The line would not affect me personally, although in 


H. Bowhay, Yates, 6 June, 


SOA. Mr. 
Dubbo 


Midway between 


recommend 


agree 


provision of 


drought time I have lost Ae ewes carrying unborn 
lainbs which are worth 20s. to-da 


{3. Would the proposed line be pe much service to you 
in time of drought ?—Yes, 1 could get fodder cheaper. 

44, Is there much cultivation 10 miles from Gregra 
towards Canowindra ?—Yes ; wheat, hay, and lucerne. 

45, Is it not possible to get relief through there ?—I 
have not got it there. You cannot get fodder in the quan- 
tities required. 

46. How would you compare land in this distriet with 
Riverina land ?—It is something similar for wheat 

47. What is a fair distance to cart wheat to hed ‘ailway ? 
—About 10 miles under present conditions. I would not 
eare to cart hay more than 4 miles. 

48. How much land do you hold ?—3, 500 

49. What is the carrying capacity of your land ?—In 
normal seasons about 14 sheep to 14 sheep to the acre, 


acres, 


50. What has been Pair yield a From 18 to 20 bushels. 


Arthur Macmullin Yates, manager, Yates Brothers, Ltd., 
farmers and graziers, Cudal, sworn, aud examined :— 

Chairman.| Will you give the Committee your views 
respecting the proposed railway 1—Yes. We settled here 
atter the whole of the State for a suitable place 
for our purpose uf mixed farming. We wanted to find a 
district in which we could carry on any of farming, 
and we regard this as the most suitable. The rainfall is 
most conve sxniently distributed, and by proper farming 
methods, incl luding the tilling of the soil, we can retain Ve 
moisture and decent summer crops. If you go 
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M.H.R., and H. 


Witnesscs—A. M. Yates, Sir N R. Howse, V.C., 
further north you can grow summer crops more easily, but 
you have difticulty with your winter crops. The soil of 
this district is almost unique. It is basaltic, which is the 
most productive, and we have the advantage of a limestone 
formation, which provides rich land and that soundness so 
much sought after by animal breeders. We also have three 

four permanent running streams in the district. I 
represent a firm much interested in the agricultural life of 
the State. ‘Che district is as yet only scratched as far as 
its agricultural possibilities are conce ned, A great deal of 
land has been cleared which is used for grazing sheep. The 
land is well suited for hay production. At Milthorpe, 
where there is a better rainfall and similar soil, hay 
growing and fodder conservation is the main industry, and 
there is no reason why this district should not be as pro- 
ductive, or more so. Fodder could be grown here for 
western graziers. At present, very little hay is grown here 
because of the difficulty of transport. It is too far to cart 
hay LO or 15 miles. Wheat is grown under handicap, The 
land is a producing any thing like what it is capable of 
doing. I do not say you can grow potatoes here, but you 
can grow any summer crop, including maizc, millet, and 
cow peas. I have 2lso grown green peas. The district 
produces a very good pea seed, ‘and with our favourable 

rainfall, lends itself to farming all the year round. There 
need be no month when the land is absolutely idle. I have 
grown Sudan grass here successfully. 


52. Mr. Drummond.| What other districts have you 
experience of !—I have lived at Moss Vale and Excter, and 
I have travelled the State and Tasmania. My firm has a 
holding in Tasmania. 

53. What is the area of your holding in this district !— 
4,200 acres. 

54. To what extent are you cultivating the land!—We 
have 1,500 acres under cultivation off and on. We fallow 
portion, graize portion, and farm portion. Last year we 
grew about 500 acres of crop, and we have about 150 acres 
of ee 

How far are you from the existing railway !—From 
one oeeandere 12 miles, and from the other 16 miles. I 
believe the proposed line passes through portion of our 
place. Our nearest railway station is at Manildra at one 
end,.and at Canowindra by passing through a neighbour’s 
property. 

56. Is 12 miles from the railway too far for effective 
farming !—Yes, although our land is actually further than 
that ; 12 miles is the nearest point to the railway. 

57. What is a fair distance to be from the railway ?— 
Not more than 5 miles if you are growing for chaff. With 
the construction of the railway fodder production would be 
largely increased. 

58. By how much would you increase your cultivation 
area if the railway were constructed ?—To about 2,000 
acres. 

59. Is your other land unsuitable for cultivation ?—It is 
not unsuitable, but it would have to be cleared. I should 
say 2,500 acres could be cultivated. The balance is a 
grazing and fattening proposition. The hills are stony and 
of basaltic naturé, and it would be necessary to clear up 
the stones. 

0. Do you consider that the area under cultivation 
would be practically doubled if the line were constructed ? 
—The area cultivated this year would be doubled. Much 
of the land is already cleared, but it has not been used for 
cultivation because the facilities are not sufficient to induce 
more cultivation. 

61. I understood a witness to say that 50 per cent. of the 
agricultural land is under cultivation ?—I do not agree with 
that estimate. 

62. How much of the land in the district is it possible to 
cultivate 1—Not more than 25 per cent. without the rail- 
way. With the railway 50 per cent. is a conservative 
estimate. You must have grazing areas as well as cultiva- 
tion blocks, The Jand on an average would carry a sheep 
and a half to the acre, and on the rough portions a sheep 
and a quarter to the acre, 

What is a living area in the district?—About 500 
acres, 


Rh. M. Piggott, 6 June, 19244 


64. What is the present value of land throughout the 
district /—On an average £8 per acre. The railway would 
improve land values 25 per cent. 

65. What are the local cartage charges for wheat?—- 

. per mile, and sometimes Is. 3d. 

66. Is there a tendency for farming to be discourage?@ 
under existing conditions ?—T sense that. T seca tendency 
for the best land which should be cultivated to be used foi 
grazing, 

67. Have you noticed a tendency for properties to bezome 
amalgamated | ?-We have absorbed three distinct holdings 
in the last three years, and previous to that another estate 
was absorbed in another holding. [ think there is a slight 
tendency that way. 

68. If the railway were constructed would it tend to 
closer settlement on small holdings !— Yes. 


Sir Neville Reginald Howse, V.C., M.H.R., m:dicel prac- 
titioner, sworn, and examined _— 


69. Mr. Travers.| You represent in the House of Repre- 
sentatives the electorate of Calare ?—Yes. 

69a. The proposed line would pass through part of your 
electorate?—Yes. The main reason why I alvocate the 
construction of the proposed railway is because of the 
advantages which this district offers from a health stand- 
point. It has an equitable climate, and it is an extremely 
healthy district. The district is, in my opinion, not pro- 
ducing one-quarter of what it is capable of doing, nor is it 
occupied by one-quarter of the people who should be here. 
One product that has been neglected in this district is 
maize. Having experience of the Manning River district, 
where I pr actised for five years as a doctor, I feel confident 
that if railway facilities were provided in this district, there 
would be a great production of maize. TI support generally 
the evilence given before the Committee by the president 
of the railway league. 

70. From a health standpoint, does the climate of this 
district compare favourably with that of Orange ¢—This is 
a more equitable climate. There is less chest trouble, such 
as bronchial catarrah and pneumonia, in this district. There 
is no excessive heat here. 

71. Do you know any other part of the State which 
compares favourably with this district /—Yes, Riverina ; 
but I think it is a little more dusty, and it is hotter. 

72. Have you any experience of farming !—Very little, 
although I did some at Orange. With the construction of 
the railway, the increase in lucerne production would be 
great. On national grounds, I believe the line is justified. 


owe newer 


Henry Robert Maguire Piggott, stock and station agent 
and grazier, Blayney and Tottenbam, sworn, and 
examined :— 


73. Mr. Mahony.| A.e you in favour of the line as pro 
posed ?—Yes, in my opinion it should be constracted. I 
believe there is no richer district for mixed farming and for 
closer settlement,g enerally, than that through which the 
proposed railway w vould pass. ‘Than the Manildra, Molong, 
Toogong, Canowindra, Barrigan Hall, Wolli, Mandurama, 
and Woodstock districts there is no better tract of country 
in the State. The Government should give the people 
residing in those districts the henefit # better railway 
communication. The district being of basalt and limestone 
formation, it practically defies all animal diseases, It is 
the soundest sheep country, the carrying capacity being 
about 1} sheep to the acre. The district is also eminently 
suited for fat lamb raising. I understand that all fat 
lambs raised in the districS are, with few exceptions, 
bought up by freezing firms in Sy dney. Excellent crops 
can “be grown within “the influence cf the line. I would 
feed sheep on lucerne, then on maize, and finally wheat. 
Tt takes only 2 oz. or 3 oz. of maize to keep a sheep alive. 
It is better to send the maize and other feed to the sheep 
than to bring them here durirg drought time. The 
Lachlan and Belabula districts are of the richest for 
lucerne growing. Last year from 12,000 to 15,000 tons of 
lucerne were grown in those districts, all of which was sent 











7 
Witnesses—H. R. M. Piggott, FE. R. 

away to drought-stricken areas. The railway, by connect- 
ing ‘this district with the western and north-western line, 
would have a good deal of haulage. It would be much 
shorter than having ut go around by Blayney and Orange. 
During the drought years the Railw ay Commissioners have 
hauled produce at lees wiOe per truck, which must have 
been a tremendous drain on the national exchequer. From 
an economical standpoint the line should be eonstructed. 

74. What do you consider is a living area in the district ? 

Between 400 and 500 acres. The basalt hills in the dis- 
trict will grow good grass. ‘That land is splendidly adapted 
to sheep, There is no waste country in the district. On 
the broken country probably 600 acres would be required. 

5. Do youconsider this district eminently suited for the 
production of maize ie Yes, 

Is there not much land suitable for lucerne-growing 
on the Lachlan ?—Yes, but it is not so good for lucerne as 
the Belabula. The Canowindra district is one of the 
richest. 

Chairman.| Would the proposed extension ‘from 
Eugowra to Mugincoble be of benefit to stock owners in 
the North West ?—Not to the same extent as this line. 


Eric Ralph Shelley, farmer and grazier, Cudal, sworn, and 
examined — 
Mr. Doe.) W ant area do you hold !—1,700 acres. 
Do you agree with whi at Mr. Yates has said here 
to-day 1—Yes, generally. My holding is too far from the 
railway for hay produc tion. The cost of cartage is too 
great. I have 17 miles to cart produce, which consumes 
practically all the profit. I pay 1s. per ton per mile on 
wheat. 
80. Is there phosphatic rock in the district /—Yes, and 
nearer Canowindra there is also. 
81. What are you doing w ith your land ?—T am growing 
a little wheat, but am going in mostly for fat lambs. I 
cultivate up to 150 acres, but I could farm 1 000 acres it I 
aged eee railway facilities. 
How far would the railway go from your place ?— 
ae nearest siding would be nods 43 miles away. I] 
think the line would pass nearly through the middle of my 
property. 
83. What is a living area in your district ?—500 acres, 
with a railway 
84. Do you agree that this district will grow maize ?-—- 
Excellently. 


SATURDAY, 


Shelley, N, 


I. McLennan, 6 June, and A. L. Kefford, 7 June, 1924. 


8&5. Do you think that the estimated loss on the proposed 
line would soon be made up !—-Yes, by the greater produc: 
tion that would take place, including the production of 
lucerne. Excellent.lucerne can be grown here, 

86. Do you consider that the estimated loss on the pro- 
posed line of £1,300 a year is somewhat high ?—Yes, | 
think it would be less. Jarmers require to grow both 
wheat and wool to get the vest results. 

87. If the railway were constructed would some of the 
large estates in the district be subdivided and a greater 
area be cultivated?—Yes. The population would be in- 
creased by the greater production of produce. More 
labour would be employed. 


Neil Innes MeLennan, farmer and grazier, Eumunderie, 
sworn and examined :— 

. Chairman.| Whereabouts is your holding ?—TIt is on 
fa Fe oonamble line. Jam here asa western resident to sup 
portthe construction of the propose xd railw ay on the grounds 
that it would afford us relief in drought time. It would 
give us a quicker and better service. The construction of 
the railway is a serious matter to us. The recent rains 
have barely saved the situation for another year. The 
west has had a had time. The feed question is a burning 
one to us, and any railway that will enable us to get feed 
to our stock is of the greatest importance, We estimate 
that it would mean a saving of at least 1s. a ton on fodder, 
and it would also save something like seventy hours in 
transport. I am President of the Farmers and Settlers’ 
Association in my district, the members of which support 
the construction of the railway. 

89. Has the question been discussed specifically or merely 
in conversation !—It has not been dealt with specifically, 
but it is the general opinion in my district that the railw ay 
should be built. 

90. Would this district offer a field of relief to * western 
and north-western graziers ?—It is surer country. It will 
grow fodder in all seasons and wo could look to it for relief 
in drought time. 

91. Does that mean that graziers do not stock up to their 
full capacity ?—Not nec essarily. 

92, TL is your organisation considered the policy of buy- 
ing fodder ‘for storage in normal seasons as an insurance 
ag.inst the effects of drought?—We have already begun 
that system in the west, but it can only be done gradu: ally. 
T am conserving fodder for the first time this year. I have 
a silo and several stacks of hay. 


JUNE, 1924. 


[The Committee met at the Shire Council Chambers, Cudal, | 


{resent :— 


‘Phe Honr- Wed. 
The Hon. Joun Travers. 
The Hon. Robert Manony. 


DICK (CHarrMAn). 


Francis Micuart Burke, Esq. 
Brian JAMES Doe, Esq. 


Davin Henry DrumMonp, Esq. 


—— 


Che Committee proceeded to further consider the expediency of constructing a line of Railway from Canowindra to Gregre, 


Albert Leslie Kefford, journalist and horticulturist, 
Molong, sworn, and examined :— 


foe 

Chairman.] Will you make a general statement 
respecting the proposed railway !—Yes. The whole of 
this district is interlaced with limestone ridges containing 
90 per cent, of carbonate. ‘There are deposits of phos- 
phatic rock with up to 45 per cent. of phosphoric acid. 
Up to the present it has been found impossible to compete 
with the Ocean Island and Naru deposits. Very little 
artifical manure is required in the district. The land 
from Canowindra through Gregra to Molong is very rich. 
The creek flats are very fertile. From Molong to Gregra, 
through bowen Park, almost to Canowindra, the ridges, 
although regarded as second-class land for grazing, 
contains some of the best fruit land in the State. From 
Molong this year over 25,000 cases of grapes were 


marketed in Sydney. While the product of the Mur- 
rumbidgee Irrigation area was sold in Sydney at 
4s. to 6s. a half-case, the product of this district realised 
from 8s. to 12s. The whole of the fruit is grown under 
dry cultivation conditions, The district has a sufficient 
rainfall to sesure a good fruit yield, and the yield per 
acre of fruit is greater than that ef any oSher produce 
The railway from Werris Creek to Dubbo, and from Dubbo 
to Molong, will form the main avenue for the fransport of 
produce and passengers north and south. 2 railway from 
Canowindra to Molong through Gregra, would save 30 miles 
between Molong and Cowra, going north : sont south. Fruit 
from Queensland could be transporte «ito Victoria that way, 
and wheat, oats, lucerne, and other produce could be sent 
more directly to Queensland. The saving in freightage 
justifies the construction of the line, 
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Witnesses—A. L. Kefford, J. H. Stinson, and F. A. Bamford, 7 June, 1924. 


i 

94. Would the saving of 30 miles in distance be of much 
importance in drought time ?—Yes, particularly to graziers 
on the Coonamble line. Besides the saving in money, there 
is the saving of time. You would have a first-class line 
practically from Albury to the Queensland border. 

95. During the previous inquiry in 1914 Mr. Jones of 
the Geological Branch of the Mines Department was 
asked :— 

Did you notice any deposits of phosphates out there ?— No; but if 
any do exist, I should say they would be in unworkable quantities. 
Were the phosphate deposits mentioned by you discovered 
since that date?—I think hfore then. On Gamboola- 
Cabonne holding several deposits were opened up on 1,000 
acres taken up under a ninety-nine years lease. Operations 
ceased through the war, and the estate fell into the hands 
of the Government Savings Bank. They dissolved the 


agreement, which enabled me to take up a limestone lease 
at Molong, for which I was searching. There are beds of 
phosphatic rock and limestone at Kukrena. : 


96.-Are the leases close to the existing railway ?—Some 
of them are. There are huge deposits of phosphatic rock 
in various places in the district. Some are small, and some 
are large. The action of the water makes the acid valuable 
to the land. It causes a natural fertilisation. 





John Hall Stinson, teacher, Bowen Park, and secretary of 
the Railway League, Cudal, sworn and examined :— 


97, Mr. Travers.| I understand you prepared some 
statistics ?—Yes. They have been collected from people 
living no closer than 8 miles to the existing railway, and 
they extend as far as 20 miles. They are as follows :— 


FEEDERS TO PRoposeD CANOWINDRA TO GREGRA RAILWAY EXTENSION. 
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The statistics show that should the proposed railway from 
Canowinda to Gregra surveyed be constructd many persons 
would be served, exclusive of the populations of the town- 
ships of Cudal and Cargo. They are settled on an area of 
118,051 acres, of which 60,368 acres are under cultivation. 
27,073 acres have been cleared sinee 1907. During 1923 
there were under crop 25,803 acres, leaving 34,565, suitable 
for cultivation. ‘here are 57,683 acres of good grazing 
lands. Of the cultivation area 3,132 aeres are rich alluvial 
flats, admirably adapted to lucerne-growing. ‘The area 
under cultivation last year prodneced 419,122 bushels of 
wheat, 80,515 bushels of oats, 4,568 bushels of corn, 6,988 
tons of hay, and 1,245 tons of lucerne. On the holdings 
there are 1,875 horses, 102,835 sheep, 630 dairy cattle, and 
3,477 head of other stock, There are some excellent marble 
deposits close to the proposed site of the Cudal station, 


which would return a good haulage revenue to the line 
There is also good gold-bearing country close to the line. 


Stone from one mine has assayed 119 oz. to the ton. A 
parcel of 3 tons 7 cwt. of this stone sent to Port Kembla 
works returned a net result of £197. 2,000 acres of first- 
class country are under potatoes this side of Canoblas, in 
the Bowan Park area, 

98. Are there any large estates in the district ?—There 
is the Boree estate of about 10,000 acres, about 7 miles 
away towards Orange. It would be 2 or 3 iniles from the 
proposed Jine. 

99. What would the owners of the holdings to which you 
have referred be likely to do with their land if the railway 
were constructed !—They would go in for hay. Tt dovs 
not pay to grow bay now, because of the great cost of 
carting. 

100. What are these landholders doing now 1—They are 
mixed farming. One man is growing cotton experimentally 
18 miles from the railway. 

101. Jr. Drummond.| Do you consider that the esti 
mated revenue from the proposed line would be greater 
than as set down by the Railway Commissioners ?— Yes. 

102. Is there any reason to assume that more land would 
be put under cultivation if the line were built /—Yes, I am 
certain of it, because the cost of cartage would-be reduced. 


Francis Arthur Bamford, accountant, Molong, sworn, and 
examined :— 

103. Mr. Mahony.] What are your reasons for support- 

ing the construction of the proposed railway ?—It would 




















link up the railway system between the north and the south 
by means of the Molong-Dubbo line. It would save about 
100 miles in distance to the Victorian border. It would 
place the country east of Demondrille Junction 31 miles 
nearer the northern line, and it would enable produce to 
be hauled over easier grades. From Molong to Canow- 
indra theré would be a saving of from 100 to 150 per cent 

in engine power. It would be 15 per cent. better than the 
existing line to Stockinbingal. If constructed of first-class 
material it would save from twelve to twenty-four hours in 
transport between the northern and southern lines. It 
would be of great advantage in the transport of fodder and 
stock from one part of the State to another. Lucerne 
would be more readily available to western and north- 
western graziers, as also would relief country in the north. 
Tn the event of unification of gauges, the Federal capital 
would be 50 miles nearer to the English mails. 


104. I do not see how the proposed line would save 100 
miles !—-It would not save it on the inland lines, but the 
northern traffic to the Victorian border .would have to 
travel 100 miles less. 


108, How is it going to save that distance, having in 
mind traffic from Wallangarra through Tamworth, Werris 
Creek, Dubbo, Molong, Blayney, Cowra, Young, Harden, 
and Cootamundra? It would not be saved on that route. 
It wouid save it as against the coastal route. 


106. Would not the Dubbo-Werris Creek line overcome 
much of that difficulty ? Look at the map and see how it 
would be possible to save 100 miles?—It would save 100 
iniles compared with the coastal line. It would save 31 
miles as against the existing line through Blayney. 


107. Would the construction of the proposed railway 
cause much development !—Yes. 


108. Would you call this a developmental line ?—Tt is a 
main arterial line. It would be of more value than a 
pioneer line. 


109. Is there serious congestion of traffic at the present 
time !—I would not say there is now. It would effect a 
saving of 31 miles, and it would be more profitable to the 
Commissioners to carry freight over it than by the existing 
railway. 

110. Do you consider that for that reason the loss would 
be less than is estimated ?—-Yes. 





Witnesses—J. E. Nash, G. Middleton, G. R. B. Beattie, JF. 


James Ernest Nash, farmer and grazier, Cudal, sworn, and 
examined :— 


L11. Jr, Drummond.| How far are you from the exist- 
ing railway }—About 18 miles at Manildra. The proposed 
line would pass 3 or 4 miles from my place. I have pre- 
pared the following statement :—The district, for which we 
are asking railway connection, is one of ths best in the 
State for mixed farming and grazing. For want of a rail- 
way it has not been used to its full agricultural capacity. 
| would stress that the agricultural output is already being 
reduced,and with the low price of wheat it will, without 
railway communication, be further reduced. With a rail- 
way I estimate that the wheat production would be increased 
d0per cent. The possibilities of hay production are enormous. 
Very few farmers in the district grow hay or make chaff 
for sale, as the cost of cartage to rail cuts out nearly all 
profit. My holding is typical of holdings in the district. 
I have 1,400 acres cleared, and have sold only 50 tons of 
hay in the last fourteen years. In 1914 TI grew 6,300 bags, 
or 18,900 bushels of wheat. I have reduced the area under 
crop because of the cost of cartage. In 1923, I grew 
3,656 bags of wheat, keeping the seed for this year. I paid 
for carting 290 tons 15 ewt, £246, or an average of 17s. a 
ton. The rail rate for wheat from Manildra to Sydney in 
truck lots is 15s. ld. per ton. It costs 1s. 11d. per ton 
more to deliver my wheat to rail at Manildra than it does 
from Manildra to Sydney, 230 miles away ; 290 tons of 
wheat costs £246 to deliver to main line: 6 tons 13 ewt. 
of woul costs £6 for same delivery, ‘The railway will make 
£218 14s, 2d. on the wheat, and £29 1s. 8d, on the wool. 
The return to the grower is approximately £2,300 gross, 
or £880 net for wheat, and £1,458 gross and £1,262 net 
for wool. J emphasise that from a national standpoint. will 
it pay the Government to let this’ district revert to wool 
or to build a line, which will increase production and make 
the line pay? I could grow annually on an average 350 
tons of fodder with a view to sale in lean years, but I 
would not take it on without the railway. Cutting crops for 
hay keeps the land clean. Land constantly used for wheat- 
growing becomes wheat-sick. Farmers who are so far from 
the line as we are cannot give proper attention to fallow 
ing, as so much of our time is taken up in delivering wheat 
to rail. Horse teams are employed all the year round 
without a rest. It is cruel work for the horses, and is dis- 
heartening to the growers. As an alternative, I would 
prefer a spur line from Gregra to a point about 14 miles 
towards Barrigan Hall. Such a line would suit a greater 
number than one from Canowindra to Barrigan Hall, and 
would be preferable to no line at all. The farmers from 
Bowan Park are agreed that it was a mistake to turn down 
the spur line from Canowindra to Barrigan Hall, but they 
would prefer the Grega to Cudal connection, thence to a 
point 14 miles from Gregra, 


112. What is the area of your property 1—2,340 acres, 
[ have 1,400 acres cleared. If the proposed line were 
built I could deliver my wheat with four horses, whereas 
it takes eleven horses two months to do it at the present 
time. 


113. Would a line as far as Barrigan Hall be of assist- 
ance to you!—It would undoubtedly, but I would prefer 
the line from Gregra. I have 400 acres under fallow this 
year. 


114. How much of your area would you cultivate if the 
line were constructed to Barrigan Hall ?—800 or 900 acres. 
I would grow for hay, 


115. Is about half of your land not suitable for agr 
culture ?—It is grazing land. TI shear 2,000 sheep, 


116. If the railway were constructed, would a larger area 
be put under crop ?—Yes, I am sure of that. 


1i7. Will there be a tendency for holdings to become 
larger if you do not get the line/—Yes. That is already 
taking place. I believe I could sell iny place now to a 
jarger landowner. 


+ 36321—_B 


p 


Brien, and 8. D. Gordon, 7 June, 1924. 


George Middleton, farmer, Auburn Vale, via Cudal, 
sworn, and examined : 


118. Mr. Doe.| How far is your place from the railway ? 
—Kighteen miles from Manilla, and about the same dis- 
tance from Canowindra. I deliver my wheat to Manildra, 
I agree with Mr, Nash’s evidence. . I have 1,110 acres, the 
returns from which, over a period of four years, would be 
£1 11s. 4} per acre. The returns for the last year over an 
area of 1,460 acres would be £2 3s. 10d. 

119. How much of your 1,100 acres have you cultivated ? 
500 acres. 

120. Is that net profit ?—Gross. In 1920 we had a most 
disastrous drought. 

121. In what position would you be if the line were 
constructed to Barrigan Hall ¢—1t would bea a great adyan- 
tage to me. 

122. Would it be better to connect with Canowindra or 
with Gregra ?—With Gregra, because it would be nearer to 
Sydney. 

123. Do you grow corn !—Yes, my district is very suit- 
able for corn, If we could attend to the corn growing, 
instead of having to haul our wheat, we should be better 
off. We could get 20 bushels or more of maize to the acre. 

124. Is ensilage made in the district ?—Not a great deal. 
I should be rather inclined to allow my place to be absorbed 
in a larger holding if we do not get the railway. I feel 
that it would be better to sell out to men with larger 
holdings, and invest what capital I had in other directions, 
allowing my boys to go to the city. T think that would be 
the easiest way out. 








George Rowland Bailey Beattie, shire clerk, Boree Shire 
sworn and examined :— 

125. Chawrman.| Did the construction of the proposed 
railway form the subject of discussion in your council ?— 
Yes. The council unanimously decided to co-operate in 
the movement and to support the proposed railway. 

126. Did the President ask you to convey that informa- 
tion to the Committe ?—Yes. 





James Fleming Brien, hotelkeeper, Gulargumbone, sworn, 
and examined :— 

127. Mr. Burke.| In what capacity do you wish to 
give evidence !—On behalf of the Wingadee Council sitting 
at Coonamble. The proposed railway would be of benefit 
to us in regard to the transport of stock and fodder. We 
should get fodder much quicker, and our cattle could be 
transported to pasture in drought time. I know of one 
grazier who fed 12,000 sheep in 1920 and got part of his 
fodder from Albury. He used to have to give an order 
about three weeks in advance of the time when he wanted the 
fodder. By the proposed line he could get it much quicker. 
Our district responds very quickly after drought. If the 
railway were built, more land would be put under cultiva- 
sion and its demand for fodder would be greater. By the 
-onstruction of the proposed railway we should save about 
swenty hours in transport. 

128. Could graziers in your district transport stock over 
the proposed line to Riverina !—Yes, and vice versa. 

129. Would it relieve congestion —Yes, That has been 
the difficulty. There is also difiiculty in getting rolling- 
stock, 


Stuart Donald Gordon, farmer and grazier, near Cudal, 
sworn and examined : —~ 


130. Chairman.]| What experience have you had in 
this district !—Seven years, 1 was 14 years in the Forbes 
district. 

131. Have you examined in detail the major portion of 
the country to be served by the proposed line ?—Yes, we 
have 4,500 acres of acquired land and 500 acres of leased 
land. 

132. Do you devote that t> mixed farming ?—Not a 
great deal to farming—principally to grazing, — 
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Witnesses—-S. D. Gordon, E. P. Trebeck, K. A. Gavin, A. Francisco, and J, W. Kinghorn, 7 June, 1924. 


133. How much would be suitable for the plough !— 
About 1,500 acres, and 4,000 acres is suitable for lucerne. 
2,500 acres is ridgy land, and is mainly a grazing proposition, 

134. What has been the average yield in your district !— 
From eight to nine bags per acre. 

135. What is the general carrying capacity of the 
land ?—From a sheep and a quarter to two sheep. 

136. What would it be safe to carry year in and year 
out !—14 sheep to the acre in normal seasons. 

137. How far would you be from the line?—From the 
nearest point, about three miles. 

138. Would you farm more land if the line were con- 
structed ?—It would induce me to grow more lucerne and 
hay ?—This is one of the best districts that I know. 
Besides wheat and lucerne land, there is good fruit land in 
the district I chose this district for my home, and it will 
not be my fault if my area is ever reduced. I would 
regard this district as a dairying one. It is a wonder to 
we that dairying is not gone in for. We can grow green 
summer crops. Besides the alluvial lucerne land the hills 
will grow splendid grazing lucerne. Maize has been grown 
in this district up to 60 bushels to the acre. Mr. Hazelton 
has grown 80 bushels at Toogong. On 80 acres of bare 
fallow I grew seven bags, and the same year put in wheat 
and got eight bags. 


Eric Prosper Trebeck, farmer and grazier, Bowen Park, 
sworn, and examined :— 

139. Ur. Mahony.) Have you a large holding ?-—Abont 
1,000 acres. This district has produced champion rams 
and ewes. Rams have secured top price in Sydney and 
at the western sales. I grow lucerne. There is a large 
area in the district which will grow lucerne. Where my 
house is on the top of a hill lucerne is growing. I also 
make ensilage, and thousands of tons of it could be made 
in this district. By the construction of the proposed 
railway haulage over the mountains would be obviated, 
which would make it easier, and time is the essence of a 
contract. When stock trains are on the main line they 
are often forced to wait half a day or longer. 

140. Are sheep brought into this district for relief /— 
Yes, a good number are, although not so many are brought 
down here for fodder, because the local farmers have not 
grown sufficient. 

141. Do you breed stud sheep?—Yes, and J find it 
ideal country. 


Kenneth Australia Gavin, farmer, Cudal, sworn, and 
examined :— 


142. Mr. Zravers.] What is the size of your farm ?— 
1,050 acres. I have been forty-one years in the district. 
I would say that this district is equal to any in the west. 
Its productiveness is wonderful. It will grow practically 
anything. I know of no better land for sheep. Only 
once in a lifetime does it suffer badly from drought, and 
with normal stocking you are safe. Jam not only in 
favour of the proposed railway, but also of cross-country 
links. In the transport of starving stock from the north to 
the south or fcom the south to the north trains are held up 
on the main line. If there were a few cross-country con- 
necting links these trains could be run across in half the 
time they take now, and much time and money would be 
saved. I cultivate about 200 acres, and I have 800 acres 
cleared. 


143. Would you go in more extensively for wheat-grow- 
ing if the railway were built —I would go in more exten- 
sively for lucerne and hay. I believe that is a better 
proposition. With proper cultivation you can average 
35 ewt. to 24 tons to the acre on good country. 

144. What proportion of the 140,000 acres to be served 
by the proposed line is suitable for wheat and hay-grow- 
ing ?—Close on 100,000 acres. 


145. Excluding the rich river flats on the western side 
of the Cowra-Canowindra line how does the country com- 
pare with this?—It is much on a par for wheat and hay, 
but this is heavier carrying country for sheep. The lighter 
country is more adapted to wheat. The heavier country 
grows more herbage and is better for stock, The country 
from Canowindra to Gooloogong is wonderfully rich in 
places for lucerne. You can get blocks of 100 acres of 
alluvial flats in this district. I have about 30 acres on the 
ereek bank half und:r lucerne. I also have another 100 
acres on which I could ¢-t several cuts a year. 

146. What is a fair living area in the district to be 
served by the proposed line?—For mixed farming about 
500 acres. In the higher country you would want ar 
additional 100 acres. 


Alfred Francisco, farmer, Cobar, sworn, and examined :— 


147. Mr. Drummond.}| Will you give the Committee your 
views respecting the proposed line ?—Yes. The proposed 
railway is a very important link. We should have the 
quickest and shortest route to get our stock to pasture. 
From Molong to Monaro country seems to be the shortest 
route. I refer to stock whichare sent from Cobar, Bourke, 
and Brewarina in the west, and frem Walget, Mungundi, 
Narrabri, and Moree, in the north-west. 

148. If the proposed railway were constructed would you 
have a shorter route to Monaro?—-Yes. Sometimes our 
sheep are in such bad condition that we have to bring 
fodder to them. It seems to me, on the evidence I have 
heard, that this district would provide fcdder cheaply and 
quickly. Corn suits us better than lucerne. The country 
I passed through yesterday in coming here surprised me, 
T believe it will grow corn. 

149. Sufficient for the graziers in the west !—Yes. Even 
if we could only get a small quantity it would be cheaper 
to buy it in this district. 

150. Is maize now used by western gvaziers? Yes. 
This district, which it is stated which will carry a sheep 
and quarter to the acre, must be a splendid one. 


John William Kinghorn, auctioneer and land valuer, Cudal, 
sworn, and examined :— 


151. Chairman | Have you some information to impart. 


to the Committee ?—I endorse the evidence given here and 
am sure that the railway would cause a considerable saving 
in time and distance. Land values given before the 
Committee are very moderate. I consider the average 
value of land in the district is from £8 10s. to £10 per 
acre. There are some holdings that £10 per acre would 
not buy ; £11 per acre has been refused for a holding of 
1,200 acres within site of the town. There are two or 
three holdings here that I do not think money would buy. 
Turnips, vegetables, and pigs can be produced here profit- 
ably. The best grapes can be grown here also. There 
are several valuable and permanent springs in the district. 
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MONDAY, 16 JUNE, 1924. 


Present :— 
The Hon. W. T. DICK (Craran). 


The Hon. Joun Travers. 
The Hon. Roverr Manoxy. 


Francis Micuaet Bourke, Esa. 
Witt Cameron, Esq, 


Davin Henry Drumwonp, sq. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Canowindra 
to Gregra. 


John Edmond Harold Kennedy, Chief Draftsman, Depart- 
ment of Lands, sworn. and examined :— 
152. Chairman.| You have a statement respecting the 
Crown Lands in the area proposed to be served by this 
line?—Yes. It is as follows :— 











Acres. 
(about.) 
Alienated lands (tinted blue)— 
Including conditional purchases, conditional leases, settlement 
purchases, homestead selections, suburban holdings, home- 
stead farms, and returned soldiers’ special holdings............ 213,100 
Reserved lands, about 14,190 acres— 
*About 13,700 acres not held under any tenure (tinted green) ...... 13,700 
Fy 400 ,, held under lease (edged green), 
14,100 acres 
Leased lands (hatched blue)— . 
Settlement leases ........ ....... Sion s\stabaten erent: Ab’t. 500 acres ) 
Special » (including about 300 acres reserve) ,, 1,000 ,, | 
Crown Re UBS EACIRMAGBRe i) Gece races aes See LOor polit 
Residental ,, (including about 100 acres reserves) ,, 500 ,, f{ 3,100 
— — ”" | 
(About 400, fe VAD. 3,100" 555) 
rown lands, (tinted brown)— 
POUCH EINUCILIE IS eeet waite) dora e chciie clare luce hieteei olscler am ic baie ots Scie 10,°00 
Total area about............ 240,100 


* It is probable that part of these reserved and untenanted Crown lands may be 
held under annual leases, particulars of which are not available at Head Office. 

The proposed railway, Canowindra to Gregra, begins at about 2 
miles north-west of Canowindra on the Cowra. Kugowra line and 
ends at Gregra on the Orange-Parkes line. The limits of the area 
which would be influenced by its construction, according to instruc- 
tions received, should be restricted to 12 miles from each side of the 
proposed line, but owing to three existing railways, Cowra to 
Eugowra, Orange to Parkes, already mentioned, and Harden to 
Blayney, the limits in question have been indicated about midway 
between the existing rai'ways referred to and the one proposed on 
map produced and are shown thereon by a firm red band. 

The 12-mile zone is shown only on a small part of the south-eastern 
side of the affected area, Extension beyond the other limits indi- 
cated to cover that zone on each side of the proposed line would 
embrace lands within the sphere of the other existing railways 
mentioned. 

Regarding the lands within the limits shown, the following parti- 
culars are submitted :— 


Untenanted Crown Lands. 


The untenanted Crown lands amount to about 10,200 acres, parts 
of which, about 7,800 acres, were classified and set apart under the 
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previsions of the Crown Lands Acts, between December, 1907, and 
February, 1922, as follows:—About 1,800 acres for additional 
holdings, at a capital value varying from 6s. 8d. in parish of Mogou, 
to 15s. per acre in parish of Bowan, and about 6,000 acres for Crown 
leases, all in county of Ashburnham. None of this land has so far 
been applied for. 


Country :—Undulating to hilly and mountainous. Sandstone, 
granite, quartz, and slate formation. Smali part fair 
grazing land, 

Timber :—Black pine, ironbark, stringybark, gum, white box, 
apple, currawong, blue-bush, and wattle. 


Forest Reserves. 


There are parts of two dedicated State forests with a combined 
acreage within the affected area of about 9,500 acres. 
Country :—Rough and mountainous ; granite formation. 
Timber :--Pine, box, gum, ironbark, stringybark, she oak, and 
currajong. 
There are no inconvertible leases within the limits of the affected 
area, 


There is only one Settlement Purchase Area; it was acquired by 
the Government under the provisions of the Closer Settlement Acts, 
and is indicated on map produced by firm white bands. The farm 
therein was applied for and allotted by the Minister. Detailed in- 
formation regarding this Settlement Purchase Area is shown here- 
under :— 


RRL TE I RS EE I ACS SR SR RTT 








Disposal 
Settlement Pur- arcarG Date of || No of | average Disposal price 
chase Aiea, a9 Acquisition, |Farms.| price per of farm. 
acre, 
tile Dies 90) Se She deh oee See 
Stinson’s <2 25/377, 38 O 119 9° 21> 1 615 0 |2,519 16 2 
| 
| 














It may be mentioned that within the limits of the affected area 
in addition to the 10,200 acres of untenanted Crown lauds, above 
referred to, there are about 13,700 acres of reserves not held under 
any tenure other than annual tenure, making a total of about 
23,900 acres of unalienated Crown lands. 


Rainfall, 


The average annual rainfall on the affected area is about 25 inches. 
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Present:— 
The Ion. W. T. DICK (Cirairman), 


The Hon. Joun Travers. 
The Hon. Roserr Manony. 


Francis Micttarn Burke, Esa. 
WiILuiAM Cameron, Esa. 


Brian James Dor, Esq. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Canowindra 
to Gregra, 





Leo Joseph Jones, Geological Surveyor, Department of 
Mines, sworn, and examined :— 


153. Chairman.| Will you read the statement which 
you have prepared !—-Yes, it is as follows:—The country 
to be traversed by the proposed line from Canowindra to 
Gregra is essentially an agriculturel one. Extensive 
mining operations are not likely to be carried out as a 
result of the construction of the proposed line, and the 
revenue to be derived from railway freights on ores and 
minerals is likely to be very small. 

Mining.—There appears to be but little chance of a 
revival of mining operations at Cargo, the most important 


mining centre through which the proposed line passes. 
Mr. E, C, Andrews, Government Geologist, and Mr. M. 
Morrison, Geological Surveyor, in a report on the Cargo 


goldfield, state : 


From a careful study of all the available lines of evidence it 
would appear that the failure of mining in this district, up to the 
present has lain, not so much in the absence of gold itself from the 
reefs, as in: first, the narrowness of and lack of definiteness in the 
gold-bearing channels themsclves ; second, the patchy nature of 
the pay ore ; and, third, the difficulty experienced in treating the 
sulphides with which the gold is associated below the oxidised 
zone, 
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1 
Witnesses -L J. Jones, 21 July; anl H. ™ Blackett, 4 October, 


Limestone.—Large deposits of limestone, some of which 
is well suited for use as ornamental marble (coloured), 
occur in close proximity to the proposed line. Limestone, 
however, is widespread in its occurrence throughout the 
State, and there is no reason to expect that thrse deposits 
will be worked in preference to ‘others more favourably 
situated with regard to possible markets. The absence of 
coal in the immediate neighbourhood rerders the possi- 
bility of the establishment of local cement works extremely 
improbable. 

Lime for local requirements will probably be produced 
on a small scale, but little revenue for the railway can be 
expected from this source. 

Marble.—There are no deposits cf white marble in the 
vicinity of the proposed line—nor, in fact, anywhere in 
the State—comparable with Carrara, Grecian, or American 
white varieties, and as this is the type of marble most 
largely in demand supplies will continue to be imported 
from overseas. Excellent varieties of “coloured” marble, 
however, exist close to the proposed line, but the market 
for this product is limited. The average annual produc- 
tian of the whole State varies from 400 to 500 tons, 
obtained from long-established and well-known quarries at 
Borenore, Mulyan, Cow Flat, and Cudgegong. The ton- 
nage likely to be raised from the Cargo-Cudal deposits will 
be small and almost negligible as a source of revenue for 
the new railway line. 

154. Are there phosphatic deposits in the distriet to be 
served by the proposed line 1—There are a few small 
deposits which have been opened up at Canomadine, about 
8 miles north-east of Canowindra. They are purely local 
and small pocket-like deposits, of little or no commercial 
value. It is just possible that extensive cave-like areas 
may be found in the great Canomadine limestone belt, 
where fair deposits of recent phosphatic material are 
found, out the quantity from the railway standpoint would 
be very small. The phosphatic deposits there are likely to 
be similar to those in the Wellington district, where they 
are practically negligible. 
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155. Are they not being worked now!—No, the limestone 
contains no phosphoric ‘acid. We have made a careful 
test, and we find that the quantity of phosphoric acid there 
is negligible. The only chance is to find it in the caves 
themselv es, where the deposit is mainly marsupial and bat 
excrement nf recent formation, and likely to be limited in 
extent. I know of no extensive deposit in the Canomadine 

Valley. With regard to the statements made by Mr. 
Wilson relating to the quantity of imported marbles 
and the possibility of local marble taking the place of that 
stone, I find that of the marbles imported £0 per cent. are 
of the white crystalline variety, of which there are no 
known deposits in the State. In 1918-19 the total value 
of marble imported was £14,231; in 1919-20 it was 
£38,208; 1919-21, £41,106; 1912-22, £29,625; and in 
1922-23, £21,679. I emphasise the point that from 90 to 
95 per cent. of that marble is of the white Carrara type, 
which is importet in the rough or scabbled, and i is suitable 
for monumental purposes. It is mainly used in cemeteries, 
The value of marble obtained loeally in i918 was £2, pa 
1919, £2,611; 1921, £2,315 ; 1922, £2,100; ; and in 1923 
£1,900. It amounts to ha irdly 10 per cent. in value of the 
imported marble, and, moreover, the local product, whether 
it is obtained from Cudal or any other place in the State, is 
not suitable for the requirements for which the imported 
stone is obtained. Another point is that imported marble 
is obtained from established quarries and is known to archi- 
tects, by whom it is specified in connection with new 
buildings. It is specifically asked for. Admittedly there 
are possibilities at Cudal of obtaining very fine coloured 
stone, but it would be a very long time before that stone 
could be placed on the market. I carnot see how stone 
from other localities is to be eliminated. I refer to stone 
from such places as Borenore, Mulyan, Cudgegong, and Cow 
Flat. At the best we could ‘only expect a small quantity 
to be quarried from the: district affected by the proposed 

railway, because the total quantity of local marble obtained 
is from 400 to 500 tons. 





SATURDAY, 4 OCTOBER, 1924 
(The Committee met at the Town Hall, Dubbo. | 


Present :— 
The Hon. W. T. DICK (Crairatan). 


Joun Travers. 
Rosert Manony. 


The Lon. 
The Hon. 


Witniam Cameron, Esa. 
3RIAN JAMES Dor, Ksq. 


Davip Henry Drummonp, Esa. 





The Committee proceeded to further consider the expediency of constructing a line of Railway from Canowindra to 
: G 
regra. 


Harold Thomas Blackett, auctioneer and grazier, and 
president of the Progress Association, Dubbo, sworn, 
and examined :— 

1554. Chairman.| Will you give the Committee your views 
regarding the proposed, railway ?—Yes. (Respecting a rail- 
way from Canowindra to a point on the Parkes-Molong 
line, I am authorised to give evidence to voice the views 
of the representative people in the district concerned. 
The matter has been thoroughly discussed by the Progress 
Association, and by the people living in the district west 
of north of Dubbo. We support the line from a national 
standpoint. The line from Molong to Dubbo renders a 
connection with Canowindra necessary, so as to reap the 
full benefit from various lines radiating from Dubbo. 


North-west of Dubbo out to Nyngan, Bourke, Brewarrina, 
and Cobar are the great sheep and cattle districts of the 
State, and those districts are in my opinion suitable only 
for that class of settlement. 
Narrabri, 
Dubbo by means of a cross-country line, 


The country north to Moree, 
and Poeataroo could be reached directly from 
without haying 


to go via Sydney. Chaff and lucerne hay produced in the 
Canowindra and Cowra districts, and which is greatly 
sought by graziers in various parts of the State, particu- 
larly in the north and north-west, could be transported to 
those districts over the line. These districts draw on dis- 
tricts further south, including Grenfell, for fodder sup- 
plies for stock. If the railway as proposed, or some simi- 
lar line to connect with the Dubbo-Molong railway, were 
built there would be no necessity to travel over heavy 
grades via Blayney and Orange. ‘As far as I can see, 
there would be no heavy grade on the proposed line, and 
there would be quick transit. The line would also prac- 
tically serve as a duplicate railway from Dubbo to Cowra, 
obviating the necessity of duplicating the line from 
Blayney to Harden. Our chief asset is the merino sheep, 
and everything possible should be done to save such stock 
in time of drought. Although there have been losses 
through wild dogs and the rabbit pest, the greatest loss 
has been caused through the farmer being unable to get 
fodder in drought time at a reasonable price. The loss of 
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sheep is not merely an individual loss. It is a nationa. 
loss, and to prevent it we advocate the linking up of these 
lines. You cannot remove lambing ewes, so that facili- 
ties should be provided to get feed, including lucerne, to 
them. The proposed line would, in my opinion, pay for 
itself in the saving of stock. It would enable us to draw 
on a natural reservoir where lucerne and good hay can be 
obtained, and where we could depend on getting regular 
supplies. 

156. Can you tell us of instances of delay that have 
occurred in getting produce over the Cowra-Blayney line? 
—There are general complaints amongst stock-owners. 

157. Are those delays due to the grade or to the time 
of jotirney’—To both, and to the fact that the main line 
traffic holds up the stock trains. 

158. Do you consider that the proposed line, if con- 
structed, would to some extent relieve congestion on the 
main western line?—Certainly it would. 

159. Would not there be congestion to some extent on 
the Blayney-Molong-Parkes line, even if the proposed 
railway were built ?—No. 

160. How often during a period of ten years would the 
line be useful in the way you have mentioned?—We had 
severe losses from 1912; 1918 to 1920 were disastrous 
yeats; 1923 and part of 1924 were also bad. I should say 
six years out of twelve were drought years. 

161. Had the proposed railway been built would there 
have been a considerable saving of stock?—Yes . 

162. Are you of opinion that the saving to the State 
generally, and the result of the construction of the pro- 
posed railway, would make up for any monetary loss ?-- 
Yes, it would more than make up for it. \Everything 
possible should be done to maintain our merino flocks, 
which are going to pieces ought to droughts and other 
causes. 

163. Do you consider that the Canowindra-Gregra line 
is of more importance than a connection with Fugowra ? 
—Yes. Now that the Dubbo-Molong railway is completed 
there is a direct run north to Dubbo, which is a main 
distributing centre. 

164. I take it you regard the proposed railway as the 
completing iink?—Yes. I consider the proposed railway 
and a line from Leadville to Merriwa as the two most 
important connections. The- Dubbo-Molong line is a 
first-class one for fast traffic. That being so, I would 
suggest that the Canowindra-Gregra line should also be 
made a first-class line, so that passenger traffic could be 
conveyed direct, without having to go via Blayney. I 
regard the Canowindra-Gregra railway as being as much 
a duplication as the Molong-Dubbo line, and it could be 
used to the same purpose as regards trains going south. 

163. Mr. Mahony.| Does not the Lachlan district around 
Forbes produce fodder ?’—We have not had it from there 
to my knowledge. 

166. Could not produce from south or east of Stockin- 
bingal be conveyed to Dubbo direct by the Molong-Parkes 
line?—I do not see how it could be conveyed direct. The 
Canowindra valley is one of our natural fodder reservoirs. 





167. Mr. Travers.| Is there much traffic in lucerne from 
Canowindra and Cowra and places south to Wellington 
and Dubbo and north and west of Dubbo under present 
conditions?—Yes. Lucerne is drawn here from Cowra. 

168. Is there much stock traffic from north of Dubbo, 
Cconamble, and west of Dubbo towards Cobar, Nyngan, 
Bourke, and WNevertire?—Yes, a considerable — traffic. 
Sheep trains pass through Dubbo practically every day. 


169. If it were necessary to remove stock from Bourke, 


‘ Nyngan, Nevertire, Warren, Narromine, or Peak Hill, 


would relief country be sought directly south of Parkes? 
—Stock have been removed from Coonamble to the snow 
leases near Tumut. It depends upon where the feed is. 
170. Would not the line from Forbes to Stockinbingal 
serve the country west of Dubbo as well as the line you 
suggest?—It would, but if the proposed connection were 
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Witness—H. ‘I’. Blackett, 4 October, 1924. 
iiade stock could be transported directly from Coonamble. 
There are many occasions when you cannot remove ewes. 
You have to convey fodder to the stock. 

171. If a line from Canowindra to Gregra were con- 
structed, would the traffic north-west be mainly in lucerne, 
hay, chaff, aud oats?—Yes. 

172. What would be the return traffic /—There would be 
an increase of passenger traffic, and the usual local traf- 
fie. The line is badly needed to maintain our flocks. 

173. Would that trade be regular’—Yes. Even in a 
season such as this stock come from Cowra. 

174. Is there now a regular traffic in produce direct from 
Cowra and (Canowindra west and north-west ?—Yes. 

175. Where would you find relief country around 
Canowindra and Cowra’—Not relief country—todder 
country. 

176. Has not that fodder an outlet on the existing line? 
—It has, but it means conveying it south to bring it north 
again. 

177. Mr. Drummond.| I understand that in your opin- 
ion the proposed line, if eonstructed, would do away with 
the necessity for expensive duplication from Molong to 
Orange ?—From Orange to Blayney. 

178. Have you information that such duplication has 
been seriously considered by the Railway Department ¢_— 
Yes, I understand the Railway Commissioners have con- 
sidered the matter of the duplication of the western 
line. 

179. Do you consider that the traffic which, in your 
opinion, would be diverted would be diverted would be 
sufficient to make that duplication unnecessary +—_ Seeing 
that the Molong-Dubbo line was constructed as a dupli- 
cate line, and that duplication has been made further 
east, I presume duplication is necessary in other places. 
That line is to be a main passenger line. 

180. Is it your opinion that a railway from Canowin- 
dra to Greera would have a corresponding effeet on a line 
from Blayney to Orange’—Yes, and on to Cowra. The 
line would serve fresh country into the bargain. 

181. Mr. Doe.| In stating that traffic over the proposed 
line would be regular, had you in mind the removal of 
stock or the transport of fodder?—“Store”’ stock and 
fodder. 

182. Is fodder stored for drought conditions in this 
district 2—Yes, it has been stacked on stations. 

183. Do the smaller men stack it?—Unfortunately, their 
financial position is such that it takes them all their time 
to keep going. They stack a bit of hay for their horses. 

184. Chairman.] You have stated that the proposed line 
if constructed, should be made a first-class one. Will you 
listen to this evidence, given by the Chief Engineer for 
Railway Construction : 

Chairman } I notice if this line is constructed it will practically 
be a through connection with Gregra. In view of that fact, it is 
considered! that the 60 lb. rails will be heavy enough to carry the 
traffic ?—It is only looked upon asa light pioneer iailway. The 
line, Canowindra to Eugowra, is a light pioneer line, and also 
Eugowra to Canowindra. This is merely an extension of that, and 
it is also a light pioneer line. 

You do not agree with that?—No. It should be a line to 
carry heavy traffic, as in the future it should be a direct 
line to the south. 

185. Would the fodder traftic over the line be a regular 
one?—Only in dry times. 





186. Then it is carried at a special rate?—I believe it is. 

187. Consequently it would make no difference in cost 
of getting fodder in drought seasons ?—The difference 
would be in relieving’ congestion and in preventing delay. 
It is a rush traffic. I look at the matter from a broad 
standpoint, apart altogether from any loss there might be 
on the line. The greater asset would be gained by saving 
stock and in keeping them in fair condition. 
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Witness—-H. T. Blackett, 4 October. 1924. 


188. Mr. Travers.] The distance from Cowra to Molong 
via Blayney and Orange is 90 miles, and from Cowra to 
Molong via Canowindra and the proposed line it is 68 
miles, being a difference of 22 miles. Do you consider 
such a saving, especially in connection with the down 
traffic, as being of very great importance /—By itself it is 
not a big item. 

189. I take Molong as the point of connection with 
Dubbo, but if I were to take Orange, the distance would 
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be from Cowra to Orange 67 miles, as against that from 
Cowra to Molong, over the proposed line, 68 miles. From 
the standpoint of distance the benefit is with the existing 
line ’—Yes. 

190. And the grades are in favour of the existing line? 
~~No. 

191. You place importance on a line from Canowindra 
to Gregra so that you can get lucerne, hay, and oats from 
the Cowra-Canowindra district ?—Yes. 
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PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS. 





RAILWAY FROM BANKSTOWN TO GEORGE’S RIVER. 


REPORT. 





THE PARLIAMENTARY STANDING COMMITTEE ON PuBLIC Works, appointed during 
the Second Session of the present Parliament, under the Public Works Act of 
1912 (3 George V, No. 45), and the Parliamentary Standing Committee on 
Public Works Election Enabling Act of 1922 (13 George V, No. 19), to whom 
was referred for consideration and report “ the expediency of constructing a line 
of railway from Bankstown to George’s River,’ have after due inquiry resolved 
that it is expedient the proposed railway be constructed; and in accordance with 
subsection (d) of clause 34 of the Public Works Act of 1912, report their resolution 
to the Legislative Assembly :— 


INTRODUCTORY. 


1. The construction of a line from Bankstown to George’s River has been put 
forward by the Railway Commissioners (in conjunction with the proposed connection 
between Tempe and East Hills) as one which will adequately serve and develop the 
district concerned, and avoid the necessity for the recently recommended construction 
of a line from Bankstown to East Hills. 


THE PROPOSED LINE. 


2. The proposed railway commences at Bankstown Station and proceeds westerly 
across Weigand, Brancourt and Brandon streets, Oxford and Pringle avenues, Clarence, 
Market, Hunter and William Streets to Augusta Street, where it curves westerly and 
crosses Edgar and Victoria Streets, Sixth and Fifth Avenues, Railway Parade, and 
Manahan Street. Thence the route assumes a north-westerly direction till Rabaul road 
is reached, where it curves slightly in a south-westerly direction to the eastern bank of 
George’s River, where it terminates. 


ESTIMATED COST. 


3. The estimated cost of a single (bifurcated at stations) line of electric railway, 
3 miles 33 chains in length (4 miles 20 chains actual single track), with a ruling grade of 
1 in 80 against the load, and minimum curves of 20 chains radius, is £107,114. The 
estimate includes £21,015 for earthworks; £11,121 for plate-laying, ballasting points 
and crossings, and sleepers (the latter at 7s. 6d. each); £7,580 for permanent-way 
materials (80-lb. rails at £12 per ton); £6,929 for over-bridges; £5,670 for road 
diversions, fencing and clearing; £7,126 for station buildings (including footbridge at 
terminal); £6,588 for overhead construction; and £5,780 for automatic signalling 
(including bonding). 

The amount required for power and feeders is £20,000, and for engineering, 
contingencies, and head office charges—18 per cent., £13,288. 

The estimate is based upon a standard wage of 15s. 2d. per day. 


ESTIMATED REVENUE AND EXPENDITURE. 


4. The estimated annual expenditure is £11,391, this sum including £5,891 
interest on cost of construction at 54 per cent., and £5,500 working expenses. The 
annual revenue is estimated at £6,600, leaving a difference of £4,791. 

The revenue estimate is based upon purely local traffic, and does not take into 
consideration any enhanced earnings on the Sydenham-Bankstown section, the profits 
on which, aiter paying interest and working expenses;-amounted in 1922 to £33,022. 


RAILWAY 
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vi 
RAILWAY COMMISSIONERS’ REPORT. 


5. The statutory report of the Railway Commissioners states that the 
construction of the proposed line will result in a very good division of the country 
and be in the best interests of existing and prospective settlement. Judging 
from the results of the working of the Bankstown line there is every justification for the 
comparatively small expenditure involved in its extension as now recommended. The 
construction of a punt on George’s River at the destination point of the line will develop 
a large area of land on the opposite side of the river, and although only 33 miles of 
railway construction will be needed, there will be much more than a corresponding 
saving in road distances to Bankstown owing to the circuitous route which has now to 
be taken by the residents to reach that station by road. 


THE COMMITTEER’S INQUIRY AND CONCLUSION. 


6. As a result of inspection of the district affected and the hearing of evidence 
as to its present and future possibilities, the Committee have arrived at the conclusion 
that it is expedient the proposed railway be constructed. 


The area to be served consists throughout of country suitable for residential 
settlement, the opening up of which will give a further outlet for the overcrowded popu- 
lation of Sydney, facilitate traffic to what is likely to be a much frequented holiday 
resort in the neighbourhood of George’s River, give an impetus to the Soldiers’ 
Settlement established at Milperra, and result in public advantage in the saving of 
time and cost to workers travelling to and from the city. 


An indication of the extent to which residential settlement in and around 
Bankstown has been encouraged by means of existing railway extension to the 
township, is afforded in the fact that during the last nine years the population of the 
municipality has increased from 5,000 to 16,500, and the unimproved value otf properties 
from £521,697 to £1,882,359; whilst the number of new buildings annually erected 
ranges from 300 to 400. 


The Milperra Soldiers’ Settlement, which the proposed line will serve, comprises 
forty-eight poultry-farms and eight vegetable gardens, the bulk of which are at present 
unoccupied, although it has been pointed out that a number of the farms have been 
allotted to poultry-farmers, who will take up residence. According to the evidence 
supplied the Committee, the settlement, in full production, consumes an average of 
20 tons of poultry-feed per week, the whole of which has to be hauled a distance of 
approximately 5 miles over unformed roads at a cost of 7s. 6d. per ton. During 1923 
produce to the value of £20,000 was marketed from the settlement by carrier to 
Bankstown and despatched by railway to Sydney. 


In addition to the residents of the settlement, many of the population within 
the area affected by the proposed line have to travel to work at a cost of 6s. per week 
for motor-bus, and 4s. 7d. for railway fares; and it is apparent that to these the 
construction of the proposed line will afford considerable relief. Although the pro- 
posal, as submitted to the Committee, shows an estimated loss of £4,791, there appears 
to be no reason to doubt, in view of the results obtained from the Sydenham-Bankstown 
connection, that the deficiency will be made up as residential settlement develops. 


The construction of the proposed line will obviate the necessity for the extension 
of the line from Bankstown to East Hills, recently favourably reported upon. 








RESOLUTION PASSED. 


7. The resolution passed by the Committee is shown in the following extract 
from the Minutes of Proceedings :— 
Mr. Dick moved :—‘ That in the opinion of the Committee it is expedient the proposed railway 


from Bankstown to George’s River, as referred to them by the Legislative Assembly, be 
constructed.” 


Mr. Cameron seconded the motion, which was passed. 
Week. DICK. 
Chairman. 
Office of the Parliamentary Standing Committee on Public Works, 
Parliament House, Sydney, 24th September. 1924. 
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PARLIAMENTARY STANDING COMMITTEE ON PUBLIC 
WORKS. 





MINUTES OF EVIDENCE. 





RAILWAY, BANKSTOWN TO GEORGE’S RIVER. 


MONDAY, 7 APRIL, 1924. 
Present:— 
Tue Hoy. WILLIAM THOMAS DICK (Caatrmay). 


The Hon. Joun Travers. 
The Hon. Ropert Manony. 


Francis MicHart Burke, Esa. 
Wituiam Cameron, Esa. 


Brian JAMES Dor, Esa. 


The Committee } 


oroceeded to consider the expediency of constructing a line of Railway from Bankstown to 


George’s River. 


Lhomas Bryce Cooper, Under-Secretary, Department of 
Public Works, sworn, and examined :— 


ib Chairman. | You have a statement to submit with 
respect to this proposal ?—Yes, 


Propos—Ep RAILWAY FROM BANKSTOWN TO 


Estimated cost £107,114, or 
and compensation. 

Length 3 miles 33 chains. 

Ruling grade 1 in 86 down, and 1 in 100 up. 

Sharpest curve 20 chains radius. 


On 20th December, 1923, the Secretary for Public Works and 
Minister for Railways and State Industrial Enterprises (Hon. 
R. T. Ball, M.L.A.) moved in the Legislative Assembly, ‘‘ That 
it be referred to the Parliamentary Standing Committee on Public 
Works to consider and report upon the expediency of constructing 
a line of railway from Bankstown to George’s River.”’ ; 

Question resolved in the affirmative. _ 

Following is the official description of the line :— 

“This proposed railway commences at Bankstown Station and 
proceeds westerly across Weigand, Brancourt and Brandon streets, 
Oxford and Pringle avenues, Clarence, Market, Hunter and William 
streets to Augusta-street, where the line curves 


s westerly and crosses 
Edgar and Victoria streets, Sixth and Fifth avenues, Railway parade, 
and Manahan-street. 


Thence it assumes a north-westerly direction 
till Rabaul-road is reached where it curves slightly in a south- 
westerly direction to the eastern bank of George’s River where 
it terminates at 14 miles 38 chains from Sydney. 

The works are moderately heavy with a ruling grade of 1 in 86 
down, and 1 in 100 up, the sharpest curve is 20 chains radius.” 


The Railway Commissioners’ Report is dated 18th December, 
1923, and is as follows :-— 


GEORGE’s River. 
£31,389 per mile exclusive of land 


“ BANKSTOWN TO GEORGE’s RIVER: PROPOSED ELectric RAILWAY. 
In accordance with the request of the Minister for Railways, and 
in pursuance of the provisions of the Public Works Act, 1912, the 
Commissioners beg to submit their report on the abovementioned 
proposal. 
The length of the proposed line (single track) is 3 miles 33 chains, 


the estimated cost being £107,114. 


The financial prospects of the proposal are as under :— 


Estimated cost of construction :— £ 
Including power and feeders .........sceccc00--0... Popoosn Une! 
Estimated annual expenditure— £ 
Interest on cost of construction at 55 percent... 5,891 
RR URS OR INMATIN GD ch rain ing) tu 8 soles ch» exsinastsoe - 5,500 
11,391 





Estimated annual revenue 


POP Orme ro rre ere reel ee sen veeeces 


Rasieee 6,600 





Difference £4,791 
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This estimate is based upon purely local traffic, and does not 
take into consideration any enhanced earnings on the section Banks- 
town-Sydenham, which has shown such excellent results. 

As stated in letter dated 13th October last to the Under-Secretary 
of your Department, it is considered that the construction of this 
line would result in a very good division of the country, and would 
be in the best interests of existing and prospective settlement, 
and judging from the results of the working of the Bankstown line 
there is every justification for the comparatively small expenditure 
involved in its extension as now recommended. The construction 
of a punt on George’s River at the destination point of the line 
would develop a large area of land on the opposite side of the river 
and although only 34 miles of railway construction would be needed 
there would be much more than a corresponding saying in road 
distances to Bankstown owing to the circuitous route which has 
now to be taken by the residents to reach that station by road. 


The Common Seal of the) 


Railway Commissioners | (Seal. ) 
for New South Wales | 


was hereunto affixed the 


JAMES FRASER, 
eighteenth day of Decem- f 


Chief Railway Commissioner, 

J. H. Cann, 
Assistant 
sioner, 


ber, one thousand nine 
hundred. and 
three, in the 
ot ,— 
W. Jno. Morris, 
Secretary.” 


twenty- 
presence 


Railway Commis- 


When forwarding the foregoing report the Commissioners drew 
attention to the fact that the estimate is subject to revision so far 
as the electrical portion (£20,000) is concerned. 

The letter dated 13th October last, to which reference is made 
in the Commissioners’ report, is as follows -—- 


“ SUGGESTED EXTENSION OF THE PROPOSED TEMPE-SALT Pan CREEK 
Linz Ackoss THE CREEK TO East Hits. 

In connection with this matter, the Commissioners desire me 
to refer to their report of the 13th instant, on the proposal to con- 
struct a line from Tempe to Salt Pan Creek. It is now suggested 
to make East Hills the objective, the distance being 4 miles 10 
chains beyond Salt Pan Creek. If this were done it would render 
unnecessary the construction of the line from Bankstown to East 
Hills which was passed by the Public Works Committee in August, 
1921. 

The Commissioners therefore recommend :— 

1. That a survey and estimate be prepared for the additional 
length of 4 miles 10 chains from Salt Pan Creek to East 
Hills. 

2. That owing to the altered conditions in regard to the later 
proposal from Tempe to Salt Pan Creek, with an ultimate 
extension to East Hills, the line previously recommended 
from Bankstown to East Hills (4 miles 18 chains) be 
eliminated in favour of an extension from Bankstown to 
George’s River (34 miles) and that an estimate of the 
cost for same be furnished. The necessary survey infor- 
mation is available for this purpose. 
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The carrying out of these amended proposals would, in the opinion 
of the Commissioners, result in a very good division of the country 
and would be in the best interests of existing and prospective 
settlement, and judging from the results of the working of the 
Bankstown line there is every justification for the comparatively 
small expenditure involved in its extension as now recommended. 
The construction of a punt on George’s River at the destination 
point of the line would develop a large area of land on the opposite 
side of the river, and although only 3} miles of railway construc- 
tion would be needed, there would be much more than a corresponding 
saving in road distances to Bankstown owing to the circuitous 
route which has now to be taken by the residents to reach that 
station by road.—W. Jno. Morris, Secretary.” 

The present proposal to extend the railway from Bankstown to 
George’s River has been put forward by the Railway Commissioners, 
and it will be gathered from the reports which have been quoted 
that the suggested extension, in conjunction with the proposed 


2 
Witnesses—T. B. Cooper, 7 April, C. A. Hodgson, 2 May, and J. J. C. Bradfield 





, 22 May, 1924. 

Tempe-Salt Pan Creek—East Hills line, will not only dispense with 
the necessity for the construction of the proposed Bankstown to 
East Hills Railway, but in the opinion of the Commissioners will 
more adequately serve and develop the districts concerned. The 
Bankstown—East Hills line was recommended by the Public Works 
Committee in August, 1921, but no Bill authorising the construction 
of the line has been passed by Parliament. It was the Minister’s 
intention to introduce this Bill last session, but action was not 
taken in view of the Commissioners having recommended the 
elimination of the line in favour of the present proposal. 


Plan, &c., herewith. Further information in regard to the pro- 
posed railway, including details of estimates, will be placed before 
the Committee by the Railway Commissioners’ officers. 


T. B. CoorER, 
Under-Secretary for Public Works. 


7th April, 1924. 





FRIDAY, 2 MAY, 1924. 


Present :— 
The Hon. W. T. DICK (Cuairmay). 


The Hon. Joun TRAVERS. 
The Hon. Rospert Manony. 
Francis MicHaEL Burke, Esq. 


The Committee proce 


WituiaM Cameron, Esa. 
Brian James Dor, Esq. 
Davi Henry DrumMonp, Esq. 


eded to further consider the expediency of constructing a line of Railway from Bankstown to 


George’s River. 


Charles Austen Hodgson, Chief Traffic Manager, Depart- 
ment of Railways, sworn and examined :— 


2. Chairman.] You have something to add to your pre- 
vious evidence in respect to this proposal t—Yes. The 
following is a copy of my report of 18th December, 1928, 
to the Commissioners on the above-mentioned proposal :— 

With reference to the enclosed papers and suggestion that the 
Bankstown line should be extended to George’s River, a distance of 
3 miles 33 chains, instead of to Kast Hills as originally intended, 
the latter to be served by an extension of the proposed electric line 
from Tempe, via Salt Pan Creek, I have to report that the financial 
position is estimated as follows :— 

Estimated cost of construction, including power and 


FEOCIOLS fi rece ie detle sce mscausansecseresnonepuananasn= case £107,114 








Interest at 5} per cent. On above........ese-+ £5,891 
Working expenses ........csesceeeeneeeeeceensr eens 5,500 

11,391 
Estimated revenue ......ccceceeeeenees soceeee Re hy Son: 6,600- 
Difference .. ..cccccresccccccerscrsccscccscsovscscoescaercceescnses £4,791 


That estimate should be compared with that originally 
given in connection with the Bankstown to East Hills line. 
Tt is not a line which will get” much tevenue at present. 
The district is sparsely populated at present. 

3. Which extension is the more important at present— 
the George’s River or the East Hills-Tempe line {—The East 
Hills-Tempe line. Jt would give the best revenue return, 





THURSDAY, 22 MAY, 1924. 


Present :— 
The Hon. W. T. DICK (Carman). 


The Hon. JouHn TRAVERS. 
The Hon. Ropert MAnony. 
Francis MicHAaEL Burke, Esq. 


WILLIAM CaMERON, Esq. 
Brian JAMES Dok, Esa. 
Davin Henry Drummond, Esq. 





The Committee proceeded to further consider 


John Job Crew Bradfield, Chief Engineer, Metropolitan 
Railway Construction and Sydney Harbour Bridge, 


sworn, and examined :— 


4. Chairman.| You have some evidence to give con- 
cerning the proposed Bankstown to George's River 
railway aves: 


The proposed extension commences at the western end of the 
Bankstown railway station, at 11 miles 69 chains from Sydney, 
and proceeds in a south-westerly direction to Augusta-street at 12 
miles 70 chains, which it crosses near tbe intersection of Cragg- 
street; thence the line curves towards the west, passing beneath 
Edgar-street and Victoria-parade. Thence bearing approximately 
due west, the line passes through Harold Park estate from about 
13 miles 30 chains to 13 miles 60 chains, and continuing towards 
George’s River, passes half a mile north of the Soldiers’ Settlement 
and terminates 6 chains from the river bank at 15 miles 22 chains 


irom Sydney. 


the expediency of constructing a line of Railway from Bankstown to 
George’s Liver. 





The work is moderately heavy in the vicinity of the 13-mile peg, 
but it is fairly light elsewhere. The ruling grade is 1 in 100 in the 
direction of George’s River and | in 80 in the direction of Banks- 
town, while the sharpest curve is 20 chains radius. 

Provision is made for three stations 500 feet long. 

All the land passed through is privately owned. 


Estimated Cost. 


The estimated cost of a single line 3 miles 33 chains in length, 
stone ballasted throughout, and fenced, with a ruling grade of 1 im 
40 and the sharpest curve of 20 chains radius, is £87,114, or £25,528 
per mile, exclusive of power, feeders, and land resumptions. The 
cost of power and feeders is estimated at £20,000, bringing the 
total cost, exclusive of land resumptions, to £107,114. 

Provision is made for bifurcation of the track through stations, 
and for a double line about 12 chains long beyond the last station 
for storage and terminal working. The actual length of single 
track is 4 miles 20 chains. Provision is made for electrical opera- 
tion, so that the estimate includes amounts for overhead structures 
and automatic signalling. 

The estimate is based on a wage of 15s. 2d. per day. 
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Witnesses—J. J. C. Bradfield, 22 May, and C, Simmat, 22 July, 1924. 


STATEMENT showing estimated cost of a single (bifurcated at stations) line of electric railway, with 80-1b. rails, stone ballasted and fenced: 


Length of line, 3 miles 33 chains (4 miles 20 chains actual single track). 
Estimate based on Plans Nos. T. 1,533, T. 


20 chains radius, 


Ruling grade, | in 80 against load. Minimum curve» 


1,539. Standard wage, lds, 2d. per day. 
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5. Mr. Doe.| In the event of that line being continued 
from George’s River to Liverpool with a branch to Warwick 
Farm, it would be necessary to put ina very large siding at 
Warwick Farm, would it not?—Yes. Under either scheme 


there would have to be a big siding to store the trains at 


Warwick Farm. I do not think that one line would be any 


cheaper than the other, eventually, but there would be the 


advantage by the direct route that people travelling every 
day would have to travel half a mile less each way. 

6. When you say that the works are heavy at thel3-mile 
peg, does that mean that there will be considerable em- 
bankment at that place ?—It is only heavy comparatively 
speaking. It is an easy line, but just there there is a 
cutting of 42,500 cubie yards. 


7. Neither of the estimates include rolling-stock, do they # 
—No, but that would be provided by the Commissioners in 
the same way as they do on all other lines. 


8. In arriving at an estimate of the profit and loss of 
these constructions, the rolling-stock would have to be taken 
into consideration, would it not ?—I expect Mr. Hodgson 
has included that in his working expenses. 


9. Mr. Burke.| Electric carriages are considerably lighter 
than the ordinary railway carriages are they not !—Electri- 
cal carriages with the motor are heavier, but the train is 
inore capacious, and when you take the steam engine into 
account the electric train is lighter than the steam-drawn 
train. 





TUESDAY, 22 JULY, 1924. 


Present :— 
The Hon. W. T. DICK (CuHarrMay). 


The Hon. Joun Travers. 
The Hon. Ropert ManHony. 
Francis MicHaEL Burke, Esa. 


WiLuIAM CAMERON, Esa. 
Brian JAMES Doz, Esa. 
Davin Henry DruMMonp, Esa. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Bankstown 
to George’s River. 


Charles Simmat, firewood sawmiller, Bankstown, and chair- 


man of the Bankstown-East Hills Railway League, 
sworn, and examined ;:-— 

10. Cheirman.| Will you state your views regarding the 
proposed railway ?—Yes. There are 10 square miles to be 
served by railway in the southern portion of the Bankstown 
Municipality. We previously asked for a connection with 
the southern portion, but we did not recommend that the 
line be constructed on any special route. The Bankstown— 
East Hills Railway League is satisfied with Mr. Kennedy’s 
survey. I have been asked to give evidence to-day 
regarding a line different from that approved by the Com- 
mittee. A railway through any portion of Bankstown 
must be a good proposition. From 1910 to 1924 the popu- 
lation of Bankstown has increased from 2,000 to 16,000, 
and it is the railway that has made the district. I favour 


the old route from Bankstown to East Hills Park, because 
it passes through a more settled district. 


On the survey of 


the proposed route you would have to cross the river and 
the creek, but by the old line from Bankstown to East 
Hills you would have to cross the river only once. In the 
interests of the residents of the Bankstown south ward the 
Bankstown—East Hills line is the best proposition. 

11. If the Bankstown—East Hills Park line were con 
structed would it be necessary to extend the Tempe line 
in the direction of East Hills Park as far as is indicated 
on the map ?—I would not say that, because you are dealing 
with 10 square miles of territory which wants opening up. 

12, Would it be wise from a railway standpoint to have 
two lines—from Tempe and from Bankstown—terminating 
at East Hills Park ?—I do not see anything against it. 
We were promised this railway twenty odd years ago. If 
my boy wants to attend technical classes, he has to get on 
his bicycle and ride to Bankstown. The line has been 
hanging fire for twenty years. Any line through the 
district would serve it. 
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Witnesses—C. Simmat, and M. Fitzpatrick, 22 July, 1924. 


13. Would you cut out the Tempe-East Hills line for the 
present !—We are out to get the best we can. 

14. Mr. Travers.| When the railway from Bankstown to 
East Hills was recommended by the Public Works Oom- 
mittee, no consideration had been given to a line from 
Tempe to East Hills ?-—That is so. 

15. What area would be served by a line from Bankstown 
to East Hills that would be unserved if the two lines were 
constructed ?-—The Beaconsfield estate comprises 400 acres. 
There would be approximately from three-quarters of a mile 
to a mile and a quarter of land away from the Tempe line. 

16. No portion of the district would be more than about 
a mile away if railways from Tempe to East Hills and 
Bankstown to George’s River were constructed 1— Yes, from 
a mile to a mile and a half. 

17. Is that too far ?—No, I suppose not. 

18, A line from Bankstown to East Hills would not 
draw traffic from Holdsworthy on the other side of 
George’s River }—Only from one portion—towards Como. 

19. The Railway Commissioners have stated that if a 
punt were provided the line would draw trafic from the 
other side?—Yes. There is a suggestion to construct a 
bridge there, and the vendors who purchased Moorebank 
submitted a proposal to the Bankstown Council to the effect 
that they were prepared to finance half the cost of the 
bridge if the Liverpoo] and Bankstown Municipalities and 
the local government authorities concerned would finance 
the other half. The residents of the soldiers’ settlement 
would be able to market their produce 8 miles nearer. 

20. Is the bridge likely to materialise /—The Bankstown 
Municipality is prepared to pay one-sixth of the cost. 
I suppose the Liverpool people would not be in favour of 
it, as it would mean diverting traffic from Liverpool to 
Bankstown. 

21. Is there an agitation at Bankstown for a line to 
George's River !—We are prepared to take what we can 
get. 

22. Is there anything like the same amount of settle- 
ment along the route of the proposed line as there is along 
jhe line from Bankstown to East Hills !—No 


23. Why has settlement resulted south-west of Banks- 
town, instead of directly west ?—The land has been locked 
up. Some of the other land was cut up thirty years ago. 
Johnson’s estate has not yet been subdivided. 

24. Is land there locked up ?—200 or 300 acres on the 
river is. 

25. Is there much building going on?—At Bankstown 
we average more than a house a day. 

26. Is the land along the route of the proposed line as 
good for residential sites as that south-west from Banks- 
town to East Hills *—Yes, just as good. 

27. How do people in the surrounding districts now 
to Bansktown ?—By means of a bus service. 


get 

98. Mr. Drummond.] You are of opinion that develop- 
ment would result from the construction of the railway !— 
Yes, there is 16 miles of river frontage in the Bankstown 
municipality. 

99. IT understand that Bankstown 
industrial suburb !/—That is so. 
river shallow. 


is growing as an 
Only in one portion is the 


30. Is George’s River made use of by the people as a 
tourist resort?—Yes, | have seen between 300 and 400 
people there at holiday time, and a similar number at East 
Hills Park. Undoubtedly revenue would be obtained from 
that source. 

31. Do you consider that the prospects are sufficiently 
good to justify the Committee in recommending a railway 
in connection with which the estimated loss is nearly 
£5,000%—I do not agree that there would be such a loss. 
[n fourteen years the population of Bankstown has increased 
from 2,000 to 16,000. ‘There wouid be a greater increase 
in this district because with the railway there would be 
more inducement to go there. 

32. Do you consider that the additional revenue to this 
short length of line would make the remainder of the line 
a better paying proposition }— Undoubtedly. 


33. The question arises whether at this stage, when sub- 
division is just taking place, the district could not be 
temporarily served by motor-buses!-—At holiday time 
they could not cope with the traffic. I admit that we 
haye a good motor-bus service throughout the district. 
‘There are seven bus services in the Bankstown municipality 
which feed the railway. 

34, I understand they do not run in competition with 
the railway !/—No. 

35. Apart from the matter of holiday tratftic, which 
occurs at rather long intervals, could not the motor-bus 
services cope with the ordinary traffic !—The fares are 
high. In the train it is 's, 9d, return, and from East 
Hills in the bus it is 10d. each way. ‘The bus proprietors 
do cut the weekly fare, but they do not run a bus early 
enough for some men who have to get to their work very 
early. 

36. Do you expect that the line would pay in a reason- 
able time?—Undoubtedly. About 1917 the municipal 
council chambers site was purchased for £12 a foot. An 
offer of £70 a foot has been refused for land at Banks- 
town. 





me ee ee eee, 


Michael Fitzpatrick, farmer, Revesby, sworn, and 
examined :— 


37. Mr. Mahony.] Are you in favour of the proposed 
line 7—Yes, I shall be satisfied so long as we get a rail- 
way. I cannot understand how there would be such a loss 
on the proposed line as that estimated. The Bankstown 
line is the best paying line in the State. On the southern 
side of the line the country is populated, and there are 
market gardeners and poultry-farmers. | think if the line 
were swung a little to the south it could be made a better 
paying proposition. It would serve the soldiers’ settlement, 
on which over £100,000 has been spent, and they have no 
reasonable railway communication. A number of men have 
left the settlement because they were unable to market their 
produce cheaply enough. In my opinion the line is neces- 
sary in the interests of those people. Thousands of acres on 
the surveyed route from Bankstown to George’s River have 
been locked up. Bankstown is a working-man’s suburb. 
Cheap land is to be obtained there, and people have to get 
out of the city. The population of Bankstown is 16,500 ; 
the number of houses 4,756 ; new buildings in 1923, 362 ; 
and in 1924, 223. I have seen great improvement in the 
district during the twenty years [ have been there The 
Committee could not go wrong in recommending the con- 
struction of a railway to George’s River. A line from 
Tempe to East Hills wonld not serve the same purpose. 
Buses cannot cope with the traftic there. In the busy 
bours of the morning many people have to walk or ride 
bicycles to the train. Thousands go to the river on Sun- 
days and holidays, and on holidays the buses cannot cope 
with the trafic. 

38, Is the country for a mile north and south of the pro- 
posed line suitable for residential settlement /—Yes, it is 
all good land. 

39, Would the provi-ion of a punt or the construction 
of a bridge result in settlement on the opposite side of the 
viver?—Yes. That would bring revenue to the line.’ 

40. Are there any large estates not cut up within a mile 
north and south of.the proposed railway !—No. Some 
have been recently cut up. 

41, And put on the market 1—Not all of them, although 
the majority have been offered for sale. 

42. Is the price of land in the district suitable for 
workers’ homes?--Yes. It is the cheapest land anywhere 
in the metropolitan area. 

43. Would the construction of the proposed line and a 
line from Tempe to Hast Hills fairly serve the country in 
South Bankstown ward?—Yes. It would suit the people,. 
but it would suit them better if it went a little more south. 

44. How far south of the proposed line is the soldiers’ 
settlement /—About 14 mile. 


45. What are they doing with that land ’—Poultry- 
farming and market gardening 
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Witnesses—M. Fitzpatrick, 22 July, and W. G. Miller, 23 July, 1924. : it 
46. If a good road were constructed to the railway 51. Mr. Doe.| What is the price of land per foot along tril 
siding, 14 mile, it would not be a severe handicap !—No., the Bankstown—East Hills line?—The highest price would HT 


47. It would obviate swinging the line south ?-— Yes. 





be £80 to £100 per acre. Land is sold by the acre out 
there. 





48. How many soldier settlers are there ?—Sixty was the 5°, How far would the suggested bridge be from the . . 
greatest number, but they are not all there now. There timminus of the line?—Aboutil. mile or:] eaibet it 
are about eight vacant houses. ; George’s River is a pleasure 53. Is the river narrow at that point, or are the banks Hig 
resort, and there would be a big trattic there on holidays. high ’—There are good banks at the site, sancldbifikastisteratih 

49, Are many of the 4,756 houses in the Bankstown _ the Liverpool site. 
area west of the Bankstown railway station ?—No, mostly 54. Would it be an advantage to swing the line a little ( i 
south. south to bring it nearer the suggested bridge /—Yes, I had rid 

50. Is there much settlement along the proposed route?— that in mind, and that it would bring it nearer to the Waly 
No, it is sparse. The land has been locked up. soldiers’ settlement. ait 

if 
WEDNESDAY, 23 JULY, 1924. I 
Jiresent:— | 
The Hon. W. T. DICK (Cuamay). ib 
The Hon. Joun Travers. WILLIAM CAMERON, Esa. aia 
The Hon. Roperr Manony,. Brian JAMES Dor, Esa. } 
Francis Micuaet Burke, Esq. Davin Henry DrumMonp, Esa. Hii) 
valli 

The Committee proceeded to further cousider the expediency of constructing a line of Railway from Bankstown to | i 

George’s River. { 
bee [i 

William Giles Miller, town Clerk, Bankstown, sworn, 62. Do you base that view on the ground that the land Ri 

and examined :— is suitable for residential settlement /—-Yes, a large pro- t | 
55. Chairman.| How long have you occupied your pre- Pee of it 1s. es. ae bith 
sent position’—Since December, 1921, but I have been 63. It has been suggested that the line should be swung ae 
employed by the Bankstown Municipal Council since 1914. ® little south to go closer to the oe settlement’ Do fei i} 
The municipality of Bankstown is developing very rapidly. Y°U know of any objection to that‘—No. ; ; ' 4 
Three hundred and sixty-two new buildings were erected 64. Would a southern deviation of that kind cater for as He 
in 1928, and to date, in 1924; the number is 224. The much residential building land as a more northern line? Li 
population of Bankstown ‘Municipality is 16,500. The —Yes, I should say so. pe ; ig 
total number of houses there is 4,756. During last: year 65. The Committee has heard some opinions respecting Li 
the increase in the unimproved capital value of land in the the negotiation for a bridge over George's River ; where | ) } 
municipality was £405,829. The increase in the improved is it suggested to place the bridge?—At the intersection Vigne sf 
capital value is £932,082. The present unimproved value ig of Milperra-road and George’s River. 1 
£1,882,359. The growth of the municipality is indicated 66. How far south along the river would that be trom re 
by the fact that in 1915 the unimproved value of land was the proposed terminus ¢—Between 60 and 70 chains. i } 

£521,697, and the population 5,000. Land subdivision in 67. If the line were constructed to the river, would you 1th 
the municipality is very active, and some are very exten- anticipate traffic from the other side?— Yes, if provision ay 
sive. were made to cross the river. It would shorten the dis- Hy 
56. Where are the new buildings being erected?@—Within tance from the other side for such places as Moorebank ? 








a reasonable distance of the existing railway, and around 


to Kast Hills’—In my opinion the two lines would serve 
different areas. 

60. Is the great increase in the unimproved and im- 
proved capital values of land in the district due to a visit 
of the Valuer-General ?—Yes, and to subdivision activity. 
The Valuer-General has been valuing land in the muni- 


th} 
cipality since 1918. 74. Is there an agitation in the district for this line?— | i 
61. From the construction of a line from Bankstown to Lhe people are agitating for any line that will open up tlie 
George’s River could we expect development, not perhaps 2d develop the district. | 
as great, but comparable with that which has taken place 75. Do you mean that the proposed line is favoured by hisldy 
between Bankstown and Punchbowl durn , the last ten the Bankstown people?—Yes. There are some who advo- i 
years’—Yes, with stations at suitable pa ts develop- cate the Tempe-Salt Pan Creek-Hast Hills proposal, be- | 


ment would result. 


72. In subdivision, what do the blocks run to per foot ?— 
They vary from £1 to £2. The land is cheaper as you get 
away from the station. 

73. Is the land there as easy for building as that south 
of Bankstown towards East Ilills?—Yes, a considerable 
proportion of it is excellent building ground. 


cause it would suit them better. 





b 

- ‘ . Y : 5 fit 
and Chipping Norton. As things are they have to go iH 
the centre of the municipality. around by the Liverpool-road, i 
57. Would there be many along the route of the proposed 68. Mr. Travers.| Would the Sunday and holiday trathe tH 

] Pamica - PIN ar nos he - : -uy : i eae ; He 
line from Bankstown to George’s River? —Approximately from Bankstown to that portion of George’s River be com- iF 
i r ree 1 oC . ; : . ee ae 5 : : - a = ae 1 ih; 
ae -three. On the southern side in =e ward there are parable with the traffic from Bankstown to East Hills !’— id) 

yr T + > » Farrier ate i » > 1. & = fe Ty - YA \ 

twelve. In the Condle Park Kstate, through which the There is considerable traffic to the Vale of Ah pleasure t 

line passes for some distance, there are 320 buildings. resort. That is from three-quarters of a mile to a mile bie 

KO m ‘ es F : Das AN A r, . c Fs c 7 . 1f 
58. The Committee has had evidence to the effect that fy, einai teria Pian 
| , ae ah from the proposed terminus. ti 
the country between Bankstown and George’s River has 69. Is there any reason why that portion of Bankstown i) 
only ele Cae ) a ided, 2 an \ ene as a along the proposed line should not develop like the portion ae 

o a] 7 T a 2 AY aye + AQ € ,Q s 4 . al . . t { 
reason why so little developm nt has taken place in that outh of Bankstown towards East Hills?—It is a good way Ni 

locality. Do you confirm that view’—I should say the f ee pet Nerney, ae ts | = }! 

: 7 “i rom transport facilities. There is a motor bus service, 

reason is because the land has been held in large holdings, Pees Cte 
but considerable activity is taking place now. Ties eater we: Ais. r 1\1 

ae Clieuld ; Datei bate 4 hot he Jj 70. Are there no good roads in the district ?—Yes, but iT! 
59. Could you express an opinion as to whether ithe line . . P are ai 

’ Pee I ee ces pee the hne there are not many in that portion of the district. 

should be built from Bankstown to George’s River? T ask 1. What lose t] ¢_ TI £36 EH 
; : ; : ‘ il. 1at are land values there {— ~y vary trom £3 
the question in view of the fact that a councillor has ex- : £50 he ee ay IE GT SL Aer Oa ae ie 

: : : o £50 per acre. } 

pressed the view that the line should go from Bankstown pre i 
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Witnesses—W. G. Miller, W. Barnett-Smith, and W. J. Gibson, 23 July, 1924. 


76. When the Bankstown-East Hills proposal was under 
consideration by the Committee, the Bankstown Munici- 
pality was strongly in favour of it. Have they expressed 
an opinion on this line?—Some have, but it has not been 
definitely considered by the council. 

77. Mr. Drummond.| From your knowledge of the land, 
opposite the proposed terminus, is it suitable for building 
purposes #—Some is and some is not. 

78. Has a suggestion been made to provide a punt on the 
river/—Yes, a proposal was submitted by the Liverpool 
and Bankstown councils, associated with the various pub- 
lic bodies concerned, for the construction of a bridge 
across George’s River where Milperra-road intersects it. 
Sir Arthur Rickard agreed to contribute one-third of the 
cost of the bridge. 

79. Has your council considered that favourably ?—Yes. 
But we are not in a position to finance our share of the 
cost at the present time. 

80. What about the Liverpool Municipal Council ?—I 
believe they are in the same position. J think they are in 
favour of it, but they cannot go on with it now. 

81. Would the construction of the proposed line have a 
beneficial effect upon land values and make the financial 
position of the council easier’—It certainly would im- 
prove land values. 

82. I gather that the unimproved capital value of 
Bankstown Municipality has risen considerably during 
the last few years?—Yes. Fifty per cent. of the increase 
in the North Ward of the municipality can be attributed 
to the Regent’s Park-Cabramatta line and the anticipated 
line from Bankstown to Regent’s Park. 

33. If the proposed line were constructed, would you get 
equally as good results?—Yes. 

84. Does not the Regent’s Park line pass through por- 
tion of the cemetery and Government land?--No. It is 
pretty well all private property. 

85. From that standpoint, the council’s position should 
improve ?—Yes, no doubt it will, with increased valuations. 

86. Mr. Doe.] Is the suggested bridge intended for vehi- 
cular and pedestrian traffic ?—Yes. 

87. What is the estimated cost of that bridge? 
£5,000 and £6,000. 

88. Do you know any reason why it is suggested to con- 
struct a bridge about 70 chains south of the terminus of 
the proposed line?—It would connect the principal roads. 
There is a main road there. 

8%. Chairman.| I formed the impression that the Liver- 
pool Municipal Council was not too keen on contributing 
its share to the cost of the bridge. Do you care to say 
anything about that?—The correspondence I have re- 
ceived from them is to the effect that they are in favour of 
it, but that they have not the necessary funds. 





Between 


Walter Barnett-Smith, engineer to the Bankstown Muni- 
cipial Council, sworn, and examined :— 


90, Mr. Burke.] Are you favourable to the proposed line? 
—Yes. It would open up a lot of country and provide 
travelling facilities for an estimated population of over 
50,000. It would induce ‘people to build homes there. 
People do not like building homes more than a mile from 
the railway. If you live for from the railway it costs a lot 
in bus fares to travel. 

91. It is suggested that the line should be constructed to 
East Hills instead of George’s River?—In my opinion 
there is room for both lines. Suburban railways should be 
not further than 2 miles apart. 

92. Do you think much revenue would be obtained from 
holiday traffic?’—Yes. 





93. Is George’s River in that locality a popular place 
now ?2—Yes. And the main reason why it is not more so is 





because of want of travelling facilities. If the line went 
to the river, many people would travel there in summer to 
bathe, supposing baths were constructed. 

94. Is there much holiday traffic to George’s River now? 
—Several buses are kept going at full pressure on Satur- 
days and Sundays. The fare is about 1s. 


95. Is there much residential settlement between Banks- 
town and the proposed terminus of the George’s River 
line2—Only in the Condle Park area about a mile or a 
mile and a half from the Bankstown station. 

96. Is that district suitable for residential settlement ?— 
Yes, particularly on the northern side of the line. 

97. What are land values there?—From about £50 to 
£80, or a little more, per acre. 

98. Is Bankstown becoming congested?—No, I would 
not say that, if you compare it with settlement in the 
closer suburbs. It is not as thickly built on as Tempe or 
Hurlstone Park. 

99. Is there much land available for building purposes 
north and south of the line?—Yes. 

100. How far from the station north and south?—There 
is population within a radius of 1 mile. Further out it 
becomes thinner. 

101. I take it that while you advocate the construction 
of the proposed line, you also favour the Tempe-East Hills 
proposal ?—Yes. 

102. Is that because. a large area would be left unserved 
if the latter line were not built?-Yes. The Bankstown- 
George’s River line would hardly serve the East Fills 
district. 

103. On what do you base your advocacy of the line in 
general?’—The provision of travelling facilities for a 
greater population. 

104. Do you believe George’s River would be opened up 
as a pleasure resort?—Yes, it would be a big asset to the 
Bankstown Municipality. Buses cannot cope with the 
traffic on Saturdays and holidays. Good swimming baths 
on the river would attract an enormous traftic in summer 
from between Sydenham and Bankstown. 

105. Mr. Doe.] Are the river banks at the proposed ter- 
minus as suitable for a crossing-place as the proposed site 
for the bridge?—They are very much the some. 

106. Chairman.] There is a suggestion that the line 
could with advantage to the soldiers’ settlement be swung 
some distance south. Is the country from an engineering 
standpoint as good to the south as it is on the proposed 
route?—As you get closer to the soldiers’ settlement the 
country becomes flatter. 

107. Not so good for residential purposes ?—That is so. 

108. Are you of opinion that the route as shown on the 
map is the best?—The land to the north of the proposed 
route is more elevated than it is to the south. 

109. Would you expect more development on the north 
as regards increased number of buildings?—Yes, but 
values might have some effect on that. Although values 
would be higher on the north, that might restrict build- 
ing there to some extent. 

110. Do you consider that a line constructed on the 
route, as submitted to the Committee, would serve the 
largest area of good residential land?—Yes, a better class 
of residential country. 


William John Gibson, independent means, Bankstown, 
sworn, and examined :—- 


111. Mr. Travers.] Will you give the Committee your 
views respecting the proposed railway?—I have been a 
resident of Bankstown for twenty-five years. an alderman 
for fourteen years, and I was six times mayor. T am chair- 
man of the East Hills-Tempe Railway League. Wher we 
first agitated for the Bankstown line we asked for a lino 
about half a mile south of the existing railway. It was to 
go as far as Chapple-road. It was taken half a mile north. 
The proposed line would suit the soldiers’ settlement south- 
west of Bankstown. The land south of the proposed route 
is low-lying. It is higher on the northern side and igs more 
valuable. The value of land there is about £50 per acre. 
The line should eventually be extended to Liverpool. We 
have.looked at the proposal in a national light. A line 
to (Liverpool would have been a better proposition than 
one from Regent’s Park to Cabramatta. It would have 












reduced the time of journey between Sydney ond Mel- 
bourne, by running the Melbourne train that way, by about 
It is rumoured the A.J.C. will have 
to leave their Randwick course in the near future, and 
they will have to find another course. 


a quarter of an hour. 


112. Are you in favour of the route as proposed from 
Bankstown to George’s River’—Yes. I would like to see 
the soldiers’ settlement served, but if you go too far that 
way you strike flooded country. 


113. Would it be better if the line went more direct from 
Bankstown to George’s River than is shown on the plan 
before the Commttee ‘—The desire is to avoid the big hill. 
By going further north you strike rougher country. 

114. Do you prefer the line from Bankstown to George’s 
River as against a line from Bankstown to East Hills ?— 
Yes, -because it would open up more good country. <A 
railway from Tempe to East Hills would serve East Hills 
better than the proposed line from Bankstown to George’s 
River. 

115. Do you contend that if a line were constructed from 
Tempe to East Hills it would render an unnecessary one 
from Bankstown to East Hills?—-Yes. 

116. Would yo uexpect to get as much traffic within 
the next five or ten years from Bankstown to George’s 
River as there is between Bankstown and East Hills ?—If 
a line were constructed from Tempe to Fast Hills as pro- 
posed, there would come a bigger population than there is 
at Bankstown to-day. When you cross Salt Pan Creek you 
enter high, undulating country, better than the land at 
Bankstown. There will be large settlement there, and 
there is the added attraction of George’s River. The park 
at East Hills comprises about 12 acres, but the river is 
wide and fairly deep, and there is good fishing. Sharks 
go up there, but if baths were constructed many people 
would go there to bathe. 


Witnesses— W. J. Gibson, 23 July, and T. A. Dillon, 28 July, 1924. 


117. Would you expect as large a population per mile 
from Bankstown to George’s River as you would from 
Bankstown to East Hills ¢ 
so much to settlement /—JI would not say it is quite as good 
going from Bankstown to East Hills as it is on the other 


Does the country lend itself 


route. Generally the district to be served by a line from 
Bankstown to George’s River lends itself to residential 
settlement. 

118. Can you assign a reason why the district from 
Bankstown to George’s River is not better settled ?—It is 
through want of railway facilities. 

119. It has been suggested that it is because the district 
has been land-locked #—I would not say that. 
I favour there was a large estate, about 200 acres, but Sir 
Arthur Rickard has bought it, and it is being cut up. 

120, What reason do you advance for the construction of 
a line from Bankstown to George’s River?—From a 
national standpoint it should be constructed, and eventu- 
ally it should be extended to Liverpool. It would serve 
splendid residential sites on the north side. There is 
flooded country to the left, a little past the settlement, but 
the line keeps outside the flooded area and passes through 
good residential land. There would be a big population 
on the river, because the river is an attraction. The 
pleasure grounds are well patronised, but the buses cannot 
cope with the traffic. 

121. Would you expect much traffic on the line from 
across the river towards Liverpool?—yYes, if there were 
means of crossing the river. I believe there will be a 
big population, within a reasonable distance, on the other 
side of the river. 

122. Would that portion of the district develop as well 
as the district from Bankstown to Sydenham ?—On this 
side of the river there would be just as many people. 
Wherever a station was provided, there would be a big 
settlement, as has happened at Bankstown. 


On the line 





MONDAY, 28 JULY, 1924. 
Present: — 
Tue Hon. W. T. DICK (CHairmay). 


The Hon. Joun TrAvERs. 
The Hon. Ropert Manony. 


Francis Micnatit Burke, Esa. 
Brian JAMES Dor, Esa. 


Davtp Henry Drummonp, Esa. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Bankstown to 
George’s River. 





Thomas Andrews Dillon, farmer, Milperra Soldiers’ Settle- 
ment, Bankstown, sworn and examined :— 


123. Chairman.) How long have you resided on your 
block !—Since the commencement of the soldiers’ settle- 
ment. 

124. Are there many who have remained there so long 
or have the majority left?—-There are twelve original 
poultry-farmers and two original market-gardeners there. 
Some of the original settlers have gone. 

125. How many who originally took up land in the 
settlement are still there ?—Twelve poultry-farmers and 
two market-gardeners. 

126. What was the total number of farms there ?—There 
were seven market-gardens and forty-eight poultry farms. 
I represent the Milperra district, and especially the 
soldiers’ settlement area, before the Committee to-day. 
The district which lies between Bankstown and Liverpool 
is entirely devoted to poultry-farming and vegetable 
growing. In the centre of the district is the soldiers’ 
settlement, comprising forty-cight poultry-farms and eight 
vegetable gardens, thirty of which are unoccupied. A 
number have been allotted to poultry-farmers who will 
take up residence shortly. When the settlement is in full 
production on an average 20 tons of poultry feed is 
consumed every week, all of which has to be hauled 5 
miles over inferior roads, at a cost of 7s. 6d. per ton. 
During the year ended June. 1923, produce, including 


eggs, poultry, and vegetables, to the value of £20,000, was 
marketed from the settlement area. That had to be 
conveyed to Bankstown by carrier, and then despatched 
by rail to Sydney. A number of the older children of the 
residents have to journey by motor bus to Bankstown in 
order to attend school, at considerable cost to their parents. 
The elder children also have to travel to work at a cost of 
10s. 7d. per week, including 6s. for motor bus, and 4s. 7d. 
for rail fares. The proposed railway, if zun close to the 
settlement, would assist the residents to market their 
produce. Tt would also benefit the Chipping-Norton 
Settlement on the other side of George’s River. Mr, Scott, 
a poultry-farmer in the settlement, who is unable to attend 
through illness, has asked me to place facts before the 
Committee, with which I am well acquainted. He states 
that he is strongly in favour of the proposed railway, for 
the reason that there are some thousands of acres of good 
land waiting to be built on when the line is completed. A lot 
of country would be opened up, to which, at present, there 
is no reasonable means of access. There are thirty-five 
buses running from Bankstown daily in a westerly and 
south-westerly direction. They represent. five separate 
interests, the average weekly takings being £20 each, or, 
in all, about £100 per week, or £5,000 per year. Mr. 
Scott has arrived at those figures from experience as a bus 
proprietor running a service from Bankstown to Milperra, 
He has no interest in the railway other than that he lives 
in the settlement area. 
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Witness—T. A Dillon, 28 July, 1924 


127. Would the proposed Bankstown-George’s River 
line bring about the relief which you consider is necessary 
in the way of reducing travelling costs to and from the 
station ?—Yes, considerable relief. The poultry-farmer 
depends a good deal on the sale of stud birds and settings. 
If you live a good distance from the railway you have 
difficulty in selling them, and out there we have fairly 
good fowls. 

128. Which of the three proposals—from Bankstown to 
George’s River, from Bankstown to Fast Hills Park, and 
from Tempe to East Hills Park—would afford most relief 
to the soldiers’ settlement /—As far as they are concerned 
I prefer the Bankstown—East Hills line, which would 
come a little closer. In my opinion that line traverses 
better country. 

129. If railways from Tempe to East Hills and from 
Bankstown to a point on George’s River were constructed, 
would the whole of the area between the two lines be 
adequately served ?-—I think the dotted line as shown on 
the plan would open up better country. 

130. Would the Bankstown-—George’s River line serve 
you as well as the Bankstown—East Hills proposal ?—Yes. 

131. Would it assist the settlers on the Chipping- 
Norton estate on the other side of the river ?’—Yes, if a 
bridge were built ? 

132, Is there no ferry there now (—No. 

133. Does their produce go to Liverpool ?—Yes, to the 
best of my knowledge. 

134. Mr. Burke.| To what do you attribute the falling 
off in the number of settlers’—There has been nothing 
much in the business so far, Men who have remained 
there had a little capital or a war pension. I could not 
have stopped there if I had not had a war pension. 

135. If either proposed railway were constructed would 
there be an influx of settlers to the area ?—Yes, I think 
so, because there are considerable inquiries now ; I presume 
because on account of the proposed railway. 

136. Do you think the falling off has been caused by lack 
of railway facilities!—Not altogether. We have gone 
through a very depressing period. Many of us, like 
Micawber, have been waiting for something to turn up. 
Some have left because of their growing families. They 
had not sufficient income from the farm to see them 
through. 

137. Is the poultry business a hard one ?}—Yes, it means 
hard scratching. A man requires every facility to make a 
living at it. 

138. Is not the poultry-farming business controlled by 
the price of bran and pollard¢’—Yes, or by the world’s 
wheat parity. 


139. Is there keen competition amongst the poultry- 
farmers ?7—Not between one and another, because we have 
a co-operative system, but the market is a keen one. Our 
position would be much improved with the railway. 

140. Mr. Mahoney.| How far is the soldiers’ settlement 
from the proposed line from Bankstown to George’s River ? 
—About a mile from the office. 

141. What are the roads like ?—They are fair in the 
settlement. : 

142. Would a good road from the settlement to the line 
help you ?— Yes, considerably. 

143. Where do you send your produce ?—To the Sydney 
market. A little is sold locally. For months I only picked 
up about 15s. a week over and above my food. 

144. Mr. Travers.| If the Tempe-East Hills line were 
constructed would any traffic on the soldiers’ settlement go 
over that line, seeing that a good portion of the soldiers’ 
settlement would be closer to that line than to the Banks- 
town-George’s River line}—On the portion that is closer 
there is a good deal of waste or swampy land. The 
producing area is in the middie of the settlement. 

145. Does the best portion of the settlement lie north of 
East Hills 1—Yes. 

146. What is the lower part used for?—A lot of it is 
swampy. It is unprofitable to work that land. 

147. Is the settlement on a sound basis ?/—A few men 
are. We have stuck it for seven years. There are a few 
men now with «. little capital who have had the benefit of 
our experience. 

148. Do you find is more profitable to send produce to 
Sydney ?—Yes, it is better. A lot of our produce is sent 
overseas. 

149. Mr. Doe.| If a railway were constructed from 
Bankstown to George’s River or from Tempe to East Hills 
would you send eggs in by rail /—Yes, they are sent by rail 
now and marketed through a co-operative firm. 

150. Do you get many breakages!—No, there are not 
many complaints of that kind. As far as serving the district 
is concerned I think the Bankstown—East Hills proposal 
is the best. But we should be thankful for any railway 
that would help us. The Tempe—East Hills line would not 
be of much use to us. 

151. It has been suggested that the line should be swung 
further south to bring it nearer the soldiers’ settlement, 
but it is stated that the further south you go towards the 
settlement the land becomes swampy /—On the northern 
part of the Milperra-road the land is not too good. It is 
swampy and spewey. In the settlement it is a sandy loam 
and is fairly good. 

152. I take it that the line as submitted to the Com- 
mittee is the one you recommend ?— Yes. 


——————————————— 


Sydney: Alfred James Kent, Government Printer—1924. 
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PARLIAMENTARY STANDING COMMITTER ON PUBLIC WORKS. 


RAILWAY FROM EUGOWRA TO A POINT ON THE MOLONG-PARKES.-- 
FORBES LINE, 





REPORT. 





THE PARLIAMENTARY STANDING CoMMITTER oN PUBLIC Works, appointed during 
the Second Session of the present Parliament, under the Publi¢ Works Act of 
1912 (3 George V, No. 45), and the Parliamentary Standing Committee on 
Public Works Election Enabling Act of 1922 (13 George V, No. 19), to whom 
was referred for consideration and report ‘The expediency of constructing a 
line of Railway from Eugowra to a point on the Molong=Parkes=Forbes line, 
have after due inquiry resolved that it is not expedient the proposed railway 
be constructed ; and in accordance with subsection (d) of clause 84 of the 
Public Works Act of 1912, report their resolution to the Legislative Assembly:— 


INTRODUCTORY. 


1. The official evidence, submitted at the opening of the inquiry, shows that 
the question of railway connection between Cowra and Parkes, via Kugowra, has 
been before the Public Works Department for many years. In 1907 the Chief 
Commissioner for Railways, in a report on the Cowra—Canowindra line, regarded if 
as the first section of a line to be eventually carried to Parkes in connection with 
future extension of the Parkes-Condobolin to Broken Hill line. In 1911 Mr. 
Harper, the then Acting Chicf Commissioner for Railways, in giving evidence 
before the Committee on the Canowindra—Eugowra proposal, also expressed the 
opinion that the ultimate destination of the line should be Parkes. 

In their report on the Canowindra—Eugowyra line (17/9/1913), the Committee 
stated: “An extension of the line from Eugowra to Tichborne or Parkes via 
Bartley’s Creek would, according to the local evidence, traverse good wheat and 
grazing country and extensive forest reserves, containing young timber nearly the 
whole of the route; and its construction is supported by the residents of Parkes on 
the ground that it will furnish the products of the Lachlan flats with a direct outlet 
to the west, including the extensive district between Condobolin and Broken Hill. 
The suggested route traverses 20,000 acres of leased Crown lands suitable for farms, 
but at present little used.” 

During the period of the war the matter of the proposed railway appears to 
have been in abeyance, but following the commencement of construction of the 
Canowindra—Eugowra line in 1920, the question of extension to Parkes or Forbes 
was revived, and numerous requests were received by successive Ministers from the 
Parliamentary representatives of the disttict and the various local public bodies to 
refer the matter to the Committee. 

Subsequently the Railway Commissioners, reporting in regard to a proposed 
junction with the Parkes—Forbes line at Tichborne, stated that until the question 
of extension from Eugowra was fully investigated, it would be premature to express 
any opinion regarding the most stitable route except to mention that an important 
factor was to afford the most direct connection to Broken Hill. 
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In July, 1920, a deputation to the then Minister for Public Works (the Hon. 
J. Estell) urged that the extension of the linc from Eugowra to Parkes be submitted 
to the Committee. In his reply to this deputation Mr. Estell said he would refer 
the matter to the Committee at the earliest possible moment. 

At a later date, following on representations in favour of an extension from 
Eugowra to Forbes, the Minister intimated his intention to refer both proposals, 
viz., Eugowra to Parkes and Eugowra to Forbes, to the Committee. The necessary 
surveys were then authorised, and the Railway Commissioners asked to furnish 
statutory reports on both routes. Subsequently the present Minister (the Hon. 
R. 'l. Ball) decided that as soon as he received the statutory reports asked for from 
the Railway Commissioners, the matter of the extension of the line from Eugowra 
to the Molong—Parkes—Forbes line would be submitted to Parliament for reference 
to the Committee. 

The proposal was referred to the consideration of the Committee on 20th 
December, 1923. 


THE PROPOSED LINE. 


Eucowra TO MUGINCOBLE. 


2. The proposed railway commences at 272 miles 66 chains 90 links at the 
western end of Eugowra Station and proceeds almost due west for 9 miles where it 
curves and bears north-westerly for 7 miles. Thence the line takes a direct northerly 
bearing to the existing line, Molong to Condobolin, with which it junctions on 
the eastern side of Goobang Creek at 297 miles 52 chains from Sydney, via 
Eugowra, and 278 miles 17 chains from Sydney on the existing line via Molong, 
and a short distance east of Parkes Station. he works are light with a ruling 
erade of 1 in 110 in both directions. The sharpest curve is 20 chains radius. 


ALTERNATIVE ROUTES. 


Evucowra TO TICHBORNE. 


3. Commencing by a junction with the branch line from Cowra to Eugowra 
at the western end of Eugowra Station, 272 miles 66 chains 90 links from Sydney, 
the route proceeds almost due west to 282 miles and across the main road Eugowra 
to Forbes. ‘Thence it curves and takes a direct north-westerly direction to a point 
on the existing line, Molong to Parkes, and Forbes, where it terminates at a short 
distance south of Tichborné Station at about 288 miles from Sydney, via Orange, 
and at about 295 miles from Sydney via Cowra. ‘The works are light with a ruling 
erade of 1 in 100 in both directions; the sharpest curve is 20 chains radius. 


Eucgowra To DanooBALcie. 

This proposal commences at 272 miles 66 chains 90 links from Sydney at the 
western end of Eugowra Station and proceeds almost due west to 282 miles and 
crosses the main road from Eugowra to Forbes; thence after bearing north-westerly 
for a mile a more westerly bearing is taken direct to Daroobalgie Station, where the 
line terminates at 294 miles from Sydney via Canowindra, and 291 miles from 
Sydney via Molong, and about 4 miles north of Forbes. he worksare light with a 
ruling grade of 1 in 110 in both directions, and the sharpest curve is of 20 chains 
radius. 


ESTIMATED COST. 


4. The estimated cost of a line from Eugowra to Mungincoble is £142,640, 
or £5,749 per mile. 

Included in the estimate are rails, £34,178; sleepers, £17,684; station 
buildings, £11,626; bridges and culverts, £9,654; fencing, £8,115; surveys, 
engineering, and contingencies at 18 per cent., £21,758. 

Provision is made in the estimate for a single line, 24 miles 65 chains in 
length with 60-lb. rails, earth ballasted, a ruling grade of 1 in 110 with and against 
the load, and minimum curves of 20 chains radius, 

REVENUE 
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REVENUE AND EXPENDITURE. 

5. The official traffic estimate shows the financial position to be: Revenue, 
£3,500; working expenses, £3,700; interest on cost of construction at 5) per cent., 
£7,845; deficit, £8,045. The estimate of revenue is practically equal to the 
working expenses, but it is pointed out that there would be a diversion of business 
from present railway stations, for which a deduction of at least 50 per cent. should 
be made, thus reducing the revenue estimate from £3,500 to £1,750. 


RAILWAY COMMISSIONERS’ REPORT. 


6. Reporting on the proposed and alternative routes the Railway 
Commissioners point out that a complete examination of the country has been 
made, a trial survey having been carried out between Eugowra and Daroobalgic—4 
miles from Forbes—and exploration surveys between Eugowra and Tichborne—7 
miles on the Forbes side of Parkes—and from Eugowva to near Mugincoble—38 miles 
on the Molong side of Parkes. 


Estimates have been prepared as follow :— 
Ee ean 








| Length of Con- Estimated | Cost per Ruling Sharpest 
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Mugincoble..............+++ 24 65 142,640 5,749 linll0 | 20 chains 
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* Not available. 


In the case of the Mugincoble route, 8 miles of duplication into Parkes would 
be involved, in addition to 24% miles of construction, and whilst it avoids a back 
shunt junction, there is objection to the close proximity of this proposal to the 
existing Forbes—Parkes line, as for two-thirds of its length it runs parallel to the 
former at distances varying from 8 miles, opposite Daroobalgie, down to 3 miles at 
the junction point near Mugincoble, and over this area the local production is already 
well served. The remainder of the distance, é.e., for about 9 miles from the Eugowra 
end, is now sufficiently close to rail communication to be developed. The location 
of this line cannot be improved, because it is bounded by hilly and inferior country. 


The route suggested to Tichborne would be 9 miles less to construct, but the 
last half of its length is too close to the Forbes line to induce much extra production, 
whilst over the first half the circumstances are similar to the Mugincoble route. 


The third proposal is from Eugowra to Daroobalgie, the shortest length of 
all (21 miles), and joins the Forbes—Parkes line at right angles, but at present suffers 
the local disadvantage of serving only a limited area of country on the south side 
due to the fact that there is no bridge over the Lachlan River between Forbes and 
Gooloogong, 35 miles. 

In summarising the position from a local standpoint, the Commissioners 
state that the area concerned between Eugowra, Parkes, and Forbes is at present so 
situated that none of it is further than 8 miles by map measurement from existing 
lines, and it will be obvious, therefore, that there is not room to locate an intermediate 
line with prospects of creating any appreciable development. If, however, a through 
connection has to be considered to link up with Eugowra to meet future requirements, 
such as affording a duplicate route as between Parkes and Blayney, after Broken 
Hill has been connected, the Mugincoble proposal would seem to have most to 
recommend it, but until the time arrives for the consideration of this aspect of the 
question, the Commissioners are of opinion the construction of any of the proposals 
submitted is not warranted. 


THE AREA TO BE SERVED. 


7. The proposed line traverses country, which, for some miles west of 
Eugowra, and particularly in the valleys of the Mandagery Creek, is adapted to 
erowth of wheat, oats, maize and lucerne. Generally, for some miles to the 
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north and north-east of Eugowra, where the country has been improved and wire- 
netted, good crops are obtained. To the south there are fertile areas along the 
Lachlan River which are gradually becoming settled, and upon which fodder crops 
are being cultivated. 


The area midway between the proposed and the existing lines—Parkes— 
Stockinbingal ; Canowindra—Eugowra; and Molong—Parkes—is estimated at 157,700 
acres, of which 133,000 acres have been alienated, 16,100 reserved, and 5,000 and 
3,600 are leased and Crown lands respectively. 


The untenanted Crown lands cover 3,500 acres, 600 of which were classified 
and set apart under the provisions of the Crown Lands Consolidation Act, 1918, for 
Additional Holdings in i919 and 1920, at a capital value of 5s. and 10s. per acre, 
but no application has so far been received. 


In addition to the 3,500 acres referred to, there are 16,100 acres of reserves 
not held under any tenure, other than annual tenure; 100 acres of other Crown 
lands held under Occupation License; and 1,700 acres held under Improvement 
Lease, making a total of about 21,400 acres of unalienated Crown lands. 

Three reserves and part of another, dedicated as State Forests, have an 
ageregate area of 12,500 acres. ‘I'he timber consists of black and white pine, grey 
and yellow box, oak, ironbark, yarran, gum and wattle. 

There are five Closer Settlement Purchase areas and part of four others, with 
an aggregate of 7,400 acres. These were acquired by the Government under the 
provisions of the Closer Settlement Acts. All the farms therein were applied for 
and allotted by the Minister. The areas vary from 125 to 1,670 acres, and the 
disposal average price per acre from £3 15s. 6d. to £5 10s. 

The average annual rainfall is 20 inches. 
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THE INQUIRY AND EVIDENCE. 


8. The Committee have visited the area to be served, and inspected portions 
of the country affected by the proposed line, and have heard evidence as to its 
present and future possibilities at various centres, these including Canowindra, 
Eugowra, and Parkes. 


The absence of the proposed connection is stated to debar producers in the 
Canowindra district generally from giving a quick, reliable supply of fodder to 
drought-stricken areas in the west and north-west. Whilst, however, it is assumed 
that with railway construction fodder will be regularly forwarded to those districts, 
it is admitted that there will not be a great quantity in good seasons ; but the 
anticipation is that a regular general trade will be permanently established, the 
return traffic consisting principally of stock. Specific inquiries have been made for 
fodder from the Canowindra district to north and north-western areas; and the 
evidence shows that within the last twelve months consignments have been made 
to places between Parkes and Peak {fill, and Wallangarra, Warren, Wellington, 
ete. Canowindra, in addition to lucerne, is a wheat-growing area, much of the 
product finding its way to the local flour-mills. Consignments of flour despatched 
from Canowindra to Parkes or Molong are said to occupy a week in transit, owing 
to delay occasioned in connection with the railway depots at Cowra, Blayney, and 
Orange, and very little flour is sent to the western and north-western country on 
account of the high freight, due to the present long transit. 


The development of the district of which Canowindra is the centre, since the 
construction of the line from Cowra and its extension to Hugowra, is shown 
by railway statistics for the past decade. In 1915, the revenue received at 
Canowindra railway station from the carriage of stock, fodder, wool, and wheat was 
£12,738, and this increased to £36,356 in 1923. The bags of wheat despatched 
number 122,167, and 224,040, respectively; the trucks of stock increased from 161 
to 948, and of fodder from 322 to 2,504. 

In view of the demand for fodder from the Canowindra district, lucerne- 
crowing country has recently been placed under cultivation, and sales on the 
Belubula flats have realised £110 per acre. In this connection the question of the 
supply of fodder via Grega to northern and north-western areas requiring it, has 
been considered. Whilst a connection with Parkes from Canowindra, via Cudal 
and Grega, would be 15 miles longer than one via Eugowra, and would not impose 
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any great disability so far as Canowindra as a centre is concerned, the evidence 
indicates that the lucerne lands south and south-west of the proposed line would be 
placed at a disadvantage ; whilst, in view of the already settled character of the 
Canowindra-Grega route, a railway between those points would not lead to the 
development expected from the opening up of the undeveloped lands between 
Eugowra and Parkes. 

The possibilities of the Hugowra district within a distance of 10 miles north 
and west, and as far as the Lachlan River, approximately 6 miles to the south, are 
claimed to be exceptional, particularly for the production of lucerne. Since 1915, 
with the exception of one year, floods have occurred in the Lachlan annually, with 
the result that there has been prolific lucerne growth upon the river flats, and it is 
confidently expecied locally that with markets offering for its use it will be possible 
to obtain 6 cuts with an average of 25 cwt. per acre per cut on the flooded, and 15 ewt. 
per acre per cut on the unflooded country annually. Estimates furnished by the 
Bugowra Railway League give the area suitable for lucerne-growing in the portions 
of the country affected by the proposed line north of the Lachlan as 10,414 acres. Of 
this 843 acres are now under lucerne on the flats and creeks ; the area under prepara- 
tion is 1,052 acres. Assuming 50 per cent. of the estimated area is placed under 
cultivation there should be produced 26,035 tons of lucerne annually. In addition 
to the above the production of lucerne in the Goolagong district, midway between 
that of Canowindra-Eugowra, would approximate that of Eugowra in the event of 
the non-construction of a line from Goolagong to Wirrinya, and would also be a 
feeder of the proposed line. 

Portion of the lucerne country to be served is south of the Lachlan River, 
across which there is no present means of communication. It is anticipated, however, 
that this difficulty will shortly be met by the construction of a bridge, when the 
estimate of country suitable for lucerne-growing may be increased by 25 per cent., 
and the output to 32,545 tons. 

In the neighbourhood of Eugowra township wheat is grown in fairly large 
quantities, some of the crops yiclding up to 24 bushels to the acre. Wheat trucked 
at Eugowra railway station last season amounted to between 90,000 and 92,000 bags. 
According to the local agents many demands are made for lucerne, and several 
thousand tons of chaff and lucerne have been despatched principally to Goulburn, 
Gilgandra, Wellington, Dubbo, Parkes, Peak Hill, etc., the whole of which, in the 
absence of direct communication, had to be conveyed via Blayney. ‘The present 
principal objection to extensive quantities being conveyed to the north and north- 
western districts generally is stated to be the high cost of carriage over a circuitous 
route, which agents in those districts have suggested the producers themselves 
should pay. 

The Parkes-Peak Hill-Narromine, Trundle-Tottenham, and Condoblin—Trida 
districts appear to be interested in the extension of a line from Eugowra, inasmuch 
as it will save approximately 166 miles in the carriage of fodder from Eugowra over 
existing lines. Since the construction of the line to Canowindra, and thence to 
Eugowra, an impetus has been given to the growth of fodder ; and it is assumed 
that if a direct route to the west and south-west is opened up the production 
will be increased tenfold. During the 1919-1920 drought the local experience 
was that although Eugowra is only 28 miles from Parkes, fodder trucked from the 
latter place on a Monday, and carried by railway via Cowra, Blayney, and Orange, 
usually reached its destination at Parkes on the following Saturday, whereas if the 
proposed line had been in existence it would have been conveyed in a few hours, 


CONCLUSION. 

9, As a result of their inquiry the Committee have arrived at the conclusion 
that it is not expedient the proposed railway be constructed. 

Whilst the country proposed to be served is admittedly good, it is apparent 
that, inasmuch as the whole of it is already within from 8 to 10 miles of existing 
services, no appreciable fresh developement can be expected from railway construc- 
tion. Consequently, the Committee are of opinion that on local grounds the 
proposed extension is not justified. Stress 
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Stress has been laid during the inquiry upon the importance of linking up 
the Harden-Blayney with the Molong-Parkes-Forbes line to enable fodder to be 
conveyed north and north-west during drought periods for starving stock. 
Regarding this aspect of the proposal, attention is drawn to the official evidence, 
which mentions ek until the time arrives, by the completion of the line to Broken 
Hill, to consider this aspect of the question, the proposed connection cannot be 
recommended. With this statement the Committee, after careful investigation, are 
in agreement, and for this and the other reasons stated are unable to recommend the 


construction of the proposed line. 


RESOLUTION PASSED. 
10. The resolution passed by the Committee is shown in the following extract 
from the Minutes of Proceedings :— 


Mr. Travers moved,— That, in the opinion of the Committee, it is not expedient the proposed 
railway from Eugowra to a point on the Molong—Parkes—Forbes line, as referred to them by 
the Legislative Assembly, be constructed.” 

Mr. Drummond seconded the motion, which was passed. 


W. D. DICK, 


Chairman. 


Office of the Parliamentary Standing Committee on Public Works, 
Parliament House, Sydney, 18th October, 1924. 
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MINUTES OF EVIDENCE. 


RAILWAY—EUGOWRA TO A POINT ON THE MOLONG-PARKES-FORBES LINE. 


TUESDAY, 19 FEBRUARY, 1924. 


Present:— 
Tig Hon. W. T. DICK (Crairnman). 


The Hon. Joun Travers. 
The Hon. Rogrrr Manony. 
Francis Micuar, Burke, Ese. 


WittiAmM Cameron, Esa. 
Brian JAMES Dog, Esq. 
Davip Henry DrummMonp, Esq. 





The Committee proceeded to consider the expediency of constructing a line of Railway from Eugowra to a point on 
the Molong—Parkes—Forbes Line. 


Thomas Bryce Cooper, Under Secretary, Department of 
Public Works, sworn, and examined :— 


ay: , 7 
1. Chairman.| Will you read the official statement 
respecting the proposed line ?-—Yes, it is as follows :-— 


PROPOSED RAILWAY FROM HuGowRA To MUGINCOBLE. 

Hstimated cost, £142,640, or £5,749 per mile, exclusive of 
land and compensation. 

Length, 24 miles 65 chains. 

Ruling grade, 1 in 110 in both directions. 

Sharpest curve, 20 chains radius. 

On 20th December, 1928, the Secretary for Public Works 
and Minister for Railways and State Industrial Enterprises 
(Hon. R. T, Ball, M.L.A.), moved in the Legislative Asseinbly, 
“That it be referred to the Parliamentary Standing Com- 
mittee on Public Works to consider and report upon the 
expediency of constructing a line of railway from Hugowra to 
a point on the Molong-Parkes-Iorbes line.” 

Question resolyed in the affirmative. 


When moying the resolution in Parliament to refer the 
proposed line to the Public Works Committee, the Minister 
stated that three alternative routes had been suggested for 
connecting up Hugowra with Parkes or Forbes, viz., Hugowra 
to rat iepbte (Molong-Parkes line), Eugowra to Tichborne 
(Varkes-Forbes line) and Eugowra to Daroobalgie (Parkes- 
Forbes line) ; and that the line formally submitted was that 
from Eugowra to Mugincoble, but the question as to which 
was the most suitable route would be a matter for the Com- 
mittee to investigate. 

Following are the official descriptions of the proposed line 
from Eugowra to Mugincoble and the alternative routes re- 
ferred to :— ; 

“Wugowra to Mugincoble. 

“This proposed railway commences at 272 miles 66 chains 
90 links at the western end of Eugowra Station and proceeds 
almost due west for 9 miles where it curves and bears north- 
westerly for 7 miles, thence the line takes a direct northerly 
bearing to the existing line, Molong to Condobolin, with 
which it junctions on the eastern side of Goobang Creek at 
the 297 miles 52 chains from Sydney, via Eugowra, and 273 
miles 17 chains from Sydney on the existing line via Molong, 
and a short distance east of Parkes Station. 

“The works are light with a ruling grade of 1 in 110 in 
both directions, he sharpest curve is 20 chains radius. 


“Wugowra to Tichbourne. 


“This proposed railway commences by a junction with 
the branch line from Cowra to Eugowra at the western end 
of Eugowra Station, 272 miles 66 chains 90 links from Syd- 
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ney, and proceeds almost due west to 282 miles and across 
the main road Eugowra to Forbes. Thence it curves and 
takes a direct north-westerly direction to a point on the 
existing line, Molong to Parkes, and Forbes, where it ter- 
minates at a short distance south of Tichborne Station at 
about 288 miles from Sydney, via Orange, and at about 295 
miles from Sydney via Cowra. The works are light with a 
ruling grade of 1 in 100 in both directions. The sharpest 
curve is 20 chains radius. 


“EHugowra to Daroobalgie. 

“his proposed railway commences at 272 miles 66 chains 
$0 links from Sydney at the western end of Hugowra Station 
and proceeds almost due west to 282 miles and crosses the 
main road from Hugowra to Forbes, thence after bearing 
north-westerly for a mile a more westerly bearing is taken 
direct to Daroobalgie Station, where the line terminates at 
294 miles from Sydney via Canowindra, and 291 miles from 
Sydney via Molong, and about 4 miles north of Forbes. 

“The works are light with a ruling grade of 110 in both 
directions, and the sharpest curve is 20 chains radius.” 

The Railway Commissioners’ Statutory Report is dated 
Gth December, 1923, and is as follows :— 


* PRoposED RAILWAY CONNECTION BETWEEN HUGOWRA AND TIE 
PARKES-FORBES LINE. 

“Tn accordance with the request of the Minister for Rail- 
Ways, and in pursuance of the provisions of the Public 
Works Act, 1912, the Commissioners beg to submit their re- 
port on the abovementioned proposal. 

“A complete examination of the country, which it is con- 
sidered has claims to railway communication, has been made, 
a trial survey having been carried out between Eugowra and 
Daroobalgie—4 miles from Torbes, and exploration surveys 
have been made between Eugowra and Tichborne—7T miles 
on the Forbes side of Parkes—and from FBugowra to near 
Mugincoble—3 miles on the Molong side of Parkes, as shown 
on the attached map. 

“Wstimates have been prepared as follow :— 
cere oe a 
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Witness—T. B. Cooper, 19 February, 1924. 


. In the case of the Mugincoble route, 3 miles of duplica- 
tion into Parkes would be involved, in addition to 24% miles 
of construction, and whilst it avoids a back shunt junction, 
there is objection to the close proximity of this proposai 
to the existing Forbes-Parkes line, as for two-thirds of its 
length it runs parallel to the former at distances varying 
from S miles, opposite Daroobalgie, down to 8 miles at the 
junction point near Mugincoble, and over this area the local 
production is already well served. The remainder of the dis- 
tance, i.e., for about 9 miles from the Hugowra end, is now 
sufliciently close to rail communication to be developed. The 
location of this line cannot be improved because it is bounded 
by hilly and inferior country. 

“The route suggested to Tichborne would be 9 miles less 
to construct, but the last half of its length is too close to the 
Forbes line to induce much extra production, whilst over the 
first half the circumstances are similar to the Mugincoble 
route. 

“he third proposal is from Eugowra to Daroobalgie, the 
shortest length of all (21 miles), and joins the Forbes-Parkes 
line at right-angles, but at present suffers the local disadvan- 
tage of serving only a limited area of country on the south 
side due to the fact that there is no bridge over the Lachlan 
River between Forbes and Gooloogong, 385 miles, 

“In summarising the whole position from a local stand- 
point, it may be stated that the area concerned between 
Bugowra, Parkes, and Forbes is at present so situated that 
none of it is further than 8 miles by map measurement from 
existing lines, and it will be obvious, therefore, that there is 
not room to locate an intermediate line with. prospects of 
creating any appreciable development. If, however, a 
through connection has to be considered to link up with 
Eugowra to meet future requirements, such as affording a 
duplicate route as between Parkes and Blayney, after Broken 
Hill has been connected, the Mugincoble proposal would 
seem to have most to recommend it, but until the time arrives 
for the consideration of this aspect of the question, the Com- 
missioners are of opinion the construction of any of the 
proposals submitted is not warranted, 

“Phe financial position for the Mugincoble proposal, so far 
as local traffic is affected, is as follows :— 
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Estimated cost of construction .......... re 142,640 
Interest on above at 54 per cent. ...... 7,845 
Working expenses -.........- AIS ocean fo Hall) 

LL Oye 

Estimated annual revenue ..........++05 yee 3,500 

Dy begare Tse Seve Arnis alaOeMyoNoa dua Sic £8,045 


“The estimate of revenue shown above is practically equal 
to the working expenses, but it is pointed out that there 
would be a diversion of business from present railway sta- 
tions for which a deduction of at least 50 per cent. should be 
made, thus reducing the revenue estimate from £3,500 to 
£1,750. 

The Common Seal of the Rail- 
way Commissioners for} (L.s.) JAMES FRASER, 
New South Wales was Chief Railway 
hereunto affixed the sixth Commissioner. 
day of December, one J. H. CANN, 
thousand nine hundred Assistant Railway 
and twenty-three, in the Commissioner. 
presence of— 

“W. Jno. Morris, Secretary.” 


The queston of railway connection between Cowra and 
Parkes, via Eugowra, has been before the Department for 
many years. In 1907 the Chief Commissioner for Railways, 
in his report on the Cowra-Canowindra line, regarded it as 
the first section of a line to be eventually carried on to 
Parkes in connection with future extension of the Parkes- 
Condobolin to Broken Hill. In November, 1911, Mr. Harper, 
Acting Chief Commissioner for Railways, in giving evidence 
before the Public Works Committee on the Canowindra- 


Eugowra proposal, also expressed the opinion that the 
ultimate destination of the line should be Parkes. 

In their report. on the Canowindra-Eugowra © line 
(17/9/1913), the Public Works Committee stated: ** An ex- 
tension of the line from Eugowra to Tichborne or Parkes via 
Bartley’s Creek would, according to the local evidence, 
traverse good wheat and grazing country and extensive forest 
reserves, containing young timber nearly the whole of the 
route, and its construction is supported by the residents of 
’arkes on the ground that it will furnish the products of 
the Lachlan flats with a direct outlet to the west, including 
the extensive district between Condobolin and Broken Hill. 
The suggested route traverses through 20,000 acres of leased 
Crown lands suitable for farms, but at present little used,” 

During the period of the war the matter of the proposed 
railway appears to have been in abeyance, but following on 
the commencement of construction of the Canowindra- 
Eugowra line in 1920, the question of extension to Parkes 
or Forbes was revived and numerous requests were received 
by successive Ministers from the Pariamentary representa- 
tives of the district and the various local public bodies to 
refer the matter to the Public Works Committee. Advocates 
of the Parkes route included the Parkes Municipal Council, 
the Parkes and District Chamber of Commerce, the Parkes 
Railway League, and the Canowindra Railway League, 
while the Forbes route has been supported by the Forbes 
Municipal Council, the Forbes and District Chamber of Com- 
merce, and the Forbes Railway League. 

In October, 1919, the then Minister (Mr. Ball), when visit- 
ing Parkes and Forbes, informed deputations at both places 
that if he retained office as Minister for Works in the new 
Parliament the question of a railway from Eugowra to 
Parkes or to Forbes would be referred to the Public Works 
Commnittee. i 

Subsequently the Railway Comiissioners, reporting in re- 
gard to a proposed junction with the Parkes-Forbes line at 
Nichborne, stated that until the question of extension from 
Hugowra was fully investigated, it would be premature to 
express any opinion regarding the most suitable route except 
to meution that an important factor was to afford the most 
direct connection to Broken Hill. 

In July, 1920, a deputation comprising Messrs. M. M. 
Flannery and A. H, Grimm, Ms..A., D. Geddes, Lockhart, 
Russell Job, O. Howard, of Parkes, and Murray, Boyd, and 
O'Malley Wood, of Canowindra, waited on the Minister (Mr. 
Estell) to urge that the extension of the line from Hugowra 
to Parkes be stbmitted to the Public Works Committee. 
In his reply to this deputation Mr. Estell said he would refer 
the matter to the Committee at the earliest possible moment. 

In October, 1920, following on representations by the 
Forbes Municipal Council, the Forbes and District Chamber 
of Commerce and the Forbes Railway League in favour of 
an extension from Eugowra to Forbes, the Minister intimated 
his intention to refer both proposals, viz., Eugowra to Parkes 
and Eugowra to Forbes, to the Public Works Committee. 
Nhe necessary surveys were then authorised, and the Rail- 
way Commissioners asked to furnish statutory reports on 
both routes. 

With regard to the Eugowra-Forbes line, the succeeding 
Minister (Sir I. Henley), at the instance of the Forbes 
Chamber of Commerce, approved of the junction point being 
Daroobalgie, where large freezing works are established, in 
lieu of Forbes. 

Subsequently the present Minister (Mr. Ball) decided that 
as soon as he received the statutory reports asked for 
from the Railway Commissioners, the matter of the exten- 
sion of the line from Eugowra to the Molong-Parkes-Forbes 
line would be submitted to Parliament for reference to the 
Public Works Committee. 

Plan. &c., herewith. Further information in regard to the 
proposed railway, including details of estimates, will be 
placed before the Committee by the Railway Commissioners’ 
officers, pee: 
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MONDAY, MARCH, 1924, 
Present: — 
THOMAS DICK (Cuairman). 


| Tur Hox. WILLIAM 


The Hon. Jorn TRAVERS, 
The Hon. Ropert Manony. 


point on the Molon 


William Hutchinson, Chief Engineer for Railway 
exam 


Francis Micuar, Burke, 
Brian JAMES Dor, Esq. 


Davin Henry Druswmonp, Esa. 


o—Parkes—Forbe s line. 





ined: :— 


2. Chairman.| Have you a statement to make !—Yes, it is as follows :— 


NEW 


STATEMENT showing estimated cost of a single line of railway with 60-lb. rails, earth ballasted. 


Ruling grade, 1 in 110, with load, | in 110 against load}; mi 


OBLE) RatLway (TRIAL SURVEY). 


nimum curve, 20 chains radius. 


Esa. 


SOUTH WALES GOVERNMENT RAILWAYS—CONSTRUCTION BRANCH. 
Evcowra 'to PARKES (MUGINC 


Length of line, 24 miles 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Eugowra to a 


and Tramway Construction, Department of Railways, sworn, and 


65 chains. 
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alternative estimate for that ?— 
That is the one which the Railway Com- 
We only 


3. You have no ING; > E 


have only one. 
missioners recommend as being the best line. 
have a survey of that line; there is an exploration of 
parts of the other two. I notice in the Commissioner’s 
Statement they say this line is only an exploration, but it 
is asurvey. The statement says :— 


A complete examination of the country, which it is considered 
has claims to railway communication, has been made, a trial survey 
having been carried out between Kugowra and Daroobalgie—4 
miles from Forbes, and exploration surveys have heen made between 
Kugowra and Tichborne—7 miles on the Forbes side of P: 
from Eugowra to near Mugincoble —3 miles on the Msiéng side of 
Parkes, as shown on the attached map. 














The latter one is the only one on which the trial survey 
phe been made, the others are explorations. 


Mr. Doe. | 


The item of equipment of ¢ 


gangs, does that 


se to tools principally ?—Yes ; there will be so many 


gangs on the line, 


each gang has an equipment of tools and 


a place to keep them, and we have agreed to allow so much 


for each gang. 
5: Wes 
Parkes line th 


Drummoni.| I notice that on the Eugowra- 
ere is a difference of about £50 a mile in 


sleepers as compared with the Gregra-Canowindra line ?— 
On this line the sleepers are 6s., and on the other line they 


are 6s. 6d., 


which accounts for the difference. 


On 


this 


line we get them fairly handily, and on the other line we 
have to get them from some little distance, 
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Witnessea—C, A. Hodgson, 24 March, and G. D. Bassett, 3 June, 1924. 
MONDAY, 24 MARCH, 1924. 
Present: — 
The Hon. W. T. DICK (Cuatmmay). 


The Hon. Joun TrAVers. 
The Ion. Ropert MAnoxy. 


Francis Micnani Burke, Esq. 
Winuian Cameron, Esa. 


BraN James Dor, Esa. 


vy . . , . . ‘ 
The Committee proceeded to further consider the expediency of constructing a line of Railway from Eugowra to 
a point on the Molong~Parkes—Forbes line. 


Charles Austen Hodgson, Traffe Manager, Department 
of Railways, sworn, and examined :— 


6. Chairman.| Have you a statement to make regarding 
this proposal ?—Yes. The following is a copy of my report 
to the Commissioners, dated 5th December last :— 


T ériclose a map showing that a trial survey has been made be- 
tween Eugowra and Daroolbalgie, 4 miles from Forbes, and ex- 
ploration surveys between Eugowra and Tichborne, 7 miles on the 
Forbes side of Parkes, and from Eugowra to near Mugincoble, 3 
thiles or the Molong side 6f Parkes. These comprise a comple’e 
examination of the country which is considered to have claims to 
railway communication as alternative routes, and I understand it 
is tlie desire of the Government to submit the Mugincoble proposal 
to the Public Works Committee during this session for inquiry. 


Estimates have been prepared as follows :— 








SS See ee aoe a ES 
Proposal Length of Estimated | Cost per Ruling Sharpest 
Construction. cost. inile. grade, curve. 
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| 
| Miles. | £ Soe 
Mugincoble...| 243 | 142,640 | 5,749 | Lin 110 | 20 chains. 
Tichborne .... 22 | (Not (Not | lin 110 | 20 do 
' | | given.) | given\) | 
Daroolbalgie 21 | 138,534 6,320 | 1in 110 | 20 do 
} 


tae ee ee ee 

In the ease of the Mugincoble route, 3 miles of duplication into 
Patkes would be involved, in addition to 24} miles of construction, 
and whilst it avoids a back-shunt junction, there is objection to the 
close proximity of this proposal to the existing Forbes-Parkes line, 
as for two-thirds of its length it runs parallel to the former, at dis- 
tances varying from 8 miles opposite Daroolbalgie down to 3 miles 
at the junction point near Mugincoble, and over this area the local 
production is already well served. ‘The remainder of the distance of 
9 miles at the Eugowra end is now sufficiently close to rail communi- 


cation to be developed. The location of this line cannot be improved, 


becatise it is bounded by hilly and inferior country. 
The route suggested to Tichborne would be 9 miles less to con- 
struct, but the last half of its length is too close to the Forbes line 


to induce much extra production, whilst over the first half the cir- 
cumstances are similar to the Mugincoble route. 


The third proposal is from Eugowra to Daroolbalgie, the shortes 
length of all (21 miles) and joins the Forbes-Parkes line at right 
angles but at present suffers the local disadvantage of serving only 
limited area of country on the south side, due to the fact that there 
js no bridge over the Lachlan River between Forbes and Goolagong- 
35 miles. 

In summarising the whole position from a local standpoint. it 
may be stated that the area concerned between Kugowra, Parkes, 
and Forbes, is at present so situated, that none of it is further than 
8 miles by map meastrement from existing lines, and it will be 
obvious therefore that there is not room to locate an intermediate 
line, with prospects of creating any appreciable development. If, 
however, a through connection has to be considered to link up with 
Eugowra to meet future requirements, such as affording a duplicate 
route as between Parkes and Blayney, after Broken Hill has been 
connected, the Mugincoble proposal would seem to have most to 
recommend it, but until the time arrives for the consideration of 
this aspect of the question, I am unable to recommend the con- 
struction of any of the proposals submitted. 


The financial position for the Mugincoble proposal so far as local 
traffic is affected, is furnished below :— 








Estimated cost of construction..........c60. cee £142,640 
Interest at 54 per cent. on above.........£7,849 
Working expenses ...........0+ pabbishaas 4 « 3,700 

11,545 

Estimated revenule.........0:cccece eee eeeeneeens Si ssbobe 3,500 

Difference... epee eters ht ae £8,045 


The estimate of revenue shown above is practically equal to the 
working expenses, but it is pointed out that there would be a diver- 
sion of business from present railway stations, for which a deduction 
of at least 50 per cent. should be made, thus reducing the revenue 
estimate from £3,500 to £1,750. 


7. Do you care to say whether the finances of the alter- 
native lines would correspond, roughly, with the finances 
of this line?—They would not be any better. 





TUESDAY, 3 JUNE, 1924. 


[The Committee met at the Council Chambers, Forbes. } 


Present; — 
Tae Hox. WILLIAM THOMAS DICK (CaairmAn). 


The Hon. Joun TRAVERS. 
The Hon. Roperr Manony. 
Francis MicuarL Burks, Esa. 


WitiidAM Cameron, Esq. 
Brun James Doz, Esq. | 
Davi Henry Drummonp, Esq. 


The Committee proceeded to further consider the expediency of constructing a line of railway from Hugowra to 4 
point on the Molong-Parkes-Forbes line. 





George Douglas Bassett, farmer and grazier, near Forbes, 
sworn, and examined :— 


8. Mr. Travers.| Do you represent any public organiza- 
tion here to-day 1—Yes, the Forbes Chamber of Commerce. 


9. Which of the proposals to serve this part of the 
State do you prefer ?—That from Eugowra to Daroobalgie. 
Some years ago we agitated for a line from Eugowra to 
Daroobalgie as the best point of connection. It would run 
through the rich Lachlan valley and would be out of flood 
reach. It would traverse excellent country. We do not 
consider it a rival route to the south of the Lachlan line. 
It is a short railway to serve another purpose —the econ- 
omical working of the western railway. There are large 
freezing works at Daroolbalgie capable of putting through 


20,000 shecp per week. With intense culture along the 
Lachlan the line would give landholders excellent facilities 
for marketing their produce. 

10. In their report respecting the proposal the Railway 
Commissioners state : 

The third proposal is from Eugowra to Daroolbalgie, the shortest 

length of all (21 miles), and joins the Forbes-Parkes line at right- 
angles, but at present suffers the local disadvantage of serving only 
a limited area of country on the south side due to the fact that there 
is no bridge over the Lachlan River between lorbes and Gooloogong 
35 miles. 
The proposed line, as_ will he seen from the map, runs 
almost parallel to the Lachlan River. Would you expect 
to get traffic from the southern side of the river —No, there 
is no bridge, and it would have to be built some miles out 
to make it safe from flood waters, 





Witnesses—G, D. Bassett and J. D. Low, 3 June, and W. Kelly, 11 June, 1924. 


11. What traffic would the line be likely to get from the 
north side ?—There would not be a great deal until farmers 
on the Lachlan valley went in for more intense culture. 

12. I understand the distance between the line you advo- 
cate and the Parkes-Gregra line direct would not be more 
than 20 miles ?—About that. 

13. So that the furthest distance one could expect pro- 
duce to be drawn would be 10 miles nerth ?—-Yes, and 2 to 
3 miles south. 

14. Are farmers living in that area suffering much hard- 
ship ?—No, not a great deal, although some are 13 miles 
from a railway, and others 10 miles, 

15. Could you compare the country to be served on the 
northern side of the line you support with the Jand between 
Goolagong and Wirrinya !—South of the Lachlan the land 
has the best claim if only the one line is to be built. 

16. This is the considered opinion .of the Railway Com- 
missioners regarding the proposal :— 

In summarising the whole position from a loeal standpoint, it may 
be stated that the area concerned between Eugowra, Parkes, and 
Forbes is at present so situated that none of it is further than 
8 miles by thap meastirement from existing lines, and it will be 
obvious, therefore, that there is not room to loeate an intermediate 
line with prospects of creating any appreciable development. If, 
however, a through connection has to be considered to link up with 
Eugowra to meet future requirements, such as affording a duplicate 
route as between Parkes and Blayney, after Broken Hill has been 
connected, the Mugincoble proposal would seem to have most to 
recommend it, but until the time arrives for the consideration of 
this aspect of the question, the Commissioners are of opinion the 
construction of any of the proposals submitted is hot warranted. 
The best land is on the Tichborne and Daroobalgie route. 
The other route passes through hilly to undulating and 
poorer country most of the way. 

17. What effect has the construction of the Canowindra 
to Eugowra line have on the land west of Eugowra towards 
Forbes !—They are going in more for wheat-growing there. 

18. Is much wheat grown 10 miles west !—Yes. 

19, Would not the intervening country outside the 
Kugowra line be served by the Forbes—Parkes line !—Yes, 
but there will some day be intense culture along the river. 
In America railways are run within a few miles of each 
other through the best tracts of country. We consider the 
Lachlan Valley when developed will be a Garden of Eden, 


The Forbes people consider that the line in connecting with 
the Orange—Forbes line should keep to the good country as 
much as possible, 

20. Would not the line suggested by the Railway Com- 
missioners from Eugowra to Mugincable, serve the whole 
of the country to be served by a line from Eugowra to 
Daroobalgie ?—It is about 15 miles from Forbes where it 
turns to go north. 

21. There would be two railways at that point only 13 
wiles apart. It would serve all the good country ?—Yes, 
There is excellent land from the 13 mile point to Daroobal- 
We put it before the Committee as a rival scheme to 
the Mugincable proposal, but not as a rival to the south of 
the Jachlan line. 


aie 
gie. 


John Davidson Low, farmer and grazier, Forbes, sworn, 
and examined :— 


22. Mr. Mahony.] I understand that you are a member 
of the Forbes Chamber of Commerce ?—-Yes, [I am also 
¢hairman of the Pastures Protection Board. 

23. Are you in favour of a line from Eugowra to 
Daroobalgie !—Yes, in preference to any other connection 
with the Forbes—Orange line. In my opinion such a rail- 
way would tap all the good country to be served. In afew 
years weirs will be constructéd in the Lachlan River, which 
has a great future. The Lachlan River flats are better 
than other river flats. I have irrigated a small area of 
land. The advantage here is that we have a subsoil of 
stone and sand. Other rivers have a clay sub-soil. In 
our district you can get water from 8 feet to 10 feet and 
30 feet. That makes the Lachlan exceptionally suitable 
for irrigation and intense culture on the flats. The Daroo- 
balgie connection stands out on its own. The Mugincable 
country is comparatively poor. The proposed South Lach- 
lan Jine is a national matter. It should be extended west 
when if would open up good country. I believe it would 
become a paying line. The greatest population would be 
on the south side of the river, 

24. Would lucerne be the principal produce grown ?— 
Yes, and there would be mixed farming, 

25. What is a fair distance to cart produce to the rail- 
way !—Not more than 10 miles. 








WEDNESDAY, 11 JUNE, 1924. 


[The Committee met at the Municipal Council Chambers, Parkes. ] 


Vresent:— 
Pur Hox. WILLIAM THOMAS DICK (CHAIRMAN). 


The Hon. Joun Travers. 
The Hon. Rozsert Manoxy. 
Francis Micuart Burke, Ese, 


WILLIAM CAMERON, Esq. 
Brian James Dor, Esa. 
Davin HeNry DrumMonp, Esa. 


‘ ; ‘ ; ‘ : 
The Committee proceeded to further consider the expediency of constructing a line of Railway from Uugowra to a 
point on the Molong—Parkes-Forbes line. 


William Kelly, produce merchant, Parkes, sworn, and 

examined :— 

26. Chairman.| Have you prepared a statement respect- 
ing the proposed railway !—Yes, it reads as follows :—I 
have been a resident of Parkes for over twenty years, and 
previously lived at Cowra, Eugowra, Forbes, and Grenfell. 
I am well acquainted with those districts, and with the 
whole of the Upper Lachlan Valley. Since the opening of the 
line to Canowindra in 1910 there has teen a big increase in 
fodder production in the Canowindra district. 1 would say 
it has increased tenfold.. The farmers around Kugowra 
are turning their attention more to fodder growing since 
they have had railway communication. Some of the 
Eugowra farmers are going in largely fur lucerne growing, 
and with a direct route to the west and south-west, by con- 
tinuing the line from Eugowra to Parkes, others would be 
encouraged to do likewise. When in the Canowindra dis- 
trict in 1903 and 1904, I found that lucerne growers were 
prepared to give their crops away to anybody who would cut 





them. The railway cured that, and further railway com- 
munication would give a still greater fillip to fodder 
growing. During the 1919-1920 drought my firm, acting 
on behalf of the Rural Industries Board at Parkes, distri- 
buted 1,308 tons of oats and 2,859 tons of chaff to farmers 
and graziers in this district, chiefly the smaller farmers. That 
was in the immediate district of Parkes, apart from what 
farmers in some of the outlying parts may have obtained 
through the Rural Industries Board at Peak Hill, Trundle, 
and Bogan Gate. Though Eugowra is only 28 miles from 
Parkes, my experience is that fodder trucked at Eugowra 
on Monday and brought around via Cowra, Blayney, and 
Orange may be expected at Parkes on Saturday, Tf the 
link now advocated were constructed it could be brought 
across ina few hours. Under existing conditions fodder 
ean be brought more readily from the south. Fodder 


loaded at, say Bribaree on the Forbes-Stockingbingal line, 
if trucked on Monday, would be at Parkes the following 
evening. 


The trip from Eugowra would take nearly three 
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Witness—V\W. Kelly and W. E Tayler, 11 June, 1924, 


times as long and would cost more money. Maize, lucerne, 
and oats are grown in the Canowindra district. I purchased 
a crop of oats from Mr. Jones, of Toogong, and trucked it 
at Canowindra, but had to send it to Sydney in preference 
to bringing it to Parkes, owing to the cost of bringing it 
around by Blayney and Orange. Last week I was offered 
2 tons of maize in Sydney at 5s. 3d. per bushel, and the 
carriage to Parkes would be 1s. 3d. per bushel. If there 
were direct railway communication with Canowindra I 
could afford to give Sydney price to Canowindra maize- 
growers and sell to consumers at Parkes at a lower price 
than if I bought it in Sydney. Lucerne hay depreciates 
after being baled, especially if grown by irrigation, and 
there is a big advantage when feeding a number cf stock 
to be able to get it in smaller quantities and oftener. I 
favour a line from Eugowra to Mugincoble as the quickest 
connection with the lines converging on Parkes. Of other 
routes suggested I prefer Tichbourne to Daroobalgie as a 
junction. With a railway we should be able to grow 
lucerne this side of Eugowra. It is grown in large quan- 
tities a little south of the Parkes road, within sight of 
Eugowra. 

27. Would you rely upon the districts which are now 
producing fodder for your supplies for the west !—There 
is a large forest reserve between the Forbes and the Parkes 
roads which would produce fodder. 

28. Mr. Hedgson, Traffic Manager of the Railway 
Department, has stated : 

In summarising the whole position from a local standpoint it may 

be stated that the area concerned between Eugowra, Parkes, and 
Forbes, is at present so situated that none of itis further than 8 
miles by map measurement from existing lines, and it will be 
obvious, therefore, that there is no room to locate an intermediate 
line with prospects of creating any depreciable development. 
I would like your opinion on that statement ?—A certain 
area of country between here and Eugowra would benefit 
by the railway, but I think far greater benefit would be 
derived, from a national standpoint, by lnking up two 
lines, Eugowra to Parkes or Mugincoble. We shall soon 
have the Broken Hill railway. The railway at Eugowra 
should not end there. We should be able to send produce 
grown in the Eugowra, Canowindra, and Cowra districts 
west on the Broken Hill line. Freight is a big considera- 
tion, andit is to the benefit of the producer to have cheaper 
railway transit. 

29. This is what Mr. Hodgson says: 

If, however, a through connection has to be considered to link up 
with Eugowra to meet future requirements, such as affording a 
duplicate route as between Parkes and Blayney, after Droken Hill 
has been connected, the Mugivcoble proposal would seem to have 
most to recommend it, but until the time arrives for the consideration 
of this aspect of the question, I am unable to recommend the 
construction of any of the proposals submitted. 

Do you think the time is ripe for that connection to be 
made ?—1 do. 

30. Mr. Hodgson estimates the revenue of the line at 
£3,500, but he says that 50 per cent. at least would be 
revenue diverted from existing railway stations. That 
leaves about £1,750 per annum as the immediate revenue 
from the line. Can you see anything more than that in 
it ’—There are great Jucerne-growing possibilities in the 
district. Lucerne seed is worth from 1s. 10d. to 2s. per 1b. 

31. Do you regard it as a permanent traffic ?1—Yes. 
Suppose a man bought 50,000 bags of wheat at Eugowra 
for Wellington, as was done last year, he could run it 
straight through to Narromine, 

32. What was that wheat bought for?—Milling The 
Canowindra district is very suitable for closer settlement, 
and there is a large tract of good land extending along the 
lower portion of Eugowra Creek. 

33, Mr. Doe.| Tf the link were constructed would it be 
your policy to draw as much of your supplies as you could 
from the districts to be linked up?—Yes. Canowindra is 
a better oat-growing district than Parkes, and we often 
have to send to Albury for oats. Hugowra is a good oat- 
growing district. 

34, Are there any large estates that would be subdivided 
if the line were built ?—There is one property 18 miles out 
on the Parkes-road. There is another area of about 3,000 
acres. It would cut into about three farms. There are 






















































































some thousands of acres owned by Eugowra people all suit- 
able for wheat, and a lot of it is maize country. It is now 
used practically for grazing. 

35. How far would that maize country be from the pro- 
posed Eugowra—Mugincoble line 1—~The line practically 
passes through it. Some are asking £6 and £4 per acre for 
land out there. For other land £9 is asked. A large pro- 
portion of the country is rung, and some of it is cultivated. 
The higher priced land will grow corn, 

36. What is the rainfall there !—From 26 inches to 28 
inches, 

37. Is there any lucerne land along the route of the 
railway ?—Yes, on Reedy Creek, which extends down 
towards the line. 

38. Is the lucerne area considerable !—Yes, in a few acre 
blocks. 

39. What size are the farms between Mugincoble and 

Jugowra ?—From 700 to 900 acres. On the right it is 
mostly undulating country, and on the left there 1s a lot of 
cultivation land through the hills. 

40. Mr. Burke.| What would be a fair living area in the 
district to be served by the railway ?—The farms range 
from 700 to 900 acres. ‘That is a living area. 

41. What is a fair distance to cart produce 1—From 10 
to 12 miles. 

42, Mr. Mahony.| From where does most of the produce 
come that goes north and north-west /—Beyond Cowra. 
Much of it goes through Bathurst, and some through 
Cowra. A lot of fodder comes from the Riverina. 

43, Can you not tap the north and north-western 
districts from Blayney?—Yes, by sending through 
Wellington. I prefer the proposed line. Fodder is grown 
through to Cowra. 

44. The Chief Traffic Manager anticipates a revenue of 
only £1,750 from the proposed line. What is your opinion 
of that ?—I believe it would be more than that. 


William Ernest Tayler, farmer and grazier, Goonumbla, 
near Parkes, sworn, and examined :— 


45, Mr. Travers.| I understand you wish to read a 
statement 2—Yes; as follows:—“I favour the proposed 
extention of the railway from Eugowra to Parkes, junction- 
ing at Mugincoble, for the reason that it appears to be an 
economic proposition, inasmuch as it would mean consider- 
ably less haulage for goods coming from the vicinity of 
Eugowra and Canowindra to Parkes, and the country 
served by lines leading from that important junction, 
namely, Peak Hill-Narromine, tapping the western line, 
the Trundle—Tottenham line, and the Condobolin—Trida 
line, which will shortly be exteuded to Broken Hill. I 
would emphasise the saving in haulage on fodder for stock 
in drought time. Large quantities of fodder, particularly 
lucerne, are produced in the Lachlan and Belabula river 
valleys, and the saving in freight, by lessening the distance 
some 114 to 166 miles, would be considerable, and the time 
saved in delivery of inestimable value. From Eugowra to 
Parkes, via Blayney, 194 miles, the freight on fodder is 
I5s, 5d. per ton. By the proposed line freight to Parkes 
(28 miles) would be 5s. a ton, a saving of £5 4s. 2d. on a 
10 ton truck. From Canowindra to Parkes, via Blayney, 
freight is 14s. 7d. per ton, and via Eugowra, direct to 
Parkes, it would be 8s. 2d. per ton, a saving of £3 4s, 2d. 
per 10 ton truck. It will be seen that such a saving during 
drought, when possibly thousands of trucks of fodder are 
required in the country which the lines from Parkes junc- 
tion serve, would be an immense help to stock-owners, The 
reduced net cost by reduced railway freight together with 
the time saved in transit, would, at a critical time, probably 
mean the saving of many thousands of sheep, <A big loss 
in sheep cannot be regarded as just ‘‘ hard luck” for the 
individual owners concerned, but must be considered a 
serious national calamity. It not only adversely affects 
the earnings of the railways, but every individual in the 
State. It may be said that the Railway Commissioners 
during severe drought, often. reduce freight on fodder 
for starving stock, carrying it below actual cost, and 
in some cases even to the extent of charging only a 


————— 








Witnesses—W. E. Tayler, W. Noble, E. F. Hodges, and W. May, 11 June, 1924. 


small amount per truck for any distance. In that case the 
reduction of from 114 to 166, miles of haulage must inevit- 
ably result in enormous monetary saving to the State. The 
same argument applies to the case of starving stock sent 
from the West to Eugowra and Canowindra, and vice versa. 
Looking at the proposal from-a broad and national stand- 
point it seems obvious that to build 25 miles of railway to 
save 166 miles of haulage of produce and stock is a sound 
investment. If for any good reason the extension should 
not connect at Mugincoble, I would favour the Tichbourne 
connection. Pastoralists are beginning to see that they 
must lay in stacks of fodder in the good times, so that they 
will have a supply in drought time. By doing that, there 
would not be such a severe strain on the railways. If the 
Railway Commissioners fall in with our view, there will be 
a steady demand for fodder from the Lachlan Valley. The 
principal fodder for stock in drought is lucerne, hay, and 
maize, and the Lachlan and Belubula country will produce 
enough fodder to feed all the stock in the western district. 

47. You wish to stress the impor ance of this line as e 
connection between the Main Westein line and the Cowra 
line for the purpose of sending fodder to the west and 
north-west /— Yes. 

48. What area of fodder country would there be south 
of Cowra ?— An enormous area. 

49. Where does most of the fodder grown in that district 
find a market !—There is not a very steady market at pre- 
sent, because everyone wants to buy in drought time. 


William Noble, farmer and grazier, Back Yamma via 
Parkes, sworn, and examined :— 


50, Mr. Mahony.| Have you prepared a statement ?— 
Yes, it reads as follows :—The extension of the line from 
Eugowra to Parkes will benefit the settlers along the route, 
especially those on the eastern side. That is the eastern 
side of the Parkes—Kugowra road. ‘There is a large forest 
reserve through which the line would pass, in which some 
effort was made at re-afforestation, but the replanting scheme 
proved a failure. The timber is being rapidly cut out. A 
sawmiller who had a lease of the reserve for timber-cutting 
last year, cut from 2,000 to 3,000 feet per day. He has 
secured a renewal of his lease for the current year. The 
grazing rights, I understand, are held on lease. The land 
is suitable for agriculture and grazing and would produce 
considerably more revenue if cut up into farms. Several 
blocks were resumed from the reserve and taken up by 
returned soldiers, but still about 9,000 acres remain. This 
land is about half-way along the route. The main advan- 
tage of the line is that it would form a connecting link 
between Eugowra and the existing lines, which would 
benefit the people of the north and west. It would enable 
hundreds of acres of lucerne on the Belabula flats at Cano- 
windra and along the Lachlan from Cowra to Kugowra to 
be carried direct, meaning a big saving in time and freight 
to consumers and to the country. The distance from 
Canowindra to Parkes by rail, via Cowra and Blayney, is 
168 miles, while it would be only 54 miles direct. From 
Cowra via Blayney it would be 144 miles, or 78 miles 
direct, and from Eugowra to Parkes via Blayney it is 194 
miles, and would be 28 miles direct. Besides traffic in 
fodder there, a good deal of fruit and vegetables would be 
sent west from the river country. The line would bring 
these western districts into more direct touch with the 
Cowra Experiment Farm and the Bangaroo Stud Farm, 
facilitating visits to those farms from interested settlers, 

51. How would you class that forest reserve ?—As good 
agricultural land. A good living can be made there on 600 
acres, One man has done well on 500 acres. The proposed 
line goes very nearly through the centre of that land, 

52. How far would the lease be from the existing rail- 
way '—KHight or 9 miles from Daroobalgie siding. There is 
some very good land in the hilly country. 

53. What is that land suited for 2—Wheat and lucerne, 
in patches, 

54, Where is the market for lucerne grown on the 
Lachlan and Bubabula Flats t—Mostly Sydney. Lucerne 
production there is only in its infancy. 


‘ 


55. Mr. Doe.| What is the timber in the forest reserve 2 
—Pine and dry box. 

56. Is it not a fact that once pine is cut it does not 
grow again ?’—Yes, 


Ernest Frank Hodges, grazier, Yarrabundi, near Parkes, 
sworn, and examined :— 

57. Mr. Cameron.| Where is Yarrabundi!—14 miles 
west of Bogan Gate. 

57a. Is much of that country used for the production of 
chaff ?!—-Yes, a fair area. 

58. How far would chaff have to be carted to the 
nearest railway station ?—Most of it goes to the Sydney 
market. 

59. Is the road freight a heavy item?—Yes, and it is a 
rough road. Our main traffic would be in lucerne and 
maize from the Canowindra end. 

60. Is much lucerne and maize grown about Canowin- 
dra ?—-Yes. For lambing ewes, lucerne is the best feed. 

61. Would suflicient lucerne be grown on the Lachlan 
River, at the Canowindra end, to relieve stock on the 


_Condobolin line’—Yes, if this line went through, more 


lucerne would be grown. It would make a great difference 
to us in the west if we could get produce by this line. We 
should have a route straight across. 

62. Chairman.| How often during the last ten years 
have you found it necessary to purchase fodder for your 
stock ?--During the last three seasons. The greatest 
trouble is to get it in time. We could buy feed cheaper in 
the good years if we could have it transported. I believe 
it would be a steady trattic. 

63. Have the graziers in your district expressed a 
desire to have more direct access to the fodder growing 
districts ?—The Farmers’ Association has. They asked me 
to attend the meeting of the committee to give evidence in 
favour of the line. 

64. Has there been a consistent demand by the graziers 
west and north of Parkes for a connection between Parkes 
and EKugowra!—Yes, from the feed and cheaper rates point 
of view. 

65. What is the name of the association that asked you 
to give evidence?—The Farmers and Settlers’ Association 
of Yarranbandi. 


William May, farmer and grazier, near Parkes, sworn, 

and examined : 

66. Mr. Drummond.| Have you prepared a statement 
regarding the proposed railway !—Yes ; it reads as follows : 
—lTam the holder of a property about 16 miles from Parkes, 
and 4 miles from the proposed line from Eugowra_ to 
Parkes. My wheat and wool are carted to Cookamidgera, 
10 miles. [tis the same distance to EKugowra. ‘There is a 
big forest reserve on the route suited for cioser settlement. 
Three returned soldiers’ blocks have been taken up on this 
reserve, and the balance is leased for grazing. ‘The reserve 
is all good farmer’s country. I favour a line from Eugowra 
to Parkes, because it would provide a direct outlet for the 
produce of the Upper Lachlan valley to the west. It would 
mean a trip of only a few hours from Eugowra to Parkes, 
instead of one which may occupy days, as at present. That 
would be an advantage to all the districts which are 
connected with Parkes by rail. I believe that the route via 
Kugowra and Canowindra would become the main one for 
freight, as it would avoid the steep grades on the line between 
Parkes and Orange, and the trains could be run at less 
cost, as only one engine instead of two would be required, 
The Lachlan valley is a great producer of lucerne. The 
Kugowra—Parkes line is necessary to provide an outlet for 
fodder to the west. I support the Parkes—Mugincoble 
route, but, as an alternative, [ would favour junctioning at 
Tichborne. 

67. Do goods sent by the railway take days to reach 
their destination !—Yes, it has taken about a week for a 
truck tocome here from Canowindra. The line would be of 
great benefit in linking us up with the west. 

68, Chairman.] What area have you ?—2,050 acres, 
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{Vitnesses—W. May and J. W. Tomkins, 11 June, and L. Kirby, 12 June, 1924. 


69. Is there much room for development in the district 
to be served by the line ?—Yes. 

70. What class of cultivation would be carried on on the 
smaller holdings ?—A good deal of wheat would be grown, 
Some of the best land in the State is in the forest reserve, 
within the influence of the proposed railway. 


John Walter Tomkins, farmer, Tichborne, sworn, and 

examined :— 

71. Mr, Doe.] Do you appear in a_ representative 
vapacity 1—I represent the Tichborne Agricultural Bureau. 

72. 1 understand you have a statement to read {—Yes, 
as follows :—My reason for advocating that the proposed 
Eugowra railway line should junction at Tichborne is be- 
cause I consider it the cheapest line to construct, if run 
from the soldiers’ settlement (Murray’s lease) through the 
State forest, practically over level country, and almost 
straight to Tichborne. This would serve the greater num- 
ber of people, and the line would pass through, or close to, 
areas suitable for closer settlement. If it was not for the 
flooded country on the Lachlan, I would favour a junction 
at Daroobalgie, but the continuous flooding of this land 
makes that route almost impossible. To link up at Forbes 
is, in my opinion, out of the question, because of the Lachlan 
River. I have lived in and around this district for thirty- 
five years, so have a fair knowledge of the place. If the 
line were run on the present survey to junction with the 
Parkes—Cookamidgera line, at about 2 miles east of Parkes, 
there would be a costly bridge to build over Bartley’s 
Creek, which is occasionally flooded. To: run the line 
through the hills from Bartley’s Creek to beyond MeIntosh’s 
farm would be costly, owing to the necessity for embank- 
ments, cuttings, and culverts. Junctioning at Tichborne 
would save the cost of the bridge, for the creek is already 
bridged by the Parkes—Forbes line. The Tichborne route 
would suit the ‘‘out-west” as well, being, in my opinion, 
at least 5 or 6 miles shorter, and would allow stock and 
fodder to be handled for the ‘ out-back” just as well as by 
the proposed line to Parkes. In good seasons it would be 
more convenient for the freezing works. 

73. Is the bridge to which you have referred of any con- 
sequence !—In the dry season it would not be, but in flood 
the creek carries a lot of water and it would need to be a 
fairly large bridge. 

74. What area have you !—670 acres. 

75. Is tnat a reasonable area?—A man can liye on it, 
T grow wheat and hay. 


76. Has wheat been sent from this district to Narromine 


for milling purposes?—No; but it has been gent to 


Condobolin. The proposed line would enable that to be 
done quicker. 

77. Are there any estates in the vicinity of Tichbourn 
that could be cut up if the line were constructed {—Yes, 
there are suitable areas and there is a forest reserve. 

78. Would a line from Eugowra to Mugincoble go 
through it ?—Through one end of it. 

79. Should the reserve be retained as a State forest — 
T used to think so, but although they haye tried to grow 
young pine there I believe it has not been a success. A 
great number of the trees died. The timber is fast being cut 
out, and I think the reserve should be cut up into blocks 
of 600 to 1,000 acres. 

80. What is the wheat yield in your district —From 15 
to 20 bushels. 

81. Would the Tichborne connection serve the forest 
reserve district better than a line to Mugincoble ?—I think 
so. 

82. I understand that a linc from Eugowra to Mugin- 
coble would pass through no hills of consequence {— 
Practically the whole of the produce would be drawn from 
the southern side of the line. 

83, Mr. Drummond.| Does the Daroobalgie country be- 
come flooded 1— Yes, 

84. I understand it is good lucerne country ’—The greater 
portion of it is, There is some biack country in the district. 

85. Would not a line to Garema meet the case?—No, I 
think not. It would not serve a lot of good land that 
would be served by the other line. 

86. This is the official evidence which represents the views 
of the Railway Commissioners ;— 

In summarising the whole position from a local standpoint, it 
may be stated that the area concerned between Kugowra, Parkes, 
and Forbes is at present so situated that none of it is further than 
8 miles by map measurement from existing lines. 

What is a fair distance to be from the railway ¢-—If you 
are growing lucerne, not more than 6 miles. 

87. Having regard to the Eugowra—Tichborne connec- 
tion, how far would the people midway between Forbes and 
Eugowra be from the railway /—Not more than 8 or 9 miles 
by the road, 

88. Uhairman.] What is the membership on the Tich- 
borne agricultural bureau ¢—Thirty-five or forty. 

89. Are the members of the bureau unanimons in 
advocating the Tichborne route /—Yes. 





THURSDAY, 12 JUNE, 1924. 
(The Committee met at the School of Arts, Eugowra. | 


Present:— 
Tur Hon. W. T. DICK (Cramman). 


The Hon. Joun Travers. 

The Hon. Ropert Manony. 

Francis Micuart Burke, Eso. 
3 Q 


WinuiaM Cameron, Esa. 
3jrtan JAMES Dor, Esq. 
Daviw Henry Drummonp, Esq. 


The Committee further considered the expediency of constructing a line of Railway from Eugowra to a point on the 
Molong—Parkes-Forbes line. 


Laurence Kirby, farmer, Hugowra, sworn, and examined : -- 
90. Chairman.| Tlave you a long experience of the 
st gee ep A 
district ?—Yes ; I was born here, I have prepared the 
following statement :— 














Area on Lachlan under lucerne orop.,.....+ 685 acres. 
A creeks ey rf RE BY 5x 
Approximate area not returned ......... 44.4 SO. i, 
Wate hss. tidetercerats RE Coen cre SAS 38 
Area keing prepared for lucerne (River) ... 905 ,, 
a ” ” a9 (Creeks)... 147 ,, 
Totahs.. sie: La eQdbeteteceerecereoenctons 1,052 4 
Area sttitable for lucerne (River) .........0+ G,O47 4 
Gir i (Creeks) ........4 OT Pee 
Vnreturned (approximate area)...........0.+ ¥,050 — ,, 


Total. Pere Pheer d bee ree e rene eereee 10,414 9 


Say, 50 per cent. of the total area was 





brought under lucerne ......seeseeeee eee 5,207 acres. 
Averaging 5 cuts per SCASOM ........eseseeeee er. 
Postal vis vexcyods escsuetit gesseaye ess 26,035 cuts. 





At an average of 1 ton per aere this gives 26,035 tons, 
To which can be atded the approximate 

area from the South Lachlan to be 

served by the bridge, say 25 percent. 6,508  ,, 


LN Teg es aa a Agee os 2,040) as 


Goolagong’s lucerne production, which should about equal that of 
Eugowra, Would also feed the line. 


Since 1915, with the exception of one year, a flood has 
oecurred in the Lachlan annually. The western market 
would eliminate many overhead expenses, as against Sydney 
sales. There would be greater production if we had a 
market in the west. Lucerne does not deteriorate in stack, 
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and there would be a market for second-quality lucerne. 
That is practically the only market. With the construction 
of the proposed railway, we should be in the best position 
to send fodder to the West. This district grows lucerne 
prolifically. You can get six cuts a year of 25 cwt. per 
acre per cut. On the unflooded portions of the flats it 
averages four cuts and 15 cwt. per acre. Jemalong shire is 
raising £1,000 towards the cost of the bridge which it is 
estimated will cost £11,000. The Minister has said that 
if the local people will find one-third of the money, he will 
construct the bridge, and give them ten years to pay. That 
bridge would enable a large quantity of produce to be 
loaded for the west at Eugowra railway station. Prompt 
delivery is essential in drought stricken areas, and the line 
would enable produce to be delivered without delay. 
Lucerne which could not be marketed in Sydney, could be 
sent to the west. ‘There is no lucerne country on the 
eastern side of Eugowra. 

91. You regard the line as being of primary importance 
in the transport of fodder grown in this district for the 
west /— Yes. 

92. Is that market likely to be permanent ?—Yes, but it 
would be spasmodic. 

93. Would the railway encourage farmers to put a large 
area under lucerne 1—Certainly. 

94. Would it pay growers 10 miles from the railway !— 
I think it would, on good lucerne flats. Farmers are now 
beginning to realise the value of lucerne. 

95, Mr. Drummond.| Where would you expect to find 
your principal market for lucerne?!—From Parkes out to 
Trundle, Tullamore, Condobolin, Narromine, and other 
places. 

96. Where is your principal market for lucerne now ?— 
Considerable quantities have been loaded at Eugowra rail- 
way station. When you reach Parkes you get out of the 
lucerne-growing country, At Forbes lucerne has to be 
grown by irrigation. 

97. Would not a line froni Gooloogong to Wirrinya 
enable you to tap the west market?—Yes. But a line 
from Canowindra to Gregra would give us a better access 
to market. It would put us on the main lines quicker. 

.98. Mr. Cameron.) Do you anticipate that if the con- 
nection were made you would get more for your lucerne ?— 
Yes. We should sell more of it and there would bea 
readier sale. 

99. Is {there difficulty in selling lucerne hay in the 
drought period !—There is delay. I do not know that we 
have had any difticulty. 

100. Unless you get more for your lucerne than you get 
to-day what advantage would the line be to you!—We 
should save a good deal in freight. 

101. Will not the lucerne land in this distsict be put 
under lucerne without the railway ?—No, there will be no 
increase in production without the line. Probably 40 
per cent, of lucerne grown is second-class, but it could be 
marketed in the west. 

102. Mr. Travers.) On what areas are the 843 acres of 
lucerne land held ?—In areas of 30 to 100 and 125 acres. 

103, What would be a fair area of Jucerne land along 
the river !—100 acres. 

104. Would a man require 100 acres on the river 
fiats !—He could live on half that area if he had a regular 
market. A man requires to have some wheat land and 
some sheep to keep things going while he is building up 
supplies of lucerne. 

105. What would be the average cut per annum ?— 
About 5 tons per acre. 

106. For how long has the 843 acres been under 
lucerne ’—Some for ten years. The railway to Eugowra 
has stimulated production. 

107. Would you say that the bulk of the country 
between Eugowra and Mugincoble would be fairly well 
served by the line ?—Yes. ; 

108. Has the Canowindra-Eugowra railway stimulated 
wheat production!—It is hard to say, because at present 
wool-growing may be more profitable. 

109. What is that country devoted to now?—Whert end 
wool production. 
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Witnessea—L. Kirby, J. T. Noble, and T, H. Bray, 12 June, 1924. 

110. Would it be 50 per cent. either way ? About that. 
313 trucks of chaff and hay were despatched from Eugowra 
station for the year ending December last. ‘That is equal 
to 2,604 tons. 


John Thomas Noble, farmer and grazier, sworn, and 
examined :- 

l1t. Mr. Burke.] What is your opinion regarding the 
proposed railway !—It would provide an outlet to the west 
for fodder grown in this district. 
graziers an opportunity to send their stock to pasture in 
drought time. The year before last things were bad in the 
Monaro district. From the Cooma district 10,000 sheep 
were railed to the Eugowra district to be fed on lucerne. 
Last autumn I sent chaff on the Tottenham line and the 
freight, about £1 per ton, was equal to the freight to 
Sydney, the distance being so creat, 

112. Which of the three piroposals—to Mugincoble, 
Tichborne, or Daroobalgie—would serve the 
district best !—A line in the vicinity of Parkes. 1 accom- 
panied Mr. Surveyor Edwards over the route of the 
railway about 1913, and when at Backyamma, he said 
his instructions were definite to make the connection on 
the south side of Parkes. 

113. What effect would a line from Canowindra to 
Gregra have on this district?—It would not be such a 
direct line for our requirements. Eventually the Broken 
Hill line will be completed, and possibilities there are great 
of marketing fodder out there. 

114, How far west would you send fodder ?—<As far as 
freight would make it possible. 

115. Would there be a big consumption of fodder at 
Orange or Molong?—A local consumption. The climatic 
conditions of Kugowra district are much better than they 
are 25 or 30 miles north-west. We never get a long 
drought in this district. 

116. How far out from Eugowraare the lurerne lands }— 
They surround the town. Much of the lucerne land is only 
a few miles from the siding. 

117. What area have you’—Between 1,600 and 1,700 
acres. We have about 2,200 acres in the family, and we 
go in for wheat and sheep. I have also grown lucerne. 
This is essentially a hay district, and in the dryest year hay 
is produced. Between 80,000 and 100,000 bags of wheat 
were sent away from Hugowra station last wheat season. 

118. Have you noticed a marked increase in the area 
under cultivation since the construction of the Eugowra 
railway !—Yes, at 7s. 6d. per bushel every available acre 
would be put under wheat. 

119. What is a fair living area on lucerne land in this 
district ?—Our experience is that it is not wise to have all 
your eggs in one basket. For mixed farming I should say 
320 acres. ; 

120. What is a fair distance to cart produce to the rail- 
way !-—8 to 10 miles. A wheat crop which took first prize 
in the Parkes district was grown to the left of Mugincoble, 
which the Committee passed this morning. ‘The proposed 
railway would pass through 8,000 to 9,000 acres of Crown 
land with a Crown capital value of £2 10s, per acre. 


The line would give 


Mugowra 


Thomas Henry Bray, grazier and farmer, Eugowra, sworn, 
and examined :— 

121 Mr. Travers.| How long have you resided in the 
district —Almost twenty-five years. I have 7,000 acres 
west of Eugowra, on the Lachlan River. I farm on the 
share system about 1,600 acres. I bave cropped about 80 
acres of lucerne, from 40 to 50 acres being irrigated. We 
shall put in 100 acres more of lucerne this year. 

122, O£ your 7,000 acres how much is suitable for 
wheat 2—About 5,000 acres. The balarce is more suitable 
for lucerne. I am 9 to 13 miles from Eugowra. 

123. What has been your lucerne yield ?—From. the 
irrigated Jand about seven cuts of about 35 ewt. 

124. Where is your lucerne sent !—Mostly west, from 


Forbes. 
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Witnesses— 'T. H. Bray, W. H. Townsend, R. H. Herbert, G. H. Griffith, and D. J. W. Herbert, 12 June, 1924. 


125. Would a line from Eugowra to Mugincoble be of 
much service to you?—Yes, it would mean a great saving 
in road freight, and I should handle a great deal more 
produce. 

126. Would you find a ready market in the west and 
north-west !—Yes. We should develop a regular trade in 
that part of the State. I have already developed the 
trade for as much as I can supply. 

127. What would a 300-acre farm in this district be 
worth !’—It would depend upon the area of lucerne land 
there was in it. Lucerne land unimproved is worth £11 or 
£12 per acre. Wheat land would be worth £8 to £10 per 
acre, 

128. Is the area of good lucerne land in the district 
limited !— Yes. 

129. What wonld a wheat farm in the district be worth ? 
—On a freehold basis £9 to £11 per acre. Since the rail- 
way came to Eugowra considerably more land has been put 
under wheat. 

130. Have you sent lucerne east !—Yes, to Syduey, but 
I do not look to Sydney for a market. I look to the west. 

131. How many sheep will your land carry !—One-and- 
a-half to the acre, year in and year out. That is perhaps a 
little high for the whole district. 

132. What is a fair living area of wheat land ?—Seven 
hundred acres. 

133. At £9 per acre it means that such a farm would 
cost £6,000;—is not that rather a big sum ?—We get 
pretty good yields in this district. I sell the bulk of my 
wheat for seed. I sold 6,000 bags the year before last to 
the Rural industries Board. Last year I sold 8,000 bags. 

134. Chairman.]| Is wheat land at £9 or £11 per acre a 
payable proposition !—There is not much in it if you have 
to do long cartage. 

135. What has been your average yiel !—Over a number 
of years about 20 bushels. 

136. Mr. Cameron.] If it cost £9 to run a sheep and a 
half it would cost £6 to run one sheep ;—would it be a 
paying proposition —At the present price of wool it would 
pay amply. 





William Henry Townsend, farmer, Hugowra, sworn and 
examined :— 


137. Mr. Cameron.| Do you know the country between 
Eugowra and Mugincoble’—Yes. I advocate the con- 
struction of the proposed railway because it would cause 
increased production. I have 250 acres of lucerne land, 
100 acres of which is first-class land, and the balance 
second-class. I have 35 acres under lucerne and another 
50 acres ready for sowing. I have 650 acres altogether. 

138. How often do you cut your lucerne !—Six or seven 
times. It averages 25 to 30 cwt. per acre at each cutting. 
T have cut as much as 2 tons to the acre. 

139. What do you get off your second-class land ?— 
About four cuts a year and 15 ewt. per acre. 

140. Would you have a better market for your lucerne 
if the line were constructed /—Yes. 

141. How often does a drought occur in this district }— 
About every third year. 

142. What is the value of the best lucerne land on the 
river flats?—Under lucerne £20 per acre. If we do not 
have a flood over the ‘flats, the lucerne grows more slowly, 
but it is of better quality. We then get four for five cuts 
and about 1 ton to the acre. 








Robert Hamilton Herbert, farmer and grazier, near 
Eugowra, sworn, and examined :— 


143. Mr. Mahony.| Do you support the construction of 
the proposed railway ?—Yes, because it would give us an 
outlet for our lucerne in the west. I have 55 acres under 
lucerne, and about 70v acres altogether. 

144. What proportion is lucerne land?—About 200 
acres, first and second class land. IJ am growing wheat 
and running a few sheep. The line would prove a link to 
connect us with Broken Hill. It would relieve the trafhe 
on the existing lines where the grades are very steep. 


145. Where do you find a market for your lucerne = 
Sydney. 

146. How long have you been growing lucerne 1—Four 
or five years, I intend to put more land under lucerne. 

147. Is there an assured market for lucerne in the 
west ?—Yes. 

148. Every year !—No. 

149. What is a fair living area in your district /—Mine 
is about a fair average. A man could do with less, but a 
holding such as mine you could work with your family. 

150. Is maize produced in the district }—No much, but 
it can be. 





George Harold Gritlith, grazier and farmer, Yamma, near 
Eugowra, sworn, and examined :— 


151. Chairman | What is the size of your holding?—I 
and my brother have 3,800 acres. It is west of Eugowra, 
and between there and Forbes. We have 1,000 acres of 
river country, 500 acres of which is first-class and the 
remainder second-class lucerne land. The whole of the 
1,000 acres has been flooded three years in four. 

152.. Do you grow much lucerne!—We have 110 acres 
in, and 40 acres under irrigation. I will put in more this 
year. 

153. Where do you find a market for your lucerne !—It 
has gone to Narromine, Coonamble, Trundle, and Parkes. 

154. Do you send it by road to Forbes ?—Yes, at a cost 
of 14s.a ton. We are 14 miles from Forbes. We send a 
little to Eugowra which is sold in Sydney, but it was not a 
success. The west market is better for us. 

155, Would you look forward to a steady market in the 
west !—Probably once every three years. 

156. Would your practice be to store lucerne in the good 
years in order to get a good price for it in the bad years !— 
‘As far as funds would allow it is our intention to store as 
much as we can, Our practice is to bale it. 

157. Have you grown wheat !—Yes, about 100 acres for 
three years. This year we have 250 acresin. The yield 
was between 15 and 16 bushels. 

158. Do you agree with the evidence given that wheat 
land in the district affected by the railway is worth £9 6r 
£10 per acre ?—I would not like to pay it. 

159. And £9 per acre for sheep land?—I think that is 
for river country. Land at the back of our place was sold 
for £6 10s. per acre on a freehold basis. I think those 
values are somewhat high. 

160. How much nearer would you be to the railway if 
the Eugowra-Mugincoble line were constructed {—It runs 
alongside our boundary. 

161. Would much of the country south of the Lachlan. 
send its produce to that line !—I think so. 

162. Which of the two proposals—from Eugowra to 
Mugincoble or from Gooloogong to Woorinya—would 
attract most of the South Lachlan produce if the bridge 
were built /—The Gooloogong-Wirrinya line. 

163, Considering the land, by and large, what is a living 
area 1—800 acres. 

164. Mr. Cameron.| Is lucerne grown for seed in the 
district ?—This year the yield has not been too good for 
lucerne seed. Last year we took off a little from a small 
paddock. It is a paying proposition. The line would pass 
through a forest reserve of 9,000 acres. 





David Joseph William Herbert, farmer and grazier, near 
Eugowra, sworn, and examined :— 

165, Mr. Travers.| Have you resided long in the dis- 
trict ?—All my life. My brother and I have 3,200 acres 
south of, Eugowra. We are grazing sheep and farming. 

166. What is the carrying capacity of your land?!—A 
sheep and a quarter to a sheep and a half to the acre. 

167. Would you go in more for lucerne-growing if the 
railway were constructed !—Yes. 

168. Where would you get a market for your produce !— 
Mostly in the west. We have cultivated up to 900 acres. 





169. Would you be in a better position if the Eugowra 
Mugincoble connection were made ?—I should think so. | 
believe the line would pay. 

170. What is the value of lucerne land in the district ?— 
£20 per acre for first-class land. 

171. What lucerne area would a man require ?—A bout 
200 acres. 

172. If it cost him £4,000 would it be a paying proposi- 
tion !--I have not gone into that closely. 

173. What is the value of wheat land?!—£10 per acre 
fylly improved. 


Rowland Ashton Douglas, stock and station agent, 
Eugowra, sworn, and examined :— 

174. Chairman.) Can you tell the Committee what 
quantity of wheat from this district has been trucked at 
Eugowra !—Between 90,000 and 92,000 bags. 

175. Have yousent much lucerne away from this district 
via the Eugowra railway !—Yes ; for one buyer I consigned 
1,400 tons of chaft and lucerne. 

176. What was its ultimate destination !—Some went to 
Goulburn, and to Gilgandra, Wellington, Dubbo, Parkes, 
Peak Hill, and other places. It went via Blayney. 

177. Haye you had inquiries from western and northern 
graziers for lucerne —Yes, 
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Witnesses—D. J. W. Herbert, R. A. Douglas, and J. T. Noble, 12 June, and H. McD, Brown, 13 June, 1924. 


178. What was the difficulty in getting the lucerne to 
them?—There is uncertainty of delivery. Most of them say 
they can buy it cheaper elsewhere because of the freight. 

179. Would you anticipate inquiries for lucerne from 
graziers west and north, if the Mugincoble line were con- 
structed /—Yes. We have consigned chaff from here to 
Gunnedah. ‘The line would save thousands of sheep. 
Under present conditions there is so much delay in 
transport. 


J. T. Noble, farmer, Eugowra, recalled, and further 

examined :— 

180. Chairman.| I understand you wish to supplement 
your evidence?—I was in Forbes last Saturday in con- 
nection with the proposed bridge. Holders of 50,000 
acres, which would be leasecl by the bridge, have agreed to 
be taxed for it in order to have the use of the Eugowra 
railway. Mr. Townsend went on to 300 acres of Crown 
land in the district, and has made sufficient to pay £9 per 
acre for an adjacent wheat farm. ‘There is evidence that 
men have done well in the district on small areas. Success- 
ful men have in some instances bought their neighbours 
out. Cultivation of lucerne seed is a profitable undertaking, 
and can be done in this district. 

181, What is the price of lucerne seed?—About 15d. 
per lb. The value of land in the district varies according 
to its location. Some would be worth £4 to £6 per acre, 
and some £9 to £11 per acre, 





FRIDAY, 13 JUNE, 1924. 


[The Committee met at the School of Arts, Canowindra. | 


Present :— 
Tue Hox, WILLIAM THOMAS DICK (Cwarrmay). 


The Hon. Jonn TRAvVrrs. 
The Hon. Ropert Manony. 


WinirAm Cameron, Esa. 
Francis MicHar, Burke, Esq. 


Davip Henry Drummonp, Esq. 


The Committee proceeded to further consider the expediency of constructing a line of railway from 
Eugowra to a point on the Molong-Parkes-Forbes line. 


Hugh McDonald Brown, farmer and grazier, Lockwood, 
near Canowindra, and Hon. Secretary of the Canowin- 
dra Railway League, sworn, and examined :— 


182. Chairman.| Have you prepared a statement ?— 
Yes, it reads as follows :—In urging the extension of the 
Cowra-Canowindra-Eugowra railway to a point on the 
Parkes-Molong line, my League begs to submit, among 
other reasons, the following :—The area between Cowra 
and Hugowra embraces a great fodder producing centre, 
particularly so at Canowindra, which is renowned for its 
famous lucerne flats. It is also a big wheat and stock 
district. Drought occurs in greater or lesser degree at 
irregular, but fairly frequent periods, and at such times the 
western and north-western portions of the State are usuail 
the worst sufferers. Then it is that much relief could be 
given were the fodder reserves of this district made avail- 
able quickly. This district is debarred to a very great 
extent from promptly giving that necessary relief owing, 
for one reason, to its inaccessibility to the drought stricken 
areas, and to delays that unavoidably occur in sending 
supplies by the existing route via Cowra-Blayney-Orange 
to Parkes and beyond, all of which are junction stations, 
so that it pays consumers to send direct to Sydney. From 
Canowindra to Parkes via the existing line the distance is 
167 miles; whereas Parkes could be reached via Eugowra 
and the proposed extension in 56 miles, thus effecting a 
direct saving of 111 miles, and preventing the exasperating 
delays that occur at the junction stations. From Eugowra 
vw the existing line to Parkes, it is only 81 miles shorter 
than it is from Sydney to Parkes, so that it would be 
more advantageous for western custozaers to deal direct 
with Sydney, and that is what happens. A deal of fodder 
&c., has gone from this district to the west and north-west, 
and even to Queensland by the existing round about route, 


With the proposed extension, the quantity would be vastly 


increased. This applies also to passenger, stock, and other 
trattic. Owing to Sydney being the chief marketing centre 


of the produce trade, that trade frequently languishes. This 
is due to the excess of supplies and consequent low prices. 
With a short route to the new markets in the west, Xe., a 
fillip would be given to further provision to meet the 
increased demand that must follow. Another factor that 
the Committee should bear in mind, is that the extension 
would easily allow of trucks making two trips instead of 
one only, as at present, in the same time. My League 
asserts that considerable increased production is bound to 
ensue upon the construction of the proposed “ missing 
link.” New country is being cleared in all directions, and 
with an early stabilisation of world affairs, this district, 
in common with others, will rapidly develop, and the 
increased traffic will compensate the Government for the 
outlay necessary to create that development. It would not 
be out of place at this juncture to point out that when 
the construction of the railway from Cowra to Canowindra 
was under consideration by the Public Works Committee, 
in 1907, the Department submitted the following figures :— 





Estimated annual revenue :— £ 
Merchandise, live-stock, &e. ... ] ,525 
Passengers, parcels, mails, &c. 1,488 

Total £3,013 


In contrast, let me state the figures for the Canowindra 
station alone, twelve years after construction of the line, 
they prove to be eleven times in excess of that estimate, 
amounting to £33,891 for the year ended 30th June, 1923, 
that being the cash revenue actually received at the 
station. {he outward trattic ‘‘to pay at the other end,” 
would probably approximate another £25,000 or £30,000, 
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Witness—H. McD. Brown, 13 June, 1924. 


Besides this, the extension Canowindra to Eugowra was 
opened in 1922, so that most of the revenue, «c., from 
Eugowra and the sidings on that line for the seven months 
to 30th June, 1923, could properly be credited to Cano- 
windra in this comparison. Then as far as the Cowra- 
Canowindra line itself is concerned, no mention is made of 
the revenue and outward traffic from the Bangaroo, Billi- 
mari, and Glen Logan Sidings, but which, added to the 
Canowindra figures would amount to a very large sum in 
the aggregate. With a new outlet, I predict that in 
another twelve years the revenue from the same line will 
have increased by 50 to 100 per cent. over last year’s 
figures. Another aspect of the case which my league 
trusts the Committee will look favourably upon, is that 
the proposed extension would provide an alternate route 
for the Transcontinental (Svydney—Perth) railway as 
against the ,Parkes-Orange—Blayney line with its heavy 
erades. It would relieve that line of much of the heavy 
traftic that must result on the completion of the Condobolin- 
3roken Hill Line. My league would take the opportunity 
to persuade your Committee to use its utmost endeavour to 
ucge the Government to have the construction of that 
section between Condobolin and Broken Hill expedited, 
owing to the immense importance the opening up of more 
direct communication between Sydney and Perth, would 
have on the business and social life of the State. It would 
save the long detour vié Melbourne. How great a boon to 
Sydney and the castern portion of the State in particular, 
it would be to be in more direct touch with Broken Hill, 
Adelaide, and Perth. Brisbane would also benefit by an 
earlier delivery of the London mails, &c. The possibilities 
in that direction are very great. I would urge the pressing 
need for the construction of what should be the logical 
conclusion of the Cowra—Canowindra-Eugowra line, viz : 
the extension to Parkes. ‘To refrain from completing this 
section at the earliest possible moment, would appear to be 
an error of judgment, warranted only by the present 
financial st:ingency which, however let us trust, will soon 
pass. I trust the Committee will impress upon Parliament 
the vital necessity for the construction of a line from 
Eugowra to Parkes with the least possible delay. 
I have heard that the Victorian Government realises that 
when the line is built they will lose a certain amount of 
through tratlic, and that they have ordered a number of 
powerful locomotives for the traffic from - Sydney to 
Adelaide. ‘hose engines will travel 200 miles on a non- 
stop run from Melbourne to Albury. 

183, Hasyour league considered whether the Canowindra— 


Gregra extension. 

184. What is the compos'tion of the Canowindra Railway 
League ?—Its members are drawn from a radius of 12 miles. 

185. Is the league unanimous in its desire to have this 
extension, notwithstanding any rival route !—Yes. 

186. Has your league expressed a preference for the 


What area have you?—I am retired, 


191. Mr. Burke. | 
I have grown fodder and grazed 


but I had 1,480 acres. 
sheep. 

192, What is the carrying capacity of your country ?— 
One and a half to two sheep to the acre. 

193. Could more land be put under cultivation if the 
line were built /—Yes, although it might not induce me to 
put in more stuff unless the demand for fodder in the west 
became greater. 

194, What is a living area 10 miles from the railway ?— 
From 3800 to 500 acres. . 

195. To what use should that land be put?—Wheat 
growing, and, where it is suitable, lucerne growing. 

196. What is a fair distance to cart fodder to the rail- 
way ?-About 10 miles. 

197. Mr. Mahony.| Have you sold your holding ?—It 
has been transferred to the boys who will continue to work 
it. 

198. Yous contention is that the proposed line would 
connect two systcms !—Yes. 

199. Mr. Vravers.| Do you anticipate any return traffic 
over the line ?—Yes, we should do a big business in stock. 

900, Has there been a tendency during the last five 
years for more land in the district to be put under culti- 
vation ?—Yes. 

201. Has the same thing obtained south of Canowindra ? 
—There has been a good deal of development along the 
river and a few miles west towards Eugowra. Wonderful 
progress has been made. 

202, Afr. Drummond.] Does the country between 
Eugowra and Parkes compare favourably with the country 
towards Gregra ’—TI think the Gregra land is better than 
that between Eugowra and Mugincoble. 

203, What is a fair yield in the district !—About 29 
bushels. 

204, Where do you find your principal market !—\n the 
west, and at Condobolin, Trundle, Tottenham, Bourke, 
Dubbo, and Coonamble, The shorter route would cause 
freight to be less. 

205. Chairman,] Do you consider that the estimated 
revenue of the proposed railway would be increased in the 
near future /—Yes, in two or three years. 

206. I understand you have some figures to submit !— 
Yes, as follows : — 


Rartway Sratistics FOR YEAR ENDED 30TH JuNE, 1923. 


Eugowra, Trajere, 
and Nyrang Creek, 
for seven months 


Canowindra, Canowindra, . 
after opening to Combined 


30th June, 380th June, 








Gregra line would be a competitor with the Eugowra 1913, 1923. 30th June, 1923. _—_ total. 
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extension !— ; compete fr ] ew a Case een io aS 0 TRE 
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ur league realises the great importance of a litte between" Stock— trucks oubr..b 16] 55S 252 808 trucks. 
Eugowra and Parkes from a national standpoint, and as an  odder—trucks out 332 1,326 321 1,647 trucks. 
i alternative route to the other route, on which there are iat bes out Pata: pele ce ee each 
i} heavy erades. We passed a resolution supporting the /heat—bags out ...12.2167 a Oye 01,90) Sate 
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Revenue from Trajere and Nyrang Creek Sidings not shown. 
Traflic from Bangaroo, Billimari, and Glenlogan Sidings on the 
Canowindra to Cowra Section also not shown, 


Granp Tota, oF TRAFFIC ON THE CowRA-CANOWINDRA-EUGOWRA 
LINE FOR THE YEAR ENDED 30TH JUNE, 1923. 
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linking-up point?—We prefer Mugincoble because it is oaigraiirie tani meee eae ve 
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187. Your league pins its faith to the national aspect !— 
Yes, and to local needs. The western markets are going 
to bea big factor. At present it is more difficult to get 


Mr. Brown handed as annexures :— 
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Witxesses—H. McD Brown, L. C. Marshall, and L, Rossell, 13 June, 1924. 


between here and Parkes, it would be more economical to 
send western traffic that way. We should be as well served 


Evcowra RaItway ReErorns. 
From date of Bape 


|, 
13 | | 


From Ist July, 


(1lth December, 1922) 1923, to 31st 


by the Gregra line, but the Eugowra and Lachlan valley 


« > had OY. 

to 30 June, 1923. March, 1924. pe op she Aobin not ee . 
Revenue...., acetates hee £2,465 £3; 210 193 ? 
Cattle tris eae 3 27 3. Would you be satisfied with the Gregra line ?—We 

Do... } (AGL pc ceeches 34 44 support the Parkes—Eugowra line. From my own stand- 
Sheep = do 1M... ... ss. ‘ 2 I point the other line would serve us as well as the Eugowra- 

Cy . 

i Do GO) ONG 3.0.05... as 28 Parkes line. 
Chaff, Hay, trucks— out... 127 Q\7 ae es, 3 
Wheat, bags—out ......... 54,691 70,609 224, Mr, Cameron.| What was the area of lucerne land 
Wool, bales —out........... : 196 988 that brought £110 per acre ?—Twenty-three acres brought 
‘Tonnage— in and out ...... 6,478 9,279 £75 per acre, the actual lucerne land averaged £110 per acre. 


Luke Charles Marshai!, commission and stock and station 
agent, Canowindra, sworn, and examined :— 


207. Mr. Travers.| Do you support the construction of 
a railway from EKugowra to Mugincoble ?—Yes; it would 
prove an outlet for fodder grown at Canowindra and along 
the line to’ Eugowra. We handle a large amount of fodder 
through different agents. ‘The line would induce farmers 
to grow more fodder, particuiarly lucerne. The local flats 
are fairlv well worked, but the Lachlan flats are really 
only coming into their own. Men on the Lachlan are 
growing ineeras without irrigation. In the last drought 
we Prdcted 950 tons for Brisbane. During that drought 
we also trucked between 70 and 80 to Dr. Kater, of 
Warren. We sent seven or eight trucks to W ellington, 
and quite a number of single trucks to places on the Parkes— 


Peak Hill line. With the railway there would bea regular have sent maize north. It only pays to grow maize at a ; 
traffic in time of plenty as well as in drought time. The big price. I do not think growers could handle and sell it " 


district is capable of producing half as much again as it 
does now. ‘The railway would cause more people to settle 
on the land in small areas. 

208. Do you get many orders from the west and north- 
west?—Yes, The troublo is that produce has to be sent 
such a long way round, 

209. Is there a general demand for lucerne in this 
district /— Yes. 


210. What is it worth {—In November, 1923, we sold a Be EE EEL iY 
division of the Wilson estate. One block brought £75, Leonard Rosscll, mill manager, residing at Strathfield, 
another £55, and a third £50, The whole block averaged sworn, and examined :— f 
£110 per acre for the actual lucerne flats, 230. Mr. Burke.| W hat are your reasons for supporting } 

211. Would not the Forbes-Stockinbingal line offer relief the proposed railway 1—It would be a great advantage to t 
to western pastoralists /—It is not such a direct route. have the railway extended to the Parkes line. At present f| 

212. Would a line from Canowindra to Gregra offer itis at a dead-end and I thinkit is difficult for the Railway Fi 
relief /—Yes. Department to work. A railway from Canowindra to i 

213. Would you be in a better position than yon are Gregra passes through fairly good country already settled i 
in to-day 1_Yes, and more settlers would be added by a railway. Out k 

214. What is the country like between Eugowra and from Eugowra the land is not so well settled. It is all f 
Parkes!—There is quite a lot of good agricultural and good wheat-growing country, and if the line were built # | 
fair grazing country, but it is light carrying. In the there would be more farmers there to grow wheat. An i 
Lachlan Valley the country tp ‘be served, including extension of the Eugowra line would be of much advantage Bi 
Backyamma, comprises some rich flats suitable for lucerne. when the line runs through to Broken Hill. The western th 
On the north side the land is more or less poor, although stations would buy lucerne from this district. Maize is a \' 
there is some fine wheat land there, mostly unimproved. dry fodder and does not take the place of lucerne. Much h 

215. Mile for mile; would there be better returns from lucerne will be grown in the Lachlan Valley for western f 
the Canowindra—Gregra proposal than from the Eugowra stations if it can be transported at a reasonable price. One t,| 


to Parkes proposal 1—Probably there would be, but from a 
developmental standpoint i do not think so. 
216. Would much revenue be obtained from the supply 


of fodder west and north-west ?— Yes. we expect to have an outlet there for our produce. 

217. Afr, Mahony | Is Dubbo a fodder-preducing dis- 231. You have said that the railway at Eugowra is at a Ne 
trict /—Yes. dead-end; is that your main reason for advoc rating the yl 
218. Would it not be handier to supply fodder from line?—No, but I should think the Railw ay Department 
Dubbo to places such as Warren ?-—Yes, but they can only would prefer to have the line extended for working 
supply wheat and oaten hay. They cannot grow lucerne. purposes. f 
219. Is there much demand for fodder as far as 232. Have you a knowiedge of the country between | 
Coonamble ?—I think there would be. Eugowra and Parkes ?—I have motored through it. It is 
220. Mr. Burke.| Where would stock come from to this fair country. From Manildra to Parkes there is some { 
district !—A bout 5,000 sheep were fed here for six months rough country. It is fair grazing land and in the valleys \ 
on Mr. Purcell’s property. ‘hey came from the south—I and on the flats there is some beauful country. The same ‘ 
think, Hay. thing applies to the other side. { 
221, Would stock be sent here from such places as 233. How long does it take to send flour from Canowindra 

Condobolin and Bogan Gate ?—Yes, and from Warren and to Molong or Parkes ?—A week to Parkes. It has to go 

Trangie. through Cowra, Blayney and Orange—three depots. W hen ; 
222. Would not the Parkes—Stockinbingal line serve that the Broken Hill line is completed we shall be able to supply : 
purpose ?—Yes, but the proposed line would serve it better. the west as far as Broken Hill. Besides flour there would r 
You kaye to bear in mind the line to Broken Hill, which _ be traffic in bran and pollard. Not only my mill, but other 
will be completed before long. Ifa railway were constructed millers, would be able to supply flour along the line. 
: 


225. Is that a standard value out there ?—Two blocks on 
the estate brought £55 and £40 per acre, and they have 
recently been sold at a profit. (The average resale £60 per 
acre. ) 

226. Is there difficulty in getting rid of lucerne in this 
district 7—None whatever. At present Sydney is our 
market. Prices are better in Queensland, but the distance 
is too great. If the line were built I should expect to 
have a bigger outlet. 

227. C hairman.] Your main argument in favour of the 
Mugincoble route, apart from the national standpoint, is 
that if the Gregra route were adopted, froin Canowindra to 
Kugowra, and further out 10 or 12 miles, where there are 
lucerne lands, the country would be at a disadvantage as 
against the Mugincoble connection !—-Yes, that is the idea 
of my league. 

228. Do you grow any maize ?—Yes, quite a lot, and we 


under 4s. per bushel. Lucerne is preferable, and there is a 
bigger demand for lucerne. 

229. Is maize grown in considerable quantities in this 
district /—Yes ; up to 60 and 100 bushels per acre. The 
Gregra line would give us direct communication with the 
north and north-east. The advantages are in favour of a 
line from Eugowra to Parkes, to link up with the west as 
far as Bourke. 


line would suit us as well as the other as far our flour mill 
is concerned, because we draw wheat a long way round 
now. We are looking forward to the Broken Hill line, as 
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Witneases— L. Rossell, W. H. Traves, J. McCarron, and T. Finn, 13 June, 1924, 


234. Do you draw wheat supplies from the surrounding 
districts ?—Yes. We used to draw from Bogan Gate and 
Gilgandra for mixing purposes. Splendid wheat is grown 
in this district. I have known wheat and chaff to be sent 
from Geurie to Sydney, and back to Coonamble. 

235. Has there been an increase in wheat production in 
this district ?—I think there has been an increase in the 
number of farmers growing it, but increase in production 
dependsiargely on the season. I recommend the Canowindra 
to Parkes connection from a national standpoint. 

236. Have you a. property of your own /—T have 1,600 
acres near Billimari. I am growing wheat and lucerne for 
grazing. At Horsham, in the Wimmera, land was worth 
£2 per acre when I left. It is worth £20 per acre to-day 
for wheat and fodder. That land will not produce as much 
as the land in this district will. This district contains 
some of the finest wheat and fodder land in New South 
Wales. The local land is easier to work than the Horsham 
land. It is as good as Goulburn Valley land. Wheat grows 
here better than in any part of New South Wales. There 
are farmers at Billimari who have paid for their land and 
have money in the bank. 

237. Mr. Mahony.| Is yours the only mill in the district 
— No, 

238. What is the output of your mill ?—About 10,000 
tons per year. We consume 490,000 bushels a year. 

239. Mr. Travers.| Have you an opinion to offer as to 
the area of lucerne land in the district ?—It is stated there 
are 10,000 acres at EKugowra. 

240. How far from the railway can lucerne be profitably 
grown '—If you have to cart it 5 or 6 miles you are getting 
on the limit. 

241. Would a railway from Canowindra to Gregra place 
you in « better position than you are now ?—Yes. But the 
Parkes line connection is better from a national standpoint. 

242. Chairman.| If a line were constructed from Mugin- 
coble, would millers at Canowindra and Cowra draw 
regular supplies of wheat from such places Narromine, 
Bogan Gate, and Tottenham ’—Yes. 

243. Would you draw increased supplies !— Yes. 


William Henry Traves, farmer and grazier, near Cano- 
windra, sworn, and examined :— 

244. Mr. Cameron.| Which connection do you favour ?— 
An extension from Eugowra to Parkes. It would be the 
nearest means of sending produce to the west or north-west. 
It would be a cheaper route, because rates are charged on 
the mileage basis. The country along the route is settled, 
and it should produce from three to four times as much in 
the next ten years. The country bordering the Lachlan is 
first-class. There should some day be an extension of the 
line from Bourke into Queensland, when produce could be 
sent from this district west as far as the line went. There 
would be a great outlet for our lucerne. 

245. Do you look upon Parkes as a distributing centre 
for the produce you would grow !—It is the centre for the 
western and north-western distributors. 

246. What do you think of the proposal to link up at 
Tichborne ?—I do not see where the benefit would be. 

247. What do you grow now ?— Wheat, hay, sheep, pigs, 
and cattle. I have 600 acres. The best lucerne seed has 
been grown near my property. It is better seed than that 
grown on the river. 

248. I take if you prefer the Parkes connection in 
preterence to the Gregra line ?—Yes. I have no objection 
to the Gregra line, but while that is 60°per cent. or 70 per 
cent. in our favour, the other line is 90 per cent. in our 
favour. 

249. Is much lucerne grown about Forbes at the present 
time?—Yes. Wheat-growing is barely a paying proposition 
at present. 

250. Could you compete with people growing lucerne on 
the spot if the railway were constructed /—Yes, I think so. 
We should have a Jabour advantage, because population is 
thicker here. 


251. Chairman.) In stating that wheat-growing is barely 
a paying proposition what relief would you expect: by a 
line from Eugowra to Parkes as far as that produce is con- 
cerned. Would the railway improve your position asa 
wheat-grower 1—Possibly it might not, unless there were a 
larger consumption in the west, but there is no bridge over 
the Lachlan between Gulgong and Forbes. I would not 
expect much traffic from that district to the line until a 
bridge is built, when it would make a lot of difference. 

252. Mr. Burke.| What are you doing with your 600 
acres ?—Farming in a general way. 

253. Do you sell your wheat locally 1—Sometimes. At 
other times we can do better, 

954. Would there be much traffic on the Mugincoble 
line !— Yes. 

255. Mr. Mahony.| Do you consider there would be a 
great demand for wheat grown in this district in the west 
and north-west ?—Yes. 

256. Is not wheat grown as far north as Coonamble !— 
Yes, but with better cultivation wheat can be grown here 
in most seasons. 

257. Would you expect much of the produce grown in 
your district to go west by the railway !—It would depend 
upon the market. 


John McCarron, farmer and grazier, and _ storekeeper, 
Billimari, sworn, and examined :— 


258. Mr. Mahony.| How long have you resided in the 
district 1—Seventeen years. It contains some of the finest 
lucerne land in the State, yet I do not think 10 per cent. of 
it is under lucerne. A railway from Eugowra to Parkes 
would help us to find another market. My firm sends a 
good bit of fodder away, mostly to Sydney, and sometimes 
to Queensland. As the land becomes further developed 
thousands of acres will be put under lucerne. The lucerne 
flats here are most prolific. When I first came to this 
district from Victoria the Lachlan flats were not considered 
to be as good as the Belubula flats, although they are nearly 
as good. The larger holders have not gone in much for 
lucerne, bat I estimate that in ten years a very large 
quantity will be grown. J.ast season 1,100 wethers bought 
at Trangie and sent to this district brought £2 8s. in the 
Homebush market. When there is a bad season in the west 
we have a pretty good seasun here, and it would be almost 
as easy to bring sheep here to pasture as to take fodder 
to them. There would be an interchange of seed wheat. 

259. Is there much demand in the west and north-west 
for produce grown in this district !—Yes, a good bit of stuff 
has gone from here to the north and north-west. 

260. Supposing sheep were brought to this district for 
pasture, where would you send your fodder?—That would 
not be general. 

261. Would you expect to have a regulated traffic in 
fodder to the west ?—Yes, but it would depend upon the 
demand. 

262. Where is the best land in the district from a 
production standpoint ?— Between Canowindra and Gregra, 
but I should say that both lines are required. 

263. How does this district compare with the Goulburn 
Valley ?—I have been here seventeen years, and have no 
desire to go back to the Goulburn Valley. The Victorian 
land is £5 or £6 dearer than ours. This year we had 17 
inches of rain. T had about 1,200 acres under wheat, and 
we got a 22-bushel average. 


Thomas Finn, storekeeper, and farmer and grazier, Cano- 
windra, sworn, and examined :— 


264. Chairman.| What has been your experience in the 
Lachian Valley !—About fifty years, during which: time I 
have seen some wonderful changes. I have seen the 
district changed from a pastoral one to an agricultwral one. 
I have alway favoured a connection with Parkes. Once, 
when we had a visit from Mr. Johnson, formerly Railway 
Commissioner, he said that it was the intention to make 
the Broken Hill line a trunk line, and that was why we 
should have a line to Canowindra. 
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265 I see that you advocated the proposed railway in 
1912, You have not altered your opinion in twelve 
years _—No. 

266. Were you ever in favour of the Billimari-Forbes— 
Stockinbingal connection ?— No. 

267. Do you know the Railway Commissioners favoured 
it /—Yes. 

268. What back-loading would there be on the proposed 
line —There would be traffic in stock and produce from 
various districts. 

269. You would not expect farm produce to be brought 
to a thriving farming district like this ?—It would go 
through to Sydney. 

270. Do you favour the line, for one reason, because it 
would make an alternative route to the Parkes—Molong— 
Orange—Bathust route !— Yes. 
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Witnesses—T. Finn, 13 June and J, E. H. Kennedy, 16 June, 1924. 


271. Would there be room in drought time for a consider- 
able number of starving stock to be pastured in the district 
to be served by the line !—Yes, in our own district. 

273. Does that mean that graziers in the district do not 
stock up to their full capacity /—Yes. We cut lucerne 
seven, eight, and nine times a year. We usually cut it 
seven times, and it averages nearly ! ton to the acre at 
each cutting. 

273. What has been the general effect of the construction 
of the railway from Cowra to Canowindra !—There has 
been rapid development at the Canowindra end, Popula- 
tion has increased about 150 per cent. 


lod 


274. Would a railway from Eugowra to Mugincoble lead 
to an increase in population in the district served by the 
line 1— Yes. 








MONDAY, 16 JUNE, 1924. 
Present :— 
The Hon. W. T. DICK (CHairman). 


The Hon. Joun~ Travers. 
The Hon. Roperr Manony. 


Franois Michart Burke, Esq. 
Wintuiam Cameron, Esq. 


Davin Henry Drumuonn, Esq. 


The Committee further considered the expediency of constructing a line of Railway from Eugowra to a point on the 
Molong—Parkes—Forbes Line. 


John Edmond Harold Kennedy, Chief Draftsman, Depart- 
ment of Lands, sworn, and examined :— 


275. Chairman.| You have a statement respecting the 
Crown Lands in the area proposed to be served by this 
line?—Yes. It is as follows :— 


























Acres 
Alienated lands (tinted blue)— (About). 
Including conditional purchases, conditional leases, settlement 
purchases, homestead selections, suburban holdings, and home- 
stead farms ........00. db mOleRIeera a aatas aicldeietr ea itesal tte a'alets a, aed slalnle 133,000 
Reserved lands, about 17,400 acres— 
“About 16,100 acres not held under any {enure (tinted green) ...... 16,100 
+ 1,300 ,, held under lease and occupation license (edged 
green), 
»» 17,400 acres. 
Leased lands (hatched blue) — 
Special leases (including about 1,200 acres reserve) ab’t 2,200 acres \ 
CTD WIR a MMT 2, ois 0° Scalein GiatG EE 2: tre’ Gioteio 6 086 ba shese are As Pee i as 
AD PEOVEHIGHUMCASOS: 2.5.50 ted ester eels ve swhlele cb bee Sy TOO! 35 > 5,000 
— | 
(About 1,200 acres reserves)ab’t 5,000 ,, / 
Crown lands (tinted brown)— 
Held under Occupation License 
(including about 100 acres reserves) ab’t 100 acres 
3,600 
PC SIRVETIMINGOL oe 5 atest ak caranlebie’ re ss otldstolbe s vectors 36 65. S000! 5 
(About 1,300 acres reserves) ab’t 3,600 ,, 
Total area about...........0.200- 157,7¢0 


* It is probable that part of these reserved and uatenanted Crown lands may be 
held under annual leases, particulars of which are not available at Head Office, 


1. The terminal point of the proposed railway from Eugowra to a 
oint on the Molong-Parkes line is distant about 14 miles easterly 
rom the latter railway station. The limits of the area which would 

be influenced by its construcrion, according to instructions received, 
should be restricted to 12 miles from each side of the proposed line, 
but owing to the existence of the railways, Parkes to Stockinbingal, 
Canowindra-Eugowra, and Molong-Parkes, above mentioned, the 
limits in question have been indicated about midway between the 
existing railways referred to and the one proposed on the map pro- 
duced and shown thereon bya firm red band, Extension beyond 
the limits indicated to cover a 12-mile zone on each side of the pro- 
posed line would embrace lands within the sphere of influence of the 
existing railways mentioned. 


Concerning the lands within the limits shown the following parti- 
culars are submitted :— 


Untenanted Crown Lands. 


The area of the untenanted Crown lands amounts to about 3,500 
acres ; a small part of which, about 600 acres, was classifled and set 
apart undor the provisions of the Crown Lands Consolidation Act, 
1913, for additional holdings on 25th April, 1919, and Ist April, 
1920, as follows :—About 300 acres in parish of Eugowra, and about 
300 acres in parinh of Cookamidgera, both in county of Ashburnham, 
at a capital value of 5s. and 10s. per acre respectively. 


No application has so far been received for these lands. 
Country :—Rough and rocky ridges ; granite formation, 
Soil :—Light sandy. 
Timber :—Pine, box, ironbark, mountain oak, and currawong 


Forest: Reserve. 


There are three reserves and part of another dedicated as State 
forests ; their aggregate area is about 12,500 acres. 


Country :—Level and undulating to gravelly and stony ridges ; 
partly low-lying. : 


Soil :—Red sandy loam. 


Timber :—Black and white pine, grey and yellow box, oak, iron- 
bark, yarran, gum, and wattle. 


Improvement Lease. 


The part of the area of the only Improvement Lease (I.L. 1504, 
parish of Eugowra, county of Ashburnham) within the limits of the 
affected area is about 1,700 acres. It has a term of twenty-eight 
years, and has about another ten years to run. Its rental is ‘58d 
per acre. 

Under the conditions governing this lease, the Crown has no 
specific power of withdrawal for purposes of settlement ; it has, 
however, a general power under the Closer Settlement (Amend- 
ment) Act, 1912, as amended by the Closer Settlement (Amend- 
ment) Act, 1914, to acquire for closer settlement any land 
comprised in any improvement lease wherever situated, on 
payment of such compensation as may be agreed upon or determined 
in accordance with provisions of Section 4 of the first mentioned 
Act; or under the Amending Act of 1916, may purchase by 
agreement with the lessee. 


It may be pointed out that, under the provisions of the Crown 
Lands Consolidation Act, 1913, the holder of any improvement 
lease may, at any time during the last year of the lease, apply for 
the portion of the leasehold, if then unreserved, which contains the 
lessee’s dwelling-house, not exceeding a home maintenance area, 
as homestead selection, provided that the area be improved with 
permanent, fixed, and _ subsiantial improvements, including 
dwelling-house, to the value of £1 per acre, but not necessarily 
exceeding £640 in all. 
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Witnesses—J. E. H. Kennedy, 16 June, and J, J. G. McGirr, 18 June, 1921. 


Closer Settlement Purchase Areas. 
There are five Closer Settlement Purchase Areas and part of four 
others ; their aggregate area is about 7,400 acres. They were 
acquired by the Government under the provisions of the Closer 


Settlement Acts, and are indicated on map produced by firm white 
bands. All the farms therein were applied for and allotted by the 
Minister, and the details concerning which are shown in the 
following schedule :— 


RS SS SS A ES LL 


) ] 

















Settlement Purchase ate o No. of | .. Disposal | Disposal 
Area. Area. | Acquisition, Farms. Poiper nara eal pet fel Bemarkse 
is Sw ie | fs. |= oS, es 
HanleviS..:ccheapearses 467 3 0] 1 Oct., 1919 | 1 b 4 °1235560) 2163 36 10 
(About) 
NVAGS Visa ccroeeed ee aeks | 1,350 2 0 | 30 Oct., 1919 | 3 5 4 0} 2,356 11 O]| One farm forfeited; re-set apart; covering 
applications therefor have not been dealt 
| with. 
JudQ’S ,......s0e0eeeeeeeee0, Part about | 10 Dec., 1919 | 1 \ asp! (60 82544 Oo 
| 130 acres | 
within. | (About) 
Flowery Dell ............ 1,280 0 0} 9 Mar., 1929 | 3 | 5 7 6 | 2,292 17 S| One farm now forfeited, and in process of sub- 
| (About) division for addition to the two other farms. 
Tomabil .asac-eee wavef 2,404 70. O80 Mar, WO001) ak er hk Om OL P2248 (8) 10 
POOHGY 8 is,.7 see cars een | Part about | | (About) | 
| 280 acres 7 July, 1920 | ] | 3 15 0} 2,584 13 9 
within. | 
Greenbrook..... ..... ...-| Part about | | (About) 
1,670 acres) 20 July, 1920 4' 7 0.8, Ozer 16 2 
within. 
Walla Walla ........ ....| Part about | 22 Nov., 1920 | 6 (About) 2,608 6 8 
595 acres | hy eo wo 
within. | (About) | 
DWYeris cptscsarescesnee 123 0 O | 138 Jan., 1920 1 8 10 0]| 1,045 10 0 
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Mention may be made that within the limits of the affected area, 
in addition to the 3,500 acres of untenanted Crown lands referred 
to above, there are about 16,100 acres of reserves not held under 
any tenure, other than annual tenure, about 100 acres of other 
Crown Lands held under Occupation License, and about 1,700 


WEDNESDAY, 











acres held under Improvement Lease, making a grand total of about 
21,400 acres of unalienated Crown lands. 
Rainfall. 


The average annual rainfall on the affccted area is about 20 
inches. 


18 JUNE, 1924. 


Veesent:— 
The Hon. W. T. DICK (Cuarrmay). 


The Hon. Joun Travers. 
The Hon. Ronperr Manony. 


Francis MicuarLt Burke, Es. 
WiLuiAM Cameron, Esq. 


Davip Henry Drummonpn, Esa. 





The Committee further considered the expediency of constructing a line of Railway from Eugowra to a point on the 
Molong—Parkes—Forbes line. 


John Joseph Gregory M‘Girr, M.L.A., of Sunrise, Parkes, 
sworn, and examined :— 

376. Chairman.| You desire to give evidence in advocacy 
of this proposed line ?—Yes. Parkes is really a centre and 
I take it that this Committee would consider the suitability 
of railways as much from the point of view of decentralisa- 
tion as from any other point. Although it is stated that 
not much decentralisation has taken place in New South 
Wales the last few years, Parkes is a step in decentralisa- 
tion. At present lines converge on Parkes from north, 
south, east, and west. It is the only town in Australia so 
situated. Shortly we shall have the transcontinental line 
from Broken Hill running through Parkes. We are con- 
nected with Victoria through Stockinbingal and with 
Queensland through Werris Creek. At present Mr. 
Theodore’s Government in Queensland send three freight 
trains a week through Parkes from Wallangarra to supply 
Victoria with tropical fruits on the following morning. 
That is only done through having a cross-country connec- 
tion. It avoids the long delay and deterioration of fruit that 
otherwise must take place. Any other line built in that 
area to link up with the system must trend towards Parkes 
because it would be a feeder to all otherlines. The greatest 
recommendation of this line depends not so much on the sup- 
ply of fodder, although that is a great point, as on the ques- 
tion of the duplication of the present western line. ‘There is 
no rule which says that in order to duplicate a line the second 
line must run side by side with the first. That they need not 
run side by side has been proved in the case of the Dubbo- 
Cumnock-Molong line. Instead of running the line from 


Dubbo down past Wellington and joining at Orange it runs 
from Dubbo across country to Cumnock and Molong. In 
that way it opened up a lot of new country. Ii this line 
were built from Eugowra to Parkes you would duplicate 
the western line, which has now but a single pair of rails, 
and would open up new country. You would join the 
southern line at Blayney through Cowra. In that way a 
dual purpose would be served. It would be rendering 
services to trains from the north and south and Broken Hill, 
A second great consideration is the supply of fodder in times 
of drought. When there is a drought Canowindra is the 
best fodder country in that district. It might be argued 
that the Stockinbingal line would serve to bring green 
fodder, but that is not so, because when there is a drought 
in the Parkes district there is drought in the Riverina 
district, whereas thei > is never a drought at Canowindra. 
There is practically no other source in the middle of a 
drought on which to draw than the Canowindra district. 
Experience has proved that a great deal of fodder is drawn 
during every drought period from Cowra, Canowindra, 
Eugowra, Young, and the eastern districts generally, to the 
drier districts, where droughts are, unfortunately, more 
prevalent than in the more easterly districts. In drought 
time it is a question of getting food to stock quickly, and 
delays frequently occur where long journeys and frequent 
shuntings are necessary. This particularly applies to the 
sending of lucerne and fodder from Canowindra via Cowra, 
Blayney, Orange, Parkes, &e, A straight line from 
Eugowra to Parkes would obviate these delays. The 
Werris Creek~Dubbo and Forbes—Stockinbingal line is now 








a very busy track, and likely to become more so. This new 
connection would be a feeder to this line, besides relie, ing 
some of the traffic. By the construction of the Kugowra— 
Parkes line, a great deal more lucerne could be grown for 
market on the Lachlan River, west of Eugowra. By 
reference to the route plan, you will see that the line runs 
practically parallel with the river to a point about 8 miles 
from Eugowra. In time of drought it weuld also be useful 
for conveying stock from the western districts to relief 
country which often exists in the Cowra, Hugowra, Boorowa 
districts. A dead-end is always objectionable, especially 
where a connection can be brought about by the construction 
of such a short length of line, and despite what the Com- 
missioners may say to the contrary, I feel quite certain 
that it would eventually prove a valuable duplication of 
the Parkes—Molong line, in effect. It is surely expensive 
haulage to pull all the heavy traffic of the western districts, 
Broken Hill included, over a grade of practically 1,000 feet, 
from Parkes to Bumberry. I admit that if that were the 
only service the line would render, one could hardly argue 
a case for it, because there might be three or four good 
years, during which no fodder would be carried. But the 
opening up of new country is a third point in favour of 
the line. The old proposition was to carry it across from 
Kugowra towards Cookamidgery. That line would have 
skirted the Bumberry chain of mountains, and would not 
haveopened up fresh country. With the proposition to joinat 
Muygincoble, the line would pass through flat country. There 
is a big timber reserve set apart by the Forestry Department 
for timber on which no timber grows. There are many big 
holdings along the line, and if there was a siding holdings 
of 2,560 acres would be cut up into holdings of 640 acres, 
so that there would be four settlers in each case instead of 
the one now there. Several holdings close to Parkes have 
been cut up in that way. You could hardly say the line 
would bring settlement on all that land, but the land would 
be earmarked by the Government, and it would eventually 
have to be cut up for closer settlement. Right along the 
route there are now areas four times the size necessary for 
the maintenance of a family. They will be subdivided as 
they have been on the other side of Parkes in consequence 
of the building of the Peak Hill—Parkes railway. Before 
the line was constructed they were all 2,560-acre blocks : 
now they are all 640-acre blocks. The chief point in favour 
of the line is the through connection it would afford with 
Condobolin and Broken Hill, and other places beyond 
Parkes, west, south-west, and north-west. In the trip from 
Canowindra to Parkes 114 miles would be saved. Parkes 
is 168 miles by Blayney and only 54 by Eugowra. 
Eugowra is 194 miles by Cowra and Blayney, and only 
28 miles straight across. So that would mean a saving of 
166 miles in haulage. This saving would not be for a month 
or a year, but would continue for all time. It would apply 
with equal force to all places west of Parkes. Canowindra 
is recognised as one of the richest lucerne-growing districts 
in the State. In the worst drought fodder is procurable in 
the district: Fodder is brought from Riverina, but there 
is often a drought there when there is a drought in the 
Central West. Large quantities of fodder went tLrough 
Parkes for the north in the early months of this year, but a 
good part of it, if not the lot, came from Victoria. Sixty- 
four trainloads of fodder went through Parkes to Wallen- 
garra during the recent drought in Queensland, and it 
saved much stock in Queensland. The line would be a 
very cheap one to construct. It is only a short distance, 
and there are no engineering difficulties. According to the 
official report of the Commissioners the ruling grade is 
1 in 110 and the sharpest curve 20 chains. The line would 
be fully justified by the benefit which the people in the 
west and south-west of Parkes would receive, Not only 
could fodder be taken across the country to stock where it 
is required, but the stock could be brought to the Cano- 
windra district without passing through any of the severe 
changes in climate such as would be experienced in taking 
them round by Blayney or Harden. Western sheep, 
especially if weak, are very much affected by the. cold, and 
heavy losses have occurred. That is very important. 
Blayney is one of the coldest parts of the country. The 
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Witness—J. J. G. McGirr, 18 June, 1924. 


stock if poor would die there, but going across country 
they would get to a climate practically the same as that 
from which they had come. I have bought fodder in 
the Forbes district at prohibitive prices for feeding stock 
during the drought at Forbes and Sydney. I could have 
bought fodder a lot cheaper in Canowindra, but the 
carriage to Parkes was prohibitive. This obstacle to the 
purchase of fodder in the Upper Lachlan valley would be 
removed if the railway line now at Eugowra was con- 
tinued to a point near Parkes, and trade with all places 
directly connected with Parkes would be stimulated. 
[ have in Parkes at present as tenants Mitchell & Co., 
machinery makers, of Victoria. They say that owing to 
the central position of Parkes, they will eventually 
establish an assembling factory there, and instead of 
‘bringing their machinery made up in Victoria and dis- 
tributing it throughout Stockinbingal or Dubbo or Molong, 
it would suit them better to establish an assembling 
factory at Parkes, assemble the parts there and use Parkes 
as a radiating centre for distribution. The same thing 
applies to phosphates. There are big firms who consider it 
would be better to manufacture on the spot. Gibbs, 
Bright & Co., who have a big place at Forbes, tell me that 
the people who manufacture phosphates, would just as 
willingly send the raw material to Parkes and manufacture 
it locally. The chemical products are very small in 
quantity compared with the inert material required for 
the ultimate output of phosphates, and that inert material 
can be obtained at Forbes as well as elsewhere. Big firms, 
generally, would be induced to establish themselves there. 
As a matter of fact, when the Labour Government was in 
power, Mr. Ashford, then Minister for Agriculture, had a 
scheme ready for the establishment of a State implement 
factory at Parkes. It is a fact that the cost of machinery 
is a tremendously heavy tax on the farmer, and if by some 
method the huge freight on machinery could be lessened, 
some of the troubles of the farmer would be removed. If 
the Government of the day will not establish machinery 
works, some private firm will seize the opportunity of doing 
so. The Railway Commissioners recognise that owing to 
the distance of Parkes from Sydney, it does not pay them 
to take an engine back for repair at Eveleigh, There are 
certain parts which can be assembled locally, and, I am told 
by members of the Department, that it is proposed to 


take parts made at Eveleigh to Parkes, and to 
use Parkes as an outlying centre for assembling 
work when the Broken Hill line is completed. 


There is no other point on the Forbes-Molong line where 
this proposed line should be linked up xcept that at which 
the other lines converge, and that point is Parkes. There 
will be a big refreshment-room, which is to cost £15,000. 
It would be foolish to put this line 20 miles away from 
there. There will be an assembly depot, a miniature 
fveleigh, for engines. Where all those things are taking 
place such a line as that from Eugowra to the Parkes line 
should connect. Eugowra should not be permitted to 
become a dead-end, and the line, when built, must link up 
somewhere that is practicable. Anywhere near Parkes 
would suit for the linking up, but preferably Mugincoble, 
or right in the town of Parkes. I support the proposal to 
build the line from Eugowra to Parkes, but if an alterna- 
tive route is desired, I would prefer Tichbourne to Daroo- 
balgie as a junction, because it is a nearer approach to a 
direct connection. From Eugowra to Parkes, via Mugin- 
coble, is 28 miles ; via Tichbourne, it is 29 miles ; and va 
Daroobalgie, it is 36 miles. This, I consider, would add 
unnecessarily to the travelling distance from Eugowra to 
Parkes without any compersating advantage. Parkes, 
from its unique position in the railway system, with lines 
radiating in almost every direction, is the natural centre to 
which the line from Eugowra should be brought. I support 
the line, first, because it will serve as a portion of the 
inevitable duplication scheme, and will take the Broken 
Hill traftic round through Eugowra, and throw it on to the 
south ; secondly, it will carry green fodder in time of 
drought, saving 130 miles to all the drought-stricken areas ; 
thirdly, it will open up all the country to which I have 
referred along the route; and fourthly, it will be a step in 
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decentralisation, inasmuch as manufacturers will make it 
a distributing centre, incidentally helping the farmers to 
get cheaper machinery and other necessaries. 


277. Take the local aspect. The Railway Commissioners 
state that no point along the proposed line will be more 
than 8 miles from existing lines ;—your comment on that 
would be that increased traffic would come from the cutting- 
up of existing holdings into 640-acre blocks !— Yes, I think 
that automatically the holdings will be reduced in size, and 
thereby multiplied in number. This line would increase 
the number of farmers to a greater extent than the building 
of the Galong to Burrowa line increased them, and in that 
case the population was trebled. 


278. What would be the average value of the land in its 
present condition /—About £4 an acre ; 640 acres in that 
district is regarded as a nice-sized farm. Such farmers are 
the prosperous men of the district. 


279. With respect to the question of the line being a 
substitute for duplication, the Railway Commissioners 
suggest that the time to consider that aspect is on the 
completion of the Broken Hill line 2—_There is something in 
that, but I would not leave it till the completion of the 
Broken Hill line. At present the lines are too congested, 
and you cannot shift stock on a single line. If they wait 
till the Broken Hill line is completed they will be in 


18 


trouble. This line should be constructed so as to be coni 
pleted simultaneously with the completion of the Broken 
Hill live. 

280. We were told, when in the district, that the same 
duplication results,can be obtained by the construction of 
the Canowindra to Gregra line, with the added advantage 
that the latter line would open up much good country !—-I 
admit there is a lot of excellent country there. I do not 
know the proposal, but I should say all that country is 
served by existing railways. Tf that line were relied on 
you would have to duplicate the Western line from Parkes 
over the Bumberry Mountains, which is the most expensive 
work of the lot. The cost would be terrific. As regards the 
view that the Canowindra to Gregra line would serve better 
for the duplication, I cannot agree with it, because the 
main portion of the duplication would be required through 
Parkes, Eugowra, Canowindra, Cowra, and Blayney. That 
would give a duplication right through to the Southern line. 
The Gregra line would not do that, although I have no 
doubt that the Gregra line would not be a bad line. The 
country could do well with the two lines. 

281. Mr. Drummond.| Where at Parkes could you get 
the constituents of phosphates /—They say that artificial 
superphosphates is hyper-phosphates of lime and soda and 
nitrate of soda mixed with an inert substance, such as sand 
__that a ton of phosphates is made with 4 lb. of chemicals 
mixed with an inert substance. 
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PARLIAMENTARY STANDING COMMITTEE UN PUBLIC WORKS, 


RAILWAY FROM FINLEY TO DENILIQUIN. 


REPORT. 





THE PARLIAMENTARY STANDING COMMITTEE ON PuBLIC Works, appointed during 
the Second Session of the present Parliament, under the Public Works Act of 
1912 (3 George V, No. 45), and the Parliamentary Standing Committee on 
Public Works Hlection Enabling Act of 1922 (138 George V, No. 19), to whom 
was referred for consideration and report “‘ the expediency of constructing a line 
of railway from Finley to Deniliquin,” have after due inquiry resolved that it is 
not expedient the proposed railway be constructed; and in accordance with 
subsection (d) of clause 34 of the Public Works Act of 1912, report their resolution 
to the Legislative Assembly :— 


INTRODUCTORY. 


1. The construction of a railway from Finley to Deniliquin was under consideration 
by the Committee in 1914-16 as an alternative to a proposed railway from Jerilderie 
to Deniliquin. The conclusion arrived at on that occasion was that further considera- 
tion of the proposed railway from Jerilderie to Deniliquin should be postponed until 
the policy of the Government in regard to the purchase of the Moama-Deniliquin private 
line had been determined, and a decision arrived at regarding the recommendations of 
the Royal Commission on Border Railways for the construction, inter alia, of a line 
from Moama to Moulamein. 


The official evidence shows that both of the conditions mentioned have been 
met by the passing of the Border Railways Act in 1922. This Act, which came into 
force on Ist January, 1923, ratifies and approves of an agreement made between the 
New South Wales and Victorian Governments, under which Victoria is authorised to 
construct a railway on the 5 feet 3 inches gauge from Moama, or any point on the 
Denilquin-Moama Company’s railway between Moama and a point one mile north of 
Mathoura Railway Station to Moulamein and Balranald, and to secure the running 
rights over, or to purchase the said Deniliquin-Moama Railway. 

After submission of the Committee’s report on the Jerilderie-Deniliquin proposal 
in December, 1916, the matter of railway communication with Deniliquin appears to 
have been allowed to rest for some time; but in April, 1919, the then Minister (Hon. 
R. T. Ball), when visiting the district, was strongly urged by a deputation from the 
Finley branch of the Farmers and Settlers’ Association to construct a railway from 
Finley to Tuppal Soldiers’ Settlement, a distance of about 14 miles. Such a line, it 
was pointed out, would not only serve the Soldiers’ Settlement Area, but would also 
benefit a large percentage of the more remote settlers who now had to cart their wheat 
to Finley, in some cases a distance of 24 miles. In his reply, the Minister said he was 
aware the country served by the proposed line was one of the best wheat-growing belts 
in the State, and the question of railway communication was therefore a very important 
one. He thought that if the work were regarded as part of the line to Deniliquin it 
would have a better chance of success than it would have asa short spur line only. He 
would obtain a report from the Railway Commissioners, with a view te referring the 
matter to the Public Works Committee when that body was reconstituted. 

Subsequently, 
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Subsequently, by direction cf the Minister, the Railway Commissioners were 
asked to furnish a Statutory Report on the proposed railway from Finley. via the 
Soldiers’ Settlement Area to Deniliquin and on the alternative route from J erilderie. 

Further representations were made from time to time as to the necessity for 
a railway to the Soldiers’ Settlement, and after the receipt of the Railway 
Commissioners’ statutory report regarding the proposal the Minister decided to 
ask Parliament to refer the expediency of constructing a railway from Jerilderie 
towards Deniliquin—a length of 25 miles—and at the same time also to submit 
the proposal for a line from Finley to Deniliquin, so that the two schemes (both of which 
will serve the Tuppal Soldiers’ Settlement Area) could be considered side by side and 
that recommended dealt with subsequently without involving re-reference, as would 
be the case if the Jerilderie towards Deniliquin proposal were alone submitted and a 
recommendation made in favour of the other route. 

The proposal was referred to the consideration of the Committee on 22nd 
November, 1922. 

THE PROPOSED LINE. 

2. The proposed railway commences at 463 miles 6 chains from Sydney at the 
northern end of Finley Station site and proceeds north-westerly for about 12 mules 
through the closer settlement which it traverses in a westerly direction, and passes 9 
miles northerly from the village of Tuppal. Continuing westerly, the line reaches 
North Deniliquin, curves south-westerly, and passes between Robinson and Bowning 
streets and across Augustus, Charles, Fitzroy, Albert, and Victoria streets in that 
town, and the same direction takes it across Coonambidgal Creek. A short distance 
further on the line crosses Edward River and to the south of Deniliquin passes between 
and parallel to Napier and Harding streets, across Charlotte, George, Cressy, and Hnd ° 
streets and terminates at 499 miles 20 chains from Sydney in the Deniliquin Station 
yard. A junction with the Deniliquin to Moama railway is not made owing to the 
difference in the gauges of the lines. The works are light. The only important 
waterway crossed is Edward River. 


ESTIMATED COST. 

3. The estimated cost of a single line, with a length of 36 miles 14 chains, a ruling 
grade of 1 in 110, and sharpest curve of 20 chains radius is £180,900, or £5,000 per 
mile. The estimated cost of a line extending 20 miles from Finley towards Denilquin 
is £100,000. 

No survey of the line has been made. The country is flat, and the estimate is 
based on the cost of the line from Griffith to Hullston. 


ESTIMATED REVENUE AND EXPENDITURE. | 

4. The annual revenue is estimated at £10,080, and the annual expenditure at 

£17,964, the latter being made up of £8,064 working expenses, and £9,900 interest at 
54 per cent. 

An alternative estimate of revenue and expenditure of a line extending 20 

miles from Finley towards Deniliquin gives the former at £5,600 and the latter £9,980, 

made up of £4,480 working expenses, and £5,500 interest at 5$ per cent. 


RAILWAY COMMISSIONERS’ REPORT. 

5. The statutory report of the Railway Commissioners, dated 22nd November, 
1922, states that the proposal has had consideration in association with their report on 
the proposal to construct a length of line for a distance of 25 miles from Jerilderie 
towards Deniliquin, in which it was mentioned that they do not favour the construction 
of a line from Finley, as the area of country concerned could be more effectively served 
by a connection with Jerilderie, for the distance stated. 

Dealing separately with the proposal from Finley to Deniliquin, it may be 
stated. that the length of construction would be 36 miles 14 chains, the estimated cost 
being £180,900, with a ruling grade of 1 in 110, and the sharpest curve 20 chains radius. 

In regard to the financial aspect of the two proposals, the Commissioners are of 
opinion that although the line from Jerilderie for a length of 25 miles, plus 22 miles to 
make a through connection with Deniliquin (if it be decided to give Deniliquin railway 
communication) would be.11 miles longer than the line now suggested from Jfinley to 
Deniliquin, the financial aspect would not be adversely affected by the increased 
distance, and they hold the view that the proper connection to serve the New South 
Wales system, apart from local considerations, is with Jerilderie. 


THE 
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THE AREA TO BE SERVED. 
GENERAL DESCRIPTION. 
6. The country through which the proposed line passes consists principally of 
agricultural land and includes the Tuppal Soldiers’ Settlement, which, although 
acquired not more than six years ago, has shown remarkable development. North and 


south of the route the country generally is suitable for wheat-growing, and where it 
extends beyond present railway influence is being used for pastoral purposes. 


LAND INFORMATION. 

The limits of the area which would be influenced by the construction of the 
prop-sed railway have been restricted to 12 miles from each side thereof. 

Owing to the existing railways, Narrandera to Tocumwal and Deniliquin to 
Moama, the limits referred to on the western, north-eastern, and south-eastern sides of 
the affected area are about midway between the existing railways mentioned and the 
one proposed. 

The 12-miles zone is restricted to the northern and southern sides of the pro- 
posed line. Extension beyond the other limits to cover that zone on each end of the 
proposed line would include lands within the sphere of the existing railways above 
mentioned. 

Within the limits referred to there is an area of 515,000 acres, comprising 
497,000 acres of alienated lands (including conditional purchases, conditional leases, 
conditional purchase leases, settlement purchases, homestead settlements and settle- 
ment farms); 6,900 acres of reserved lands not held under any tenure; 2,300 acres of 
special and Crown leases; and 7.900 acres of Crown lands held under occupation license. 


Untenanted Crown Lands. 

The only lands which, for the purpose of this report, have been considered as 
untenanted Crown lands are three farms with a total area of about 1,700 acres within 
Tuppal (21) soldiers’ group purchase area. These farms have been provisionally 
allotted, but owing to the purchasers having not signed the relative securities they 
have not been confirmed. 

The country is generally level and low-lying in parts. The soil is of a red loam 
and red and grey clay in parts, and the timber consists of pine, oak, box and needle- 
wood, partly rmgbarked. 

Forest Reserves. 

There are three forest reserves, dedicated as State forests, only partly within 
the limits of the affected area, the aggregate acreage of which js about 1,200 acres. 
This country is generally flat to level, and low-lymg in parts. The soil is grey, loamy, 
and alluvial, with grey clay and red sandy soil in parts, and the timber of gum, box and 
pine, generally of fair value. 

There are no inconvertible leases within the affected area’s linuts. 


Closer Settlement Purchase Areas. 

The area affected by the proposal contains a soldiers’ group purchase area, 
Tuppal (21) and part of Tuppal (18) closer settlement purchase area. Their combined 
area amounts to 57,000 acres. They were acquired by the Government under the 
provisions of the Closer Settlement Acts, the information in connection therewith being 
detailed in the following schedule : — 








| 5 | | Disposal | Disposal 
Settlement Purchase Area. Acreage. Date of Acquisition. |No. of Farms.javerage price) average price 

| per acre. | per Farm. 
Ca cr ail ————_—_—-——_— —— 7 —_———— —__——— — — _—— — _ ——  — —_ $$$ 

| nae Cl. ten, Be kee 
Tuppat 618°"... Sk ...| Large part) 26 November, 1910| 73 within, 4 14 6 | 2,004 0 6 

| within. 7 partly 

within.| (about) (about) 

Tuppal “21” (Soldiers’ Group, 23,422 acres} 29 June, 1917 ce deat) Polmaase. Oo) 2.415.078. o 
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All the farms in the settlement and soldiers’ group pare areas were applied 
for and allotted by the Minister, excepting three farms in the latter r area, which, owing 
to the relative securities having not been signed by. the purchasers _ have been only 
provisionally allotted and not yet confirmed. W ithin the affected area, in addition to 
the 1,700 acres considered as Crown lands mentioned above, there are 6,900 acres of 
reserv ed eee not held under any tenure other than i nual tenure, and 6,200 acres of 
other Crown lands held under occupation license, making a total of 14,800 acres of 
unalienated Crown lands. 

Rarmfall. 


The average annual rainfall on the whole of the affected area is about 16 inches. 


THe JNQuIRY AND EVIDENCE. 
7. The Committee have -considered this proposalin conjunction with one from 
Jerilderie towards Dex niligui n, and have inspected the country both lines would serve, 
extending from Jerilderie and Finley on the east to Deniliquin on the west, and from 


the Billabong Creek on the north to Tuppal Creek on the sot uth. Within this area are 
extensive tracts of agricultural and pa storal country, the latter lying principally along 
the Billabong Creek to the north of the proposed line from Jerilderie towards Deniliquin, 


whilst the bulk of the wheat area is north and south of the proposed line from Finley 


The proposed line enters, two miles west of Finley, what was formerly known as 
the Tupp al estate, 30,000 acres of which were acquired by the Government in 1910 as 
a Closer Settlement area. The whole area is under the influence of the railway line at 
Finley, sand includes 80 allotted farms. The country has been improved of late years, 
and the fanms, averaging about 530 acres each, are being cultivated. 

Immediately adjoining the settlement on the western side is the Returned 
Soldiers’ group purchase area of 40 farms—-23,422 acres-—acquired in 1917 and now fully 
gecupied. The nearest point of this area from the Finley railway station is 10 miles; 
the most distant poimt is approximately 23 miles. Generally, the occupants are 
working their farms to advantage in the preduction of wheat; but it has been repre- 
sénted that they are fil to pay the freight charges, reaching ls. 7d. per bag, for 

inl 


carriage as far as y, and that if they use their own teas ‘and occupy two days 
every trip they are eel ee to neglect important farm work, During the last two 


years the area under crop has increased, and 6 is estimated that 30 farms, varying in 





























extent from 522 to 899 acres. are growimg wheat on an average of 150 acres. 
The on eee met the aa progress of the soldiers’ area since 
L9 )P0- 1 
. ‘ | \ ee 
Year. | Acreage under Wheat. | ‘Yield in bags. | Yield in bushels. | No. of farms. Cost of cartage. 
| | | 
| | 
| |  aeuuiel Eke 
1920-21 1,824 12,744 2 | 13 881 -15 3 
1931 222 4,399 26,839 | 18 20 198 350 
1922-23 5,815 12,200 | 6 22 843 10 6 
The area under saligi t the time of the Committee’s Inquiry was 3,650 acres. 


The average distance of the sia Late from railway commun ication 18 estim: ited at 18 miles. 


Special consideration in the matter of railway fa cilities has been claimed on behalf 
of the settlers on the Soldiers’ S: ettlement Area on-account of the burden they are said 
to be carrying compared w ith the civilians who have taken up the closer settlement 
purchase country practically adjoining the township of Finley. Under the conditions 
entered into with = Goverment each of the settlers has received a loan of £625, which 
is being. repaid with 6 per cent. interest. Interest on the ordinary Closer Settlement 
purchases is 5 per cent. The average carrying distance from the latter to Finley 
railway station is from 10 to 11 miles; from the Scldiers’ Settlement Area it is 18 miles. 
The construction of the proposed line would decrease the average carrying distance 
from the soldiers’ farms to Finley to 8, and whilst increasing production would 
improve the conditions of the settlers ge merally. On the other hand, it has been urged 
that without improv ed railway facilities larger areas will be necessary; otherwise the 


bulk of the settlers will be unable to carry on. 


Although 











Although 1923 was a bad season for wheat, 130,000 bags were received at the 
Hinley railway station compared with 200,000 in the previous year. The greater 
portion of this came from the country nort h and south of the proposed line 

With the exception of a con nparatively small output whic h is railed 
version into flour at Tocumwal and for delivery thence to Melbourne, the market for 
wheat is in Sydney, to which centre, in spite of the extra distance of carriage, the cost 
of conveyance compares favourably with that to the Victorian capital. In regard 
stock, however, practically the whole are carried to Melbourne, the freights to which 
are considerably lower ah over the longer distance to Sydney. 

To the north-west « f Finley, and outside the Closer and Soldiers’ Settlement 
Areas, agricultural country ira tama ab Amongst the principal estates is Pine Hills, 
6,000 acres, the first block of which was selected between 40 and 50 years ago, and upon 
which wheat and other cereals, as well as wool, have been succ essfully produced. Owing, 
however, to the increased cost of production and cartage, the nearest railway station 
being 20 miles distant, the area under crop has been gradually reduced until 
cultivation has been suspended altogether, The evidence indicates that as the area 
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under wheat was reduced the income gradually increased, ABR breeding of sheep and 
the production of wool proving more profitable, The whole of this area is described 
as suitable for wheat growing, and 6 pn been stated that f the proposed line is 


constructed it will be cut up and eventually go » back to cultivation. 

On the western boundary of the 8 Soldiers’ Settlement Area, and for several miles, 
there is lightly timbered agricultural as well as GA country. ‘Similar country prevails 
to the south and beyond the north-eastern corner; and it has been urged that the 
advantage of the proposed route generally over that from Jerilderie is that it will 
serve agricultural land solely as against agricultural and pastoral country. Apart 
from this the Finley connection w ould give a better choice of markets. 

North of the Soldiers’ Settlement Area a number of hoidings used for wheat and 
mixed farming, are distant 18 to 25 miles from the existing line at Finley. In this 
portion of the area 20,000 acres of the Hartwood estate were divided into 18 farms 20 
years ago, and are now growing wheat to a limited extent. 

According to the evidence obtained by the Committee, farmers and settlers in 
the neighbourhood of Deniliquin are desirous of securing direct communication with 
the New South Wales railway system with a view to tradi ing with the markets of this 
State more SLES than they are able to do under present conditions. ‘Trade with 
New South Wales can now only be carried on by means of long and cc ostly road haulage 
to Jerilderie or Finley, or over the Deniliquin- Moama broad gauge railway, and 
thence to Tocumwal. Consequently the greater part of the trade af Deniliqui in and the 
district to the north and west is confined ® netealls to Victoria. A line to Deniliquin 
from either Jerilderie or Finiey eactltes toe mer for a on account of its shorter 
distance to the metropolis—w ould enable pi roduce to be conven uiently carried to the 
New South Wales markets. The os however, to construct a line from Jerilderie 
for a distance of 25 miles only is not generally approved of on the ground that it will 
not result in extra development in the ‘Deniliquin district, and will leave trading 
conditions exactly as they are at present. 

t is estimated that during the last season 100,000 bags of wheat grown locally 
and west of Deniliquin were forw varded to Melbourne: and it is questionable whether, 
on account of the shorter distance of carriage, the position would be materially altered 
by the construction of the proposed line from Jerilderie and its ultimate extension to 
Deniliquin. At the same time the local farmers claim that an opportunity should be 

ouTne Marker. 

W ith regard to ‘wheat grown on the Sx Idiers’ aS leit and in the Pine Huls 
district, and bet atween Deniliquin and Tocumwal, there is a difference of opinion + 
Deniliquin as to whether the necessity for, and cost of re-trucking, owing to the brea 
of guage at Deniliquin, would or would not result in its conveyance to Sydney, 

An argument used at Deniliquin in favour of construction with either Finley or 
Jerilderie is that the railway will be greatly us ed in periods of drought, of a ich it is 
stated two occur every decade. In 1914, during a dry season in Victoria, when 
large numbers of sto ock perished, seed wheat and fodder | had to be conveyed to the dis- 
trict from New South Wales tia Albury at great expense and loss of time. Droughty 
conditions are stated to frequently prev vail west of Deniliquin at times when grass 
towards Jerilderie and Narrandera is plentiful; and under such circumstances railway 
connection would mean extensive conveyance of produce from districts between 
Jerilderie and the north, and a large saving of stock in the drought-stricken region, 
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CONCLUSION. 


8. 'The Committee have considered this proposal in conjunction with one for 
the construction of a line from Jerilderie (25 miles) towards Deniliquin, both of 
which pass through country of excellent quality for wheat growth. ‘The area 
embraced by the two proposals extends from the Billabong Creek on the north to 
'uppal Creck on the south ; and the evidence, which is supported by the Committee's 
inspection of the country, shows that north of the route from Jerilderie towards 
Deniliquin there is a large area suitable for agriculture as well as grazing. ‘To the 
south, however, there is an almost unbroken stretch of wheat land extending 
practically to the limits of the area which would be served by the proposed line 
from Finley to Deniliquin, and many of the settlers upon which find difficulty in 
reaching a market owing to distance from railway communication. 

A line direct from Jerilderie to or towards Deniliquin as proposed would run 
practically in close proximity to the northern border of the good country above 
described, whereas a deviation to the south would enable it to pass through the 
centre of it and serve as much of the Soldiers’ Settlement area as would a direct 
line from Finley to Deniliquin, and give at the same time a shorter route than would 
the latter to the Sydney market. 

In these circumstances the Committee have arrived at the conclusion that 
the proposed line from Jerilderie towards Deniliquin should be constructed with the 
Ceviation referred to; and they have negatived the construction of a line from 


Finley to Veniliquin. 


RESOLUTION PASSED. 


9, The resolution passed by the Committee is shown in the following extract 

from the Minutes of Proceedings :— 
Mr. Doe moved,-—* That, in the opinion of the Committee, it is not expedient the proposed 
railway from Finley to Deniliquin, as referred to them by the Legislative Asscmbly, 


be constructed.” 
Mr. Mahony seconded the motion, which was passed on the following division :— 


Ayes, 4. Noes, 2. 
Mr. Dick, Mr. Cameron, 
Mr. Doe, Mr, Drummond. 


Mr. Mahony, 
Mr. Travers. 


W. T. DICK, 


Chairman, 


Office of the Parliamentary Standing Committee on Public Works, 
Sydney, 10th January, 1924. 
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RAILWAY FROM FINLEY TO DENILIQUIN. 


TUESDAY,16 JANUARY, 1928. 


Present: — 
The Hon. W. T. DICK (CHamman). 


The Hon. Joun TRAVERS. 
The Hon. Roperr Manony. 
Francis MicHart Burke, Esq. 


Winiiam Cameron, Esa. 
Brian James Dor, Esa. 
Davip Henry DrumMonp, Esa. 


The Committee proceeded to consider the expediency of constructing a line of Railway from Finley to Deniliquin. 


ees 


Thomas Bryce Cooper, Under-Secretary, Department of 
Public Works, sworn and examined :— 


1. Chairman.| Have you prepared a statement with 
respect to the proposed railway ’?—Yes; it is as follows :— 
PROPOSED RAILWAY FROM FINLEY TO DENILIQUIN. 

Jstimated cost, £180,900, or £5,000 per mile, exclusive of 
land and compensation. 

Length, 36 miles 14 chains; ruling grade, 1 in 110; sharpest 
curve, 20 chains radius. 

On 22nd November, 1922, the Secretary for Works and 
Minister for Railways moved in the Legislative Assembly, 
“That it be referred to the Parliamentary Standing Com- 
mittee on Public Works to consider and report upon the ex- 
pediency of constructing a line of railway from Finley to 
Deniliquin.” Question resolved in the affirmative. 

When moving the resolution the Minister said that the 
object of submitting the proposal for a line from Finley to 
Deniliquin, in addition to the proposal for an extension from 
Jevilderie of 25 miles towards Deniliquin, was that the two 
schemes (both of which will serve the Tuppal Soldiers’ Set- 
tlement)might be considered side by side, and that recom- 
mended dealt with subsequently without involving re- 
ference, as would be the case if the line from Jerilderie to- 
wards Deniliquin alone were submitted and a recommenda- 
tion made by the Committee in favour of the other route. 

I‘ollowing is the official description of the line :— 

“This proposed railway commences at 468 miles 6 chains 
from Sydney at the northern end of Finley Station site and 
proceeds north-westerly for about 12 miles through the closer 
settlement which it traverses in a westerly direction, and 
passes 9 miles northerly from the village of Tuppal, and 
continuing westerly reaches north Deniliquin, curves south- 
westerly, and passes between Robinson and Bowning streets 
and across Augustus, Charles, Fitzroy, Albert, and Victoria 
streets in that town, and the same direction takes it across 
Coonambidgal Creek, and a short distance further on across 
Edward River and to south Deniliquin, where the line passes 
between and parallel to Napier and Harding streets and 
across Charlotte, George, Cressy, and End streets, and it 
terminates at 499 miles 20 chains from Sydney in the Denili- 
quin Station yard. A junction with the Deniliquin to Moama 
railway is not made owing to the difference in the gauges 
of the lines. The works are light. The only important 
waterway crossed is Edward River.” 

The Railway Commissioners’ Statutory Report is dated 
22nd November, 1922, and is as follows :— 

Proposed RAILWAY FROM FINLEY TO DENILIQUIN. 

In accordance with the request of the Hon. the Minister 
for Railways, and in pursuance of the provisions of the 
Public Works Act, 1912, the Commissioners beg to state that 
the abovementioned proposal has had consideration in asso- 
ciation with the report furnished by them on the 10th instant 


+ 1513—A 


on the proposal to construct a length of line for a distance 
of 25 miles from Jerilderie towards Deniliquin, in which it 
was stated that they do not fayour the construction of a 
line from Finley, as the area of country concerned could be 
more effectively served by a connection with Jerilderie, for 
the distance stated. 


Dealing separately with the proposal from Finley to 
Deniliquin, it may be stated that the length of construction 
would be 86 miles 14 chains, the estimated cost being 
£180,900, with a ruling grade of 1 in 110, and the sharpest 
curve 20 chains radius. 

In regard to the financial aspect of the two proposais, the 
Commissioners are of opinion that although the line from 
Jerilderie for a length of 25 miles, plus 22 miles to make a 
through connection with Deniliquin (if it be decided to give 
Deniliquin railway communication) would be 11 miles longer 
than the line now suggested from Finley to Deniliquin, the 
financial aspect would not be adversely affeeted by the in- 
creased distance, and they hold the view that the proper 
connection to serve the New South Wales fystem, apart from 
local considerations, is with Jerilderie. 


The Common Seal of the Railway 
Commissioners for New South (Seal) 
Wales was hereunto affixed 
this 22nd day of November, JAMES FRASER. 
nineteen hundred and twenty- J: Hic GANN: 
two, in the presence of— 


W. Jno. Morris, Secretary. 


The question of a railway from Finley to Deniliquin was 
under consideration by the Public Works Committee in 
1914-16 as an alternative to a proposed railway from Jeril- 
derie to Deniliquin. The conclusion arrived at by the Com- 
mittee on that occasion was that further consideration of 
the proposed railway from Jerilderie to Deniliquin should 
be postponed until the policy of the Government in regard 
to the purchase of the Moama-Deniliquin private line had 
been determined, and a decision arrived at regarding the 
recommendations of the Royal Commission on Border Rail- 
ways for the construction, infer alia, of a line from Moama 
to Moulamein (vide Committee’s report of 20th December, 
1OIG). 

It may here be stated that both of the conditions men- 
tioned have been met by the passing of the Border Railways 
Act of 1922. This Act, which comes into force on 1st Janu- 
ary, 1923, ratifies and approves of an agreement made be- 
tween the New South Wales and Victorian Governments, 
under which Victoria is authorised to construct a railway 
on the 5 feet 38 inches gauge from Moama, or any point on 
the Deniliquin-Moama Company’s railway between Moama 
and a point 1 mile north of Mathoura Railway Station to 
Moulamein and Balranald, and to secure the running rights 
over, or to purchase the said Deniliquin-Moama Railway. 
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Witnesses-— T. 

After submission of the Committee's report on the Jeril- 
derie-Deniliquin proposal in December, 1916, the matter of 
railway communication with Deniliquin appears to have 
been allowed to rest for some time, but in April, 1919, the 
then Minister (Mr. Ball), when visiting the district, was 
strongly urged by a deputation from the Finley branch of 
the Farmers and Settlers’ Association to construct a rail- 
way from Finley to Tuppal Soldiers’ Settlement, a distance 
of about 14 miles. Such a line, it was pointed out, would 
not only serve the Soldiers’ Settlement Area, but would alsc 
benefit a large percentage of the more remote settlers who 
now had to cart their wheat to Finley, in some cases a 
distance of 24 miles. 

Mr. Ball, in his reply, said he was aware the country 
served by the proposed line was one of the best wheat- 
growing belts in the State, and the question of railway com- 
munication was therefore a very important one. He thought 
that it the work were regarded as part of the line to Denili- 
quin it would have a better chance of success than it would 
have as a short spur line only. He would obtain a report 
from the Railway Commissioners, with a view to referring 
the matter to the Public Works Committee when that body 
was re-constituted. 

Subsequently, by direction of the Mintister, the Railway 
Commissioners were asked to furnish a Statutory Report ou 
the proposed railway from Finley via the Soldiers’ Settle- 
ment Area to Deniliquin and on the alternative route from 
Jerilderie. 

Further representations were made from time to time by 
the iinley and District Railway League (Mr. P. Druitt, sec- 
retary) and the Tuppal Soldiers’ Settlement Progress Asso- 
ciation (Mr. J. McGrady, hon. secretary) as to the necessity 
for a railway to the Soldiers’ Settlement. 

On 11th May, 1921, a deputation, including Messis, R. T. 
sall and M. Wilipatrick, Ms.L.A., G. Evans, Murray Wyse, 
und others, waited upon the Minister (Mr. Estell) at Denili- 
quin to urge the construction of a railway from Finley to 
Deniliquin. 

Alderman G. Hyauns, referring to the Soldiers’ Settlemenc 
at Tuppal, said that the soldiers had only scraped at the 
area, but yet 17,000 bags of wheat had been despatched that 
year. He knew that later 100,000 bags would be taken from 
it. At present the soldiers had to cart their produce 20 
miles to the railway. There was splendid land between 
Tuppal and Deniliquin, and he impressed on the Minister the 
necessity of constructing the line right through to Denili- 
quin. With regard to the Deniliquin-Moama private railway, 
while the local people were glad to have that line they con- 
sidered the rates charged by the company were ridiculously 
high, For instance, it cost 4s. 6d. to bring a motor-cycle 
from Melbourne to Mehuca (146 miles) and 6s, Gd. from 
HWehuca to Denitiquin (45 miles). 

Mr. J. Carew, president of the P. and H. Society, said that 
be would like to see the railway from Finley brought to 
Deniliquin, but if it could not go to Deniliquin it should 
Without question go to the Soldiers’ Settlement. 

The Minister, in reply, said that he proposed to put the 
construction of the line from Finley to Deniliquin and from 
Finley to the Soldiers’ Settlement before the Public Works 
Committee, and if the longer proposal were rejected he felt 
sure that would not be the case with the Soldiers’ Settle- 
ment tine, As fir as the Soldiers’ Settlement was concerned 
the construction of the line would only be carrying out a 
distinct promise made when the land was cut up. He would 
obtain a statutory report from the Railway Commissioners 
and would put the matter before the Committee 2s soon as 
Parliament met 
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3. Cooper, 16 January, and W. Hutchinson, 5 June, 1928. 


Similar replies were given by the Minister to deputations 
on the same day from the Finley Railway League (Mr. Howe, 
President), at Finley, and the Soldiers’ Settlement League 
at Green Reserve. 

With regard to the statement that the construction of a 
railway was promised when the Soldiers’ Settlement Area 
was being subdivided, this Department’s papers have been 
examined and inquiries have been made at the Lands Depart- 
ment, but in neither case can any record be traced of such 
a promise having been made. 

On 22nd August, 1922, a deputation from various local 
branches of the Farmers and Settlers’ Association, accom- 
panied by Messrs. M. Kilpatrick and W. J. O’Brien, Ms.L.A., 
waited on the Minister (Mr. Ball) to urge the construction 
of a railway from Jerilderie or Finley via the Tuppal Sol- 
diers’ Settlement area to Deniliquin. 

Mr. G. Evans (Deniliquin Farmers and Settlers’ Associa- 
tion) said that apart from the Soldiers’ Settlement there 
were some fifty or sixty settlers on the Tuppal Settlement 
Area, some of whom had to cart their wheat from 15 to 22 
miles to Finley. There was a difference of opinion as to the 
route, but he thought it mattered little, so long as the line 
went through the centre of a great wheat-growing part to 
Deniliquin. 

Mr. H. Hughes (Iinley-Tuppal Closer Settlement Farmers 
and Settlers’ Association) said he had been on the Tuppal 
settlement since 1911. So far as his association was con- 
cerned, they would be quite satisfied for the line to branch 
off anywhere between Jerilderie and Berrigan, where it 
would serve the greatest number of people with the least 
expenditure. Of the areas that could be resumed for closer 
settlement purposes, there were Langley Park, of 5,000 acres, 
Correy Park, of 5,000 acres, and other areas of 2,000 (Alex- 
ande?r’s), 85,000 acres, and 6,000 acres, also a public water- 
ing place of 3,000 acres that might be of benefit for a siding. 

Mr. L. W. Moore (Pine Hills Farmers and Settlers’ Asso- 
ciation) said that in the Pine Hills last year there were 
30,000 bags of wheat which had to be carted 20 miles. His 
farm was 20 mniles from Finley, and it cost him 1s, 5d. per 
bag for cartage. 

Mr. A. Sleeman (Jerilderie Farmers and Settlers’ Associa- 
tion), while wishing to see the Soldiers’ Settlement Area 
connected with the railway, pointed out that if the line went 
from Jerilderie it would serve some 80,000 acres at the back 
which would not be touched by the Finley connection. He 
thought the line- should commence at Jerilderie, run about 
4 miles and take off from Wunamurra in a south-west direc- 
tion on to the Soldiers’ Settlement, and thence to Deniliquin. 

The Minister, in reply, said that the matter would have 
to be submitted to the Public Works Committee, and he 
would see if he could submit it in such a way that evidence 
could be taken on both routes to enable a recommendation 
to be made either for a line to the Soldiers’ Settlement or 
right on to Deniliquin, 

Upon receipt of the Railway Commissioners’ Statutory 
Report, as set out above, and in view of the recommenda- 
tion therein, the Minister decided to refer the proposal to the 
Committee for a railway from Jerilderie towards Denili- 
quin—a length of 25 miles—and at the same time also to 
submit the proposal for a line from Finley to Deniliquin, so 
that the two schemes (both of which will serve the Tuppal 
Soldiers’ Settlement Area) could be considered side by side 
and that recommended dealt with subsequently without in- 
volving re-reference, as would be the case if the Jerilderie 
towards Deniliquin proposal were alone submitted and a 
recommendiaticn made in favour of the other route, 





TUESDAY, 5 JUNE, 3925. 


Present:— 
The Hon. W. T. DIGK (CHARMAN). 


The Hon. Joun Travers. 
The Hon. Roperr Manony. 


| 
| 


Francis Micuari, Burke, Ese. 
WILLIAM. CAMERON, Esq. 


Brian James Dor, Esq. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Finley to 
Deniliquin. 


William Hutchinson, Chief 
Tramway Construction, 


ingineer for Railway and 
Department of Railways, 
sworn, and examined :— 


uy Chairman. | You have someé particulars to place before 


the Committee ?—Yer, the length of the proposed Jines, 


36 miles 14 chains, with a ruling grade of 1 in 110, and the 
sharpest curve is of 20 chains radius, There has been no 
survey of the line. Tt is all flat country, I based the 
estimate of £5,000 a mile on what it cost for the line from 
Griffith to Hillston. I have no details to give the Com- 
mittee, 











Witnesses— J. ©. H. Kennedy, 5 June, and A, L. Tongs 


John Edmond Harold Kennedy, Chief Draftsman, 
Department of Lands, sworn, and examined :—- 
3. Chairman.| You have a statement to place before the 


Committee /—Yes, it is as follows :— 


ProvosEpD RAiLWwaY—-FFINLEY 'ro DENILIQUIN. 











acres, 
Alienated lands (tinted blue) (about) 
Including conditional» purchases, conditional Jeascs, conditional 
purchase leases, settlen ent purchases, homestead selections, 
and homestead farms..... 497,900 
Reserved lands, about 14,900 acres 
*About 6,900 acres not held under any tenure (tinted green) ...... 6,900 
ie 8,400 ,, held under lease and license (edged green). 
» 14,900 
Leased lands (hatched blue)— (about) 
Special leases (including about 1,£00 acres reserves) 2,200 acres ) 
Crown Fold techie + oa Dann 160° ,, ‘ 2,300 
Z.8NOy ¥ ) 
Crown Jands (tinted brown)— 
Held under occupation license 
(including about 6,200 acres reserves) 6.200. ., 
OUTAUOU yc itiastan yes nies eases «ae A700! 7, Sat 
7,900 


(About 8,060 acres reserves) .. 7,9@0 ,, 


15,000 
mar ee 
*1t is probable that pars of these reserved lands may be held under annual 
eases, particulars of which are not available at Head Office. 


J. E I. 


OCA NE WO UL. fofaal oie. carciuteye: eferate’ «:0e% 


KENNEDY, 


Department of Lands, Chief Draftaman. 


Sydrey, 5th June, 1923. 


Limits of Affected Arca. 

The limits of the area which would be influenced by the 
construction of the proposed railway, Finley to Deliniquin, 
are shown on map produced by a firm red band, and, in 
accordance with instructions received, have been restricted 
to 12 miles from each side of the proposed line. 

Owing to the existing railways, Narrandera to Tocumwal 
and Deniliquin to Moama, the limits referred to on the 
western, north-eastern, and south-eastern sides of the affected 
area are indicated on map about midway between the exist- 
ing railways mentioned and the one proposed, 

The 12-miles zone is shown on the northern and southern 
sides of the proposed line. Extension beyond the other 
limits indicated to cover that zone on each end of the pro- 
posed railway would include lands within the sphere of the 
existing railways above mentioned. 

In connection with the lands within the limits shown the 
following particulars are afforded :— 


Untenanted Crown Lands. 
The only lands which, for the purpose of this report, have 
been considered as untenanted Crown lands are three farms 
with a total area of about 1,760 acres within Tuppal (21) 


, 80 July, 1923. 


soldiers’ group purchase area. These farms have been pro- 
Visionally allotted, bout owing to the purchasers having not 
signed the relative securities yet they have not been con- 
firmed, 


Country—Generally level; low-lying in purts. 

Soil—Generally red Joam; red and grey clay in parts. 

Timber—Pine, oak, box, and needlewood, partly ring- 
barked, 


ore st 10 SCV UGS. 


There are three forest reserves, dedicated as State forests, 
only partly within the limits of the affected area, the aggre- 
cate acreage of which is about 1,200 acres. 

Country—Generally flat to Jevel; fow-lying in parts. 

Soil—Grey, loamy, and alluvial; grey clay and red sandy 
soil in parts, 

Timber—Guim, box, and pine generally of fair value. 

There ave no inconvertible lenses within the affected area’s 
limits, 

Cioser Settlement Purehase Areas. 

It will be observed that the area affected by the proposal 
under consideration contains a soldiers’ group purchase area, 
Puppal (21) and part of Tuppal (18) closer settlement pur- 
chase area, within its limits, as shown by firm white bands 
on map. Their combined area within said limits amounts to 
about 57,000 acres. They were acquired by the Government 
under the provisions of the Closer Settlement Acts: the in- 
formation in connection therewith is detailed in the foliow- 
ing schedule :— 


SG 


| | 
| | | Disposal | Disposal 


Seitiement Purchase Nenaa ke Date of | No. ef | average average 
Area, ee ©“ | Acquisition. |Farms,! price | price 
| | }erac.e, per Farm 


| l 





4 | | fe . |£4 14s. 6d. |2?,004 Os, 6d 
Puappaly cs Was tah enc. a Large part) 26 November, within, | 
| 
| 
| 





within. | 1910. 7 partily| as 
i within | (about) (about) 
Tuppal, ‘‘ 21” (Soldiers’| 23,422 acs.} 29 June, 1917 40 £4 53, | £2,415 &s, 
Group Purchase Area) | | 
\ | 
eS SE 





All the farms in the above settlement and soldiers’ group 
purchase areas were applied for and allotted by the Minister, 
excepting three farms in the latter area, which, as pre- 
viously stated, owing to the velative securities having not 
been signed by the purchasers, they have been only 
sionally allotted and not yet confirmect. 

It is pointed out that within the affected area, in addition 
to the 1,700 acres considered as Crown lands mentioned 
above, there are about 6,900 acres of reserved lands not held 
under any tenure other than annual tenure, and about 6,200 
acres of ofher Crown lands held under occupation license, 
imaking a grand total of about 14,800 acres of unalienated 
Crown lands, 


rAtT 
provi 


Rainfall, 
The average annual rainfall on the whole of the affected 
area is about 16 inches, 





MONDAY, 30 JULY, 1923. 
{The Committee met at Albion Hotel, Finley, | 


Present: — 
The Hon. W. T. DICK .(CHatrman). 


The Hon. Joun Travers. 
Francis Micusgn Burke, Esa. 


The Committee proceeded to further consider the expediency of constructin 


BriAN JAates Dor, Esa. 
Davip Henry 


DruMMonp, [ésa. 





a line of Railway from 


YY 
oO 


Finley to Deniliquin. 


Allan Lorenzo Tongs, farmer, Finley, sworn, and 
examined :— 

What area do you 

My property adjoints the soldiers’ settlement. | 


hold ?2—1,150 acres. 
have 


t. Chairman. | 


heen grazing on my land, but last year I] had 200 acres 
under crop. This year I have just under 500 acres in. 

5. Where do you propose to dispose of your crop /—At 
Finley for utlimate consignment to Sydney. 

6. What effect would a railway from Finley to Denil- 
quin have on your property and adjoining properties /— 
There would be an increase in production. The soldier 
settlers are doing well generally, but they are too far away 
to cart wheat to Finley. If they have to cart their wheat 
they cannot attend to their fallow land. 


7. What does it cost to cart wheat fram your district to 
Finley ’—1s. 


8. Are the settlers around you handicapped by distance 


Td. a bag. 


° : 
from the railway and high cost of ecartage?—Yes. It is 
the settlers 

It means 


Many of those settlers are 


a big handicap to wheat-growing. Many of 
eannot afford to pay 1s. 7d. a bag for earting. 
£70 or so out of their returns. 
returned soldiers. 

9, What proportion of the country between Finley and 
Deniliquin, 10 miles on each side of the proposed line, 
is suitable for agriculture?—Apart from a little cold plain 
country here and there pretty well the whole of it is suit- 


able for wheat, 
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\Vitness—- A. L. Tongs, 30 July, j2% 


10. How much cultivation is now being carried on 10 
miles out towards Deniliquin ?—Practicaliy all that land 
is under cultivation. 

11. What size are the holdings out there/—From 520 
to 540 acres. It is supposed to be a living area, but 1] 
would not call it enough. 

12, What proportion of the land is under agriculture 
along the proposed railway further than 10 miles from 
Finley ?—Agriculture is increasing out there. Quite half 
as much again could be put under crop. 

13. What proportion of the soldiers’ settlement area is 
beyond a 12 miles radius of Finley ?—The nearest soldier 
settlement block is just 10 miles out? Five blocks are 
within the first 12 miles, 

Would a line towards Deniliquin 25 miles out 
poe the soldiers’ settlement’—Not so well as a line 
running right through Deniliquin. 

15. It has been suggested that if a railway were con- 
structed from Wunnamurra siding, bearing a little south 
towards the soldiers’ settlement, and in the direction of 
Deniliquin for 25 miles, agricultural requirements would 
be met?—I do not think so. 

{6. What proportion of the soldiers’ settlement area 
would be within 10 miles of the proposed line from 
Wunnamurra towards Deniliquin?—It would pass a long 
way from it. A railway further south would be a much 
better one. 

17. Would a line from Finley to 
agricultural land to the north beyond the 12 miles radius? 
—There may be isolated patches. 

18. Would it be an advantage to you to have the choice 
of the northern and Sydney markets?—Yes. ‘Generally 
stock and wool go to Melbourne and wheat Sydney. 


Deniliquin leave any 


19. Which market, year in and year out, is your best? 
—Sydney for chaff, cats, or wheat. 

Would they form the bulk of the produce in the area 

to be served by a line from Finley towards Deniliquin /— 


¢ fi 1 - ] 
21. What is the average ] 


ee yield per acre in this district 
oe a , Bae) season ‘—64 bags around here. 

22. What is the average yield over a perjod of te 
ner are to 7 bags. Even last year, in the droug 
10 bags to the acre were obtained. 

3. Mr. Drummond.| The map shows a number of 
Tuppal Creek; 
is that heavy land?—Yes, there are about 5,000 acres of 
half-submerged country there. But there is a lot of very 
good country in there, From South Tuppal homestead 


the ee: is occasionally flooded. 


) 
vo. 
Beeches south of the proposed line towards 


. Is it not usual that in watercourse country the 
ne is heavier /—Yes, but you have to go a good distance 
south of the proposed line before you strike any spewey 
eountry. On Tuppal Creek homestead, of about 5,000 
acres, 3,000 acres is good land. 

5. Is practically the whole of the country between Fin- 
te and Deniliquin along the proposed line suitable for 
acriculture ?/—Yes. 

26. What is it like on the north side?—It is all good for 
10 miles on each side of the proposed line until you come 
within a few miles of Deniliquin. The red plain country 
is good for wheat-growing so long as it is not cold, spewey 
Jand. X 

27. How far out is the furthest 
23 miles from Finley 


soldier settlement ?— 
and 20 miles from Deniliquin. 

28. Do you send much produce to the Melbourne mar- 
ket?—Not much this year. A good deal of wheat goes to 
Cocumwal, where the mill takes 60,000 bags a year. I 
suppose that wheat finds its way to Melbourne as flour. 

29. Is it more advantageous to send wheat to Sydney ? 
—Freight to Sydney has been reduced, and compares 
favourably with freight to Melbourne. Trucking from 
Finley to Sydney costs £12 10s., and from Finley to Mel- 
bourne £6 10s. for cattle. . 


$0, Instead of detrucking your stock at the border, would 
not you prefer to drove them to Tocumwal and load them 
there into Victorian trucks?—Yes, provided there were 
fodder on the track. 1 do not think anyone would drove 
stock from the soldiers’ settlement to Tocumwal if there 
were a truck on this side to put them in. Farmers at the 
Finley end have the choice of the Victorian or New South 
Wales market. 

31. What is a fair distance to haul wheat in this dis- 
trict?—Not over 10 miles. 

Would the suggested line from Wunnamurra to- 
wards Deniliquin bring the average soldier settler within 
10 miles of it?—It would be better for them than things 
are at present, but I think the line could be run more 
centrally. I believe a line from Finley would be a better 
1e. The soldier settlers have a big burden to carry, 


they are on good land. 

33. If the railway went from near Jerilderie and served 
the soldiers’ settlement, why should the line go to Finley ?— 
The horder railways agreement 
Freights may be 


i 
1 
although 


There are several reasons. 
may some day operate differensly. 


altered. In the near future Sydney may not be our best 
market, 
34. Does the Tocumwal mill absorb much wheat ?—Yes. 


Last year it took all the wheat grown between here and 
Tocumwal, 

35. Mr. Doc.] Was there a considerable movement of 
atervitie stock to this district in 1919 ?—Yes. 

36. In normal seasotis whieh way is the trend of stock 
traffic in this part of the State?—Chiefly south to Mel- 
bourne. I do not know that there is much between here 
and Deniliquin. 

Were the silos here in use last year?—There was 
wheat in them. None has been taken out yet. 

38. From the standpoint of the soldiers’ settlement area 
would not a line from Wunnamurra, running south to- 
wards Deniliquin, serve the soldier settlement area as 


well as a railway from Finley towards Deniliquin ?—I 


presume it would. 

39. You would have the advantage of a shorter route 
ydney ?—Yes. 

40. Do the Pajalart around here use a considerable 
taantitv of artificial ; ire ’—Yes: 14 comes fr Mel- 
quantity of artinclal manure? kes; 1u comes 1rom ue 


= 


bourne. 

41. Is any obtained from Port Kembla?’—I do not think 
so. Weuse superphosphates. 

49.. Mr. Travers.| Is much hae oe west of your 
property in the direction of Deniliquin?—Well, last year 
was their first there. 

43. Where is the neare 
—I suppose Deniliquin. 

44, Tf a railway were built from Finley towards Denili- 
quin do you consider that the whole of the wheat grown 
between Finley and Deniliquin would come to Finley ’— 
Yes, I think it would. 

How many blocks are there in the soldiers’ settle- 
ment area?—Thirty-six. Their size is from 522 to 899 


st local market for that district? 


acres. They average about 640 acres. 

46. What are the areas in the settlement purchase area? 
—They average about 5380 acres. 

47. Do those areas provide a living area?—I do not 
think so. The larger blocks may include a little plain 
country. Those men were given approximately £2,500 
worth of land. A man requires out there 1,000 acres on 
which to make a good living. 

48, Where do your inward goods come from ?—Mel- 
bourne, 

Do you get much from Sydney ?—No. 

50. Would that be changed if a railway were constructed 
from Finley towards Deniliquin ?—No. 

51. What is the carrying capacity of the land in this 
district?—One sheep to the acre. 

52, Will you go in more extensively for wheat-growing 
if you do not get the railway?—No, I do not think go. 
I have expected the railway. Otherwise 
that I should have broken up my country. 


do not know 











Keith Harold Druitt, farmer, Tuppal Soldier Settlement 
Area, sworn, and examined: 

53. Mr. Travers.| What is the size of your block ?—522 
acres. IL have prepared the following information regard- 
ing area under crop, yield, and cost of cartage in the 
settlement :— 


Acres, Bags. Sett’ers. Cartaye. Per Bag 
1920-21 1,824 yield, 12,744 13 $81 15 3 average, }'25 
1921-22 4,399 were 20 oh7se lou A 4'U8 
1929-23 5,815 ep ERAGE Se MIO 4 $43 10 6 a $°59 
1923-24 7,040 under crop 2] 

3,650 being fallowed 27 


Because the roads in this district are so bad owing to the 
wet, we have been unable to obtain figures from all the 
farmers. Our average distance is 17 or 18 miles from 
}inley. 

Would a railway from Jerilderie, 25 miles out to- 
wards Deniliquin, swung further south than the proposed 
line, benefit you?—It would benetit us, but we should be 
benefited more if the line went from Finley. 

55. Would the proposed line from Finley towards 
Deniliquin pass through the soldiers’ settlement area ?— 
Following the main Deniliquin-road it would run along 
the southern boundary of the settlement. 
3 miles north it would 
ment. 

56. Where does mos 


If it were run 
through the heart of the settle- 


t of the wheat grown in the soldiers’ 
settlement area go to-—Finley. Much of it has gone to the 
Heur-mill at Tocumwal. The construction of the proposed 
railway would mean a big saving to us in the transport 
of our produce. 

57. Do you do your own carting ’—Some farmers do it 
themselves and some employ teams. A farmer with a big 
yield must employ teams because of the big risk there is 
in leaving wheat in the paddocks. 

58. Is your block a fair average size one ?—-Yes. 

59. What is the largest block in the soldiers’ settlement 
area L_Neivle 900 acres. The smallest is 506 acres. 

60. What is the rezson for the difference in size?—It 
scems to be owing to the way in which they were surveyed. 

61. How much land had you under wheat last year ?— 
500 acres, and some under fallow. 

62. Is it good agricultural jand?—Yes. 

63. What is the opinion of the settlers, supposing the 
railway is not constructed‘—They will not be able to go 
in more extensively for wheat. shall not be able to put 
in any more. 

64. Would you continue with 300 acres under wheat ?— 
250 would be the most I could put under. I must put some 
land under fallow. ; 

65. Would you do that withcut the railway ?—I do not 
know whether I shall be there to do it in that event. The 
t 


cost of cartage is so exvensive. 


65. Does the success of the settlement depend upon rail- 
way communication ?—Undoubtedly. Farmers out there 
have developed their blocks as much as they can. Now 
we are locking to the railway to get us out of a hole. 

67. What are the eo: purchase 
of a farm?+—We have three years free residence. This 
We had the benefit of 
1e Government, which has to be 
paid back with interest. We have been paying that for 
the last two years. The rent on the farms amounts to 
about £169 or £170 a year. 

68. What was the purchase price per acre?7—My own 
block £5 5s. 

69. When you took up the 
railway 


iditions attaching to the 


coming Octover our rent starts. 


the £625 loan from t 


’ ' 

land, was a promise made that 

connection woul us be given the settlement ?—I was 
| 


lement was thrown open, but I 


1 


not back when 


back Wire) bie 
: 
understcod when [I went out there that there was a 
OMI ¢ i} Wi We | j { the railway 


70, IT presume you not take up the land on any 
Gefirite promise cf that nature?—I wanted the land and 
[ took it, but I understood that we should get the line. I 
did not take it with the =pidet of speculating with it. 

71. Ave the whole of the blocks taken up?—Yes. 





1, Druitt and A. H, Mills, 30 July, 1923. 


WF tinesses— Ket 


72. Have there been any changes since the commence- 
ment of the settlement ?2—Yes, four or five, and two men 


have died. Those blocks have been transferred others. 
One man, because of ill-health, has been unable to carry 
on. Another man who wished to go to another part trans- 
ferred his block to another. 


we | 


73. suppose you expect to get better returns in the 


future ?—Yes. We have struck some very bad years. ‘The 
first year was a drought year. Last year the average crop 
was can three bags. 

Is your farm large enough, even with railway com- 
| 


Pi raatite to ensure you a decent living/—It would be 


living, but that is all. We look on it as a start. 
75. That is to say, you could do better on a larger area 
later on ?—Yes. 

76. Do you favour the construction of a railway from 
Finley to Deniliquin as being the best 
soldier settlement area ’—Yes. 

. Are all the farmers in your district growing 
—Yes. 

78. You mentioned rent on your farm, £160 to £170 a 
year. Does that include interest?—In all our dealings 
with the returned soldier settlement branch it has never 
been made very clear to us what exactly we have to do. 
They do not enlighten us too much. 

79. What is the capital-value of your 
£2,500 to £3,000. 

80. Have you not thirty-two years in which to pay it off? 
—Yes. 

81. Is it not clear that under 
ment the payments have been apportioned so that you pay 
off principal and interest each year ?—Yes. 

82. Are not your prospects reasonably good ?—Yes. 

83. I take it your opinion is that if a railway were 
constructed within close proximity to the settlement your 
position would be assured ?—Yes. 

84. Did the wheat grown in your district last year go 
into the silos?—It was brought in in bags. Some farmers 
sold it to the Farmers and Settlers’ Association. 

85. Was there 
wheat, or was it one price wherever you we 
a difference. One farmer informed me that he got a nay 
penny a bushel more for his wheat than he could get by 
putting it into the silo. 

86. Mr. Drummond. | Where is your main output for 
produce 2—Wheat is the only produce that goes to Sydney 
It is out of the question to fie chaff to Sydney. 

87. Where do your supplies come from ?¢—Melbourne. 
There would be a greater traffic if the line went from 
Finley. 

88. Would not farmers within 10 miles radius of Finley 
draw their wheat here to the silos?—It depends on whether 
bulk-handling becomes general. Further than 10 miles it 
would not pay to cart in bags. 

89. Is there a regular passenger car service between 
Finley and Deniliquin ?—Yes. 

If a railway were built from Jerilderie, south to 
Deniliquin, would passengers use the train, or would they 
still go by car?—They would go by train in winter. Most 
of the traffic is up the line. 


line to serve the 


wheat ? 


land 2—F rom 


the repayment arrange- 


Stree oe 7 . ¥ i 
competition by the ilps for ite 
t?—There was 


Arthur Henry Mills, farmer, Tuppal soldiers’ settlement 


area, sworn, and examined :— 
Doc.| What is the size of your holding ?—55é 
acres. Last year I had 145 acres under wheat. This 
year I have 316. I have about 80 acres fallowed, but 
have not yet finished fallowing. I was one of the first 
settlers in the area, and have been there five years. I have 
been asked by the returned soldier settlers to represent 
them before the Committee in support of the construc- 
tion of a railway from Finley towards Deniliquin. If we 


91. Mr. 


are going to make a success of farming we want direct 
yail communication with Finley, which is our business 
town. A line from Jerilderie would not benefit us so 


much as the Finley-Deniliquin proposal. If we had 
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Witness¢ 
get our goods and rations from Finley via Jerilderie and 
send produce back that way there are not many who would 
not zo into Pint v just the same as they do now. Our 
eomes through Finley from Melbourne. Much 
The Tocum- 
more for my 


The 


machinery 


of our wheat is bought by the Tocumwal mill. 


wal mill Jast year gave me 3d. per bushel 


| miller 


wheat than I could get from other buyers. 

at Tocumwal has given us returned soldiers a pretty fair 
. ce { ] M4 i 

spin. If we sell in the cpen market we are dependent 


cu buyers from Sydney or on other millers. The advantage 
we should gain by the Jerilderic connection would be 
of the 


. L 
the settle- 


our being placed out of reach 
Tocumwal buyer. fifth 
We have paid nothing off the land, but we have 
My payments 


counterbalanced by 


This is our year on 
ment. 
had to pay interest on our £626 advance. 
this vear will run me into £185. I cannot see how [ am 
going to make that money on the land unless I have a 

h as stock. 


* ; ? : 
side line sue No man can successfully carry 


on wheat-farming without a certain number of sheep, 


which are really part or his plant. IL have just started 
with sheep, and am told that it takes four days to drove 
them to Tocumwal at a cost of £2 a day. If they go to 
Deniliquin it takes three days, and the cost is £1 per truck 
dearer from Deniliquin to Melbourne, The Sydney mar- 
ket is out of reach, There is a great deal of shunting on 
the Deniliquin line, py which stock are knocked about. 
[ have farmed the same land for three or four years in 
succession. I must fallow that land. Of the 24,000 acres 
in the settlement about 8,000 are under crop. We shall 
want a big plant in order to fallow. If we cannot get a 
railway so that it wilk pay us to rear stock our farms will 
be too small for us. 


92, Did you get 4d. a bushel more for your wheat be- 


cause it was a particularly good sample‘—That was partly 
the reason. 

93. How does the Tuppal wheat compare with other 
wheats?—It Cepends a good deal on the seasons. It is a 


good wheat. 

4 You have stated that you may have difficulty im 
finding £180 per annum for your rent; would you have 
the same difficulty if the railway were near you’—lIt would 
make it much easier for us. 

95. Have you reached your limit as far as 
is concerned ?—Most of the settlers believe they will put 

I] 


crop for two or three years. 

96. If the Deniliquin-Moama line were under Govern- 
ment control the cest of sending stock from Deniliquin 
to Melbourne would be considerably reduced?—I should 
think it would be. 

_ 97. Are the farmers on the Tuppal soldiers’ settlement 
area likely to be successful?—The majority need a good 
season to put them level. They are behind. If they get 
another good season next year they will have a little to 
If wheat does not keep up to its present price 
Several of the farmers are look- 


work on. 
they will have a struggle. 
ing out to do a little on the share system. 

98. Chairman.| Do you regard the choice of the Sydney 
markets as being of some advantage to 


and Melbourne 
x We are only 200 miles 


you ?’—Yes, a great advantage. 
from Melbourne and over 500 from Sydney. 
and the 


gauge, would a junction at Finley, offering you a nearer 


99. Considering the rates charged break of 
market to Melbourne, be a great advantage under present 
conditions ?—Yes, as regards stock, which we could keep 
at a profit. Most of us are doubtful whether it pays to 
keep stock under present conditions. I have just started 
with sheep, and those in the sheep business tell me that it 
hardly pays to keep them. We have to keep them in small 
mobs. 

100. Hlave you ever thought of co-operation and getting 
your sheep trucked away at once -I do not think it is 
practicable. Sometimes we have made arrangements with 
the auctioneers to make up a truck, but it is very seldom 
that near neighbours want to truck at the same time. 


A. H. Mills, E. G. Robb, and W. J. Braybon, 30 July, 1923. 


101. Mr. Drummond.| Do you consider that the 298 
have to go round would be a severe 
would not be so serious if it 
The disadvantage is in turning 


would 
handicap ?—The 


miles you 
distance 
were in a straight line. 


bac! 


Wats 


102. Would a line ria Wunnamurra not be of advan- 
tage to you?—Only to an extent. 

103. I take it that generally it would pay you better to 
trade with Melbourne than with Sydney?’—Yes. Apart 
from wheat nothing goes to Sydney from the district. 

104. Would not the better market in Sydney compen- 
sate you for the extra distance?—I do not think it would 
be any better than the Melbourne market. Practically all 
stock goes to the Melbourne market, 





Ernest George Robb, farmer, Tuppal soldiers’ settlement, 


sworn, and examined :— 


105. Mr. Drummond.| Will you give the Committee 
your views on the proposed railway ?—Yes. My place is 
over 20 miles from Finley. Hauling wheat that distance 
is out-of the question. We must pay to have it carted, 
which cost me on the last oceasion 1s. 6d. a bag. Ina bad 
year similar to last year we have to haul it ourselves. On 
top of harvesting hauling is a big item. It takes two days 
to come in here and get back, and it knocks your horses 
about more than any other work on the farm. It leaves 
our teams in such a state that they are really unfit to go to 
work and prepare the ground for the next crop as soon as 
we should like to get to it. It is the feeling amongst the 
farmers in the settlement that the Finley connection is 
the best for us.’ It has been threshed out at several 
meetings there. 

106. What area have you ¢—600 acres. 
nearest railway station. 

107. If you had the railway within 10 miles of your 
place could you.make a success of it?—Yes. 

108. Have you had good results so far? 
only been there e'ghteen months. 

(09. There is a suggestion that, instead of running the 
line direct from Finley, it should take off at W unna- 
murra, running to Deniliquin and bearing across £o as to 
touch the soldiers’ settlement how do you regard that 
suggestion ?—I do not regard it as being as good for the 
Tuppal settlement as would be a line from Finley to 
Deniliquin. Such a line would run along my southern 
boundary. The line you suggest would isolate the south- 
eastern corner of the settlement. Those settlers would 
not be nearer the railway than they are now. They would 
still have to haul wheat into Finley. 

110. Do you agree that the main trade would still be 
with Melbourne?—All except wheat, which goes to Syd- 
ney, although the Tocumwal buyer has always been a 
good one for us. Our live-stock market is south. Our 
farm implements and manure come from Melbourne. 

111. Would fat lambs be raised ?—Yes; it 1s an essential 
part of wheat-farming. 

112. Are they knocked about much in transit when sent 
north to Sydney?@—Yes. Our yearly crops may not in- 
crease, but the area under cultivation 1s increasing rapidly, 
and will-do so for at least another year. Probably not one 
settler has all his ground broken up yet. A certain area 
must be set aside for fallowing. 


Deniliquin is my 


No. I have 








William John Braybon, fexsner, Coree, sworn, and 

examined :— 

113. Chairman.| How far out is your holding ?—12 miles 
from Finley and about 24 miles from the proposed line. 
I have 1,120 aeres, and put 480 acres under crop each year. 
I also go in for grazing. 

114. Where do you despatch your wheat 2—Finley. 
capped by reason of the distance from the railway ?—Yes. 
We often have to work until 11 o’clock at night loading 
up the waggous in order to get back next day. 


115. Do you find your agricultural operations handi- 








116. How long have you cecupied your land?—Twelve 


y cal 

117. What is your general yield?—My best year was 
thirteen bags in 1916 or 1917. 
half a bag in 1914. 

118. How many droughts have vou experienced since 
you have been here ?—About three, 


My worse year was about 


119. Over a series of years, what is the average yield in 
the Coree country, excluding the drought years ?—About 
six bags. 

120. Do you agree that a line from Finley to Deniliquin 
would be of more advantage to the settlers in your district 
and in the Tuppal country than a line from Jerilderie. 
swinging somewhat south towards Deniliquin?—Yes. A 
connection with Deniliquin would give the farmers the 
benefit of the Bendigo and Ballarat markets. 

121. Notwithstanding the break of gauge ?—Yes. 

22. Do much stock go from this district to Melbourne? 
—Yes, 

123. Do you agree that the Melbourne market is better 
for stock than the Sydney market ?—Yes, decidedly. The 
difference in freight is one thing. 

124. Do you get better prices there than at Homebush ?— 
Yes, as a rule, 

125. Giving evidence at Jerilderie Mr. Sleeman said 
that if a line were constructed from Finley to Deniliquin 
80,000 acres of agricultural land to the north would not be 
served ¢—I do not know where it is. 

126. Within a 12-mile zone of a line from Finley to 
Deniliquin, are there any large holdings ?—Yes, a number. 

127. Is there room for much further subdivision within 
the 12-mile zone of the Finley-Deniliquin proposal ?—Yes, 
on the north. We get practically all cur goods, including 
manure, from Melbourne. The soldiers’ settlement is very 
badly handicapped for want of a railway. 

Albert Thomas Uphill, grazier, Pine Hills, sworn, and 


a 


examined :— 


128. Mr. Travers.] Have you a statement to read ?-—Yes, 
as follows —— 


Pine Hills Estate is situated about 26 miles north-west 
from Finley, It has an area of 6,000 odd acres, and is owned 
by my father and myself. It is forty-seven years since my 
father settled at Pine Hills. I have lived there most of my 
life ard know the whole of the country between Finley and 
Deniliquin, and surrounding districts. A stretch of country 
running norih-west from Finley for about 25 miles by about 
20 miles wide is very even, and is, in my opinion, equal to 
auy other part of the Commonwealth for wheat-growing. I 
favour the route as proposed by the Finley wilway League. 
Thoat is, to run north-west from Kinley to the Myrtle Park 
south boundary, then due west to the centre of the Soldiers’ 
Settlement. We grew wheat fairly extensively at Pine Hills 
until about tem years ago, when, owing to the increasing 
GOst Gf predzctios, and cartaee: we bi fill to reduce the area, 
until five years ago, when we gave wheat up altogether. 
AS we gradually reduced the area under wheat we found that 
our income gradually increased. We find that we can do 
much better by breeding good sheep and growing wool. That 
is accounted for, to a great extent, by the heavy cost of 
cartage on wheat to our nearest railway (Finley, 20 miles). 
On the last wheat we grew we paid 5d, per bushel cartage to 
Finley, and I understand the cost of cartage has increased 
a good deal since then. For the past thirty-one years the 
average rainfall at Pine Hills is 15 inches 88 points. Althougi 
we have droughts and dry periods, I consider that with 
improved methods of farming, failures in wheat crops will 
be rare in this district. In the Conargo Shire the roads are 
becoming badly cut up with heavy and long- distance wheat- 
carting. If the proposed line is not built, it will be a costly 
and difficult matter to keep the roads in good order. It will 
mean that farmers will not only have to bear the heavy cost 
of long-distance carting, but they will have to pay a very 
heavy shire rate. 


129. What area have you had under wheat?—About 
1,000 acres ig the most. One of the reasons why I gave 
up wheat-growing was because of the cost of cartage to 
the railway. I favour the construction of a line from 


Finley towards Deniliquin. The nearest point of my pro- 


perty to the line would be 2 or 3 miles. 


7 


Witnesses 


W. J. Braybon, A. 


lr, Uphill, and J. Armstrong, 30 July, 1923. 
130. How far would the nearest point of your land 
from the proposed line from Jerilderie?—lIt 
3 or 4 miles north. It 


would pass 
vould serve our property, but | 
do not consider it would serve the whole of the country 
as well. The line would run too far north. 

131. Does the better country, in your opinion, lie south 
of the proposed line from Jerilderie towards Deniliquin ¢— 
Yes. 

132. What proportion of your 6,000 acres is suitable for 
agriculture ’—The whole of it. 

133. If a railway were built from Finley towards Denili- 
quin would you give up grazing and go in for wheat- 
growing ‘—I do not say that we should ourselves, but the 
country is suitable for it. We should divide it up and 
sell it. 

134. How many farms could it be cut into ?—About six 
of 1,000 acres each. That would be sufficient for mixed 
farming. 

135, Where do you send your stock ?—Principally Mel- 
bourne. 

136. In 1915, when giving evidence before the Publica 
Works Committee, you stated: 

I consider that railway facilities are urgently required to 
develop this part of the State, and that a line from Denill- 
quin to Jerilderie, with a slight deviation to the south, would 
best suit the interests of this district and the State in 
general, 

Now, you favour a line from Finley to Deniliquin?—We 
did support for many years a line from Jerilderie to 
Deniliquin, but that was before there was so much settle- 
ment here, and before the Tuppal Soldiers’ Settlement was 


established. [I have changed my mind. 

137. In the event of the Deniliquin-Moama line being 
taken over by the Victorian Government and becoming 
part of the Victorian railway system, being subject to the 
same rates, would a good deal of wheat from that district 
be diverted to Victcria’—Practically all the wheat grown 

Yr} 


west of our property goes to Deniliquin. ‘his side it 
comes this way. 

138. What special advantage has a line from Finley to 
Deniliquin over one from Jerilderie, 25 miles out, and 
bearing south towards the closer settlement area ?—The 
Finley line would run through the centre of the best 
country all the way. 

139. At Jerilderie Mr. Sleeman suggested that 
laking cif ct Wunnemurra and running through the soi- 
diers’ settlement, about 20 miles out, 
{ 


tically the whole of the good country to be served by a 


would serve prac- 


rallway from Finley to Deniliquin, or all but about 5,600 


# = ot d ‘ 
acres ¢—Provided it ran iar enough south 1 would. 
John Arm trong, 2?azZier, Vo dbury, near Deniliquin, 
swoth, and examined: 


140. Mr. Dos | Where is your propery situated ? It 
adjoins the western boundary of the soldiers’ 
Myself and family hold 9,864 acres. It is 
four. <A line from Finley direet to Deniliquin would 
serve the best land. 


settlement. 


divided amonest 


The Jerilderie line would serve too 
from 
Finley west to Tuppal Creek is suitable for agriculture. 

141. How far south is Tuppal Creek of the Finley- 
Deniliquin proposal?—10 or 12 miles. The whole of the 
land 10 miles north of a line from Finley to Denil'quin 
is pastoral. 

142. How far does the blacksoil country extend south of 
Billabong Creek 2—Abkout 6 or 8 miles. 
settlement area gets a railway it will not be a success. 

143. Have you grown any wheat /—No. 

144. What would you do with your land if the railway 
were built?—I would put some under cultivation cr dis- 
pose of it. I could have let the whole of it this year on 
the half-share system, although I am 20 miles from Finley 
rulway and 14 to 20 miles from Deniliquin, I had repeated 
applications. 


much pastoral land. The whole of the country 


Unless the soldier 


145. Would you dispose of yout land for wheat farms 
if the line were built 7—Yes. 
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Vitnesses—-J. Armstrong, J. H. Henderson, L. W. Moore, and W. 


146. Where would that wheat go?—It would come this 
way. 

147. Is not the country towards Deniliquin beyond your 
helding not quite so good as it is towards Finley ?—The 
timber land is good, but there is a proportion of plain 
country. The Finley-Deniliquin proposal takes in all the 
agricultural land, while the Jerilderie line does not. 

148. Do you drove stock to Deniliquin?—Yes, because 
it is the one gauge there. 

149. If the railway were constructed from Finley to 
Deniliquin, would you still drove stock to Deniliquin ¢— 
Yes. but we should have the choice of the Sydney and 
Melbourne markets. 

150. How do the two markets compare?—There is not 
a great deal of difference. In some years you can get 
I have known stock to be driven 
{5 miles on the other side of Deniliquin and trucked to 
Sydney. The yxeason why more stock are not sent to Syd- 


better prices in Sydney. 


ney is because of the expense of driving a small number 
and trucking them. The small man cannot take advantage 
of the Sydney market under present conditions. If the 
Finley-Deniliquin proposal were earried out the greater 
portion of the land within its influence would be made 
available for closer settlement, which would result in a 
bie revenue to the line. 


John Hamilton Henderson, grazier, Warragoon, near 
Deniliquin, sworn, and examined :— 


151. Mr. Drummond.| Have you resided long at War- 
radoon?—I came to this district about eleven years ago 
from northern Victoria, where I was farming and grazing 
on country similar to my present land. The country be- 
tween Berrigan and Deniliquin is as good for farming as 
any that I know of. The Finley-Deniliquin route would 
about equally divide the good country on either side of 
the line. If anything the southern portion is better than 
the northern portion. There is good farming land prac ti- 
eally to the Deniliquin municipal boundary. The railway 
-s vital to the success of the soldiers’ settlement at Tuppal. 
This particular stretch of country has a permanent under- 
ground water supply. Had it not been for that water 
supply we should have had to remove cur stock in a 

drought, as the surface tanks then gave out. With the 
earrying out of the Murray River water conservation 
scheme there are possibilities for irrigation in portion of 
the district affected by the railway. The land between 
Berrigan and Deniliquin is as good for irrigation as any 
in northern Victoria. It is better than the Rodney, Dea- 
lin, or Bamawn country in Victoria. For stock, compar- 
ng oversea prices, the Sydney market is about as good as 
the Melbourne market, but freight between here and Syd- 
~ does not compare favourably with that to Melbourne. 
I feel it a handicap that I cannot trade with Sydney, 
which is the best wool-selling centre in Australia. With 
railway facilities the large landowner in this district 
would disappear. 

152. Is 15 miles from the railway too far to carry on 
ee suecessfully ?—Yes. 

. Does Tuppal Creek, as shown on the map, mark the 
vottiitee of the good country south of the proposed line? 
—Yes, for all purposes that is a good dividing line. 

154. Is the country between Tuppal Creck and the river 
heavier 2—It is more broken, with a lot of flooded land; 
although there is some very rich land there, too. 

155. Where is the irrigable land to which you referred ? 
—There is no question that the high land along the river 
is suitable for irrigation. It is better than the land 
bhatween Finley and Deniliquin. That is high lands adja- 
cent to rivers and creeks. : 

156. Do you think that water carriage, when the Murray 
is ale will compete with railway carriage, having in 
mind produce aloi e the river banks ?— No, I i do not think 


157. If a railway were built from Finley to Deniliquin 
instead of from Jerilderie to Deniliquin there would be 
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extra rail haulage on such goods as wire, &c.?—Yes, but 
it would open up a lot of good country, and some day the 
line may be extended east from Berrigan. 

158. Is the Committee to assume that unless the Tuppal 
Soldiers’ Settlement is given better railway facilities it is 
likely to crash?—No, I think they will make good; but 
they will have a harder row to hoe without rail facilities. 

159. Would the Wunnamurra suggestion serve the sol- 
diers’ settlement area?—It would if it went far enough 
south. I believe the Finley-Deniliquin line would serve 
most interests. 

160. Mr. Travers.| What is the size of your holding i— 
6,000 acres. My sons hold land alongside of my place, and 
we are grazing. 

161. Have you grown wheat ee es, a share-farmer has 
between 400 and 500 acres in. The whole of my land, 
except 100 acres, is suitable for wheat. 

162. If the railway were built, would you go in for 
wheat-growing ?—Yes. 

163. Where do you send your wool?—To Melbourne, 
from Deniliquin. 

164. If the railway were constructed would you trade 
with Sydney?—Yes. If the railway were within a few 
miles of my place I would send wool to Sydney. I think 
the line should go a little north of the proposed route so 
as to equally divide the good country. 

165. Chairman.| Supposing the line started from Wun- 
namurra and swung south, towards the soldiers’ settle- 
ment, would it not equally divide the good farming 
eountry ?—I do not think so. 


Leslie Wellington Moore, farmer and grazier, Hartwood, 
sworn, and examined: 

166. Chairman.| Is your holding far out?—About 18 
miles from Finley. We have 1,280 acres. 20,000 acres at 
Hartwood is divided into about eighteen holdings. The 
farmers are growing wheat. We estimate there are 4,000 
or 5,000 acres under wheat; 30,000 bags of wheat have left 
the district. Were there facilities for sending to Sydney 
it would go there. There would also be a big traflie in 
wood, superphosphate, and fencing wire. It costs us Is. 4d. 
to 1s. 5d. per bag to cart our wheat, which is out of the 
question when you have 2,000 bags. Much of the land 
adjoining Hartwood is as good as the Hartwood land. My 
land lies to the north of the soldiers’ settlement. 

167. How do you view the suggestion to take the line off 
at Wunnamurra, swinging it south to Pine Hills and wes 
towards Deniliquin?—We favour the Finley line, as it 
would suit us better. The Finley-Deniliquin line better 
divides the country. 

168. Is there as much mixed-farraing land north of the 
Finley-Deniliquin proposal as there is south of Tuppal 
Creek ?—In my opinion there is as ae south of the pro- 
posed line from Finley to Deniliquin as there is north. 


th 


Walter Cowan, farmer and grazier, near Finley, sworn, 
and examined :— 

169. Mr. Travers.| What area do you hold?—About 5,000 
acres. I support the line from Finley to Deniliquin, 

170. What are you doing with that land?#—Farming and 
grazing. T have 600 acres under wheat. The year before 
last we got up to ten and cleven bags. We are fallowing 
now. I intend to put in 600 or 760 acres next year. 

171. What does it cost to cart wheat to Finley #—Is. a 
bag. 


172. How much of your 5,000 acres is suitable for wheat? 
—A]l of ‘it 
73. Is yours a specially good block?—No, it is a fair 


average block. 
What is a living area in your district /—Between 
800 and 1,000 acres. 








Witnesses—VW. Cowan, J. Howe, 

175. Where does your wheat go?—Into the silos and to 
Sydney. I have between 3,000 and 4,000 sheep. In my 
opinion the line should go a little north of the route pro- 
posed, as it would divide the good country better. 

176. Would you expect to get as good results from the 
land north of the proposed line as you would south, taking 
a similar area?—Country north is as good, but once you 
leave the settled country you get into the black country, 
7 or 8 miles north of the road. 


John Howe, farmer and grazier, Oakland Park, near 
Finley, sworn, and examined :— 

177. Mr. Doe.| What area do you hold?—2,000 acres. 
The reason why I support the Finley-Deniliquin route is 
that it passes through the best land on both sides of the 
line. 

178. If you lived on a 500-acre block on Tuppal would 
you prefer a line running along a road as shown on the 
map?—Yes, the line could well run along Macalister’s 
road, swinging a little to the north, on to the Moonee 
Swamp road. That would prevent cutting the small 
blocks, and would avoid compensation through the pur- 
chase of properties. Farmers on the settlement would 
then have to cart their wheat only 5 or 6 miles. Such a 
railway would provide better fac ilities for marketing wool 
and stock, as growers would have the choice of the Sydney 
and Melbourne markets. A fair amount of merchandise 
would be obtained from Melbourne, and there would be 
considerable passenger traffic. JI am president of the 
local Railway League, and it was I who started the agita- 
tion for a railway to the soldiers’ settlement, which badly 
needs one. Some day the line might well be linked up 
with Savanake or Oaklands, in which district there are 
coal deposits, which are said to be good. That land 
suitable for wheat-growing. If we iene get a line right 
through to Deniliquin let us have it to the soldiers’ settle- 
ment. 





Robert Pyle, farmer and grazier, near Finley, sworn, and 
examined :— 


179. Mr. Drummond.| Have you a large holding?—I 
have a 500-aecre block close to Finley and 1,920 acres 
about a mile and a half south of the soldiers’ settlement. 
I support a railway from Finley to Deniliquin, or to a 
point between Finley and Deniliquin. 

180. Is the country north of a line from Finley to 
Deniliquin not so good as that lying to the south?—Up 
a certain point, say for about 8 miles, it is as good. The 
soldiers’ settlement area is all good country. South of the 
Finley-Deniliquin proposal there is a lot of good wheat 
land which will eventually be opened up. 
land for fully 8 miles south of my place. 

181. What is your opinion of the suggestion to start the 
line at Wunnamurra ?—It would be too far north 

182. Does the line from Je rilderie towards De miliquin 
only influence the fringe of the good country?—lI think 
so, and there is not much agricultural land north, You 
have to go further south for it. We want a railway 
specially to the soldiers’ settlement. 


There is good 





William Edmund Thomson, farmer, Hartwood, sworn, and 
examined :— 

183. Chairman.] How far out is your holding ?—22 
miles north-west of Finley. Hartwood was cut up abou 
twelve years ago. Since then we have been growing wheat 
and earting it 18 to 25 miles. I favour a line from 
Finley running north-west along the Moonee Swamp road 
to split up the good agricultural Jand, 

184. How far south of the Billabong does the agricul- 
tural country extend ?—5 or 6 miles, 

185. Would the line you suggest leave out any of the 
good country to the north?—Not to my knowledge. I am 
getting tired of growing wheat such a long distance from 
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Share-farmers have gone away to places nearer 


. Thomson, T. H. 
the line. 
the railway, The tendeney is for the smaller men to sell 
out to their neighbours and get closer to the railway. It 
will be a good proposition to build the line and keep the 
settlers there, rather than allow the holdings to go back 
to sheep runs. 

186. Are there any large holdings in your district ?’— 
Not in the Hartwood district. 

187. What is the area of the holdings in the Hartwood 
subdivision /—From 1,000 to 1,500 acres, 


Thomas Henry Cyril Druitt, auctioneer, Finley, sworn, 
and examined :— 

188. Mr. Travers.| What have you to add to the evidence 
given to-day?—On five stations—Wunnamurra, Coree, 
HWartwood, Tuppal, and Mundiwa—the agricultural land 
has been sold. That land would be better served by the 
Finley-Deniliquin proposal than by a line from Wunna- 
murra. 

189. How far north of a line from Finley to Deniliquin 
do you leave the good Pee Bee Rt land ?—12 to 15 miles. 
All that land would be served by a railway from Finley to 
Deniliquin, 

190. Is the land south towards Tuppal Creek as good as 
that to the north ?—For about 8 miles it is. 

191. How far east of Deniliquin is wheat being grown! 
—Right from Deniliquin. The Echuca mill takes most 
of th: at. 

yy 
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192. Would that wheat come this way with the railway? 
—] think so, as prices are better this way. 

193. Are much stock travelled between Finley and 
Deniliquin ?—-No, they go to Tocumwal. Large numbers 
of eattle have come this way for agistment. 


John Thomas Close, ecoachbuilder, Finley, sworn, and 
examined :— 


194. Mr. Drummond.|] Will you give the Committee 
your views of the proposed railway ?7—I should say that the 
land 5 miles north and south of the Finley-Deniliquin 
route is of equal value, but further than 5 miles there 
would be a difference of £2 per acre in favour of the 
southern land. To the south it is practically all red 
country, while north the land becomes black and is not 
so good for wheat as for grazing. On the western side 
of the soldiers’ settlement there is better agricultural land 
south than there is north. 

195. Do you consider that the Finley to Deniliquin 
line is the best financial proposition?—Yes. Practically 
all stock from the district go to Melbourne, which is our 
natural market. For the last three years railway freights 
at Finley amount to over £10,000. My own comes to £100 
per month, and 95 per cent. goes to Victoria. 

196. What quantity of wheat has been despatched from 
this district ?—In 1922, just over 200,000 bags, and in 1923 

1 little over 130,000 bags. With the exception of 60,000 
bids it all went Sydney way. The remainder went to the 
mill at Tocumwal. Goulburn and Wagga took a lot. 

197. As the principal production of the district is wheat, 
erown on small areas, does not that indicate that the best 
connection is that which will bring the wheat-grower close 
to his outlet?—It is not a business proposition to draw 
wheat 500 miles to market instead of 200 miles to a nearer 
market. Freight is 2d. a bushel dearer to Syduey. 

198, Yet wheat goes that way?—Yes, because of the 
handling charge at Tocumwal, where the break of gauge 
is. 

199. What back loading is there from Sydney ?—Prac- 
tically none, although I draw coal that way. A little 
fencing wire comes from Sydney, but you can get it 
cheaper from Melbourne if you want imported wire. 

200. How long does it take a truck of goods to come 
from Sydney and from Melbourne?—The average time is 
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three days, because of the break of gauge at Tocumwal. 
from 500 to 600 acres would be a good living area in this 
district. Deniliquin is badly off for wood, and the coal 
deposits to which I have referred would provide that 
country with coal in the future, if the railway were built. 


201. Do you think the line should go right to Deuili- 
quin?—It would give us the advantage of good markets 
at Ballarat and Bendigo. 

202. Chairman.| Did the 200,000 bags of wheat you 
mentioned come from the west /—Yes. 


FRIDAY, 3 AUGUST, 1923. 


{resent :— 


Oblaves Jakob Aye ALP 
The Hon. Joun TRAvers. 
The Hon. Ropert Mauony. 
Francis Micuart Burke, Esq. 


DICIX (CHAIRMAN). 


WituiaM Cameron, Esq. 
Brian JAMES Dog, Esa. 
Davip Henry DrumoMonp, Ese. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Finley to Deniliquin, 


Charles Austin Hodgson, Chief Trafic Manager, New 
South Wales Railways, sworn, and examined :— 
203. Chatrman.| Tlave you any statement to present to 
the Committee ?—Yes, as follows :— 


On Gth November last I reported to the Commissioners that 
the length of line from Vinley to Deniliquin would be 36 
miles 14 chains, estimated to cost £180,000, the ruling grade 
being 1 in 110 and the sharpest curve 20 chains radius. 

A map was forwarded showing that within a distance of 
10 niles of Finley 34,695 acres of land were purchased by the 
Government in the year 1910 for closer settlement purposes, 
and disposed of in eighty separate farms of an average value 
of £2,016 7s. 6d., and that in 1917 a further purchase was 
made by the Government of 23,484 acres, upon which forty 
returned soldiers were settled, the average value of the 
farms bing £2,494 10s. 


I did not favour the proposal to serve the area indicated 


by the construction of a line from Finley to Deniliquin as the 
proper connection of Deniliquin with the New South Wales 
railways should be made via Jerilderie, and as such connec- 
tion would serve the area under review, I expressed the 
opinion that, if railway facilities were to be given, it should 
be done by constructing 25 miles of the proposed Jerilderie- 
Deniliquin line, which will form part of the through connec- 
tion that will undoubtedly be wanted later on. 

Basing the estimated cost at £5,000 per mile, the financial 
statement for a length of 25 miles would work out as 
follows :- 


Estimated cost of construction ......... MS aoe £125,000 
Interest on above at 54 per cent. ...... LG,875 
Working” CxXpensSes” 7on.': sme nt,+ ss tutes ae 0,600 

sae 12,475 

Hstimated revenitie. ..,.....%. WS Sees beso tag Ge T7000 

DITerenCe. =. o's hscuae a ei eee cette £5,475 


As previously stated, the estimated cost of a line from 
Finley to Deniliquin (86 miles 14 chains) was given as 
£180,000, but in regard to the financial aspect of the two 
proposals, my opinion was that, although the line from Jeril- 
derie for a length of 25 miles, plus 22 miles to make a through 
connection with Deniliquin (if it be decided to give Denili- 
quin railway communication) would be 11 miles longer than 
the line proposed from Finley to Deniliquin, the results of 
working would not-be adversely affected by the increased 
distance, having regard to the proper connection to serve the 
New South Wales system, apart from local considerations. 

2034. When we were taking evidence in the country a 
suggestion was thrown out by a number of the witnesses 
that a better taking-off point for the Jerilderie connection 
would be Wunnamurra. It was suggested that a line from 
that point swinging out somewhat would more equally 
divide the mixed-farming country than a direct line from 
Jerilderie in the direction of Deniliquin?—There is not 
a great deal in that suggestion because Wunnamurra is 
fairly close to Jerilderie. It would probably be found 
better to take off at Jerilderie and sweep round so as to 
carry out what the local people want. If the take-off 
were at Wunnamurra we should have to make additional 
junction arrangements, whereas we now have a junction 
staff at Jerilderie. There is no reason why the line should 
not follow very much the same track as the local residents 
ask for. Their object apparently is to bring the line a 
little further south, and it would not be advisable for the 
line to go so far south that it would come within the in- 
fluence of the Jerilderie-Berrigan line. The district south 


of Jerilderie towards Berrigan is already served by that 
line. What they want is a line from Jerilderie to Denili- 
quin, dipping a little further south. If the line from 
Jerilderie were brought round in a southerly direction 
from the route shown it would do what the local residents 
want, The piece of land immediately to the west of the 
Jerilderie-Berrigan line is already served. 

204. Do you know the country well enough to offer an 
opinion on this point? The local residents say that be- 
tween Tuppal Creek on the south and the Billabong on 
the north there is a certain area of land suitable for mixed 
farming. Eight miles south of the Billabong the country 
is not suitable for farming, and on that aceount it is 
thought that a direct line from Jerilderie would only 
skirt the more northerly portion of the good mixed farm- 
ing country. Is that so?—I would not like to say anything 
against that view. I know the country about Coree. I 
have been out there and know what a beautiful place it is. 
I have eaten lovely oranges which have been grown there. 

205. Are you acquainted with the previous history ot 
this proposal ?—TI have not looked it up. 

206. In 1914 and 1916 Mr. Harper and the Chief Com- 
missioner then, Mr. Johnson, both favoured the line from 
Finley towards Deniliquin as against Jerilderie as a 
taking-off point?—That may be so. My view is that the 
connection should be made from Jerilderie, and the Chief 
Commissioner has concurred in the report I have sub- 
mitted to him. If later on there is a connection made 
through from Finley to Deniliquin the people who want 
to get to Narrandera or Hay will be penalised by having 
to go through Finley. The people who want to get to 
Victoria from Finley already have a connection with 
Tocumwal, but anyone wanting to go to Echuea, for 
example, would not want to be taken all the way round 
by Berrigan if they could get a direct route from Jerilderie 
to Deniliquin. Any longer distance they might have to 
travel would have to be paid for according to the addi- 
tional mileage. 

207. You suggest that the proposed line from Jerilderie 
should be constructed for a distance of over 25 miles at 
present ?—Yes. There is already a connection with Vic- 
toria via Tocumwal. I do not think the time is ripe for 
another connection via Deniliquin, but I think it will 
certainly come, and when it does come it should be made 
via Jerilderie. If at any time we get rid of the break of 
gauge it will make a great difference to that area. 

208. Do you think the traffic will go to Melbourne? 
Undoubtedly. If I were there that is the way I would 
send my trafic. The break of gauge makes all the 
difference. 

209. Mr. Drummond.| At the previous inquiry in 1914 
you stated: 





Having travelled through the agricultural land lying be- 
tween Finley and Deniliquin, and Deniliquin, and Jerilderie 
and Deniliquin, I am of the opinion that the location of the 
proposed line could be materially improved in the interest 
of existing and prospective settlement by making the con- 
nection between Finley and Deniliquin, instead of Jerilderie 
and Deniliquin. Such a line would ffly serve the whole 








of the agricultural land, and would in the first instance pass 
through the centre of the recent Government resumption of 
50,000 acres of the Tuppal Estate. It would also be a feeder 
to the proposed line between Finley and Tocumwal, giving 
the producers the option of the Victorian markets from the 
nearest and cheapest point of connection. The proposal be- 
tween Jerilderie and Deniliquin as submitted to me merely 
skirts the northern boundary of the agricultural land, and 
from a financial point of view would not be nearly so satis- 
factory as the line suggested from Finley. 

as your subsequent observation caused you to alter your 
opinion —I can only explain that conditions have been 
very considrably altered since then, as I daresay you are 
aware in Connection with the desire to open up the 
Riverina to the Victorian railways. At that time—1914— 
the policy was to keep the trade in the State, and it was 
not the policy of the Railway Commissioners to encourage 
traffic from New South Wales to go to Victoria. That 
somewhat provincial spirit has disappeared, and it is recog- 
nised that the producer should be given the benefit of the 
nearest market. As the members of the Committee are 
aware, railways are to be built from the Murray into New 
South Wales on the Victorian gauge, and this will have 
the effect of causing the whole of the traffic from the dis- 
tricts affected to pass into Victoria. The opening up of 
the connection via Tocumwal is another example of the 
change of policy. If we wanted to keep our trade within 
the State we would not connect up with Deniliquin, but | 
am looking further ahead than that. I realise that it will 
become necessary to make a connection with Deniliquin 
in order to give access to Victoria via that town. This 
being so, one has to look at matters from a somewhat dif- 
ferent standpoint. 

210. If the proposed line were constructed from Finley 
instead of Jerilderie to Deniliquin it would assist the 
interstate trade to a greater extent /—No, I do not think so. 
On the other hand, it would penalise the interstate trade. 
Anyone wanting to send goods direct from the Riverina—- 
say from Jerilderie, Narrandera, Hay, Grong Grong, or 
Coolamon to Victoria would have to pay the additional 
mileage. 

211. In what way would it be more advantageous to 
send goods from Grong Grong or Narrandera via Denili- 
quin rather than via Finley to Toeumwal/—That would 
all depend. If all the traftic is going via Tocumwal there 
will be no need to connect up with Deniliquin, but I look 
forward to the time when a trunk connection with Denili- 
quin will become necessary, and we should not be placed 
in the position of having first built a line from Finley 
and then having to subsequently build a line fron Jeril- 
derie to give us a through run. I am trying to look upen 
the railways of Victoria and New South Wales as merely 
railways of Australia, 

212. In view of the statements by witnesses in the 
country closely tallying with the statement made by you 
in the evidence given in 1914, that the best sericultural 
land lies directly between Finley and Denilcuin, where a 
line would equally divide the good lands, whereas if the 
line proceeds beyond the 10 miles direct north inferior 
Jand will be tapped, do you not think that if, as suggested 
by the Chairman, the take-off of the proposed line from 
Jerilderie were a litle lower down, and the line were to 
strike the proposed line from Finley to Deniliquin near 
the Tuppal soldiers’ settlement, the new railway would 
serve the land lying to the south towards Tuppal, and 
avoid some of the stiff country to the north?—I have not 
the slightest objection to that. I understand that that 
would meet the views of the local people. If the people 
who are farming on the soldiers’ settlement about half-way 
hetween Finley and Deniliquin have to send their trafic 
to Finley and then to Berrigan they will have to poy 
more than if they can avail themselves of a direct line 
from Jerilderie. They will have to pay the increased 
mileage all the time, 

218. Mr, Bourke.| You are of opinion that, apart from 
the passenger traffic, a line runnine direct from Jeril- 
derie to Deniliquin would serve the whole of the country 
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Witness—C, A, Hodgson, 3 August, 1922. 


between that point and the Murray?—Yes. Of course 
the Murray traflic will undoubtedly be taken over the 
river. 

214. How much of the country intervening away from 
the 10 or 12 miles limit would fail to be served if the 
line were built from Jerilderie to Deniliquin?—It is not 
suggested that the line should be built as shown on the 
plan, but that it should, dip towards the south. <A sug- 
gestion has just been made that the line should run in a 
south-westerly direetion, strike the 
route, and then run on, 


Finley-Deniliquin 


215. Would that ensure that the whole of the area would 
be fairly well served?—Yes. The direct line from Jeril- 
derie to Deniliquin would run along the northern border 
of the good land. If I were to look at this matter from 
a purely provincial point of view I might say that it 
would be well to take the line from Finley, but I am 
looking upon the proposed railway as part of a future 
connecting link. 

216. Your preference for the Jerilderie route would be 
much more impressive if you could say that the line 
would serve a better tract of good country 7—I cannot say 
that it would serve a better tract. 

217. You are looking at the line from the standpoint 
of its usefulness as a linking up medium?—No, I am 
not. The first thing we have to do is to give acecommoda- 
tion to the settlers who have been put on the land by the 
Government. The line from Jerilderie will give them rail- 
way access. The second thing we have to consider is the 
making of a proper arrangement, so that in the future we 
may give access to Deniliquin. The soldiers who have been 
settled on the land will require to send their produce to 
market, and they will be able to send it direct to Jeril- 
derie, thence to the seaboard, or via Jerilderie, Finley, 
and Berrigan to Tocumwal. 

218. The Finley line would serve the soldiers’ settlement. 
but the charges would be heavier ’—Yes, heavier than if 
we gave them a direct line. 

219. You are considering the two factors ?—Yes. 

220. Mr. Travers.| lf the line suggested from Jerilderie 
working south towards the soldier settlement is constructed 
will your traftic figures be appreciably affected?—I do not 
think so. It may affect the cost to the settlers, who will 
not have such a long cartage. 

221. Would you expect to get better traftie mile for 
mile?—I do not think our receipts would he affected very 
much. 





222. The line would be somewhat longer if the sugg¢es- 
tion is carried out ’/—Yes, a little bit. 

223. What is the nature of the trade you would expect 
between Riverina and Victoria if the line were earried 
on from Jerilderie to Deniliquin?—Quite likely wheat 
and stock going to the Melbourne market. 

224. Under present conditions does any wheat from 
Narrandera or Grong Grong find its wav to Victoria ?/— 
Practically none; that is on account of the break of gauge. 
If there were a uniform gauge wheat would be sent from 
those places to Victoria. 

225. You would have the same trouble at Deniliquin in 
regard to the break of gauge?—I quite agree that there 
would be the same trouble until a 
introduced. 


uniform gauge is 


226. Then the trafhe prospects in the respect I have 
mentioned would have to be held over until the gauges 
were made uniform ‘¢—With regard to wheat, yes. 

227. You have not given us any figures relating to the 
ratic prospects. Looking at matters from the parochial 
point of view, would you expect to get better traftic 
results from a line from Finley to Deniliquin than from 
a railway taking off at Jerilderie?—I do not think we 
would. We might possibly in the future, but not at 


present. 
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Witnesses—C. A. Hodgson, 3 August, and F. Gibbings, 29 September, 1923. 


228. When you were previously giving evidence you 
said: 

The Chief Commissioner favours an extension from Finley 
ultimately to reach Deniliquin, as such a line would create 
the most development and earn at least 380 per cent. more 
revenue than the one suggested from Jerilderie. 

Yes. 

929. The country has not altered?—No. Ti stands to 
reason that if you have a belt of good agricultural land, 
and you run a railway through the middle of it, you are 
likely in the future, when the land is cut up, to get more 
traffic than if the line were run along one boundary. The 
most admirable arrangement for a railway line is to have 


The Commissioner was looking to the future. 


good agricultural land on both sides. 
The recommendation of the Chief Commissioner 
was that the line from Finley should be extended only 
about 12 miles out towards Tuppal?—Yes. At that time 
the question of connecting up with Deniliquin was not 
favourably regarded, as it was looked upon as a means 
of diverting traftic from New South Wales to Victoria? 
931. You are not in favour of the connection with 
Deniliquin until such time as we have a uniform gauge! 


930. 


—Practically so. 

232. You have already stated that no wheat finds its 
way at present from Finley to the Victorian border ’— 
Exactly. There is no through rate for wheat being sent 
to Victoria. The rate is cheaper for wheat sent to Sydney 
than for wheat sent towards Victoria. If you send wheat 
from New South Wales you have to pay the local rate to 
the border. That is only a short distance, and the short 
rate is higher per ton per mile than the long 


distance hig 


distance rate, 


toria. 
and the extension of the line to Deniliquin would not 
bring us much traffic, because that town is so favourably 
situated with regard to Melbourne that we would have no 
prospect of successfully competing. 


trafic. 
going, whereas you cannot say the same with regard to 
stock. 
Sometimes stock will flow towards Melbourne and some- 
times elsewhere. 
remarks apply even more forcibly to store stock, which is 
sent wherever required, regardless of distance. 
eraziers want to stock up they may get stock over from 
Victoria, whereas if there is a good market for stock in 
Victoria, and they want to get rid of what they have in 
order to avoid losses through drought or owing to other 


238. Are you expecting to get much traffic from the 


western end of this line if it stops 25 miles from Jeril- 
derie or within 22 miles of Deniliquin ?—No. 


234, Does the wheat grown 15 miles to the eastward 


of Deniliquin go to Victoria?—I do not know that any 
wheat is grown there, but if it were it would go to Vic- 


Deniliquin is looked upon as a Victorian town, 


235. Chairman.] Local witnesses pointed out that there 


would be a fair traffic in stock from Deniliquin ?—Stock 
traffic is a very difficult thing to estimate, because it does 
not follow any definite lines, as is the case with ordinary 


It is not like wheat. - You know where wheat is 


The traffic depends upon so many considerations, 
That is so in regard to fat stock, and my 


If Riverina 


considerations, the tide will set in from this side to the 
other side of the Murray. You cannot lay down any hard 
and fast rules in regard to stock movements. Everything 
depends upon the weather, and upon whether there is a 
surplus or a shortage at a given point. It is likely 
that there will at times be considerable movements of 
stock. 


WEDNESDAY, 29 SEPTEMBER, 1923. 
[The Committee met at the Tuppal Soldier Settlement. | 
Present:— 
The Hon. W. T. DICK (CuarrmMan). 


The Hon. Joun TRAVERS. 
The Hon. Ropert Manrony. 


Francis MicuarL Burke, Esq. 
WituiaM Cameron, Esa. 


Davi Henry Drumwonp, Esa. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Finley to Deniliquin 


Fred Gibbings, farmer, Tuppal Soldier Settlement, 
sworn and examined :— 


936. Chairman.] What is the area of your holding ’— 
T have 5094 acres here. JI have an additional homestead 
of 136 acres. I go in solely for wheat growing. 

937. Would the prospects of working your farm success- 
fully be increased by the eonstruction of a railway from 
Finley to Deniliquin?—Undoubtedly. I think the pro- 
posed line would go within 4 or 5 miles of my holding. I 
have now to cart my produce 15 miles to Finley. The 
average rate of carting is 1s. 3d. per bag. 

238. What would you expect the rate of cartage to be 


if the line came within 4 or 5 miles of your holding ?—l 


could do my own carting in that case. At present I cannot 
eart my own wheat. 

239. How many residents on the Soldier Settlement 
area would be benefited by the construction of the proposed 
line ?—The whole of them. 

294.0 What distance are those settlers from a railway 
station at present’—From 10 to 23 miles. 

241. What would the average distance those settlers 
would be away from a railway if the line were constructed 
from Finley to Deniliquin?—About 9 miles, I have been 
cropping my’ land all the time. ~My average yield .has 
been 8 bags to the acre. J am using modern methods of 
farming—fallowing, manuring, and so on. 

242, Would there be any particular benefit to the resi- 
dents of this immediate district if- the line went right 
through to Deniliquin?—To me personally I do not think 


there would be. On this side of the settlement we all 
do our business with Finley. For the other settlers, who 
do their business with Deniliquin, it would probably be § 
benefit for the line to go there. It is a greater distance 


to Melbourne via Deniliquin than via Finley and 
Tocumwal. 
243. Would the construction of the Finley towards 


Deniliquin line enable a greater quantity of produce to 
be shipped from the district than is now sent from it ?— 
Undoubtedly. I think there would be increased culti- 
vation in wheat to the extent of 25 per cent. The distance 
we are away from a railway at present hampers. the 
e-arting of wheat. 

244. Mr. Burke.] What is a fair living area on the 
Soldier Settlement ?-—Six hundred and forty acres is not 
too much. JI have 330 acres under wheat. 

245, Do you earry any stock ?—Only my working horses. 

246. Mr. Travers.| How far out from Finley should the 
line go to serve the Soldier Settlement and the good land 
between the Soldier Settlement and Deniliquin ?—lI think 
somewhere about Mr. Uphill’s south-western boundary, 
about 20 miles from Finley, would be a suitable place for 
the line to end. : 

247. Is the 136 acres of your additional homestead 
under wheat ?—lIt is in fallow. 

248, Do you think 640 acres is the minimum living 
area?—It is a good living area. JI could make a living cn 
my 5094 acres; but it is rather on the small side. 
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Witnesses—F. Gibbons, R. H. Gregory, and J. H: Malone, 29 September, 1923. 


249. Mr. K. H. Druitt, in giving evidence, said a great 
deal of the wheat grown on the Soldier Settlement goes 
to the flour mill at Toeumwal; also that “the construction 
of the proposed railway would mean a big saving to us 
in the transport of our produce.” If the line were con- 
structed from Finley to the Soldier Settlement, would 
it bring about any diversion of traffic; would it mean that 
your wheat would go to Sydney; or that it would go to 
[ think it would be im- 
material, especially if the flour mill at Tocumwal bought 
wheat here. 


Tocumwal to the flour mills? 


In the ordinary course, all the wheat not 
bought at Tocumwal would go to Sydney. 


Ronald Honeybone Gregory, farmer, Finley, sworn and 
examined :— 


250. Mr. Burke.| Do you favour the construction of the 
proposed line/—Yes. I think the Finley to Deniliquin 
proposal would suit the Soldier Settlement better than the 
construction of a line from Jerilderie. My holding is 
about 13 miles from here, to the north, and about 3 miles 
south of the proposed route. 

251. Is Finley your nearest point of railway communi- 
eation?—Yes, distant about 15 miles. I carry on mixed 
farming. The distance we have to eart wheat is our 
trouble. JT have 502 acres, 250 aeres of which is under 
wheat this year. In a good year, with a fair average crop 
on 300 acres, it costs about £150 to get the wheat carted. 

252. What would it cost you if the proposed railway 
were constructed ?—If the station were 3 or 4 miles away we 
would mostly cart the wheat ourselves, and it would not cost 
more than 3d. or 4d. a bag. 

253. Do you have your wheat carted to Finley ?—Yes, 
and that is a great drawback. 

254. If the railway were constructed, how much of your 
502 acres would you put under crop ?—The whole of it. 

255. Do you consider 502 acres would be a fair living 
area if the proposed line were constructed ?2—It is rather 
small. I should say 600 or 700 acres of this country 
would be afair living area with mixed farming. 

256. With your present area, you would want regular 
seasons ’—We would not want to get many droughts. 

257. Generally speaking, is the land in the whole of the 
settlement of good quality?—Yes. The whole settlement 
About 10 miles on this side of 
Deniliquin it is not good wheat country. 

258. Do you favour the line running right through to 
Deniliquin, or would it serve your purpose if it went with- 
in 10 or 15 miles of Deniliquin?—It would serve us very 
well if it ran out about 20 miles from Finley, say, to where 
the previous witness said, about Mr. Uphill’s place. 

259. Would you get any special advantage if the line 
were to go right to Deniliquin?—I do not think we would. 
In trucking sheep or cattle there would not be much ad- 
vantage in the line going to Deniliquin. 

260. Your principal trouble is the distance you have 
to. cart wheat, which does not enable you to work your 
land to advantage?—That is so. 

261. Mr. Mahony.| You said if the proposed railway 
were constructed, you would put the whole of your ‘area 
under wheat. Would you not fallow any portion of it?— 
It would have to be fallowed in alternate years; it would 
not do to continually crop it. 

262. Chairman. | Do you know anything of the 


is very good country. 


sue- 
gested deviation from the proposed Finley line to bring 
it closer to the centre of the Soldier Settlement ¢(—_T think 
it would be a good thing, beeause it would also serve the 
Pine Hills and the Coree people. That deviation would 
begin elbout 4 miles from Finley and go practically 
; a ‘ 4 - 1 
through the northern boundary of the settlement near 
Mr. Uphill’s holding. 

263. Would such a deviatio thile going further , 

263. such a deviation, while going further north, 
leave some of the land further south too far away from 
the railway?’—I should not think so. It would leave none 
of the Soldier Settlement too fe» away. 
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264. We have been informed that the good land stops 
on the north about 6 or 8 miles south of the Billabong ¢— 
1 think that is correct. 

265. Would such a deviation practically equally divide 
the good country /—I think so. 

266. Under the present circumstances is the Tuppal 
Soldier Settlement a suecess?—I think so. It has been 
stated it is one ot the most successful soldier settlements 
in the Commonwealth. 

267. It is a sueecesstul settlement without the con- 
struction of a railway ?—Yes; but it would be more suc- 
cessful with it. 

268. In what way would the construction of the pro- 
posed railway increase the amount of produce that would 
be sent away from here?—Naturally it would not cost so 
much to get wheat carted, and the settlers would go in 
for growing more wheat, and possibly more hay and chaff. 
It is practically impossible to do that now because of the 
long cartage. 

269. What percentage of increase do you think the con- 
struction of the line would lead to?—Twenty-five per 
eent., and possibly more. 

270. It was pointed out that, at times of drought west 
of Deniliquin, stock in poor condition from that district, 
if the line were built, could go right through here, and 
further east, for agistment. Have you considered that 
aspect of the problem?—I have not considered it, but I 
think it is logical, 

271. When a drought is prevailing west of Deniliquin, 
have you a better season here?—I think it would be better, 
because we have better grass land, and could stand the 
drought better, 

272. What price do you consider should be obtained for 
wheat in order to make wheat-growing in this district 
pay under present circumstances?—I would say 4s. a 
bushel. 

273. On trucks at a station@—Yes, we would have to 
pay for earting. 

274. Mr. Drummond.] Do you think the proposal to 
construct a line from Jerilderie, terminating 25 miles out, 
would be of advantage to your area?—T do not think it 
would. 

275. Supposing a line were built from Finley to a point 
22 miles out, what would you send over that line?— 
General produce. I would say all the stuff would go on 
that line; and we would get manure, wire, and general 
merchandise over it. 

276. Where do you purchase them at present?—I think 
they mostly come from Sydney. They are generally ob- 
tained through an agent in Finley. 

277. Do you get fertilisers from Sydney ?—They mostly 
come from Finley. 

278. A witness said that practically the whole of the 
merchandise comes from Melbourne?—I would not say 
that. I would say a large portion comes from Sydney, 

279. A witness said that, with the exception of wheat, 
very little would go towards Sydney, because of the less 
distance, and cost in dealing with Melbourne?—Most of 
the wheat goes to Sydney. 

280. You consider there is very little traffic between 
Finley and Deniliquin at present?—T do not consider 
there is much. 


John Henry Malone, farmer, Pine Tills, swom and 

examined: 

281% Mr. Mahony.| Where is your land situated ?—Just 
north of Mr. Uphill’s property. TI have 1.750 acres, I 
go in for wheat-growing and grazing. 

282. What area have you under wheat?—Generallv 300 
to 400 acres. | 

283. Dd you support the deviation suggested by Mr. 
Gregory ’—Yes, the deviation via Pine Hills homestead. 
My place is within 2 or 3 miles of the suggested @evia- 
tion 
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Witness—J. H. Malone, 29 September, 1923. 


984. Do you consider the deviation is better than the 
proposed route ?—Yes. 

285. Your place is north of the Soldiers’ Settlement /— 
Yes, about 8 miles from the main road. 

286. Do you think the deviation would suit the Sol- 
Settlement?—I think it would suit it better than 
the proposed route. 


diers’ 


287. Where is the present market for your produce /— 
Wheat goes to Sydney; we send it to Finley. I am 22 
miles from Finley. 

288. Do you find it difficult or costly to send your pro- 
duce to the station?—The cartage costs about 6d. a 
bushel—is. 6d. a bag. We generally have to cart it 
ourselves. 

989. Wha 
for you?—It would be a great advantage in carting wheat. 
On the average we spend a month or six weeks afier the 
harvest on the road carting wheat. 

290, Wihat 
railway were constructed’—IL suppose the freight would 
not be more than 1d. to Finley; that would be a saving 
of 5d. 

291. Would you put more land under cultivation ?—Yes, 
There would be some encouragement to put it under cul- 
There would be a better market for what is 
grown. Now we have only a market for wheat; hay and 
chaff are out of the question, because the freight kills 
that. 

292. Is this a suitable 
hay ’—Yes. 

293. What is 
make a decent living in this distriet?—He would require 
at least 800 acres. When the land is new, smaller areas 
are all right. When the land begins to work out, they 
have to fallow and spell it. 

294. If the line were constructed, would you eut up 
your area, or use the whole of it yaurself?—I would cul- 
tivate more of it myself. [ would put about 890 acres 
under cultivation. To farm that 
would have to be fallowed. 


advantage would the proposed railway have 


saving could you make in carting if the 


tivation. 


district for the production of 


a fair area of land on which a man could 


area properly some 


295. Do you run sheep?—I have some at present. We 
send sheep and woo! to Melbourne. The distance is too 
great to send to Sydney; they would waste in the trucks. 
Melbourne is generally a better market. 

296. Where would be the natural market for wheat and 
wool produced in this district?—All things being equal 
the wheat would go to, Melbourne if it were not for the 
break of gauge. 

297. Do you think the proposed line should go right 
through to Deniliquin?—I think so. We would have the 
benefit of both routes, and that would be a great advan- 
tage in times of drought in the transport of fodder and 
live stock. In the last drought, New South Wales had a 
lot of fodder, and it was very dear in Victoria, where it 
is generally obtained. - About Deniliquin where they used 
to get stuff from the north, it had to go down through 
Tocumwal, around to Eehuea, back to Deniliquin to supply 
the west. If the line through to Deniliquin had been 
constructed, it could have been brought from here. 

298. Would you carry your produce to Deniliquin and 
send it wherever it was required for the stock ?—Yes. 

299. Do you think sufficient freight would be provided 
if the line were carried to Deniliquin?—There is a lot 
of good land between here and Deniliquin which would 
be utilised for wheat. 

300. It has been stated that 10 to 13 miles out from 
Deniliquin the land is not much good; do you support 
that?—I know some of the land close to Deniliquin is 
I think the good land is eloger in to Denili- 
quin than 13 miles. 


very good, 


301. Are there any holdings close to the proposed line 
from here to Deniliquin?—Yes, Mundiwa and Lindiferin. 
302. Is there any trade between Finley and Deniliquin 


at present ’—There is a lot of traffie on the main road. 
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303. Take a point from here to Finley, and from here 
to Deniliquin, is there any great traflic+—I think there 
is a good deal, but on account of there not being a rail- 
way, it stops it a lot. 

304. Does the stuff which is sent to Deniliquin go to 
Melbourne ?—Yes. 

305. If the railway were constructed, would it still go 
in that direction?—I suppose it would from part of the 
way. 

306. Mr. Cameron. | 
district ?—Twelve years. 

307. How many holdings have changed hands in that 
time ?—Not a great many. I bought land in the best part 
of the Hartwood estate. Only one on that property has 
sold out. A lot of settlers eame about that time, and are 
still there. 

308. Generally speaking they have been prosperous ‘— 
Yes. 

309. Has the production of wool decreased to any ex- 
tent by reason of the subdivision?—I do not think so. 
When the land is subdivided they keep as many stock as 
before. 

310. Would the quality of the stock be as good ’— 
Probably it would not. The big holdings generally have 
a ‘better class of sheep. 


How long have you been in this 


311. Generally speaking, after a subdivision, the merino 
sheep would decrease in number ¢—Yes. 

312. How much manure per acre do you use for wheat- 
erowing in this country?—About 60]b. to the acre. <A 
lot of good erops have been grown without manure on 
this timbered country. 

313. In your experience is it better to use manure %— 
Yes, when the land has been cropped a few times. On the 
timbered country I believe at first it is better without 
manure. 

314. Chairman.| What class of traffic would go from 
Finley to Deniliquin’—Most of the heavy stuff goes to 
Finley. From some of the places nearer to Deniliquin, 
it would go to Deniliquin. 

315. I understood you to say that from a point half- 
way between Finley and Deniliquin, some traffic would 
go to Finley and some to Deniliquin. Is it not a fact 
that it is considerably longer to the Melbourne market 
via Deniliquin than via Finley and Tocumwal’—Yes. 

316, What inducement would there be to send tratte to 
Deniliquin ?’—The break of gauge and the extra cost of 
handling at Toecumwal. 

317. Would that not apply at Deniliquin ?—No, 

318. Does much wheat go that way?—A good deal of 
wheat goes to Deniliquin. 

319. From what distance out?—About 16 miles. One 
thing which has helped to bring trade to Finley is that 
there are better facilities at Fintey than at Deniliquin. 
The weighbridge at Deniliquin is cut of date; it is small, 
and causes a lot of delay. People will go somewhat out 
of their way in order to get their stuff unloaded quickly. 





320, Are the rates on the private line from Deniliquin 
to Moama considerably higher than on the line from 
Finley to Toeumwal?—On the heavier stuff they are prac- 
tically the same. 

321. You favour the suggested Pine Hills deviation: 
would the effect of sending the iine further north-west be 
to leave some of the settlers on the south too far away from 
the railway ?’—No. It would serve a good many people 
in the direction of Coree and Wunnamurra, where there 
is a lot of good country. 


322. Would such a deviation equally divide the good 
wheat country situated say between the two rivers— 
Moulamein on the one side and the Murray on the other? 
—Yes, I think it would. The railway would be of great 
benefit to the lamb traffic. As we are situated, we have 
to travel them three or four days to market. If the rail- 
Way were close, we could send them straight away. In 
travelling they lose a lot. 
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Witnesses— J. H. Malone, J. Armstrong, and G. T. Wade, 29 September, 1923. 


023. Apart from that, assuming the line were made 
right through from Finley to Deniliquin, would much 
stuff go on the line to Deniliquin?—I think there would 
be a good deal of through traftic. 

324. What advantage would the Finley-Deniliquin line, 
if constructed, have over the Finley-Toecumwal line ?— 
Deniliquin having the Victorian gauge, would, I suppose, 
get a lot of trattic. 

5. Why would it get it as against Finley; would there 


not rather be a disadvantage owing to the longer distance / 
—Yes, 


‘ 
es) 


vo 


John Armstrong, grazier, Woodbury, near Deniliquin, 

recalled and further examined :— 

326. Mr. Traveis.] I understand that a portion of the 
Cornella estate has been recently sold?—Yes; about 6,500 
acres of that estate was sold. The total ‘area of’ that 
estate was between 20,000 and 30,000 acres. It is situated 
to the south-east of Deniliquin, and would be within the 
influence of the proposed line. 

b27. Is the whole of the estate good agricultural land ? 
-- It is all very heavy timber land. 

328. It was suggested that if a line from Jerilderie, 
say 20 or 30 miles out, were swung further south than 
the proposed route to serve the Soldiers’ Settlement, that 
would practically serve the whole of the good agricultural 
land it is propcsed té6 serve by a line from Finley to 
Peniliquin, and would serve a good deal of the country 
on the northern side, which would not be served by a line 
from Finley to Deniliquin: do you agree with that ’—No, 
not altogether. The line would have to go much further 
south than the suggested deviation from the proposed 
Jerilderie line to serve this portion of the Soldier Settle- 
ment, and the land south from here to Tuppal Creek. 

329. Would the line as surveyed from Finley to Denili- 
quin, through the Soldier Settlement, if constructed, say, 
20 miles out, serve the whole of the good agricultural 
country, 14 or 15 miles from that, and the same distance 
further scuth?—Yes. 

330. Would you suggest that the line from Finley to- 
wards Deniliquin should go a little further north (—_No. 

331. It was suggested by Mr. Gibbons that if the line 
were run about 20 miles out from Finley, it would serve 
all the good country between Finley and Deniliquin, 
leaving out any advantage that might acerue from the 
point of view of through traftie by carrying it on to Denili- 
guin’—Yes, it would serve the whole of the good country. 

332. Would there be any special advantage by taking 
the line right through to Deniliquin?’—I do not know 
that there would be. A line terminating about 20 miles 
out from Finley would serve the land approximately 10 
miles west of it; and the Deniliquin line would serve the 
jand on the east. 

333. So that the whole of the good country between 
Finley and Deniliquin would be served if the line ter- 
minated at Mr. Uphill’s property ‘—It would have to go 
further out than that. The land I have in mind would 
be south of that. 

334. You do not think there would be any special ad- 
vantage in running the line on to Deniliquin ?—I think, 
if the line were run out, Mundiwa would be served. 

335. From the point of view of the interchange of 
traffic, would anything be gained by 
to Deniliquin ?—T do not think 


292 


_ 336. It has been stated that about 14 miles 
Deniliquin towards Finley the country 
the country between that point and F 
with that?—It is plain country, which has been under 
cultivation. They have grown just as good crops of 
wheat on that land as on the timber land. 
337. Where did that wheat go to 2— Deniliquin. 

338. Is any wheat being grown there now ’—Yes, and 
it still goes to Deniliquin, 
out. A new lot 
years ago, 


continuing the line 
< SO, 

east of 
is not as good as 


inley; do you agree 


There are portions 15 miles 
i 
of land, which was thrown open two 


1s now under cultivation: it was put under 
cultivation this year, 





339. Would you require a larger area in the country, 
say, 15 miles out from Deniliquin, than you would from 
that point towards Finley ?—Yes, on the plain ; they 
would want 800 to 1,000 acres. From a farming point of 
view, I think 500 acres is sufticient. The land is equally 
as good as it is at the Finley end. On the original Tuppal 
settlement of 50,000 acres, the areas averaged about 500 
acres, aud the holders have made a success of them. 

340. If the line were continued out to Deniliquin, 
would the wheat now grown, say, within 16 miles of 
Deniliquin, go to Finley, or would it still go to Denili- 
quin ?—I think a lot would go to Sydney. 

341. Is much wheat grown to the west of Deniliquin ?— 
There is a lot of wheat grown, but it is more pastoral 
country west of Deniliquin. 

342. Would there be any interchange of traflic in wool? 
—TI think there would be. I think the Sydney market for 
wool is better than the Melbourne market. It is a ques- 
tion of transport. If I had a line, I would send Iny wool 
to Sydney, 


$343. Where does your wool go now? 


Melbourne. 

344, Does most of the wool from this district go to 
Melbourne ?—I think so. 

345. Do you think the flow of trafic would be altered 
if the proposed line were constructed 4 
of it would be. 


A certain amount 


346. Generally, are the financial relatious of this dis- 
trict more with Melkourne than with sydney ?—Yes. 

347. You think that would b» somewhat altered if the 
propcsed line were constructed ?—I am sure of it. 

348. Chairman.| You are well acquainted with laud 
values between Finley and Deniliquin ?+—Yes. 

349. | heard that in the subdivision you spoke about 
the land sold for about £10 an acre in blocks sufficient for 
wheat farms. Do you think a man could reasonably ex- 
pect to make a good living wheat-growing on land in this 
district which cost him £10 an acre?—I think he could, 

350. Is £10 an exceptionally high price for land within 
12 miles on either side of the proposed line from Finley 
to Deniliquin’—That is the highest I have known. It is 
exceptionally good land. 





351. You spoke of the heavy country near Deniliquin 
producing wheat; how many seasons out of ten do you 
think that heavy land would give a crop; it would not 
stand up to drought, or adverse conditions of any kind ?—- 
It is not heavy country between here and Deniliquin. You 
get into red plain land. It is nearly as good as this 
timbered country. 

352. Is it not a fact that for some 10 or 12 miles out 
of Deniliquin, on this side, most of the country is of a 
heavy black character?—No; I do not think 5 per cent. of 
it is. There is a lignum swamp of about 100 acres. 
Except within 3 miles of Deniliquin, I do not know of aly 
large area of black land. 

353. You consider that the land generally from Finley 
right through to Deniliquin is land which is fit for wheat 
cultivation ’—Certainly. 

354. You have had considerable experience in this dix 
trict /—Thirty to thirty-five years. 

355. Mr. Mahony.] What is the area of Mundiwa and 
Lindiferin?—The area of Mundiwa is about 19,000 or 
20,000 acres; of Lindiferin about 21,000 aeres. The land 
is freehold. 

356. Is there any leasehold attached to either of the 
cstates’—There may be a very small area down the 
river which is leasehold; | am not sure of that. 

357. Those two estates would be within the area to 
be served by the proposed line to Ix niliqun?--Yes. The 
line would run a little to the south of the eentre of them. 


George Thomas Wade, farmer, Tuppal Soldier Settlement, 
sworn, and examined :— 

358. Mr. Drummeond.] How far is your holding from 
Finley ?—About 22 miles. My place would be close to the 
proposed line. I have been on the settlement nearly four 
years, 
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Witnesses—G. T. Wade, G. W. Bayliss, 29 September, and J. A. Lawson, 1 October, 1923. 


359. The line, if constructed, will improve your pro- 
perty 2 Yes, 

360. Witnesses have stated that the whole of the traffic 
from this area, excepting wheat, goes to Melbourne. Stock 
goes to Melbourne. A witness said 95 per cent. of the 
general merchandise came from Melbourne. Other wit- 
nesses stated a good deal of the wheat goes to Tocumwal. 
Do you agree with those statements ?—Yes. 

361. If that is so, and the line were constructed from 
Jerilderie, would it be of any great benefit to the settlers 
between Finley and Deniliquin?—I think the Jerilderie 
line would be the best, because it will serve Hartwood as 
well as the Pine Hills settlement. 

362. Despite the fact that your merchandise comes from 
Melbourne at present, and your stock would go that way, 
you think a line 25 miles out from Jerilderie to near your 
place, would be the best to construct /—Yes. 

363. Would you not suffer if you had to send your stuff 
round by Jerilderie to Melbourne?—But if I wanted to 
send it to Sydney via Finley it would be further, 

364. Have you any suggestion to make with regard to 
an alteration of route?—No. We want the railway either 
from Finley or Jerilderie. 


George Walter Bayliss, farmer, Tuppal Soldier Settlement, 
sworn, and examined :— 

365. Mr. Cameron.| Where is your holding ‘—I am on the 
extreme west of the settlement. The proposed line would 
go a little to the south of my place; it would about pass 
my door. 

366. What do you think of the suggested deviation a 
little to the north of the proposed line from Finley to 
Deniliquin?’—I should say the deviation to the north 
would serve better country. It would tap the Pine Hills 
and Billabong country; it would serve that country better 
although it is at present served by the Jerilderie-Finley 
line. : 

367. If the line were earried further north, it would 
serve a wider range of good country /—Yes. 

368. What is your opinion of the suggested terminal 
point about 20 miles out from Finley ?—That would serve 
the country well. Any stuff which had to go to Deniliquin 
eould reach Deniliquin from that 20-mile point. 


369. As far as the Soldier Settlement is concerned, the 
whole of their business is done through Finley ?—The 
bulk of it goes through Finley, We send our stock to 
Melbourne by reason of the longer journey and wastage 
that would take place going to Sydney, We truck at 
Deniliquin. It would serve us in the case of lambs going 
in. I had sheep to send away, but struck wet weather, and 
could not get them away, and lost money as a consequence. 

370. Does the greater part of the stock go via Mel- 
bourne from this area’—Yes. 

371. In your opinion it would not serve the Soldier 
Settlement area to any extent if the line were carried 
through to Deniliquin?—No. At present we cart to 
Deniliquin from the west end of the settlement. For 
wheat the price is usually 14d. better in Finley than in 
Deniliquin. 

372. Is that because the market is better in Sydney 
than in Melbourne?—Selling in the open market it 1s to 
our advantage to send the wheat to Finley instead of to 
Deniliquin. 

373. L take it the wheat goes to Sydney from Finley ?— 
I do not know. A lot of it goes, I think, to Tocumwal. 

374, What area have you?—Seven hundred and fifty 
acres, It is all wheat land, but I have some swampy crab- 
holey ground. Because of the poor land, and the distance 
from market, my holding was made larger than others. 
| have to cart wheat close on 24 miles. It is really too 
tar to cart at a profit. The areas are not big cnough for 
erazing. We cart the wheat ourselves. If we had to pay 
for the cartage I doubt if it would pay. 

375. With the construction of the proposed railway, 
your area would be a reasonable living area?’—Yes. I 
could make a comfortable living on it. J am 42 years of 
age, was born in this country, and have lived in this 
district all my life. 

376. If the proposed line were constructed, would more 
land be cut up for settlement ?—I think so. 

377. Is there plenty of ‘land suitable for closer settle- 
ment /—Yes. 

378. Are the original holders still in possession ?—A 
number have gone out. 

379. You consider the land is suitable for growing 
wheat in areas of less than 750 acres’—Yes. 

280. What is the rainfall on the Soldier Settlement ?’—I 
think the averege is about 14 inches. 


MONDAY, 1 OCTOBER, 1923. 


(‘The Committee met in the Municipal Council Chambers, Deniliquin. | 


resent :— 
The Hon. W. T. DICK (CHairman). 


The Hon. Joun TRAVERS. 
The Hon. Ropert MaAnony. 


Francis Micuartt Burke, Ese. 
Wituiam Cameron, Esa. 


Davi Henry DrumMonp, Esa. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Finley to Deniliquin 


Joseph Alexander Lawson, representing the Victorian 
Producers Co-operative Company, Deniliquin, sworn, 
and examined :— 

381. Chairman.| What does the body. you represent 
comprise?—The shareholders are principally landholders 
who have organised in order to handle their own produce. 

382. Are the members of the Association residents and 
producers in New South Wales’—-New South Wales and 
Victoria. Ihave land which is situated 6 miles out on the 
Echuea road. I am also Secretary of the Farmers and 
Settlers Assoziation, which is an altogether different body 
to the Produesrs Co-operative Company, At a meeting 
of that Assic_stion it was decided to support the Finley 
to Deniliquin route After the 1914-15 drought, I started 
on my own account on the land. There was practically 
no fodder or seed wheat to be obtained in Victoria; it 
had to be carted from northern New South Wales. 


The 


expense and loss through the delay in bringing that fodder 
and seed-wheat around via’ Albury to here was tre 
mendous. Wheat which J ordered in June did not arrive 
until August, and had it not been that I was able to 
procure seed-wheat from my father, I would have lost 
all my crop that year. We were getting the bulk of our 
fodder from Coolamon, and along that line, and the delay 
was dreadful. It had to be rationed out at £14, £15, and 
£18 a ton. The result was a large number of stock were 
lost. If there had been a direct line, the stuff would have 
been there in half the time, and at less expense. I think 
in that year alone, the line would have paid for itself in 
the saving of stock that would have resulted. In 1919 the 
position was reversed. In Victoria and this part of the 
Riverina the season was good; but in northern New South 
Wales it was bad. The New South Wales Government 
purchased seed-wheat here and towards the Echuca and 

















Mathoura line. It had to be trucked round via Albury, 
and that entailed additional expense. There was more 
wheat brought into Mathoura, a little station, than to 
any other station in New South Wales, and it all had to 
be taken round via Albury. The same thing applied to 
fodder. So that I think from a National standpoint, it 
is absolutely necessary that Deniliquin should be linked 
up either via Finley or Jerilderie, so as to save starving 
stock by bringing fodder to them. 

383. In a time of drought, when you require wheat, 
what would be the cost of earriage of that wheat from 
either Jerilderie or Finley to Deniliquin by road ?—The 
cost would make it out of the question. 

354. How often would contingencies of the kind you 
mention happen in a period of 10 years?—I think they 
would be nearly certain to happen twice, 

385. In other parts we have had evidence that, at times, 
when droughty conditions prevailed west of Deniliquin, 
at Jerilderie and towards Narrandera there is plenty of 
feed. Have your own observations led you to the con- 
clusion that a line of this kind, if constructed, would be 
the means of saving a considerable number of stock west 
of Deniliquin ?—I am certain it would. 

386. Can you give us an instance?—In the 1914 drought, 
stock which was sent to relief country from Deniliquin 
and west of it to the northern part of New South Wales, 
which was the best part of Australia at that time, had 
to be conveyed round by Seymour and Albury. Being 
many days and nights in the trucks played havoe with 
the stock. A lot of owners considered the journey too 
far, and would not send their stock; but if there had been 
a short cut across they would have sent them his way. 





387. Was the country about Narrandera at that time 
suitable for depasturing starving stock ?—It was in the early 
part of the drought—up till November, 1914. After that 
they had to be sent further north. 

388. Was there much stock lost west of Deniliquin 
that year ?—The losses were dreadful. JT know practically 
the land from the Pine Hills homestead and the Soldier 
Settlement to Deniliquin, and every acre of it is agri- 
cultural land. 

389. Is agricultural development being hampered in 
this district for want of railway communication—ceither 
towards Deniliquin or towards Jerilderie?—Yes. With 
the price of wheat getting down to pre-war rates, land 
owners will not grow wheat when the expense of carting 
is so great. When the price of wheat was high, they 
could do it. It is absolutely necessary, if the land is to 
be cultivated, to have the railway. 

390. Assuming the line were constructed from cither 
of the two points—Finley or Jerilderie—would the wheat 
go towards Sydney or Melbourne?—It should go to Mel- 
bourne. But if the line is constructed, having the New 
South Wales gauge, probably the cost of re-trucking it, 
with the break of gauge, would force it to go to Sydney. 
As the wheat from Finley all goes to Sydney, I presume 
that the wheat from Pine Hills would also. 

391. Where does the wool grown on the area alung the 
two proposed routes generally go to?—I think about half 
goes to Sydney and half to Melbourne at present. 

392. Would the districts which would be served by the 
proposed lines lend themselves to the fat lamb trade?— 
They would greatly assist the fat lamb trade. Sometimes 
the Sydney market is shillings better than the Melbourne 
market, and that trade would go to Sydney. Sometimes 
the Melbourne market is better. We would have the 
choice of two markets. | 








393. What increase in the area of land to be put under 
wheat do you think would result from the construction 
of either of the two railways?’—There should be an in- 
crease of at least 50 per cent. or 60 per cent. I would be 
absolutely opposed to the line being left 20 miles from 
Deniliquin. I think that would be against the interests 
of the community. Apart from the opening up of this 


land, it should be linked up from a national standpoint. 
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Witnesses— 


J. A. Lawson and G, Evans, 1 October, 1923. 


394. You regard the linking up as being the most ims 
portant phase of the problem?—I think it is 
route. There would be tens of thousands of acres worth 
from £6 to £7 an acre. 

395. What is the carrying capacity of that land for 
grazing ’—The bulk of that area is a sheep or a sheep 
and a quarter to the acre country. 


, on either 


396. What do you regard as being a fair average return 
for wheat year in and year out?—We are getting a lot of 
Wimmera and Goulburn Valley men here, who have 
absolutely revolutionised our methods of farming. With 
the better methods of farming in operation here at pre- 
sent, we are getting from 20 to 25 bushels’ of wheat to 
the acre. We have had up to 35 bushels to the acre, This 
year there will probably be 35 bushels to the acre 


Alderman George Evans, agent and farmer, Deniliquin, 
sworn and examined :— 

397. Mr Travers.] ‘Will you make a statement with 
regard to the two proposals before the Committee ?—If 
the railway came from Jerilderie via Pine Hills home- 
stead to a point 25 miles out, and terminated there, L 
would oppose it. There would be no development under 
those conditions. I have suggested, as a member of the 
Council, that there should be a line constructed from 
between Jerilderie and Berrigan, about 8 or 10 miles from 
Wunnamurra. I know that country well. On a previous 
occasion I gave evidence, and then advoectaed a line from 
Finley ‘to Deniliquin. Conditions have altered since 


then. That was before the Soldier Settlement came into 
existence. The Government promised to give the men 


on that settlement railway facilities for the carriage of. 
their wheat. There are other routes which would pos- 
sibly pay better than the direct route from Finley to 
Deniliquin. 

398. The proposed line from Finley to Deniliquin goes 
through the heart of the Soldier Settlement. Would that 
line, taking a 12 miles radius, serve all the good country 
between that point and Moulamein Creek on the north: 
and south towards the Murray ?—Possibly it would. I 
would certainly say that would meet all the requirements 
as far as the Soldier Settlement is concerned. 

399. Would a line from Jerilderie, 25 miles out, in the 
direction of Deniliquin, offer you any relief?—It would 
hardly be a fair proposition as far as the men on the 
southern side are concerned. It would be some relief, 
but it would not be the relief that the extension right 
through would be to the settlement. 

400. Do you know the country well between Finley and 
Deniliquin ?—Reasonably well. I think it is some of the 
best wheat country in Australia. 

401. Where is your area situated?—About 2 miles from 
the town. I have 252 acres, 
proposed line. 

402. What would you say would be a fair area on which 
a man could get a decent living there?—I would say 
nothing less than 1,000 acres to maintain a family in 


It is not on the route of the 


comfort, and to give the boys, as they grow up, a reason- 
able chance in life. IT think 
it is better to err on the side of a lareer than a smaller 
area. 


Some advocate 6-40 aerese 


403. Under present conditions, what would that cost per 
acre ‘—I was one of four yaluers of the Repatriation Com- 
mittee. We valued land on behalf of the Government. 
We valued eight blocks of land taken up on the Tuppal 
Soldier Settlement about 12 miles from Deniliquin § at 
from £2 10s. to £5 5s. per acre. 
accepted our valuation. 

404. Would you consider that to be the fair average 
value of the wheat land in the distriet2—I think some of 
the plain land could be raised in value a little because 
experience has shown that fallowing and manuring land 
which was looked upon in days gone by as being prac- 


I think the Government 


tically valueless from an agricultural point of view, to- 
day makes eight to ten bags 
obtained, 


of wheat to the aere to be 
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Witnesscs—G. Evans and H, 8. Schollick, 1 October, 1923 


405. Where were experiments tried with regard to the 
plain country /—All over the place. 

406. Is the Soldier Settlement land the pick of the 
district, or does it represent the fair average quality of 
the land throughout?—I would say it is the fair average 
quality land. Hartwood and Quiamong is the same 
quality land. It is all good land, but I would not say it 
is all capable of cultivation. 

407, Taking 12 miles north and south of the proposed 
line from Finley to Deniliquin, would you say that prac- 
tically the whole of that land was suitable for wheat- 
growing /—There is a lot of land in Cornella which is too 
rich for cultivation. I have seen wheat 8 feet high there, 
with big heads on it. I would not say that country would 
be suitable for the plough. 

408. We were told that there were about 6,000 acres 
on Cornalla Station sold which realised something over 
£9 an acre; do you know anything of that sale?—It was 
so reported, but I understood there were many improve- 
ments on that land, and that it included the homestead. 
I think it would not be a fair basis of valuation. 

409, Apart from the rich land, is Cornalla better than 
the Soldier Settlement?—I would say not. 

410. It has been suggested if the line ran out about 
20 or 25 miles from Finley, it would meet all require- 
ments and serve all the good country; do you agree with 
that ?—I certainly think the hne should go right through 
to Deniliquin. Take Mundiwa; I suppose there is hardly 
an acre of that land that would not come within the 
meaning of my reference to the poor plain land where 
formerly one bag of wheat was produced, three or four 
could now be produced. That would mean increased 
production, and it would give men on the land a chance 
of having two markets. 

411. If the land were constructed 25 miles from Finley, 
would that not bring Mundiwa within its influence ?—I 
suppose it would bring in a part of it. 

412. If the railway were taken on to Deniliquin, what 
would be the nature of the traffic from Finley towards 
Deniliquin ?’—It would be of service, as was pointed out 
by Mr. Lawson, in times of drought. It is of advantage 
to local traders, enabling them to send produce to Syd- 
ney. It would be of service in connection with the 
despateh of fat lambs. 

413. Is there much wheat grown 10 miles east from 
Deniliquin towards Finley?—Not a great deal. It is 
mostly a grazing area. There are a few dairying pro- 
positions. 

414, Is that land suitable for wheat-growing ?— 
Decidedly. 

415. Can you assign any reason why cultivation has 
not been carried on on land within 10 miles of the Denili- 


quin line?—Many have gone out of cultivation, and gone 





back to the cow; others have increased their area, and 
gone back to wool. I suppose in many instances families 
have grown up, and the area they had was not sufficiently, 
large, and they had to go in for something easier. 

416. Does much wheat find its way under present condi- 
tions on the Deniliquin Moama line and on to Melbourne? 
—I understand that our best year was roughly 100,000 
bags from Deniliquin. 

417. ‘Would that be grown within a radius of 10 or 12 
miles of Deniliquin?—Most of it would be from the west- 
ern side of Deniliquin. 

418. If the line were built from Finley to Deniliquin, 
would the flow of traffic be altered; would the wheat which 
was grown on the western side of Deniliquin, and now 
finds its way to Melbourne, go towards Finley to a desti- 
nation in New South Wales?—I do not think so. Its 
natural market would be the other way, unless there were 
differential rates. That would also apply to fat lambs. 

419. Is there a through rate to Melbourne for fat lambs ? 
—TI understand there is. 

420. Is there any transhipment at Moama?’—No. 

121. Do you know whether that is satisfactory ?—I 
think so. . 

422. In the eyent of Victoria exercising the right it has 
under the Border Railways Agreement, to take over the 






private line from Moama to Deniliquin, and making it 
part of the Victorian system, do you think that is likely 
to give further encouragement and stimulus to wheat 
growers in the district to use that line?—I think so. 

423. If the line were constructed right through to 
Deniliquin, do you think the country 10 miles out from 
Deniliquin, which is being used for pastoral purposes, and 
not wheat-growing, could be put under wheat ‘—I should 
think so, because it is very valuable land. It is essen- 
tially a wheat-growing proposition. 

424. What is the carrying capacity of the country from 
a stock point of view?—1t depends upon the area of the 
land. I will cite a case. I have 252 acres of land which 
is subdivided into three paddocks. That 252 acres sub- 
divided and properly worked would carry more stock thaa 
300 or 350 aeres of land in one paddock. We have proved 
that time and again. The particular land you referred to 
in the large holding I suppose in ordinary seasons would 
carry a sheep to 24 or 3 acres. Some of it would carry 
more. 

425, What is the average yield of wheat in the district? 
—Fourteen or fifteen bushels to the acre. 

426. Generally the trada and financial relations of 
Deniliquin are with Victoria?’—Nearly all. 

427. Would that be in any way altered if the line were 
constructed from Finley to Deniliquin?—It would bring 
commercial travellers here, and competition would be 
keen, and the chances are that business would be opened 
up as in the days gone by. 

428. Ts there much traffic now between Deniliquin and 
Jerilderie?—Not a great deal. 

429. Is any wheat grown 15 miles east of Deniliquin 
which finds its way to Deniliquin and Victoria’—Yes. 
We have been handicapped in that we have not a good 
weigh-bridge here. Some farmers would rather send 
their wheat to Finley, a distance of 4 or 5 miles further, 
than bring it here, because of the better facilities of hand- 
ling their wheat which is afforded at Finley. 

430. Would fhe construction of the railway encourage 
more wheat to go to Deniliquin to be subsequently tran- 
shipped to Melbourne; or would the market be Sydney ?~ 
I think Melbourne would still retain the trade. If the 
line were constructed, it would help to raise the revenue 
of some of the non-paying lines. I think the productive- 
ness of the country it would go through would help the 
Railway Commissioners from a revenue standpoint. 

431. If the line went out as far as the Soldier Settle- 
ment, or a little further in the direction of Deniliquin, 
would that help the people in this distriet?—I suppose it 
would in travelling to Sydney; it would create traffic no 
doubt. 

432. Do you think the line ought to go right through? 
—I do, most decidedly. 

433. Chairman.| With respect to the rival routes: As- 
suming that both connected with Deniliquin, which do 
you think would be the better—Finley through to Denili- 
quin, or Jerilderie through to Deniliquin?—I would say 
the Finley-Deniliquin line. Whichever way the line goes, 
I feel satisfied it will fulfil the promise made to the in- 
habitants of Deniliquin. 

434, What is the land worth that will carry a sheep to 2 
acres ?—£4 to £5 per acre. 











Herbert Stonard Schollick, ‘Windouran Shire Council, 
station manager, Wanganella, sworn, and examined :— 


435. Mr. Mahony.| Will you make a statement with 
regard to the two routes of railways under considera- 
tion?’—At a mecting of our Council a resolution was 
passed in favour of the railway being constructed to 
Deniliquin by the most direct route. We are interested 
if the line goes direct from Deniliquin to Jerilderie. 
It would serve us when taking sheep. <A lot of our 
country is used for stud purposes, and a large number 
of rams are sent every year to Queensland. If we had 
a diréet line from Deniliquin to Jerilderie, it would take 
all those sheep, instead of having to go via Hay and 
Jerilderie. If the line goes to Finley, which would take 








us through Berrigan and half-way round New South 
Wales before you got to Sydney, it would not interest us 
very much. We want a direct route for stock. We have 
been greatly handicapped because of the time it takes 
stock to reach Sydney by rail. Sometimes rams are in 
the truck for no less than three days, and arrive in 
Sydney in a terribly emaciated state. It has been a dis- 
advantage, not only to us, but to Queensland breeders 
who buy sheep from us. If the line is constructed, it 
will mean that a large quantity of fodder would be 
brought into this district in times of drought. Last year 
we had only one place from which to draw our fodder— 
that was Victoria. We could not get enough teams to 
cart our fodder last year. If the line came through the 
farming area, it would enable us to draw our fodder 
from nearer home, and if they were suffering from drought 
conditions, we could go further afield to Narrandera, 
instead of going to Victoria for it. We would have a 
much better command of prices if we had more than one 
market. JI know the land fairly well between here and 
Finley. I have been in the district 40 years. I managed 
the Deniliquin Station for some years, and know that 
land pretty well. I consider if the line were taken from 
Jerilderie going slightly south from Pine Hills home- 
stead, it would serve a great deal of the country which 
would be developed and opened up. I do not think there 
is any finer wheat land in Australia than that along this 
route. Ido not agree with the evidence given by Mr. Evans. 
T think he is altogether wrong with regard to the carrying 
capacity of the country. The country between Finley and 
Deniliquin will carry, in a good season, a sheep to the acre 
to a sheep to 14 acres. I know the Cornalla land fairly well. 
I have been through there for the last forty years, though 
I have not resided on it. I should not say that was wheat 
land at all. It is very rich land. I consider it is suitable 
more for dairying than for wheat; it is fattening land. 
Comparing Mundiwa and Tuppal, I should say the Tuppal 
land is the better wheat land. 

436. What is the area of the estate you are managing ?— 
Thirty-two thousand acres. It is a stud sheep property. 
Our main market is Queensland. 

437. Could you not sends your sheep to Moama and 
Melbourne, and then to Queensland by water?—We have 
never sent sheep that way. The rough sea trip to Sydney 
cuts that out. 

438. You preter the railway’?—To Sydney, yes. I have 
suggested trying the Melbourne route and sending the 
sheep round by steamer. The Queensland buyers are not 
favourable to it, as they consider the sea trip to Sydney 
makes it prohibitive. 

439. Have you many droughts ?-—We had a drought this 
year. I had 4,000 sheep away. I paid nearly £3,000 for 
feed agistment country at one place, and about £1 ,000 at 
another. I was getting from Victoria from 1,200 to 1,500 
bags of oats a month, Sheep went up the Murray and 
had to be taken to Seymour and up to the Goulburn 
Valley. If this line had heen built they could have gone 
over it. 

440. If this line had been constructed you would have 
been able to save that loss?—I could have got my sheep 
away. 

441, Where would have been the most suitable place 
to send your sheep to relief country ’—Probably 
have sent them where I did. 

442. From an agricultural standpoint, which of the two 
proposals under consideration is the better, mile for 
mile?—Stopping 20 miles away would be of no use to us. 

443. You want a deviation so that it will take in portion 
of the Soldier Settlement ?—The Soldier Settlement should 
have a railway. 

444. Do you know the country right through from 
Finley to Deniliquin ?—Yes 

445. Are there any Loge, estates within the influence 
of the proposed line?2—I could not tell how much land 


I would 


there is. The enhanced yalue for wheat is going to make 
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that land be cut up. It is not going be oecupied as 
sheep country, because the land is becoming too valuable. 
I think the construction of the railway will cause the land 
to be cut up. 

446. Your Shire Council supports the line from Jeril- 
derie right through to Deniliquin ?—Yes. 

447. Did your Shire Council know the proposal was to 
stop 25 miles out from Jerilderie?/—No. We want the 
direct route. It is most important in stock traffie to get 
through as quickly as possible. 

448. Is there any great trade with Victoria in stock 
outside that going from the estate you are managing ?— 
Yes. There is a trade for fat stock. A lot of stock come 
from the back country into Victoria. There is a big stock 
trade with Victoria. 

449. A fair quantity of wool and wheat would go by 
that route?—Yes. 

450. Chairman.| What are your annual sales?—About 
2,000 rams and 1,500 ewes. The majority are sent to 
Queensland. 

451. What reason do you urge for the deviation be- 
tween the two lines?—It would still give us a direct line, 
77 serve more wheat country, 

Ts it not a fact that on the north of the proposed 
siete Oe tas line, what might be called non- 
wheat country comes in very close to ‘the proposed 
route ’—To the north it is not very good wheat country. 

453. To the north of the proposed Jerilderie-D sniliquin 
lne there is not a large area of country suitable for 
closer settle sment’—No. As you get closer to the Billa- 
bong it is not so suitable for wheat. If the line went 
from Jerilderie in the direction of the Soldier Settlement 
it would be a suitable proposal. 

454, Mr. Cameron.]You sent a number of sheep away 
for agistment; where did you send them ?—Torramia. 

455. How much oats did you use?—Between 300 and 
400 bags a week, T think 

456. How long did that last?—From February till June. 

Would it pay to feed ordinary sheep under those 
conditions ?—I think so, at the price sheep are at present. 
If it pays to feed sheep at all, it pays to feed them well. 
I fed my sheep well and got 70 per cent. of lambs. 

458. Under ordinary closer settlement conditions that 
would be almost impossible for ordinary settlers ?—Their 
trouble is that they cannot get the money to pay for it. 
I have been feeding sheep for 40 years, and the more ¥ 
fed them the more I was convinced that it pays to feed 
sheep well, especially when sheep are worth as much money 
as they are at present. 
30s. to £2 a head. 

459. What would be a living area for a small man in 
that country’—A good man could make a fair living on 
1,000 acres of wheat land, and have a chance to better 
his position in life, and give his family a start. 

460. Is it necessary to have a reasonable area to main- 
tain the standard of sheep at Wanganella. By cutting 
up the large estates there would be a possibility of losing 
the high standard of merino sheep ?—I do not think there 
is any likelihood of the estate I am managing being cut 


The ordinary flock sheep are worth 


agi 
up. It is entirely grazing country, carrying a sheep to 
about 4 acres. We require a fairly large area, because 


if we only boil 1 limited number of rams, we would not 
be able to eupely our customers. With the numbers they 
require some properties require as many as 1,000 rams 
annually. This is not the only stud farm in the district. 
There- are stud farms all round the Billabong: it 
essentially stud country. 

461. That applies more to the west of Deniliquin ?—Yes. 


is 


462. You have droughts periodically ?—Say one in every 
five years. 

463. Would not the people along the suggested route 
find a ready market for their fodder by supplying people 
who have valuable sheep in the district?—Yes. Tf this 
line were constructed, we would be able to draw our fodder 
from that farming country instead of going away for it, 
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We buy fodder every year, and in a drought we buy more. 
What applies to us would apply to others. We cannot 
grow fodder. In the last five years we have grown three 
crops, and they have not been much good. It does not pay 
us to do it. 

464. On the 1,000 acres which you regard as living area, 
they should go in for mixed farming ?—Yes,. 

465. Where does the fat stock go from the stations out 
west?—To Melbourne, and the wool also. A certain 
portion of the fat stock goes to Sydney, but not a great 
deal. The export trade would naturally go to the nearest 
freezing works. 

466. Whether the proposed line were constructed or not, 
Melbourne would still be the market for fat stock 7—Yes. 

467. The value of this line would be the closer settle- 
ment it would bring about, and the service it would render 
to the pastoral area further west?—Yes. It would put 
the country to which I have referred into its proper pro- 
ductive value. If the line is not constructed, it will stay 
as it is. 

468. If there were a safe get-away in times of drought 
for the stock, it would be possible to carry more stock ?— 
Yes. 

469. Mr. Drummond.] Is the trend of trade mostly to- 
wards Victoria ?—Yes. 

470. That would mean if you built a line 25 miles out 
of Jerilderie, your trade to Melbourne would carry a dis- 
ability charge of 41 miles; but you would save 22 miles 
to Sydney. Under those circumstances, which line do you 
think the Committee should recommend?—The direct 
Jerilderie line. The more direct route will make the 
trend of trade towards Sydney; it would otherwise go 
towards Melbourne. 

471. Some witnesses have said that it pays them better 
to send their stuff to Victoria, even with the break of 
gauge. If the line were built to Jerilderie, would it 
assist in drawing trade to Sydney, or would it merely 
penalise those who were accustomed to sending their stuff 
to Melbourne ?—I think it would assist to draw the trade 
to Sydney. J do not see how it is going to penalise it. 
{f a man has two miles to eart his wheat, as against 30 or 
40 to get it to Victoria, he would send it to Sydney. 

472. Mr. Burke.| Your natural market is Melbourne 
at present /—Yes. 

73. If the railway were built, your natural market 
would still be Melbourne?—-It depends on how you are 
going to be served with the line. If it costs less to go to 
Sydney, we will send to Sydney. 

474. Mr. Drummond.| Is there much travelling be- 
tween Deniliquin and Finley at present?—TI do not think 
there is very much. 
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John Hunter Patterson, junior, grazier Hartwood, repre- 
senting the Coonargo Shire, sworn, and examined :— 


475. Mr. Cameron.| Will you make a statement with 
regard to the two lines under consideration?—The rail- 
way, whichever way it goes, will go practically through 
40,000 acres of one riding. My property is north of the pro- 
posed line from Jerilderie to Deniliquin. My opinion is that 
the line from Jerilderie, or south of it, at Wunnamurra, 
through to the Pine Hills homestead, on to Deniliquin, 
would be the most beneficial as a paying proposition, 
because it would run through good red farming land. It 
is not going to cut up any big estates, because the majority 
of the estates are already cut wp. The land is in areas 
of from 1,000 to 5,000 acres, and could be turned to much 
more beneficial use if farmed as well as grazed. The 
trouble is that the carriage of wheat by team is too ex- 
pensive, by reason of the distane. It would affect the 
southern portion of my property slightly. There are 
about 5,000 aeres on the southern portion whieh if eon- 
sider good farming land, and the rest of it I do not think 


is suitable. The area of my property is 38,000 acres. 
Before I came to this district, in 1913, the southern 
portion of Hartwood was all sold—that is 10,000 acres 
of it—in blocks of 5,000 acres downwards. The smallest 
is about 500 acres. Those men are all doing well. I 
suppose half of them are still grazing. The line to Pine 
Hills homestead would benefit the Soldier Settlement, and 
our Council considers it absolutely necessary that that 
settlement should be served. To make the Soldier Settle- 
ment a success, it must have a railway line closer than 
it is at present. 

476. How far would that be from the Soldier Settle- 
ment ?—About 6 miles from the northern boundary. The 
earriage of wool, and other produce, is 1s. 3d, a ton per 
mile. You could not cart wheat more than 12 miles at 
those rates. There are 40,000 acres of land there, most of 
which is wheat-growing land. In the next, the B riding, 
T suppose there are 20,000 acres of wheat land. In the B 
riding, it would go through one large estate, of which, 
whether the railway is constructed or not, I think half 
will be cut up next year-—that is the Mundiwa estate. 
T have seen the Settlement develop, and have helped one 
or two men on the Settlement. They are all in a good 
financial position to-day. 

477. Are the original holders still there?—Yes, with the 
exception of one, who never worked his property. He had 
a big area, and used to lease it to another man to farm. 

478. Where do they take their wheat now?—Half from 
Pine Hills goes to Finley and half to Deniliquin. None 
of it goes to Jerilderie, as the haulage is too far. I 
favour the route going from Wunnamurra and then on 
to the Pine Hills homestead. It would go through better 
country than from Jerilderie. The Council is in favour 
of the line going right through to Deniliquin, but our 
main concern is the serving of the Soldier Settlement. 

479. Would you advocate the line going right on to 
Deniliquin?’—A tremendous lot of produce goes from 
Liverpool Plains, and in that direction in a drought year. 
That is only now and again. In 1915 there were some- 
thing like 5,000 tons of fodder, which came to Jerilderie 
from one station alone. The fat sheep will go to Mel- 
bourne, because they are onl# 24 hours in the truck. But 
it would not pay to take the wheat, once it is on the truck, 
unless the rate is very much dearer, off the truck and 
tranship it to Melbourne. It would go straight to Sydney, 
because the handling charges would be too expensive to 
go to Melbourne. 

480. Regarding the transport of stock in times of 
drought, and getting fodder in, would not that give great 
relief if the line only went 25 miles out ?—Certainly. 

481. You consider the country would be well served if 
it did not go right to Deniliquin ?—Yes. 

482. You prefer that route in preference to the one 
from Finley to Deniliquin, even if the latter went right 
through ?—It does not benefit the good wheat country as 
would the other proposal. The majority of the settlers 
in the Soldier Settlement are doing well, or on the way 
to do well. They have been very much handicapped by 
not having sufficient capital to start with, but the good 
men are getting along satisfactorily. 

483. Do you think those men would be able to pay rent 
for their land and take over their liabilities fully ?—I do 
not think so yet. If they get the price they have been 
obtaining during the last two or three years, another year 
should do them. They are doing as well as any soldier 
settlement, and better than many I know of. 

484, If other areas were made available, do you think 
the land would be bought ?—Yes. 

485. What would be a reasonable price for the land ?--- 
Within the region of £5; it might be a little more. The 
land would range from £4 to £6 10s. It would carry about 
a sheep to 14 acres. 

486. At those prices they would have to grow wheat?— 
Yes. It would be impossible to graze at that price for the 
land. Properly farmed, they would nearly graze as many 
sheep now in addition. 
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487. What would you reckon a sufticient area on which to 
make a living’——-One thousand acres. They would have 
to farm at least 300 acres. That would necessitate hav- 
ing 600 acres—300 acres would have to be fallowed. 

488. Mr. Drummond.] Would this line be of any great 
advantage from the stock point of view in time of 
drought ?—Yes. 

489. Where do you usually find your relief country ?—- 
In the mountains around Goulburn and around Wagga 
and Albury. 





490. Even if the line were constructed only 15 miles 
out, it would be a distinct advantage to the stock-owners 
further west’—Yes, it would be better than having no 
railway. 

491. One witness expressed the opinion that if the line 
terminated 25 miles out, it would be a good thing: do you 
agree with that?—No. I think it will eventually go to 
Deniliquin. Twenty-five miles out would be a big ad- 
vantage, and would mean you would only have 12 miles 
to cart each way with wheat. It would serve all the 
farming areas. 


Arthur Churchill Fitznead, shire engineer and valuer for 
the Conargo Shire, near Deniliquin, sworn and 
examined :— 

492. Mr. Drummend.] Will you give your views with 
regard to the two proposals before the Committee, as to 
which would be the better paying proposition, and be of 
the greatest benefit to the distriet?—I would say the line 
from Jerilderie to Deniliquin. 

493. A suggestion has been made that instead of taking 
off at Jerilderie, the line should take off about Wunna- 
murra on the Jerilderie line, and swing a little further 
south to the Tuppal Soldier Settlement; do you think 
that would be an improvement on the direct through 
line?—I would still say the direct line would be of the 
greater service. 

494. Mr Hodgson stated in evidence in 1914: 

Having travelled through the agricultural land lying 
between Finley and Deniliquin and Deniliquin and Jeril- 
(erie, I am of the opinion that the location of the proposed 
line could be materially improved in the interests of exist- 
ing and prospective settlement by making the connection 
between Finley and Deniliquin instead of Jerilderie and 
Deniliquin. Such a line would fully serve the whole of the 
agricultural land, and would, in the first instance, pass 
through the centre of the Government resumption of 50,000 
acres of the Tuppal Estate. The proposal between Jerilderie 
and Denilquin, as submitted to me. merely skirts the northern 
boundary of the agricultural land. 

What is your opinion of that statement ?—Mr, 
probably came to that conclusion through tr 
the road from Deniliquin to J erilderie. 

railway does not go anywhere near the road. 
different country altogether. 


Hodgson 
avelling along 
The proposed 

It goes into 
The Deniliquin-Jerilderie 
road traverses more or less along the Billabong, which is 
not very good country. Along the line from Jerilderie to 
Deniliquin, through Pine Hills, would be very rich coun- 
try. Had Mr. Hodgson travelled along the proposed 
route he could have only come to the conclusion that it 
was the richest country of the whole shire. 

495. Do you know the Moulamein Creck country ?— 
I know every acre in the shire. 

496. Is the land which is situated 4 or 5 miles towards 
Moulamein Creck of a heavy character ?—It 
black soil. 

497. So that Mr. Hodgson’s statement would be cor- 
rect‘—I think not. I presume the line would not go as 
straight as shown on the map; that there would be a 
curve. 


is heavy 


498. The proposed route is practically direct from 
Jerilderie. But there js a suggestion to take off a little 
Jower down than Jerilderie, say at Wunnamurra, and 
bend towards the Tuppal Soldier Settlement 7—That 
would leave the Billabong altogether. It would start in 
good country, fand 4gontinue in good country righ 
through. 


199. You would leave the stiffer country away to the 
north-west ?—Yes. 

500. The question has been raised that if the line were 
built from Jerilderie 25 miles out towards Jerilderie, it 
would leave a lot of the country towards the Murray too 
far distant from rail to be effectively developed. Do you 
know the land south of Tuppal towards the Murray ?— 
Yes. I know the country south of the Tuppal-road. That 
has all been settled. The small area which remains south 
ef the Tuppal ‘Settlement belongs to the Tuppal Station. 
That country is already served by the Finley-Tocumwal 
road. That traffic would never go north. 

501. Would they not have rather a long haulage—over 
20 miles‘—No. From Tuppal to Tocumwal is only 14 
miles, whence they have direct communication with Mel- 
bourne. That area is already served. 

502. A witness on the Soldier Settlement stated he was 
at present hauling 22 or 23 miles to Finley ?—His near- 
est point would be Tocumwal. Hauling to Finley he 
might have to go a little further. 

503. Have they roads through that country to Tocum- 
wal’—Yes. There are roads at intersections of every 
mile. He could get to a railway within 22 miles. 

504. Assuming he had to haul 20 miles, we have been 
assured by witnesses that that would be a very serious 
handicap ’—It is undoubtedly, The haulage rates are a 
Is. to 1s. 3d. per ton per mile. 

505, Are you satisfied that the best proposal would be 
to carry out the construction of the line which runs 
almost direct from Jerilderie towards Deniliquin bearing 
a little to the south?—Yes, 

506. Why should the line not terminate 25 miles out 
from Jerilderie?—We are anxious to get direct communi- 
cation with Sydney for passengers and goods. If the line 
stopped 20 miles from Deniliquin, I do not think you 
would get so much traftic as would be the case if it went 
right. through. There is a lot of good agricultural land 
which would be served in the intervening distance of 
20 miles, 

507. How far out does effective farming operations 
extend from Deniliquin at present?—Until you get 12 
miles out you do not exme into solid farming operations. 

508. Is that due to the land not being particularly 
suitable for farming for 12 miles around Deniliquin ?— 
No. The land is quite good enough, but it is not cut up. 

509. Mr. Mahony.| Is the Deniliquin land locked up; 
are there big estates around Deniliquin?—Yes. There 
ere several large estates around Deniliquin. Warbrecean 
and Mundiwa are two of the largest. 

510. What are the large estates being used for at pre- 
sent ’—Grazing. 

O11. Is the land suitable for agricultural purposes ?— 
There is a very large area on both those estates which is 
suitable for wheat growing. 

512. Mr. Travers.| Would you say that the last 10 mileg 
of the country on either of the proposed routes, that is from 
Jerilderie towards Deniliquin or from Finley towards 
Deniliquin is as good as the country further e 
or Jerilderie?—No; I will not say that. As you go east 
the country improves from a wheat-growing point of view; 
there is not so much grass country in it: 
suitable for agriculture. 


ast to Finley 


it is red country 
We pick up the good country 
about 10 or 12 miles from Deniliquin. 

513. And from that on it is not go zood’—No. The 
moment you get on to the rivers or ere 
soil—black soil. 

514. How much wheat has been grown in the country 
Which is not so good for wheat-growing, say 10 miles out ? 
—There are odd farmers who grow wheat. The red country 
sometimes takes a sweep into the black. There is not a 
straight line of demarcation between the black and the 
red. There are wheat-growing centres within 
Deniliquin. 


eks it is different 


a mile of 


515. It has been stated definitely that the 
north of the proposed line from Jerilderie towards 
Deniliquin is not as good as the land to the south; it has 
further baen stated that the line running from Finley te 


land to the 
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Witnesses—A. C, Fitznead, R, W. Holmes, and T, 
Deniliquin would practically serve the whole of the good 
country that would be served by a line from Jerilderie 
towards Deniliquin, with the additional advantage that 
the country to the south of the proposed line from Finley 
to Deniliquin would not be served by the line from Jeril- 
derie towards Deniliquin; do you agree with that ?—Yes. 
But you would lose all the country to the north by that 
route—the country from Pine Hills. 

516. Would not Pine Hills be within the influence of 
line from Rey to Deniliquin ?—Yes. 

517. On that is has becn suggested that the line from 
Finley to De niliquin should go a little further north to pick 
up some of the good country you are speaking of. Taking 
that into consideration, the line from Tinley to 
Deniliquin serve the whole of the best country ?—Yes. but 
as against that, you would do away with the direct com- 
munication. 


would not 


518. What would be the value of direct communica- 
tion ?—It would be 49 miles nearer to Sydney. 

519. The difference is really that a line from Deniliquin 
to Jerilderie would save 26 miles of haulage over and 
above a line from Deniliquin to Finley; but the extra 
cost of construction would mean that you would be con- 
structing a line 45 miles in length, as against a line 36 
miles in length; and taking them both at the average rate 
of £5,000 a mile, the Jerilderie to Deniliquin line would 
cost £225,000, and the line from Finley to Demiliquin 
would cost £180,000; that is a difference of £45,000 in 
favour of the line from Finley to Deniliquin. Looked 
at from that point of view, which line would you recom- 
mend ?—If [ thought the possibility of getting the Finley 
to Deniliquin line were greater than the other, I would 
favour it, assuming that it went well to the north. 


Richard William Holmes, farmer, 13 miles east of 


Deniliquin, sworn, and examined :— 
520 Chairman.| What experience have you had in this 
district ?—I came here in 1874, and have been here ever 


since. I am leasing 1,100 acres. Seven hundred acres are 


under crop. My place is on the linley-Toeumwal road. 

Ta I Which | line do you favour ?—I think the line fron 
Finley to Tocumwal would be the best. It goes through 
the best count vy. 

522. Is the country to the north of the Deniliquin Jeril- 
derie line as far as Moulamein Creek not as good on the 
whole as the country on the south?—Not nearly as valu- 
able; it is not suitable for eropping. Near the Billabong 
on the north is not agricultural land. The Jerilderie 
towards Deniliquin route intersects a lot of poor country. 

523. There is a suggestion to take off at Wunnamurra 
and go through Pine Hills towards Jerilderie?—A line 
running from Finley to Deniliquin will not leave good 
country further than 15 miles away from the line, not 
even on the north. 

524. Taking the country which would be served by 
the proposal you support, what area do you think 
would be sufficient to give a man a decent living?’—Six 
hundred to nine hundred acres. A man must fallow and 
have a place for his sheep. He would want 400 acres 
under crop each year. 

525. What advantage would there be in sending a line 
right through from Finley to Deniliquin ?—I would favour 
the line from a national standpoint. It would be of 
service when there was a drought in the west of Victoria. 

526. If the line from Finley to Deniliquin were adopted, 
would it leave any of the country to the north towards 
the Billabong or Moulamein Creek outside the zone of 
effective railway influence?—It might leave a very small 
You would go five or 


area of good agricu oul 
1e Billabong before you would get 


ural country. 
; tae 
six miles south of t! 
agricultural country. 

527. What would be the advantage of having railway 


eonnection with Sydney ?—We do a great deal of business 
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F. Keys, 1 October, 1923 


with Sydney now. We get all our wire and iron from 
Sydney, with all the disadvantages we are labouring 
under. 

How far are you from the Tocumwal line !—Thirty- 
three or 34 miles. When there is a rush, Tocumwal is a 
bad place to go to. 1 

What particular advantage would there be in hay- 
ing connection with Sydney?—I do not speak par- 
ticularly of Sydney. On one oceasion we had _ to 
provide feed for horses and cattle a fortnight ahead. We 
ordered it from Sydney, but it did not arrive for a month 
or two after. Some ofthe stock were dead when it came. 


Thomas Frederick Keys, farmer, Somerleyton, Deniliquin, 
sworn, and examined :— 

530. Mr. Travers.| Where is your place situated ?—On 

Toeumwal road, 124 miles from Deniliquin. I am a 
member of the local branch of the Farmers and Settlers’ 
Association. It has 160 members. Both routes have been 
discussed by the members, and it was unanimously deeided 
to support the construction of a line from Finley, in a 
north-east direction to Pine Hills homestead, to deviate 
through the Soldier Settlement, which would serve all 
the available wheat country; and that a line brought from 
Wunnamurra or from Jerilderie would only tap a portion 
of the best of the southern side. We claim that the line 
we advocate would be the best paying line, 

531. Would you suggest that the line should go further 
north than marked on the map, with a view to serve the 
good eountry on the north?—Yes, making one line serve 
eyery purpose. 

532. Will one line serve the best country lying between 
Moulamein. Creek and the Murray, or eastward of the 
existing Jerilderie line?—Yes. I believe the settlers on 
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ithe Tuppal Soldier Settlement were promised by the present 


Minister years ago that a railway would be constructed 
to the Settlement. At the end of that Settlement there 
is another batch of men who have taken up land on Tuppal. 
If a line is constructed, and stops 25 miles out, the men 
will not be served at this end. Such a railway would be 
of no more advantage to them than if it were never built. 
Taking the Soldier Settlement as being about the 
centre of the Moulamein: Creek and the Murray River, 
where do you consider the best country lies—to the south 
of that?—I think to the south. 

534. If your suggestion were earried out to swing the 
line some distance to the north, would that leave out the 
good country on the southern side?—Not too much of it, 
because the line would go near enough to pick up all that 
good country. ! 

535. We have had it in evidenee this morning that 
about 1,000 acres is considered a fair living area in this 
district, particularly for wheat-growing; do you agree 
with that?—I consider a man could make a decent living 
on fro m1 900 to 1,006 acres. 

536. Taking 1,000 acres as being a fair average, what 
would es the value of that land under present con- 
ditions ?—£4 10s. to £5 10s. an acre. 

537. What is the area of your property ? 
[ have also some leasehold land. I am grazing 
I have a crop of wheat at present. I have 
ent holding between seven and eight 
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Secured land 





815 ‘acres. 
and farming. 
been on my 
years. : 

588. What do you do with your wheat?—It has to go 
to Melbourne, unfortunately. There are no means of 
eetting it to Sydney unless by carting it 23 or 24 miles, 
and the cost of doing that would take all the profit out 
f it; consequently, it has to be put on the Deniliquin 
ine peng sent to Melbourne. 
539. What do you man by 
Wa * go to Melbourne? 
Sydney. 

540, If the price is better in Melbourne, would you still 
send it there?—I presume a man who wishes to make his 
way, will send his wheat to the best market. 
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541. If the line were constructed, and market condi- 
tions in Melbourne were better for you from the financial 
standpoint, would you still go to Melbourne ?—Not neces- 
sarily. I would have been very pleased at one time to 
send it to Sydney, but I could not get it there owing to 
the cost of cartage. 

542. Even if this line were constructed, do you think 
it would pay you, unless the difference was very marked, 
to change you financial relations from Melbourne to Syd- 
ney ’—No, not often; at certain times it would. 

543. What does it cost you to send a bushel of wheat from 
Deniliquin to Melbourne ?—Six and one-eighth pence. It 
would cost 4d. less to send it to Sydney. 

544. That {d. would practically be made up in the 
charge from Deniliquin to Sydney?—It would be more 
than made up as it is at present. 

545. It has been suggested that the land 12 miles east 
from Deniliquin on the average is not as good as the land 
from Deniliquin right out to Finley —I do not agree with 
some of the evidence given. I am not going to take 12 
miles out; I will take 9 miles out, or even less than that, 
and it is land on which a man could make a good living on 
1,000 acres. 

546. Would that be the average ’—Yes. 

547. Is your own land first-class land ?—Wheat and graz- 
ing land. Portion of my land is subject to fleods. 

548. Taking a radius of 12 miles from Deniliquin in an 
easterly direction, is there much of that country within 
that area subject to flood?—-Ne. The floods are only on 
the creeks and rivers. 

549. What has been your average yield over a period 
of five years?—Five bags to the acre. 

550. Would that be a fair average yield for the whole 
district ?—I am not putting it high, because I do not wish 
to give a figure which can be refuted. Taking a period 
of five years, the average would be five bags to the acre or 
slightly over. 

551. Generally speaking, if the line were constructed 
right through from Finley to Deniliquin, do you think the 
flow of traffic would alter that—that is to say that a great 
deal of the trafhe which finds its way from Deniliquin to 
Melbourne would go via Finley to Sydney?—I am not 
prepared to say it would. But there are times, and we 
have seen them, when the advantages of this line would be 
great owing to our being able to get a way south. At one 
period we want to go north; at another south. If this line 
were constructed, we would have the advantage of being 
able to go either way. 

552. Would not the fact that a private company is oper- 
ating between Deniliquin and Moama help to inerease the 
charge of 64d. to Melbourne very much?—To a certain ex- 
tent, it would. 

5523. In view of the fact that Victoria has the right to 
purchase the line from Deniliquin to Moama, and make 
it part of the Victorian system, is not that likely to be a 
factor in improving the conditions of the farmers here, 
insofar as the through rate to Melbourne is concerned ?— 
Probably it would be. 

553. Apart from through traffic, does any traffic between 
Deniliquin and Moama cost more per mile than on the 
Victorian system?—On some goods it does considerably; 





it is less on others. On stock it costs less. The Soldier 
Settlement area is one of the finest which has been granted 
to returned soldiers. Generally speaking, unfortunately, 
the areas are too small. If, instead of having 
750 or 800 acres, they had 1,000 acres, with good 
facilities for getting their produce away, the majority 
of those men would make a good thing in a very 
short time, because they are good workers. Which- 
ever route is recommended, it is most essential that the 
soldiers should have the benefit of a railway. From a 
national standpoint, we, at this end, should have the line 
right through to Deniliquin, so as to give us an oppor- 
tunity of going in whatever direction we wanted to 0. 


554. If the line were taken to Deniliquin, what would 


be the nature of the traftie between Deniliquin and Fin- 
ley?—It would the shorter to get to Tocumwal. There 
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would be merchandise and different things. The Sydney 
market is often better than the Melbourne market. We 
eould take advantage of the best market. Stock are often 
driven to Tocumwal. They would be put on the line 
between here and Finley, instead of being driven to To- 
cumwal. 

555. Could you not send stoek over the existing line 
from Deniliquin to Melbourne—a distance of roughly 200 
miles?—Yes, if they liked to drove them into Deniliquin. 
[It is not always suitable to send them to the Melbourne 
market. ‘ 

556. Still, the stock would be likely to take the shorter 
route to Melbourne ?7—U ndoubtedly. 

557. The suggestion has been.made that, if the line 
were run out 20 miles from Finley, it would practically 
serve the whole of the Soldier Settlement. Would that 
offer any considerable relief to the people in and around 
Deniliquin?—I do not think so. It would not offer any 
to me, and I am 124 miles out. [am just as well served 
now as I would be if the line came that far. 

558. What about fat lamb raising ?—That is one of the 
best propositions in the district. 

ket for lambs? 
—In Melbourne at present, There is nothing to prevent 
Sydney getting its share of that traffic, if an cpportunity 
were given to untruck them at certain stations to feed 


559. Where do you generally find a mar 


them, as I have done on the way to Melbourne. 

560. Would the line from Jerilderie, 25 miles out, be 
any good to you?’—No. 

561. ‘Which line would you consider the better—the 
Jerilderie to Deniliquin, or the Finley to Deniliquin line? 
—The Finley line, for the reasons I have already given. 

562. Tf you had railway connection with Finley, would 
you be able to send wheat to Sydney at a rate 4d. less 
than you send to Melbourne?—Yes. 

563. Did it occur to you that if you had connection via 
Finley there would be a corresponding reduction in the 
Victorian rates?—There probably would be. 

564. I suppose it is reasonable to assume that when 

the Deniliquin-Moama line becomes part of the Victorian 
railway system, it will tend to cheapen rates ?—It should. 
3ut the experience has been that wages go up and freights 
do likewise in order to pay the increased wages. 
565. One witness said that 95 per cent. of his trade 
went to Vietoria, and his merechandie came from Vic- 
toria. Another witness stated that 75 per cent. of his 
fat lambs went to Melbourne. Do you consider those 
statements give a fair indication of the trend of trade ?— 
At present. 

566. If the line were construeted linking up with Syd- 
ney, would you send your fat lambs a distance of 500 


miles to Sydney, instead of the much shorter distance 
} 


4 Ne 
to Metbourne?—It would depend on which was the better 
market. 

567. Ordinarily do you think it would be reasonable to 
send fat lambs 500 miles ?—No. 

568. You look at this proposition from the point ot 
view of the development of the district with which you 
are connected 7—Yes. 

569. And the position is that practically the whole of 
your trade under present conditions goes to Victoria, 
and no matter what extension was made your trade would 
still go there?—I would not say that. I can drive my 
sheep into Deniliquin in one day. I advocate this line 


for the benefit of the whole district. 


James Vallentine Ingram, farmer, 10 miles east of Deni- 


hquin, sworn, and examined :— 


570.| Mr. Drummond. Do you favour the construction 
of the Jerilderie to Deniliquin or the lV inley to Deniliquin 
line?—The direct line from Jerilderie to Deniliquin. If 
an alternate route to Melbourne is wanted, it should 20 
via Finley; but if communication with Sydney, then it 
should go via Jerilderie. To stop 25 miles out from 
Jerilderie would be to end in the bush; and it would be 


a non-paying line. To go through to Deniliquin you 
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would not only have connection with Moama, but you 
would also connect with the new line to Wentworth, and 
the whole of the western district of Victoria would be a 
feeder. At present we cannot deal with Sydney. The 
last transaction I had with Sydney was in 1900, when I 
got a truck of fodder salt for sheep, and it cost me about 
three times as much to get it from Finley as it did from 
Finley to Sydney. The line should take off a little south 
of Jerilderie, say at Wunnamurra. The nearer you ¢et to 
Tuppal Creek the worse the country gets. 

571. Do you raise fat lambs?—Yes, and wheat and hay. 
T suppose we grow some of the finest wheaten hay in Aus- 


tralia. I send it generally to Deniliquin. I sell it at 
Deniliquin. I would often sell in Sydney if there were 


a railway. 

572. What benefit would the construction of a line be 
from Finley to Deniliquin?—It would be an alternate 
route, that is all. It would be of no great benefit to me. 

573. Why do you say the line 25 miles out would not 
pay ’—Because there is practically no population; there 
are only a few farmers. 

574. If it would not pay, can you explain why it would 
pay if extended to Deniliquin?—Because it would con- 
nect with other lines. There would be a connection with 
big interests to the west, with the western district of 
Victoria, and with the new line to Moulamein and Bal- 
ranald. People from Swan Hill and Bendigo would come 
that way. It would be 40 miles nearer to Adelaide that 
way. 

575. Would not the principle merchandise traffic still 
come from Victoria ?—A certain amount would come from 
Victoria, but if we wanted anything from Sydney we 
could get it. 

576. Taking a curve south-west of Jerilderie, do you not 
consider the country there if cut up and farmed is good 
enough to make the line pay?—You would require the 
through traffic. 
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577. If the line does not go right through from Jeril- 
derie to Deniliquin, would you prefer the line from Fin- 
ley to Deniliquin ?—I do not think that would make much 
difference, because there would not be a direct through 
connection, When the Albury line was built, it was 
thought that it would not pay; but it pays now, because 
of the through trafie. 

578. Mr. Mahony.| What is the area of your holding? 
—About 4,000 acres. I have generally about 400 or 500 
acres under cultivation. 

579. If the line were constructed, would you put the 
bulk of your land under cultivation?’—I do not think so, 
because my opinion is that 10 per cent. of one’s holding 
is a fair area to put under cultivation, in order to keep 
it clean. 

580. You are a farmer of many yea'rs experience ?—I 
have been fifty years in the district and forty years where 
I am now. 

581. Would you say only 10 per cent. of the land is suit- 
able for agriculture’—The whole lot is suitable. 

582. Do you consider it is a paying proposition to put 
cnly 10 per cent. under cultivation?’—Yes. I generally 
cultivate for two years, and leave it out of cultivation 
for several years. I get as good a crop now as I ever did. 

583. Some witnesses: stated that 1,000 *“cres is a living 
area ?’—I believe it is. 

584. Do you think a man could get a ‘living with one 
hundred acres under wheat?—Yes. It is ‘better to have 
100 acres under cultivation and to get a good crop, than to 
put in 400 or 500 acres and get a crop of wild oats. 

585. ‘What price per bushel should you get to make 
wheat growing pay/—2s. 6d. under pre-war conditions; 
now 5s. a bushel is not too much. 

586. If a man had 100 acres under crop, co you propose 
he should also run sheep?—Yes, mixed farn.ing—dariying 
perhaps. He could grow fat lambs and sheep, and make 
decent living. 
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Present :— 
The Hon. W. T. DICK (CHarrmay). 


The Hon. Joun TRAvers. 
The Hon. Ropert MaAnony. 
Francis Micuartt Burke, Esa. 


Wirtttam Cameron, Esq. 
Brian James Dou, Esa. 
Davm Hexry Drumnonp, Esa. 


; ; * nai 
The Committee proceeded to further consider the expediency of constructing a line of Railway from Finley to Deniliquin, 





Charles Austin Hodgson, Chief Traffic Manager, Depart- 
ment of Railways, recalled, and further examined :— 
587. Chairman.| You have some further evidence to 

give with regard to the estimated cost of construction, 

interest, working expenses and estaimated revenue of lines 
from Finley to Deniliquin, and from Finley towards 

Deniliquin ’—Yes, it is as follows :— 


ESTIMATE for proposed railway Finley to Deniliquin, 36 miles 
14 chains, and alternative for a length of 20 miles from 
Finley towards Deniliquin. 


Finley to Deniliquin. 


Estimated cost of construction £180,000 


Interest at 54 per cent. on above . £9,200 
Working expenses ........ sithee 3 8,064 
a 17,964 
Estimated Teven we mir. vice vicenee ss 10,080 
Difference ..... Se ica Coa £7,884 


Finley towards Deniliquin for a distance of 20 miles, 


Estimated cost of construction .. £100,000 
Interest at 54 per cent. on above . £5,500 
Working expenses .......... eee 4,480 

—_—_——_- 9,980 


5,600 


£4,380 


Estimated revenue 


Difference 


a ip) @1@)'0\ € 


588. That shows that the average revenue per mile in 
the construction of a line from Finley right to Denili- 
quin is slightly higher than the revenue per mile of a line 
from Jerilderie for a distance of 25 miles towards Denili- 
quin ?—Slightly less. 

589. Would not the line 20 miles out from Finley have 
the advantage of serving a fairly large circle at its ter- 


minus ?—Yes; you could take a 10-mile circle. 


590. The average revenue per mile is somewhat less than 
with the through connection /—It is the same. 

591. Mr. Travers.|] It has been suggested by the people 
in the district that a line from Wunnamurra to the Soldier 
Settlement, say for a distance of 25 miles, would be a 
better line than that suggested by the Department from 
Jerilderie towards Deniliquin. Would you expect to get 
as much revenue per mile from the line going to the 
Soldier Settlement as you would for the same distance 
from Jerilderie towards Deniliquin ?—TI stated on a pre- 
vious oecasion that it was not intended to run direct from 
Jerilderie to Deniliquin, but to take a southerly direction 
in order to get into the good land. That would have the 
same effect as starting from Wunnamurra. It was intended 
to go south and link up with the proposed line from Finley 
to Deniliquin, somewhere about the Soldier Settlemert. — , 
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The line as shown on the map in red, straight from Jeril- 
derie to Deniliquin, runs along the northern border of 
the good land. The line should be run not along the bor- 
der of the good land, but through it, so that traftic could 
be obtained on both sides. 

592. Would you expect the line you suggest would serve 
as much good country, say proceeding south and then west 
to 25 miles out from Jerilderie, as a line 25 miles out 
towards Deniliquin /—Yes. 

593. What other advantage would the line have which 
you suggest ‘—It would cheapen the cost of transport. The 
nearer you can bring your produce to the market the bet- 
ter. If you have produce grown in the Soldier Settlement, 
the settlement should be connected with its market. | 
am assuming its market is Sydney, as there is not a uni- 
form gauge. You would want to link up with Sydney by 
the shortest route. It is a much shorter route to go direct 
to Jerilderie than to go round by Finley and Berrigan. 

594. The line you sugest, if it were considered advisable 
to link up with Der iliquin, would lend itself just as readily 
to that as would tie line from Finley to Deniliquin as 
marked on the map’ Yes. I have another reason for 
recommending it—that is looking to the future. Assum- 
ing the gauges are unified, that will have the effect of 
throwing the Riy. rina traftic into Melbourne. Then all 
the existing lines iorth of Jerilderie would want to reach 
the border in the quickest possible way. Take for ex- 
ample traffic fro Narrandera going to Melbourne: that 
would go to Jerilderie and would then either have to go 
round from Berrigan to Finley and to Deniliquin, or it 
would go by the direct route from Jerilderie. 

595. Mr. Drummond.] Taking the two lines: there is 
approximately the same proportion of estimated loss whe- 
ther they run from Jerilderie or from Finley ?—Yes, The 
line from: Jerilcerie is a little longer. 

596. If the l’ne from Finley to Deniliquin went out 
16 or 17 miles, that would only leave 10 miles to a station 
either to Deniliquin or to the Finley line?—Yes. 

597. If that were done, instead ‘of taking it out 20 
miles, would it make any difference in the estimated loss? 
—Very little. 

598. If the line went out 17 miles would you not get as 
much traffic as though it went 20 miles out ?—That is not 
our experience. Our experience on these pioneer lines is 
that the further out you put them, the more country you 
get developed. 

599. If a place were not more than 10 miles from the 
railway, would it not be fairly well served?—From my 
point of view, yes; but not always in the producers’ 
opinion. For agriculture, we consider about 10 miles on 
either side of the line would be within its influence. 

600, Tf your sidings were reasonably close together about 
12 miles would then be the maximum haulage ?—Yes, pro- 
vided there are roads available. 

601. Mr. Doe.| In the event of the line being run from 
Wunnamurra, with the sweep you suggest to the Soldier 
Settlement, would it be more difficult to work than if it 
were run straight out from Jerilderie?—It is very un- 
desirable to have a junction of two lines at an unmanned 
place. It can be done. We have places where it is done: 
but it leads to a good deal of delay. 

602. For the sake of 4 miles, you do not think it would 
he desirable?—I do not think it would. Jerilderie is 
naturally the spot where we could combine our trains. 
We should have to run our trains out from Jerilderie in 
any case. We could not run from Wunnamurra to Denili- 
quin and link up with the Finley train at Wimnamurra. 
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G03, Would there be any saving in the length of cou- 
struction of the take-off were at Wunnamurra /—Probably 
there would be a little. 

604, Would that be a sufficient set-off against the addi- 
tional disadvantage you would suffer 7—No. 

605. Mr. Drummond.| If it would save 3 miles of actual 
construction that would represent £15,000. Would that 
cover the cost of working the junction that far out?— 
With the interest on the capital cost, 1 am afraid it 
would not. 

606. Would you be under the necessity of having a man 
in charge at the junction?—Not necessarily. We could 
arrange it otherwise. It would be fairly costly to put it 
in. We should have to provide fairly big signalling ar- 
rangements and probably have to run out on the electric 
staff; otherwise we could get into trouble. In a number 
of cases, even where we come in at a point on a line away 
from our depot, we run our lines parallel with one another 
in order to bring the junction under control. 

607. Would you have to run down the parallel line to 
take-off at Wunnamurra?—We would not do that. We 
would get right away from Jerilderie. It would not be far 
away from the other line. By the time we got to Wunna- 
murra, it would still be pretty close. Wunnamurra is just 
as by-siding. We have never had any staff there. 

608. It would be no gain to the people affected or to the 
Railway Construction Branch to have a line take off at 
Wunnamurra?—We would get no new traflic until we got 
beyond the influence of the line, because the existing line 
serves it. 

609. Mr. Burke.| In the event of the line from Finley to 
Deniliquin being preferred, would you favour the construc- 
tion of a line 20 miles our or a line right on to Deniliquin ¢ 
—A line 20 miles out. 

610. For what reason ?—The loss would not be so heavy. 

611. Is it because the country for 20 miles on to Denili- 
guin is not of good character?—It is not so good as the 
other. 

612. Are you of opinion there would be no great amount 
of trade done with Deniliquin on that line?—There would 
no; be a great dea!. 

613. Not sufficient to compensate for the extra cost of 
construction 2—No. Though I am not pressing the point, 
under existing conditions the Finley line would suit us 
best. We would get more revenue; we should get addi- 
tional mileage. 

614. Mr. Cameron.| That part of the country would be 
better served from Melbourne?—Undoubtedly. All that 
country will be Victorian when the gauges are unified. 

615. It would not he advisable to attempt to force tne 
trade to Sydney ?—It would be hopeless, and uneconomical 

616. It would not be fair to the settlers ?—No. 

617. Mr. Mahony.] Would the line you suggest leave 
out any of the good country to the north or north-west 4— 
No. The good country is south of the direct line from 
verifderie to Deniliquin. 

618. Mr. Travers.| Would you take in any of that traffic 
on your suggested line which now goes to the Finley 
line?—Not a great deal. . 

619. Your line would strike the proposed line from Fin- 
ley to Deniliquin at a point about 14 miles from Finley, 
and then would proceed along that route for another 6 
miles ?—Yes. 

620. So that the terminal point of your line would be 
about 20 miles from Finley ?—Yes. 
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Graeme, Henry Weir, District Surveyor, Armidale...............cesecsesseecseces PASC casnscatecnecs = Pee ecan Kaaear er asttes seus ett cc 
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Lyall, John, farmer and grazier, near Inverell............0s.sseseseees Shaleceancsreesls’s uses pedubicasnessccser Bees ori eaviasas Casasetines eeeesse 
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McAlpine, Andrew, caretaker, Cemetery, Glen Innes ...............++ sbusdbunencodoads eases ts Saphoncre orooe ater eeecseepiices oe Becets 
NOULON ames tations Glenelined.,... cee cedesccigiesceceweesescseecscemcscicesecccdsasedsoes’ Sac eoe ee cae seedebion do clsaciess suecadte’ss wenleteere oe 
Pearson, Parkin Benjamin, compiler, Bureau of Statistics..........s.ccccsccssscscscscevcccscescocsenncesesseccersnssesesscseceevecees 
Peacock, Lance Bereford, forest guard, Inverell ..............sseesee edd Cadeave dee BAP U ey Sa ROE alec Canes Eusie%sice weenie be Saeetsuls ee 
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St. Vincent, Henry Cleave, journalist, Glen Innes............... SphagdeonochEiane Seelevere Naeesiaedositecausnbace seca SAapec Benes 6-9, 
Seccombe, William Henry, retired farmer, Rosehill, Inverell ....... Rect rere cs Fetehae BR eee HEP OC CE Cr ETE TELE ie RAP HaPo'wcs 
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Sparkes, Glenmore Charles, manager, Government Experimental Farm, Glen EUUILGS ravens Came taescceis setleoe wads dalewelen nes Seleidis 
Sweaney, Armand Edmund, manager, Co-op. Butter and Bacon Factory, Inverell............:ssccesesereeseeeeeeeeeene see eneess 
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Wilson, William Henry, farmers president, Severn Shire Council, Furracabad ............sssssssssessesercsscscesscecceescscseees 
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PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS. 


PROPOSED RAILWAY FROM GLEN INNES TO INVERELL. 


REPORT. 





Tur PARLIAMENTARY STANDING CoMMITTEE ON PuBLIC Works, appointed during 

the Second Session of the present Parliament, under the Public Works Act of 4 

1912 (3 George V, No. 45), and the Parliamentary Standing Committee on Public | 

Works Election Enabling Act of 1922 (13 George V, No. 19), to whom was referred | 

for consideration and report “ the expediency of constructing a line of railway 
from Glen Innes to Inverell,” have after due inquiry resolved that it is not expedient 
the proposed railway be constructed ; and in accordance with subsection (d) | 
of Clause 34 of the Public Works Act of 1912, report their resolution to the i 
Legislative Assembly :— | 


INTRODUCTORY. 

1. The official evidence submitted at the opening of the inquiry shows that the fi 
proposal to connect Glen Innes with Inverell by rail has been reported upon by the ti 
Committee on four different occasions, viz., in 1892, 1893, 1903, and 1916. On the iH 
first occasion the proposal was negatived, the evidence showing that the then estimated 
| cost of construction (£427,000) was excessive and indicated the probability of a serious 
annual loss on the working of the line. 

On the second occasion the Committee considered it expedient that the lme Me 
should be constructed, provided the cost did nor exceed £7,000 per mile (the estimate tt! 
was then £7,975 per mile), that special local rates were charged until the railway paid 
working expenses and interest on cost of construction, and that the betterment system 
was applied to the land to be served. Wy 

Following the Committee’s recommendation, Parliamentary sanction was sought | 
for the construction of the line, but the Authorising Bill, although passed by the { 
Legislative Assembly, was rejected by the Legislative Council. | 

In 1903 the proposal was not recommended by the Committee on the ground Mint? 
that apart from the circumstance that the line would be a very costly one to construct ty 
and would show an annual loss of £12,000, there was the important fact that the Moree- | 
Inverell Railway met the requirements of the district and its population, m whose i Ih 
interests chiefly the construction of the line from Glen Innes had, from the inception | 
of the proposal, been urged. 

On the last occasion, in 1916, the proposal was considered in connection with one 
to connect Guyra with Inverell, and also in the light of possible future extensions to 
the north of Inverell and to the east of Guyra and Glen Innes as far as the Coast. Asa ni 
result of their inquiries the Committee arrived at the conclusion that it would be 
premature to recommend the construction of any line connecting Inverell with the 
Great Northern Railway until full consideration had been given to the question where : 
a future deep-sea port north of Newcastle was likely to be established, and the effec‘ Whaat 
thereon of the North Coast Railway and its suggested extension from Kyogle to Brisban2 Hf 
via Richmond Gap. With | 
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With regard to the proposed extension from Kyogle to Richmond Gap (which 
forms part of the Interstate Main Trunk Line recommended by the Royal Commission 
on Uniform Railway Gauge), the matter was the subject of inquiry by the Committee 
in 1921, when the conclusion arrived at was that it would be premature to recommend 
the construction of the line until completion of the North Coast Railway, including 


the line from South Grafton across the Clarence River to Grafton. 


Since the date of the Committee’s report (2nd October, 1916) the remaining 
sections of the North Coast line as far as South Grafton have been completed ; also the 
railway from Glenreagh to Dorrigo is under construction. 


From the time the Committee reported on the proposal in 1916 the necessity 
for linking up the Great Northern Railway with the north-west system at Inverell has 
been urged on numerous occasions by the members for the district and the various 
public bodies interested, and as a result the proposal was ultimately again referred to 
their consideration on 22nd November, 1922. 


THE PROPOSED LINE. 

2. The proposed railway commences by a junction with the Great Northern 
Railway at 325 miles 19 chains from Newcastle, and about 14 miles north of Glen Innes 
Station; proceeds westerly for about 12 miles in the direction of Wellingrove and 
passes about 2 miles south of that township; thence the line takes a southerly course 
up Mades Valley and passes about 14 miles west of Waterloo Homestead and reaches 
the head of Swanbrook Creek, on the northern side of which it descends in a westerly 
direction for about 12 miles, crosses that creek and runs in a generally westerly direction 
to Inverell, where it terminates by a junction with the existing railway from Moree at 
372 miles 39 chains from Newcastle, via Glen Innes, and at 409 miles 75 chains from 
Newcastle via Moree. 

The works are moderately heavy with a ruling grade of 1 in 40 in both directions ; 
the sharpest curve is 10 chains radius. 


ESTIMATED COST. 

3. The estimated cost of a single line, 47 miles 20 chains in length, with 60 lb. rails, 
a ruling grade of 1 in 40 with and against the load, and the sharpest curve of 10 chains 
radius, and including duplication from Glen Innes Station to junction, is £542,64), 
or £11,389 per mile. The principal items of expenditure are :—Harthworks, £128,568 ; 
permanent way material, £79,755; plate-laying, ballasting, and sleepers, £96,465; 
culverts, and timber crossings, £51,593; station works, including junctions, sidings 
and signals, £30,770; larger bridges, £27,296; and engineering, survey and contingencies 
at 18 per cent., £82,086. 


ESTIMATED REVENUE AND EXPENDITURE. 

4. In regard to the revenue to be earned the Railway Commissioners point out 
that it is exceedingly difficult to give an estimate, as much depends upon the probable 
intermediate development; and another phase is the contemplated opening up of a 
deep-sea port at some point north of Newcastle, to which a connection can be made 
from the New England Tableland. 

Any figures in regard to probable revenue would have to include a debit for loss 
by diversion of business from the present Moree-Inverell line, but as previously stated, 
the Commissioners are unable to furnish any reliable information in respect to earnings 
beyond pointing out that the high operating costs on ordinary country branch lines 
generally absorb the actual revenue, thus leaving the interest charge on the capital 
cost unprovided for. Hven this would be a much too favourable view to take of the 
proposals under consideration, and as, in the case of Glen Innes-Inverell, the interest 
charge alone amounts to £29,895, and for the Guyra connection, £33,014, it would seem 
that the construction of either line would only add to the already heavy burden impesed 
upon the railway revenue from non-paying lines. 

The working expenses for a daily train service between Glen Innes and Inverell 
would amount to approximately £14,000, and for the Guyra line about £17,000 per 


annum. RAILWAY 
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RAILWAY COMMISSIONERS’ REPORT. 


5. The Railway Commissioners, in their statutory report, state that when the 
proposed railway, and that from Guyr: 1 to Inverell were ropotied on in Meet 1914, 
the estimated cost of the Glen Innes route was £335,420, and for the Guyza route 


£361,551. Amended estimates prepared in November, 1920, placed these costs at 
£543,550 and £600,262 respectively. It has also to be pointed out that the interest 


charge which was formerly calculated at 4 per cent., must now be raised to 53 per cent. 


When these proposals were previously dealt with it was considered that the 


Guyra route had more to recommend it than the Glen Innes one, but since then the 
mineral industry to be served by the former has shown a backward tendency, and in 
fact, throughout the Commonwealth it is in a very unstable position. 


It is now strongly contended by the residents of the Clarence River area that the 
Glen Innes-South Grafton proposal should have further consideration in association 
with the other proposals for a connection with the coast. 


The whole question is, however, one of Government policy, first, as to whether 
a deep-sea port is necessary, and, if so, at what place on the North Coast, and secondly, 
the most central point for establishing a connection by rail with the New England 
Tableland. Until these questions have been determined by the Government, it would 
be premature to extend the line from Inverell to either Glen Innes or Guyra. 


THE AREA TO BE SERVED. 


GENERAL DESCRIPTION. 


6. Generally the area to be served consists of black, with occasional patches of 
chocolate and red soil, and comprises undulating and. hilly country interspersed with 
extensive valleys, suitable for oats, corn, and potatoes. The principal settlements 
are Matheson, Swanvale, Wellingrove, King’s Plain, Newstead, and Elsmore. 


C ae the Waterloo Range and Wellingrove Creek, beyond which the country 
is outside the influence of the existing line at Glen Innes or Inverell, are large holdings, 
suitable for cultivation and closer settlement, at present used for grazing, “and which 
with railway communication would, according to information supplied the Committee, 
be cut up and sold. 


In the valley of the Wellingrove Creek the bulk of the land is of agricultural 
character, and is being put to effective use. In the neighbourhood of Swanvale, 
however, approximately half way between Glen Innes and Inverell, the country comprises 
stony, barren gullies, but improves on Swanbrook Creek and on Newstead Holding, 
where mixed farming is followed, and is continued practically over the whole of the 
remainder of the area through Elsmore to Inverell. 


In an official statement, the District Surveyor mentions that the limits of area, 
12 miles on each side of the line for a distance of about 45 miles, embrace an area of 
483,000 acres. Of this area there are 425,000 acres of alienated and long term 
leased lands. Approximately 21,000 acres of the alienated land are suitable for 
agriculture; 318,000 for dairying and grazing; and 86,000 comprise poor grazing land. 


The area of agricultural Crown land is nominal. About 10,000 acres, covered 
mostly by mining reserves, provide fair grazing land; and 28,000 acres are inferior, 
hilly, rocky, and steep, affording very poor pasturage. 


The State Forests cover about 7,000 acres, and as there is a scarcity of commercial 
timber in the district affected by the proposed ‘railway, the whole will be required for 
forestry purposes. 


All reserves containing land of any agricultural or grazing possibilities have 
recently been reduced to the lowest limits, and the land excised has been alienated. 
The line, the District Surveyor adds, would serve fairly closely settled lands at the 
Glen Innes and Inverell ends, a fair percentage of which is used for agriculture and 
dairying. ‘The central area is well grassed basalt grazing country, but there is some 
very poor and rocky land to the east and north of Nullamanna, north-east of Inverell. 
and to the south on the Waterloo Range. 


The 
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The country in normal seasons 1s well watered by the Furracabad, Waterloo 
Swanbrook, and King’s Creeks, the Macintyre River, and small tributaries. Although 
at the time of the Committee's visit the area to be served was suffering from drought, 
the stock appeared to be in good condition in spite of the absence of herbage. 


LANDS INFORMATION. 
The area to be served within a 12 miles radius on each side of the proposed line, 
and midway between the proposed and existing lines, consists, according to the official 
returns of the Land's Department, of 475,200 acres, made up as follows :— 


Alienated lands (including conditional purchases, conditional leases, home- 


stead selections, suburban holdings and homestead farms)... ... 983,800 acres. 
Reserved lands # 44 50073 3, 
Leased lands (including special, Crown and improvement leases) 22500 7S 
24,000, 


Crown lands, untenanted 


Untenanted Crown Lands. 

The whole of the untenanted Crown lands area—24,000 acres—was from time 
to time set apart, under the provisions of the Crown Lands Consolidation Act, 1913, 
between February, 1909, and August, 1922, for Conditional Purchases and Additional 
Conditional Purchases, Crown Leases, and Additional Holdings. The capital value 
of these lands, excepting those set apart for Crown leases, varies from 6s. 8d. per acre 
in the parish of Vivier, county of Arrawatta, and the parishes of Gordon and Wellingrove, 
county of Gough, to £2 15s. in the parish of Swamp Oak, also in the county of Arrawatta. 


Of the total area available for settlement 2,400 acres have been applied for as 
Crown leases. The country varies from undulating to hilly, rough, and mountainous, 
and is generally suitable for grazing. The soil is generally poor, and is light sandy, and 
gravelly in parts. The timber consists of ironbark, gum, oak, pine, stringybark, box, 
apple, and peppermint, with tea tree, wattle and grasstree scrub. 

In addition to the 24,000 acres of untenanted Crown lands referred to there are 
44.500 acres of reserved lands not held under any tenure, other than annual tenure, 
and 3.100 acres of other Crown lands held under inconvertible leases, making a total of 
about 71,600 acres of unalienated Crown lands. 


Forest Reserves. 

The affected area includes three forest reserves and part of another with an 
aggregate of 7,400 acres. Three of these reserves, one of which is only partly within 
the limits of the affected area, have been dedicated as State forests, and their acreage 
amounts to 5,800 acres. The country is level to hilly and mountainous, and of trap 
and granite formation. The soil 1s generally stony, shallow, gray im parts, and the 
timber consists of stringybark, messmate, oak, ironbark, pine, red and white gum, and 


apple. 
Improvement Leases. 
There are three improvement leases with an aggregate area of 3,100 acres, about 
1,100 acres of which is covered by reserve. ‘These leases have a tenure of from two and 
a half to nine years to run, The rents vary from lid. to 2d. per acre. 


Power of Withdrawal for purposes of Settlement. 

The Crown has power to withdraw for purposes of settlement without 
compensation, except for lessee’s interest in improvements on the land so withdrawn, 
the whole or any part of the land leased in the event of the whole or any part or parts 
of covering reserve being revoked. The Crown has also a general power under the 
Closer Settlement (Amendment) Act, 1912, as amended by the Closer Settlement 
(Amendment) Act, 1914, to acquire for closer settlement any land comprised in any 
improvement lease, wherever situated, on payment of such compensation as may be 
agreed upon or determined in accordance with the provisions of section 4 of the first 
mentioned Act; or under the amending Act of 1916, may purchase by agreement with 


the lessee. 
Settlement 
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Settlement Purchase Areas. 
The area affected by the proposal under consideration contains six Closer 
Settlement Purchase Areas, with a total acreage of 4,624 acres. These were acquired 


by the Government under the provisions of the Closer Settlement Acts, as follows :-— 
LTT a cn eT I ES (TDS 











| ax Disposal Disposal 
Settlement Purchase Area. | Acreage. | aaneaen Ose Beaks price ply tnt cata 

an per acre. per farm. 

ae — Pl Sali 
Acres, fe sh AA.) a Sal. 
| | (About). 

Wellingrove sla ot ro pecte. AOR | ori tel bs! : cen aoe 1,486 13 0 
Wellingrove “2” ras od rel, PD Gee | 244-12 | 3 3.4 0 2,049 9 9 
Collins? 22000" ewe eat OA) aro: ae 16-9-19 Pe] £107.07). 2.131 1990/6 
Mitchell’s “4” ,., is ef oe 199 | 18-9-20 | | GP Ot Cant TISh: Tans 
Bucknell’s ral oat iy: a raf a 1-11-20 | 510 O 1490 10 O 
Armstrong’s * 3” Fs “fF =. 330 | 1-4-2] | ‘te OG 2,605 4 5 





All the farms in the above areas were applied for and allotted by the Minister. 
5 


Rainfall. 

The average annual rainfall varies from 32 inches at Glen Innes to 30} inches at 
Inverell, 

STATISTICAL [NFORMATION. 

Within the district to be served there were 113 holdings in 1919-20, with an 
occupied area of 198,536 acres of alienated, and 72,967 acres of Crown lands. Of this 
area 4,160 acres were cultivated. In 1921-22 the holdings numbered 114, and the area 
occupied had increased to 201,490 acres of alienated and 73,703 acres of Crown lands. 
The area cultivated in this*year was 4,088 acres. 

Details of cultivation show that, in the Tingha and Inverell portions of the 
Police Patrol District affected by the proposed line, 988 acres were under wheat in 
1919-20, when on account of drought the yield was under half a bushel to the acre. 
In 1921-22 this area increased to 1,504 acres, and the yield to 12 bushels to the acre. 
The yield of hay in 1919-20 was 339 tons from 950 acres, and in 1921-22, 1,286 tons from 
1,537 acres. In the Glen Innes, Tingha, and Inverell districts maize was cultivated to 
the extent of 1,439 acres in 1919-20, and 912 acres in 1921-22. the yield being 6,192 and 
12,871 bushels respectively. 

In 1920 there were 177,955 sheep in the affected portions of the Glen Innes, 
Tingha, and Inverell Police Districts, and from 158,929 sheep shorn 1,015,096 Ib. of 
greasy wool were obtained. Two years later this district contained 184,704 sheep, 
and from 169,620 sheep shorn the return was 1,289,735 lb. 

Dairying in the districts mentioned has developed since 1920, when the milk 
yield was 21,513 gallons, and the butter production 2.998 Ib. This increased in 1922 
to 115,194 gallons of milk, and 10,378 lb. of butter. 

Of the 114 holdings in the district 99 are alienated, and 15 consist of Crown 
lands only. The majority of the holdings vary from 50 to 7,000 acres. Five over the 
latter year covered 112.645 acres of alienated and 21,676 acres of Crown. lands. 


THE INQUIRY AND EVIDENCE. 

7. The Committee’s inquiry in regard to this proposal has included an inspection 
of the country in portions of the area to be served and the hearing of evidence at the 
various centres of population affected. 

Although the line has been submitted to the Committee as an independent 
proposal for the purposes of inquiry it has been regarded as an alternative to that from 
Guyra to Inverell. Evidence tendered at Glen Innes favoured railway construction 
to Inverell, but at the latter centre there was a pronounced difference of opinion as 
to whether Glen Innes or Guyra should form the starting point. Whilst it was stated 
that from an agricultural standpoint, and the shorter length of construction the Glen 
Innes-Inverell route offers advantages over its rival, it has been pointed out at both 
Inverell and other centres that the Guyra route will serve a grazing and agricultural 
district as well as one possessing considerable mining possibilities, and will form part 
of a shorter route to the «oast at Coffs Harbour, via Ebor and Dorrigo. 
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GLEN INNES. 

The case for the construction of the proposed line as presented at Glen Innes, 
is similar to that of former years, and may be summarised as follows :—(a) The route 
is shorter and the line would be less expensive than one from Guyra to Inverell; (0) the 
advantages of geographical position, the community of interests, and the anticipated 
volume of traffic give Glen Innes superior claims as a junction for linking-up the north- 
western system with the Great Northern Railway; (c) the line would be invaluable 
in seasons of drought to pastoralists in the north-western districts where, during past 
years, thousands of stock have perished; (d) the line would give an immense impetus 
to cultivation, and would lead to at least 100,000 acres being put under cultivation ; 
and (e) at least 90 per cent. of the traffic at the present time passes over the route, 
which is the shortest for the conveyance of products from the north-west to the 
northern markets. +4 ue 

It has been submitted that with proper outlets for getting rid of produce the 
district to be served could raise 2,000,000 bushels of oats and 50,600 tons of potatoes. 
At the same time, the capabilities of Inverell for semi-tropical production are stated to 
be enormous, and that it would be impossible to over-state the resources of the district 
in this respect; whilst with suitable railway connection with the northern and north- 
western districts, it would become one of the principal wheat granaries of the State. 


A local estimate gives the extent of agricultural country within the area to 
be served at 75,000 acres (as against 21,000 acres referred to in the evidence of the 
district surveyor). The production of oats is estimated at 100,000 tons annually, but 
it is considered locally that the country is capable of producing twenty times this 
amount, and that this result would be brought about by railway construction. It is 
further estimated that within an area of 5 miles on each side of the proposed line, 
15 miles out from Glen Innes, and within 15 miles from Inverell are 200,000 acres, 
25 per cent. of which can be easily ploughed and rendered suitable for maize, oats, and 
wheat. Of this country, 200 to 250 acres are regarded as a living area. From the Weiling- 
stove and King’s Plain portion of this area, as much as 60 bushels of corn and 2 tons 
of hay per acre have been obtained on black soil, and the average production is given 
as 40 bushels of corn and 14 tons of hay per acre. In addition, there are estimated to 
be 90,000 acres of rich grazing land, capable of carrying one and a half sheep to the 
acre, and that of this class of country 1,000 acres are sufficient for a living area. 


The establishment of a woollen mill at Glen Innes is stated to have received con- 
sideration from capitalists, who are willing to embark in the project if an assurance 
is given that the north-western supplies of the staple can be delivered there by a more 
expeditious and cheaper mode of carriage than by team. 


Although at the time of the Committee's visit, the district to be served was 
suffering from unusually dry conditions, it was represented that there were at least 
50,000 sheep and cattle, from western country, depasturing in the area to be served, 
and that this number would probably be doubled before the season was over. Starving 
stock are stated to be removed to the Glen Innes-Inverell district on an average once 
in four years. 

The country between the starting and terminal points is at present served by 
hilly roads, and representations have been made to the effect that from 12 to 14 miles 
from either Glen Innes or Inverell is the limit within which potatoes can be drawn, 
whilst the limit for oats is 20 miles. Cartage is costly, the general local rate bemg £1 
per ton per 14 miles. Under these conditions the output has been described as com- 
paratively small, the profitable limit of distance for transport being regarded as 7 to 
8 miles. The Glen Innes flour mill draws its supplies of wheat principally from 
Tamworth—41 miles—and it is assumed that with the construction of the proposed 
line 150,000 bushels will be obtained from the area to be served. Generally the wheat 
grown in the district is admittedly of good quality. 


The bulk of the trade of Glen Innes is done with Queensland, to which State 
90 per cent. of the produce is forwarded, and it has been urged that if the proposed 
line were in existence much of this would be transferred to Inverell and the north-western 
country generally; at the same time, traffic from Inverell and the north-western country 
now being carried, via Moree to Sydney, would traverse the proposed line, and be 
diverted to Queensland, its natural market. Offers are stated to have been repeatedly 
received from these districts for maize and chaff, but on account of the cost of cartage 
from the more productive portions of the area to be served, trade has not followed. 

SWANVALE. 
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SWANVALRE, 


In the neighbourhood of Swanvale, half way between the terminal points of 
the proposed line, there has been considerable cultivation of late years, and good crops 
of wheat and maize have been raised. In one year a yield of 114 bags of wheat to 
the acre was obtained from a holding of average quality. A normal crop of maize is 
regarded as 30 bushels to the acre. Wheat is forwarded to Glen Innes, where it finds a 
market, at a carriage cost of 1s. 9d. per bag, which is regarded as excessive. 


Within the influence of the proposed line are several large grazing holdings, 
including Newstead North (24,000), Newstead South (22,000), King’s Plain (32,000), 
and Inverell Station (16,000 acres.) The estimated carrying capacity of these is stated 
to be 1} sheep to the acre. Upon Newstead South, of which Swanvale is practically 
the centre, a sheep to the acre is being carried, in addition to 500 to 1,000 cattle, A 
number of share farmers are also growing wheat and maize on areas of 1,000 acres. 
For the last eight years the wheat-growing seasons have been poor; but under normal 
conditions an average yield of 20 bushels to the acre is obtained. About 50 per cent. 
of Newstead North is considered by the present holder to be suitable for agriculture. 
In 1922, 500 bales of wool were despatched from the holding to Sydney, via Inverell, at 
a cost for road carriage of £1 per ton; and the evidence indicates that with railway 
construction this class of traffic would find its way to its destination via Glen Innes, on 
account of the shorter haulage. 


In the Swanvale district 400 acres are considered to be sufficient for a living 
area with corn and wheat production, and the average value of the land is given at 
£4 10s. per acre freehold. 


Farming operations generally are said to have been retarded for want of railway 
communication. It has been stated that the owners of large holdings are desirous 
of cutting up their estates, and that the amount of land which would be put under 
cultivation in the event of the proposed line being constructed would be two-thirds 
more than that now utilised. 


INVERELL. 


At Inverell the evidence favoured railway connection at either Glen Innes or 
Guyra, the local Railway League and others preferring to leave the settlement of the 
point of connection with the Committee. 


One of the disadvantages from which Inverell at present suffers is stated to be 
due to the difficulty of obtaining timber for building. The north-western country is 
practically on the verge of a timber famine, supplies of milling and splitting varieties, 
within distances at which they could be profitably drawn, being exhausted. In view 
of this fact alone, the town, it is urged, should be connected with the Northern line, 
most of the hardwood forests being situated between Guyra and Tenterfield. At 
present hardwood has to be carted either from Glen Innes or railed through Werris 
Creek, the latter route being slightly cheaper. 


There are stated to be many million feet of timber in the Bolivia district, 38 miles 
north of Glen Innes. The cost of carriage to Inverell is 31s. per 100 feet by rail, wa 
Werris Creek, whereas with railway connection at either Deepwater, Glen Innes, or 
Guyra, the cost would be 3s. 3d., 3s. 6d., and 4s. 6d. The construction of the proposed 
line it is maintained would lead to an immediate increase in the use of hardwoods in 
the Inverell district and a reduction in the amount of imported oregon. 


It is locally estimated that in the district to the north and west of Inverell are 
nearly 100,000 acres under wheat, oats, barley, lucerne, and other crops, which should 
find access to markets on the northern tablelands and coastal districts, via either Glen 
Innes or Guyra, and that with railway connection to one or other of these centres, 
this area would be trebled. This country has been described as capable in normal seasons 
of giving a yield of 7 bags of wheat, 40 bushels of maize, and 60 bushels of oats and 
malting barley to the acre. It has also been pointed out that much more favourable 
weather for curing hay obtains in the Inverell and north-western districts than in the 
coastal areas, and that any line to the east from Inverell would carry large quantities 
of this commodity. 
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With an outlet to the coast the district, it is asserted, would develop the fat 
lamb trade. At present the journey for stock to the Flemington market via Moree, in 
hot weather, is considered to be out of the question, and if fat lambs are available 
for trucking, the producer has to wait for cool weather and run the risk of loss. 

The general difference between the two routes to the tableland is described in 
Inverell as follows:—The Glen Innes route is suitable for lucerne, wheat, maize, and 
other cereal crops; the Guyra route is suitable for mining, fruit, vegetables, potatoes, 
onions, and oats. 

A beneficial effect upon the dairying industry is anticipated from the construction 
of a line to either Glen Innes or Guyra. The industry was in its infancy twelve years 
ago, and progress was slow, owing, it is stated, to the isolation of the district and its 
general fertility, which have given settlers a wide choice in their calling. With an 
influx of coastal settlers, skilled in the work of dairying, the industry has in recent years 
developed. The records of the local co-operative company show that for the first ten 
years 488 tons of butter, of the value of £48,000, were produced. During the next decade, 
which included a bad drought, 2,135 tons were produced, realising £239,136. During 
the latter period bacon curing was engaged in, and 16,504 pigs were treated, realising 
£62,221. 

The drawback to the dairying industry is ascribed to the want of railway con- 
nection with the Main Northern line, the evidence showing that the products suffer 
material deterioration every summer through being required to withstand the excessive 
heat in transit over the north-west plains. Although the alternative of despatch by 
refrigerating cars exists, experience is stated to have proved that consignments by the 
faster service is preferable in spite of the heat, insomuch as the extra period of transit 
taints the flavour of butter. 

Stock returns show that in 1922, the Inverell Pastures Protection District, 
extending to Ashford, Graman, and Delungra on the west, the foot of the range on the 
east, and below Tingha on the south, carried 9,448 horses, 30,272 cattle, and 513,355 
sheep. In 1921 there were railed from the Inverell district (exclusive of Barraba and 
Glen Innes) 30,657 sheep for Metropolitan slaughter. Upon these, according to local 
estimate, a loss was made in weight of 183,942 lb., and in value of £2,299—the loss in 
weight being taken at 6 lb., and in value at 3d. per lb. per sheep. ‘The wool producticn 
of the same district for 1921 is given at 9,996 bales, of the value of £199,0C0, and this 
is regarded as a fair average for the past six years. 

According to the ev:dence of a former chairman of the Pastures Protection 
Board the district referred to was considered fully stocked fifteen years ago, and was 
running an average of a beast—equal to six sheep—to 30° acres. Under improved 
conditions, ringbarking, scrubbing, &c., it is now carrying a sheep to the acre. 

The loss due to the want of a line to rail stock from the northern districts to 
the tablelands and the coast is described in evidence as enormous; and an instance 
has been quoted in which two train loads despatched from Walgett for relief country 
on the tablelands, via Werris Creek, lost 630 store sheep, which would probably have 
been avoided with more direct communciation. 

Concerning the question of supplying the tablelands and coastal areas with 
flour, the manager of the local milling company has pointed out that, under present 
conditions, not nearly sufficient wheat is grown within a radius of 20 miles of Inverell 
to enable the mill to work up to its full capacity. The average yield for the last ten 
years has amounted to about 70,000 bags, whereas the mill is capable of gristing 135,000 
bags per annum. With a railway to the coast it is anticipated that many thousand 
more acres would be put under wheat crop, and that the mull, instead of working one, 
would be working three shifts throughout the year. At present, owing to the good 
supply of natural grasses and herbage, there is comparatively small local demand 
for bran and pollard. Half the production of these commodities is despatched to 
Sydney under unfavourable financial conditions, and it i3 assumed that, with railway . 
construction the coastal farmers’ requirements for feeling would be fully met. 

An industry which has been practically undeveloped is the growth of lucerne; 


there are stated to be at least 60,000 acres suitable for its cultivation within a radius 
of 15 miles of Inverell. At present a small quantity is grown for local requirements 
only, the cost of forwarding to the Sydney market being prohibitive. With a northern 
tableland and coastal connection, reducing the rail carriage by 300 miles, the district, 
it is asserted, could easily compete with the water-carried lucerne from the Hunter 
River areas. HOWELL, 
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Stress has been placed upon the mining possibilities of the Howell and Tingha i 
districts, the former 21 miles south of Inverell, and the latter, through which the 
proposed line to Guyra passes, a similar distance to the south-east. . 
The principal silver-lead mine at Howell—the Conrad—has been closed 
down since 1913, the high cost of transport to Inverell and thence to the Northern 
line having practically killed the mining industry for the time being. Prior to closing, i 
the mine employed 400 men, and despatched and received freight, including flux, &c., 
amounting to £6,000 per annum. Mining has been engaged in to a depth of 1,000 feet, 
and the quality of the ore obtained is stated to have been consistent. A large quantity 
of ore is at present in sight, but the evidence indicates that the margin of profit under 
present working and transport conditions would not warrant a resumption of work. 
With railway construction, however, the mine, according to the evidence of the former 
manager, would reopen and would be in a position to transport several thousand 
,ons of ore per annum. 


CONCLUSION, if 
8. The Committee have arrived at the conclusion that it is not expedient the 
roposed railway be constructed. 


The bulk of the country between Glen Innes and Inverell is now served by ri 

xisting lines—already incurring heavy annual loss—and in the event of the con- 
struction of the proposed line much of the revenue would be drawn therefrom. A ii! 
sreat deal of the evidence tendered, combined with that upon the Tenterfield-Casino Mi 
proposal, has been to the effect that the construction of both lines will give the sft 
producers west and north-west of Inverell an opportunity of despatching produce 
dverseas via Byron Bay. 'The Committee have given this matter careful consideration MA 
and have to point out that no determination has been arrived at by the present or : 
previous Governments to convert Byron Bay into a deep-sea port; and even if it 
were so converted it is extremely doubtful that the traffic would be in that direction. 
From Moree, the principal centre west of Inverell, the distance to Byron Bay is 333 ae 
miles as against 809 miles to Newcastle, with a well-equipped port and affording i 
facilities for deep-sea trade, and the natural supposition is that the trend of traffic Te 
would be by the shortest and consequently the cheapest route. 

It has to be added that the works necessary to be undertaken to render the mM 
port suitable for deep-sea vessels would include a breakwater and special moorings, CW 
the present estimated cost of which is £767,000. i 


RESOLUTION PASSED. | Hi 


9. The resolution passed by the Committee is shown in the following Rt 
extracts from the Minutes of Proceedings :— 
Mr, Dick moved,—‘“ That in the opinion of the Committee it is not expedient the proposed 


railway from Glen Innes to Inverell, as referred to them by the Legislative Assembly, be 
constructed.” 





Mr. Doe seconded the motion, which was agreed to on the following division : —- 


Ayes, 6. Noes, I. i 
Mr. Burke, 
Mr. Cameron, 
Mr. Dick, 
Mr. Doe, 
Mr. Mahony, 
Mr. Travers. 


Mr. Drummond. 


Wee Ue DIOk. i 

Chairman. ia 

Office of the Parliamentary Standing Committee on Public Works, | 
Parliament House, 10th January, 1924, 
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MINUTES OF EVIDENCE. 





RAILWAY FROM GLEN INNES TO INVERELL. 


TUESDAY, 30 JANUARY, 1923, 


Present: — 
The Hen. W. T. DICK (Crairman). 


The Hon. Jonn Travers. 
The Hon. Roperr Matioxy. 
Francis Micnuart Burke, Esa. 


WintniamMm Cameron, Esa, 
Brian JAMES Dor, Esa. 
Davin Hexry DrumMonp, Esa, 


The Committee proceeded to consider the expediency of constructing a line of Railway from Glen Innes to Inverell. 





Thomas Bryce Cooper, Under Secretary for Public Werks, 
sworn and examined :— 


1, Chairman.| Have you a prepared statement? Yes, 
it is as follows :— 

PROPOSED RAILWAY FROM GLEN INNES TO INVERELL, 

Estimated cost, £543,550, or £11,504 per mile, exclusive of 
land resumption. 

Length, 47 miles 20 chains, 

Ruling grade, 1 in 40, 

Sharpest curve, 10. chains radius. 

On 22nd November, 1922, the Secretary for Public Works 
and Minister for Railways (Hon. R. T. Ball, M.L.A.) pro- 
posed in the Legislative Assembly, “That it be referred to the 
Parlismentary Standing Committee on Public Works to con- 
sider and report upon the expediency of constructing a live 
of railway from Glen Innes to Inverell.” Question resolved 
in the aflirmative. 

The proposal to connect Glen Innes with Inverell by rail 
has been ieported upon by the Public Works Committee on 
four different occasions, viz., in 1892, in 1893, in 1908, and in 
1916. On the first occasion it was negatived, the evidence 
showing that the then estimated cost of construction 
(£427,000) was excessive and indicated the probability of a 
serious annual loss on the working of the line. On the 
second occasion the Committee considered it expedient that 
the line should be constructed, provided the cost did not ex- 
ceed £7,090 per mile (the estimate was then £7,975 per mile). 
that special local rates were charged until the railway paid 
working expenses and interest on cést of construction, and 
that the betterment system was applied to the land to be 
served by the railway. Following on the Comnnittee’s re- 
commendation, Parliamentary sanction was sought for the 
construction of the line, but the Authorising Bill, although 
passed by the Legislative Assembly, was rejected by the 
Legislative Council. In 1903 the proposal was not recom- 
mended by the Committee on the grounds that apart from 
the ercumstances that the line would be a very costly one to 
construct and would show an annual Joss of £12,000, there 
was the important fact that the Moree-Inverell railway met 
the requirements of the district and its population, in whose 
interests chiefly the construction of the line from Glen Innes 
had, from the inception of the proposal, been urged. On the 
last occasion, in 1916, the proposal was considered in con- 
nection with one to connect Guyra with Inverell, and also in 
the light of possible future extensions to the north of In- 
verell and to the east of Guyra and Glen Innes as far as 
the Coast. As a result of their inquiries the Committee 
arrived at the conclusion that it would be premature to re- 
commend the construction of any line connecting Inverell 
with the Great Northern Railway until full consideration 
had been given to the question where the future deep-sea 
port north of Neweastle was likely to be established, and the 
effect thereon of the North Coast Railway and its suggested 
extension from Kyogle to Brisbane via Richmond Gap. 

Since the date of the Committee’s report (2nd October, 
1916) the remaining sections of the North Coast line up to 
South Grafton have been completed with the exception of a 
length of 18 miles between Macksyille and Urunga; also the 


7 2605—A 


railway from Glenreagh to Dorrigo is under construction. 
With regard to the proposed extension from Kyogle to Rich- 
mond Gap (which forms part of the Interstate Main Trunk 
Line recommended by the Royal Commisson on Uniform 
Railway Gauge), the matter was the subject of inquiry by 
the Public Works Cominitte in 1921, when the conclusion 
arrived at was that it would be premature to recommend the 
construction of the line until completion of the North Coast 
Railway, including the line from South Grafton across the 
Clarence River to Grafton. 

Following is the official description of the line :— 

“This proposed railway commences by a junction with the 
Great Northern Railway at 825 miles 19 chains from New- 
eastle and about 14 miles north of Glen Innes Station; it 
proceeds westerly for about 12 miles in the direction of Wel- 
lingrove ard passes about 2 miles south of that township, 
thence it takes a southerly course up Mades Valley and 
passes about 14 miles west of Waterloo Homestead and 
reaches the head of Swanbrook Creek, on the northern side 
of which it descends in a westerly direction for about 12 
miles, crosses that creek and runs in a generally westerly 
direction to Inverell, where it terminates by a junction with 
the existing railway from Moree at 372 miles 39 chains from 
Newcastle, via Glen Innes, and at 409 miles 75 chains from 
Newcastle via Moree. 

“The works are moderately heavy with a ruling grade of 
1 in 40 in Loth directions; the sharpest curve is 10 chains 
radius.” 

On the occasion of the previous reference to the Committee 
in 1914 the estimated cost based on a recent survey was 
330,420, or £7,099 per mile. The estimated cost of the line, 
after providing for increased prices for material and labour, 
is now £548,550, or £11,504, exclusive of land and compen- 
sation. 

The latest statutory report of the Railway Commissioners, 
which also covers the alternative route from Guyra, is dated 
9th December, 1921, and is as follows :— 


PROPOSED RAILWAY FROM GLEN INNES TO INVERELL, WITH 
ALTERNATIVE ROUTE FROM GUYRA, 


In accordance with the request of the Hon. the Minister 
for Public Works and Railways, and in pursuance of the 
provisions of the Public Works Act, 1912, the Commissioners 
beg to submit their report on the proposed railways from 
Glen Innes to Inverell, with alternative route from Guyra, 
the distances being 47 and 57 miles, respectively. 

When the above proposals were reported on in March, 
1914, the estimated cost of the Glen Innes route was 
£385,420, and for the Guyra route £361,551. Amended esti- 
mates prepared in November, 1920, placed these costs at 
£543,550 and £600,262, respectively. It has also to be pointed 
out that the interest charge which was formerly calculated 
at 4 per cent., must now be raised to 54 per cent. 

In regard to the revenue to be earned, it is exceedingly 
difficult to give an estimate, as much depends upon the pro- 
bable intermediate development on either of the routes, and 
another phase is the contemplated opening up of a deep-sea 
port at some point north of Newcastle, to which a connection 
can be made from the New England Tableland. 
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Witness—T. B. Cooper, 30 January, 1923. 


When these proposals were previously dealt with it was 
considered that the Guyra route had more to recommend it 
than the Glen Innes one, but since then the mineral industry 
to be served by the former has shown a backward tendency, 
and in fact, throughout the Commonwealth it is in a very 
unstable position. 

It is now strongly contended by the residents of the Clar- 
ence River area that the Glen Innes-South Grafton proposal 
fhould have further consideration in association with the 
other proposals for a connection with the coast. 

The whole question is, however, one of Government policy, 
first, as to whether a deep-sea port is necessary, and, if so, 
et what place on the North Coast, and secondly, the most 
central point for establishing a connection by rail with the 
New England Tableland. Until these questions have been 
determined by the Government, it would be premature to 
extend the line from Inverell to either Glen Innes or Guyra. 

The working expenses for a daily train service between 
Glen Innes and Inverell would amount to approximately 
£14,000, and for the Guyra line it would be about £17,000 
per annum, 

Any figures in regard to probable revenue would have to 
include a debit for loss by diversion of business from the 
present Moree-Inverell Jine, but as previously stated, the 
Commissioners are unable to furnish any reliable informa- 
tion in respect to earnings beyond pointing out that the high 
operating costs on ordinary country branch lines generally 
absorb the actual revenue, thus leaving the interest charge 
on the capital cost unprovided for. Even this would be a 
much too favourable view to take of the proposals under con- 
sideration, and as, in the case of Glen Innes-Inverell, the 
interest charge alone amounts to £29,895, and for the Guyra 
connection, £335,014, it would seem that the construction of 
either line would only add to the already heavy burden 
imposed upon the railway revenue from non-paying lines. 

‘The Common Seal of the Railway ) 

Commissioners for New South 
Wales was hereunto affixed the 
ninth day of December, one 
thousand nine hundred and 
twenty-one, in the presence of — , 

W. Jno. Morris, Secretary.’ 

Irom the time the Committee reported on the proposal in 
1916 the necessity for linking up the Great Northern Rail- 
way with the north-west system at Inverell has been urged 
on numerous occasions by the members for the district and 
the various public bodies interested, including the Inverell 
Municipal Council, the Severn Shire Council, the Inverell 
Branch of the A.L.P., the Lismore Municipal Council, the 
Coft’s Harbour Chamber of Commerce, the Tingha Railway 
League (Mr. G. H. Andrews, hon. secretary), the Tingha 
New State and Development League (Mr. H. Wilson, hon. 
secretary), and the Gien Innes-Inverell Railway League 


(Seal.) 


JAMES FRASER, 
J. H. Cann. 


’ 


(Mr. H. C. St. Vincent, organising secretary). In this con-. 


nection the Inverell and District Chamber of Commerce 
wrote on 10th March, 1919, stating that at a numerously 
attended conference of delegates representing the Municipal 
and Shire Councils, the Pastoral and Agricultural Societies, 
Varmers and Settlers’ Associations, rival railway leagues, 
aud other public bodies throughout the north-west district, 
which had been called together to consider the matter of 
railway extension from Inverell to the Tablelands and the 
North Coast, a resolution was unanimously carried as fol- 
lows :—“ That in the opinion of this conference it is desir- 
able to have a railway from Inverell to the Northern Line, 
and the question of joining that line at Guyra or Glen Innes 
be determined by the Public Works Committee.” 

In May, 1917, the then Minister (Mr. Ball) in replying to 
deputations from the Inverell and Glen Innes Municipal 
Councils, promised that as soon as the statutory time limit 
would permit the question of connection between Inverell and 
the Great Northern Line would be again submitted to Par- 
liament with a view to reference to the Public Works Com- 
mittee. Following upon the change of Government in April, 
1920, the matter was reviewed by the succeeding Minister 
(Mr. Estell), who decided to refer the proposed railway 
from Glen Innes to Inverell, together with that from Guyra 
to Inverell, to the Committee for investigation and report. 

The Railway Commissioners were then asked for their 
statutory report on the proposed railway. This was re- 
ceived on 9th December, 1921, and on 21st December, 1921, 
notice of motion was given in the Legislative Assembly to 
refer the line to the Public Works Committee, but the matter 
was not reached when the dissolution of Parliament took 
place in February, 1922 

On 16th June, 1922, a deputation, intreduced by Mr. D. TH. 
Drummond, M.L.A., waited on the Premier (in the absence 
of Sir T. Henley, Minister for Works) in regard to the 
question of railway connection between Inverell and the 
Northern Line. 

Alderman MclIlveen (Mayor Inverell) pointed out that 
Inverell’s great handicap was lack of railway communica- 
tion. At the present time it was necessary to go nearly 100 







miles into the interior in order to journey to the Coast. In 
spite of its enormous potentialities, the population of In- 
verell had within the last ten years decreased by 1,871, yet 
on the tableland, only 42 miles away, there were over 40,000 
people. Scarcely any wheat was grown on the tableland, 
and Inverell could easily supply this want, but was ham- 
pered by the fact that the railway haulage was 423 miles. 
‘Travelling stock had to come to Sydney and to reach a point, 
say, 200 miles from Inverell, would have to travel 1,000 
miles. The freight on livestock from Inverell to Sydney 
was £15 2s. per truck, and other freights were correspond- 
ingly high. There was great mineral wealth in the district, 
including a fine seam of Coal. 

Mr. Russell Hughes (president, Macintyre Shire) said 
that construction of the railway would enable them to 
supply the coastal people with beef and mutton. 

Mr. B. M. Wade (contractor, Inverell), Mr. R. S. Higgins 
(Farmers and Settlers’ Association), Mr. G. B. Reid, and 
Alderman O’Connor also spoke in support of the proposed 
connnection. 

The Premier, in reply, said that the Government was de- 
termined to do all in its power to promote decentralisation. 
In regard to deevilopmental lines it was scarcely to be ex- 
pected that they would all pay right from the start, and 
personally he was in favour of the Canadian system, 
whereby lines were thrown out and settlement followed. Of 
course there was the difficulty that paying lines had to 
make-up for the non-paying lines, and in this connection 
there was a loss last year of £850,000. In Victoria such a 
loss was made up from the Consolidated Revenue, and it 
seemed to him that a similar method should be adopted 
here. Iie would take the earliest opportunity of placing 
the proposal before the Public Works Committee after the 
Government had been able to consider its railway policy as a 
whole. 

Subsequently the Glen Innes Railway League (Mr. H. C. 
St. Vincent, secretary) wrote stating that at a representa- 
tive meeting of citizens held at Glen Innes on 15th June, 
1922, the following resolution was unanimously carried :— 

“That in the best interests of the people of these north- 
ern districts it is expedient thab the Government should, 
as early as possible, take definite steps to establish railway 
communication between Glen Innes. and Inverell for the fol- 
lowing reasons :— 

“(a@) The intervening country covers an area of 300,000 
acres, embracing some of the finest agricultural, 
pastoral, and horticultural lands, 100,000 acres of 
which could be made available for immediate closer 
settlement. 

“(b) The line would bring the rich coal measures at 
Ashford within reasonable distance of the markets 
of New England, where there would be a very 
large demand for the output. Likewise, it would 
have a decided influence in stimulating the working 
of the great belt of mineral wealth at Silver Spur. 

“(c) Ninety per cent.. of the traffic to and from the 
north-western districts to New England and Queens- 
land passes via Glen Innes, while a large percentage 
of Sydney passenger traffic is also carried over the 
same route. In addition, the community of interest 
is very important. Wheat, in large quantities, is 
received from Inverell, while, on the other hand, the 
whole of the building timber used at Inverell and 
neighbouring districts fs drawn from the immense 
forestry wealth of Eastern Glen Innes. 

“(d) AS a commercial proposition the line has every- 
thing to commend it. Searching investigation dis- 
closes that within the last eight years the trafiic has 
enormously increased, and on a reasonable basis of 
cost of construction, interest, and working expenses, 
there is now very little doubt but that the railway 
would become a paying proposition almost from its 
inception. 

“(e) The line would be the means of affording the In- 
verell wheat: growers the advantage of a first-class 
Queensland market, which, under existing condi- 
tions, is practically shut out. With a cheap means 
of transit, the northern State would become a very 
large buyer of breadstuff in our north-western dis- 
tricts, and, with Inverell as a centre, a great op- 
portunity would be created for enormously increas- 
ing the present area placed under cultivation for the 
production of wheat.” 

In reply, Mr. St. Vincent was informed by direction of 
Mr. Ball that the proposed railway from Glen Innes to 
Inverell would’ be referred to the Public Works Committee 
at the same time as the line from Guyra to Inverell was 
referred to that body. 

i would also refer the Committee to the report of the 
Official Committee on Land Development and Settlement re- 
garding the various proposed railway connections between 
the Northern Tablelands and the coast, and the possibility 
of increased settlement in the areas concerned, 
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WEDNESDAY, 2 MAY, 1923. 


Lresent: 
The Hon. W. T. DICK (Cratrway). 


The Hon. Joun Travers. 
The Hon. Ropert Manony. 
Francis Micuae, Burke, Esa. 


Wintiam Oamenron, Esa. 
Brian JAMES Dor, Esa. 
Davin Henry DrumMonp, Esa. 


The Committee proceeded to further consider the expediency of construct ing a line of Railway from Glen Innes to Inverell. 


John Edmond Harold Kennedy, Chief Draftsman, De- 
partment of Lands, sworn, and examined :— 


a, Chairman. | I understand you have a statement to 


submit to the Committee with regard to the proposed rail- 
way from Glen Innes to Inverell !—Yes, it is as follows :— 


Prorosep RAILWAY—GLEN Inyes TO INVERELL. 
Acres. 
Alienated lands (tinted blue)— (about) 
Including conditional purchases, coaditional leases, conditional pur- 
chase leases, settlement purchase, homestead selections, suburban 
holdings, and homestead farms ........ wd rails EAE Rs oe hees 383,800 
Reserved lands, about 52,900 acres—- 
* About 44,500 acres not held under any tenure (tinted green) ........ 44,500 
5 8,400 ,, held under lease (edged green), 





»» 52,900 acres. 

















Leased lands (hatched blue)— about. 
Special leases (including about 2,700 acres reserves) 3,300 acres \ 
Crown 3 a x 4600 -4 + }: 163600... | 
Improvemert,, ( s rr et TO 9 ie s WeeseOO! a9) et Ba 900 
; tsk 
(About 8,400 ,, » JAb’t 22,900 ,, | 
: as ) 
Crown lands (tinted brown)— 
ESET ee ay ye ee ie ne ee ee #24 600 
Poca) area aboubsa.tucce os. Weee st 475,200 


“ ED 
*It is probable that part of these reserved and untenanted Crown Jands may be 
h.ld under annual leases, particulars of which are not available at Head Office. 


J. E, H. KENNEDY, 
Chief Draftsman, 
Department of Lands, 
Sydney, 2nd May, 1923. 


Proposip RAt~waYy-—GLEN INNES TO INVERELL. 
A Limit of Affected Area. 


The limits of the area which would be influenced by the construc- 
tion of the proposed railway Glen Innes to Inverell, in accordance 
with instructions received, have been restricted to 12 miles from 
each side of the proposed line, and are shown on map produced bya 
firm red band. Owing to the existing railways Moree to Inverell 
and Sydney to Brisbane, the limits mentioned on the western, 
eastern, and part of the southern sides of the affected area are 
indicated on map about mid-way between these existing railways 
anil the one proposed. 

The 12-mile zone is shown on the northern and part of the southern 
sides of the proposed line. Extension beyond the other limits indi- 
eated, to cover that zone on each side of the proposed railway, 
would include lands within the sphere of the existing railway lines 
mentioned, 

Concerning the lands within the limits shown, the following par- 
ticulars are afforded :— 


Untenanted Crown Lands. 


The untenanted Crown lands amount to about 24,000 acres. The 
whole of this area was from time to time set apart under the pro- 
visions of the Crown Lands Consolidation Act, 1913, between 
February, 1909, and August, 1922, for the following forms of 
tenure :—About 3,200 acres for conditional purchase and additional 
conditional purchases in county of Gough, about 19,500 acres for 
Crown leases and about 1,300 acres for additional holdings in counties 
of Arrawatta and Gough. The capital value of these lands, except- 
ing those set apart for Crown leases, varies from 6s. 8d. per acre in 
parish of Vivier, county of Arrawatta, and parishes of Gordon and 
Wellingrove, county of Gough, to £2 15s. (22 acres) in parish of 
Swamp Oak, also in county of Arrawatta. Out of the total area 
available for settlement, within the limits referred to, about 2,400 
acres have been applied for as Crown leases. No confirmation of 
the applications has yet been reported at Head Office. 


Country.--Undulating to hilly, rough, and mountainous ; trap, 
granite, and basalt formation; generally suitable for grazing; 
poorly grassed in parts, 

Soil.—Generally poor, clay subsoil; light sandy and gravelly 
in parts. Clay soil on trap; red, chocolate, and black on 
basalt. 

Timber.—Ironbark, gum, oak, pine, stringybark, box, apple, and 
peppermint, with tea-tree, wattle, and grass-tree scrub. 


Forest Reserves. 


There are three Forest Reserves and part of another with an 
aggregate area of about 7,400 acres. Three of these reserves, one of 
which is only partly within the limits of the affected area, have been 
dedicated as State Forests, and their acreage amount to about 5,800 
acres, 


Country.—Level to hilly and mountainous; trap and granite 
formation. 


Soil.—Generally stony ; shallow gray in parts. 


Timber.——Stringybark, messmate, oak, ironbark, pine, red and 
white gum, and apple. 


Improve ment Leases, 


There are three Improvement Leases with an aggregate area of 
about 3,100 acres, and about 1,100 acres of which is covered by 
reserve. 

Terms.—One lease has a tenure of ten years and about two and 
a half years to run; and the other two leases have each 
twenty-eight years’ tenure, but one has about seven and 
a half years and the other about nine more years to run. 


<entals.—The rents are :—2d. per acre I.L. 41, in parish of 
Herbert; 14d. per acre I.L. 1,243, and 1.79d. per acre 
I,L. 1,131, both in parish of Elsmore, all in county of 
Gough. 


Power of Withdrawal by the Crown for Purposes of Settlement. 


Under the conditions embodied in I.L. 41, the Crown has power 
to withdraw for purposes of settlement without compensation, 
except for lessee’s interest in improvements on the land so with- 
drawn, the whole or any part of the land leased in the event of the 
whole or any part or parts of covering reserve being revoked. It 
may be pointed out, however, that apart altogether from the specific 
conditions regarding withdrawals for purposes of settlement in this 
lease, the Crown has also a general power under the Closer Settle- 
ment (Amendment) Act, 1912, as amended by the Closer Settlement 
(Amendment) Act, 1914, to acquire for closcr settlement any land 
comprised in any improvement lease, wherever situated, on payment 
of such compensation as may be agreed upon or determined in 
accordance with the provisions of Section 4 of the first-mentioned 
Act, or under the Amending Act of 1916, may purchase by agree- 
ment with the lessee. 


In the other leases, I.L. 1,243 and 1,531, the right of withdrawal 
by the Crown for purposes of settlement became operative on 9th 
August, 1913, and 13th January, 1914, respectively. 

Mention may be made that; under the provisions of the Crown 
Lands Consolidation Act, 1913, the holder of any improvement 
lease may, at any time during the last year of the lease, apply for 
the portion of the leasehold, if then unreserved, which contains the 
lessee’s dwelling-house, not exceeding a home maintenance area, 
as homestead selection, provided that the area be improved with 
permanent, fixed, and substantial improvenients, including dwelling- 
house, to the value of £1 per acre, but not necessarily £640 in all. 


It will be noticed that the area affected by the proposal under 
consideration, contains six Closer Settlement Purchase Areas within 
its limits, as shown by firm white bands on map produced, with a 
total acreage of about 4,624 acres; they were acquired by the 
Government under the provisions af the Closer Settlement Acts; 
the information concerning which is particularised in the following 
schedule :— 

SS { 








3 | Disposal Disposal 
= be ey ep Date of | No. of | average average 
Settlement Purchase Area, o Acquisition. |Farms,| price per | price per 

S acre, farm. 

< 

= | | 
ares, | | Ge, di Seay Gs 
WiGlin SPOVG)iacwertaceenie: 1,400 | 83 Noy., 1911 3 > 4 0 | 1,48613 4 
(about) 
Wellngrove $'o?? 5 voss.. 1,953 | 24 April, 1912.) 3 3 4 0] 2,049 9 9 
GEST eS Sh oe eet dices 471 | 16 Sept., 1919 | 1 410 0} 2,12119 0 
MitGneiks:) dice ee. soe Toe 199 | 18 Sept., 1920 1 6 0 0/ 1,195 16 9 
IBEGCKNGUAS sae pease che x os 271 ] Nov., 1920 1 5 10 0| 1,490 10 0 
Armstrong’s $3” . 330 1 April, 1921 | 1 CAF OVS 605 o£ 5 
| | 








LO ELEN IO TR TS RE SE ELT SY DEE CS 


All the farms in the above areas were applied for and allotted by 
the Minister, 

It may also be pointed out that within the limits of the affected 
area, in addition to 24,000 acres of untenanted Crown lands referred 
to above, there are about 44,500 acres of reserved lands not held 
under any tenure, other than annual tenure, and about 3,100 acres 
of other Crown lands held under inconvertible leases, making a 
grand total of about 71,600 acres of unalienated Crown lands. 


Rainfall, 


The average annual rainfall on the affected area varies from about 
2 inches at Glen Innes to about 30% inches at Inverell, 
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senjamin Parkin Pearson, Compiler, Bareau of Statisics, sworn, and examined :— j 
3. Chairman.] I understand you have a statement to submit to the Committee with regard to the proposed 
railway ?— Yes, it is as follows :— | 
AGRICULTURAL, PASTORAL AND DATRYING STATISTICS. { 
Holdings of 1 acre and upwards used for Agricultural and Pastoral Purposes. 
| Area occupied. 
Police Patrol D’stricts. Season, Holdings. ; —————_—_— ——— - A * — reer 
Alienated. ro 
ands. 
| No. | Acres. Acres. Acres. 
\ 1919-20 / 20 ae 37,107 2,011 572 
Glen Tones (part) ).rccantcstearcan Teeke ts cane@tnees sn esten meee < 1920-21 PAR! 7 87,199 2,011 572 
| 192] -22 | 21 37,199 2,011 460 
\ 1919-20 5 | 96,089 35,467 1,950 
Tin eha (paul) mesma Pr adaudeccctaas Se nmrareer ia tone 4 1920-21 49 96,089 35,546 1,537 
f 1921-22 49 96,089 36,968 1,509 
\ 1919-20 43 65,840 35,489 1,638 
Inverell. (part): <2... daacevsssacesusacentaeneeane Tees ees { 192)-21 42 | 65,043 34,634 1,360 
1921-22 44 | 68,202 34,724 2,119 
( 1919-20 113 198,536 72,967 4,160 
SUM MALY eet eemaanes sis Eigpioe onainse Bigs dads ecu sveletelte rtista accent Gee . 1920-21 | 2 198,331 | 72,191 3,469 
| 1921-22 | 114 | 201,490 73,703 4,088 
| | 
DETAILS OF CULTIVATION, 
Wheat. Maize. Other Grains, Hay. 
Police Patrol Districts. | Season. at sees : SS = eg roeen 
Area. Yield. Area. | Yield. | Area. | Yield. | Area. Yield. | 
! : J 
Sul ss ee —— po ee re eer = d 7 
| Acres. | Bushels. | Acres. | Bushels, | Acres. Bushels. | Acres. | Tons. |Acres., Acres. 
\ 1919220 Aa aces. al ee ese: 280 1620) 8) neces iP Aaese 279 186 2 11 
Glea Innes. (part) i<c.-coum- sae 1920-2) «ihe xomcs meee 214 6,513 ooo el01) $17 578 | sevvee | 9 
et 1 091299) a a onan eae 156i) @ 7951 ees fae ene 297 306.1 Jew | 8 
| 1919-20 916 255 364 3,216 oy, 60 423 145 | 192 | 28 
Lingha (Part) Rona ransasenae cadsatennenee | 1920-21 497 9,795 234 A197 41 aeeotccul ware 747 iN 29 30 
|. 1921-22 47 5,190 292 CRW em aetone (t) <Sacace jae SE or 435 57 | 29 
| 1919-20 hee 213 795 URS) “igateeee |) 8” aeeak: 248 8 52E ARCO 
Tnverelle(pare))sec cc. caenn necesita et 920=21 630 | 13,749 359 5,262 50 1,050 | 321 CANE) mcddade |b chase 
| 192)-22 1,057 13,527 465 6,375 2 210 | 556 4 DO: Wee sire 7 
1919-20 988 468 | 1,439 6,192 27 60 | 950 | SBE I 7M af 
SSUMMLIMALY, sar aiecskiea neuro sntenie tenia 1920-21 1,127 | 23,544 807 | 15,972 82 2,091 | 1,335 2,168 29 39 
1921-22 1,504 18,717 912} 12,871 34 240 |*1,537 | 9,286 £9357 44 
* Includes Wheaten Hay 465 acres = 191 tons. 
Oaten », 899 a5, Oe SOO wee 
Lucerne ., 173 Sere ay 
ProposeD RatLhway-—GLeN INNES TO EXVERELL. Proposep Ratbway—GLEN Innes TO INVERELL, 
ie aad 2 Holdings of 1 acre and upwards used for Agricultural 
i } 3 Wool 5 8 
Live Stock at 30th June. Productions and Pastoral Purposes. 
Cattle Wool Production Area Occupied, 
Sas q A me 3 : Fanige eben Area Series based on Alienated | Hordined Crown Lands 
Police Patrol 3 ADs. ie Sheep. | -& oe. tee Area of Holdings. aR TESS) Aoneted attached to 
sn. | 3S | Milch| Ail | al EAT ARENT oe a Alienated 
™ | Cows.| other. Sheep 7) Gireary Holdings. 
| Shorn. Wool. 7 
—_—— ———— —<$<—$<$—_—___——— ——$_$__—_—_— — | 
No. | No. | No. | No. | No. | No. Ib. Acres. man 6. Acres. Acres. 
(| 1920 | 202) 211) ‘883871 80728)" 23,928 | 166,850 Lotoulee SO Ore. meee een 10 333 1,807 
Glen Innes (part) - | 1921 | 188 61 728 | 27,160 | 27,624 232,156 5 | - “ | ; 
(| 1922 | 203} 41 | 1,451 | 36,687 | 31,059 } 280,418 ED Mr NUN Barrage oct | i 579 566 
1920 | 701 | 23 | 2,014 | 99,497 91,820 | 624,221 7. : 
Tingha (part) ....4 i921 | 522| ., | 21692 | 95,005 | 74,111 | 614.855 VOL 4, 200. see cesee ree: | 8 1,329 | 2,201 
|| 1922 | 486 | 52 | 2,397 | 99,606 | 89,201 | 675,838 9 0 =p = 
(| 1920} 418 | 53 | 1,038 | 47,730 | 43181 |  224°025 201655) © S00 Re ttestenenen | ll 2 Gea 3,475 
Inverell (part) ...+ | 1921 | 431 107 | 1.275 | 50,797 41,419 287,603 301 400 2e oo eecee 3 
(} 1922 | 478 | 153 | 1,301 | 48.411 | 491360 | 333429 eet? ea : m8 3,001 
( 1920 | 1,321! 102 | 3899 |177,955 | 158,929 | 1,015,096 401 ,, DOD laceeereemecneas 5 2,306 | 2 ile 
Summary....... + | 1921 | 1,141 163 | 4,691 |172,962 | 143,154 | 1,134,614 r “ a \ 
{| 1922 | 1,170) 246 | 5,149 /184,704 | 169,620 | 1,289,735 S01; 6000 .S.ae, beeen ees | 3 1,659 720 
beatles a eM he ene St a GOT) a LOU aes itenieaaed: 8 5,106 3,791 
ZOLA S00 Beever oe mi 6 4,413 3,272 
Darry Propucrion During YEAR ENDED 301ru JUNE. BOL 4, 900... rereee reece 3 2,548 320 
: a. ‘ | SST PT Tay OO sonbhs UU et aneotaeneetins | 2 1,928 320) 
Police Patrol Districts. | Year. | Milk. | Butter. | Bacon, &c. 1,001 e 1,500 ere et RS | 6 7,102 3,197 
ie | 7 : 1 DOT, UO Ree cement BOER 3 5,036 4,430 
| Gals. | lb. lb. 2,001 3; O00 eepecceeeneteal 4 9,18 3,82 
| 1920 | 7,790} 1,072 52> ae ee ety ee | rah eS 
Glen Innes (part).. ... 9] 1921 | 147390 | 360 120 Wor aE nea ese ee ahaa teases | 9,861 315 
(| ee 26,478 | 2,088 1;410° > #4, OUR AOE eee ee: 8,635 4,352 
| 192 5,565 1,130 480 5001, 7,5 | 99 
Tingha (part) ........3 1921 | bo a are ore | OV OUT Beads oO ceetanet cee ane ve 22,9 117 
i 1922 | 13,676 | 3.070 Pas Over 7,500 ACTOR: vocsicw nese. 112,645 21,676 
{| 1920 8,158 | 796 1,081 : : | ae a al 
Inverell (part) ......... } 1921 | 13:317/ 1,564 C0i peo ne eee ee ere ek 
| 1922 75,040 | 5,220 4,302 Consisting of Crown Lands 
5 , ( ig | 21,513 | 2,998 2,086 OULY «> .dissenscessseteteple eens FLO) ne ee 13,610 
SUN MALY Gace ives cess 1 aot 27,707 1,924 815 ee 
1922 | 115,194 | 10,378 5,712 Total, pis vatareenrd 201,490 73,703 | 
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| MONDAY, 7 MAY, 19238. i) 
Hresent: | Ht 
| The Hon. W. T. DICK (Cuamnmay). | ) 
The Hon. Joun Travens. Winiiat Cameron, Esa. 
The Ifon. Roperr Matoxy. Brian James Dor, Esa. i 
Francis Miciart Burke, Ev Davin Henry Drummonp, Esa, 
The Committee proceeded to further consider the expediency of constructing a line of Railway from Glen Innes 
to Inverell. iv 
William Ilutchinson, Chief Engineer for Railway and Tramway Construction, Department of Railways, sworn, and 
examined :— 
4. Chairman.| Have ysu a statement to submit to the Committee 4 —Yes, it is as follows :— 
NEW SOUTH WALES GOVERNMENT RAILWAYS—CONSTRUCTION BRANCH. 
GLEN InneéS TO INVEREDL RAILWAY. 
EstIMATED Cost of a single line of Railway, 47 miles 20 chains in length, with 60-Ib. rails; ruling grade, 1 in 40 with and against the 
load ; sharpest curve, 10 chains radius. 
Description | Estimated Cost. | Summary ATOrAgS ' 
scription, aa i og ae as per mile, 
| | , 
Sige ae) Seen te date 2 ij 
{ FGPG WOLKS” oh. sasieecctsss cee: aie Thies ersten ee Ta aati a ha nasi ch einen Pek ROSALE RDERCER TE ACG eee pr inn tee 128,566 0 9 Drea | , 
Culverts and timber bridges ...., ahaa un Rav es raga SPS RENEMS ct Bonnar ech ROR a Pe OMe Aer ee 51,593 14 9 1,092 
: Peae RECN RIDER Ate ot ey <i hoaseti dsb hoses testes cee dhs Peso tae ot a aA A See ones a Theat SeeBOSS 215296) {Oi OF | 577 l 
RIUECREURIOR. hhc: doigsia ced tau e Son Joaaccuiubincse: Bhucdonta, BOnnerncder ath ce oS Caen Gere en er te cote nc HERG Hare ere | (iikay Fay 15 i 
Lever crossings, cattle stops, fonging sand moadedversiOnsm arcadia aeeecscee ice Sothern Per COs SomebOweO 351 
errmmbent War Materials’, ?..-.....cclcecsssceeccc cc, case SPR eRe Me ean Aeci Rothe RANG: Sap ee hee joeipor OF © 1,684 
FON ee sen tr cctnds Conde vaiuanante tonnes cs RCE Sra “ASnOneaeEn =uguioettodobtian acne Aen none Retr tak 3,598 13 0 76 Mail 
Platelaying } nay, 
Ballasting Sen ananictats etdaerastac sachin acre marathi aetna ah anatase ata aimee ate SoS rae as AB bc cnc SG 4600125 08 tee oaks Pain wen ee, G42 : 
H Sleepers j | oa 
——____.-——| 414.578 18 0 8,563 
Station works, including junctions, BRUM Ati see NAMA aye eects ov aah us dhasstnoeddetenttuvereneares lcblacecds Teese tone 307 702 One 651 j 
H RUPE EENANIF GS pte torts SabN crv nce oats dn: i'eh unde toe cedsie coweaee hoc biwgiwgdenerd. wchtancrwsbsted «hae sii tone eae ay watee «arlesta me | 11,284 0 0 239 \ 
) Pee MELOY ran src etcca scr chsapuocer ae Cree et A ten RE PRAIA ah a <i em RSeM Tarvin caiea sa kagans et alike <voouse > aman 4,000 0 O 85 
Dileuge posts: <2... .cccsesess RiradiareArercote: bopca eseten canany ns Aon aPR | anade cee aeere 152 0 0 3 
So SSL aor i gl I oe ae do cuecHoch a cannon toto Scogdbancofoclte cre reokpuctosaleohede oA) Wikadamianpacnmesane: | 4,800 0 0 102 4 
Equipment of gangs .........., cats ae Eaiaosdes Pee TOE Hor Dost Mba CEE Saco Oreece Rae pels Mate grcaaoies MUI uiieh coca s chat | 450 0 0 9 a 
456,034 18 0 | 9,652 
Head Office engineering, survey, and contingencies, 18 per cent. ... s.ssees, Seacerinehrasg “wAvoNverser |i “ke ceedsersnuaedes ) 92,086. 2 & Pyar it 
| a aE — 1) 
otaliey, wadcctem ss Wud esvigeurranciaddsteuits astern c outa esilal ta eetnctae Peojmatecitents £| 538,121 0 O |11,389 nit 
Average cost per mile, £11,389. th 
Duplication from Glen Innes Station to junction (1 mile LOIN) Maren ami orrentea eet aaa errant rises hate ns cee ne ence ts 4,720 0 0 mete 
/ | Met ; : H 
? pariah SHER TG a ctets gteseoth oon: Matic: |g tee eel eee £| 542,841 0 0 aT} MH 
5. There is a slight difference between this estimate and 11. Would you want special rolling stock for those 1a} 
. - a ea e be . . ral 
the estimated cost put before us by Mr. Cooper !—Yes, I lines ?—Only special locomotives. Ne 
can explain that. ‘There was a slight error in the fasten- [2. Has there been any attempt to get a grade of 1 in } 
. = = Pa . . l » . i nay | 
ings of the permanent way. It was an error on the part 50 on this line?—No:; the survey was for 1 in 40, Wi 
of an officer in running out the amount, and of an officer in 13. Can you state what extra cost would be involved if 
checking the quantities. I found the error myself and a grade of 1 in 50 were adopted?—No. I should not like i 
corrected it. to say that. It would mean a considerable difference in 
6. In 1914 a proposed railway practically of the same the earth works. ‘The line was permanently staked many 
s)9- 0 rs ohy Trnaara ag ry ‘ yyer » 4 1 7 10 7 IPPeAaKcea » 1) 
character was to cost £335,420 ?— All the conditions have years ago with a grade of 1 in 60, w hich increased the ‘ 
changed since then. The cost of materials and labour have length to 52 miles 25 chains, and an estimate of this route 
gone up. The present estimate is, I consider, the best on present day rates would be greatly in excess of the fi 
estimate that can be given to-day. estimate placed before the Committee. 
he ; Z i : : . yr the nrevious estimate re " 
7. Mr. Travers.) What do you estimate as the cost vf , 14, ee eee In aa pea ies ae 
sleepers for this line ?—I have put it down at 7s. the eae mage ermanent ay Materia poet ARTS 
4 ae o ; ‘ specified rails, fastenings, ballast, and sleepers, whereas in 
8. Of what material sill the bridees be made, timber or at ieee s ; : : : } 
9 : : mee van, : this estimate the specific-amounts for rails and fastenings 
steel /—All of the smaller bridges will be of steel, with ; Y pho bre 
2 are not supplied, but there is an amount of £79,755 under 
concrete tops. ; Bary 19% om 
9 T ale adel the heading of “ Permanent-way Matcrial?”—These are 
lo? tT ee - vd me ) looked upon Sti, moderate the details: rails £66,825, and fastenings £12,930. Those 
eS . we : c en 8 ey : : eenalege. In panies country & sums make up the total of £79,755. 
rvs a 7 » ne af fer , , ~ a : a 
grade o e i aoe d be much better, but it would 15, Can you inform the Committee whether the erade of a 
‘ . ape « > rv ia rtys rye : . . ‘ ; > | 
mean a considerabie amount in the way of extra cost. 1 in 40 is the best grade it has been possible to find b! 
10. Are any new lines being built at present with a between Glen Innes and Inverell?—No. You might get 
grade of 1 in 40?%--No, but we are building the 1 in 100 if you were prepared to go to the expense, It is . 
Dorrigo line with a grade of 1 in 39. Most of the alla matter of expense, ; 
lines built of late have been in flat country, and we try to 16. Have the Commissioners decided that, as far as the ; 
get a grade of 1 in 110. The exceptions are the line possible trade is concerned, it will be better to construct a HE 
from Batlow to Gilmore with a grade of 1 in 25, andthe line with a grade of 1 in 40 at this stage and alter it later , 
. 5 2 S . > . 5 
line from Tarana to Oberon with a grade of 1 in 25, on, than to adopt an easier grade at the present time ?—I 
The grade of the line from Glenreagh to Dorrigo is 1 in 30. should nct like to say even that. JI assume that the i 
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Witnesses— W. Hutchinson, 7 May, H. W. Graeme, 17 May, and H. C. St. Vincent, 21 May, 1923. 


Commissioners think that the grade of 1 in 40 is about the 
only practicable proposal that is likely to be adopted now. 
Whether the traffic will develop to warrant complete 
alterations in the line later on is another matter. 

17. Where the question of the grade enters into the 
estimate of cost, is it the custom in the earliest stages to 
take a stiffer grade if thereby a certain amount of length 
and tunnelling can be cut out with the view postibly of 
altering the grade later on ?—I gather you want to know 
whether the grade is considered for the present traffic and 
not for the future tratéc. 

18. Yes ?—In some cases where there is not much differ- 
ence in the cost of good grades and inferior grades the 
Commissioners always go for the good grades, but if you 
are dealing with a railway where the. country is fairly 
hilly, and where the difference would be excessive, it would 


THURSDAY, 1 


not seem to be worth while to submit a high estimate. For 
example, if you went in for a good grade on the line from 
Guyra to Dorrigo it would be an extremely costly under- 
taking, but it would be desirable to get it if you could get 
it within desirable limits of cost. 

19. It is really a question of the interest on the addi 
tional expenditure as opposed to the difference in the cost 
of hauling over a stiffer grade?—Yes. I have often said 
that the cheapest line is the line in which the interest on 
the capital cost and the working expenses are at a min- 
imum. You might inflate the capital cost very much, and 
you might reduce the working expenses, but the inflation 
of the ‘capital cost might be largely i in excess of that, and 
would offset the s saving in working expenses. 

20. Mr. Doe.| What is Lhe price of rails at the present 
time ?—About £12 per ton. 


MAY, 20. 


{The Committee met in the Cotten sh a Armidale. | 


Vresent:— 
The Hon. W. T. DICK (CHamman). 


The Hon. Joun Travers. 
The Hon. Ropert Manony. 
Francis MicHareL Burne, Esa. 


WiILLtiaM CAMERON, Esq 
Brian JAMES Dok, Esq. 
Davin Henry Drummonp, Es 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Glen Innes to 
Inverell. 





Henry Weir Graeme, District Surveyor, Armidale, sworn, 
and examined :— 

21. Chairman.] I understand you have prepared a state- 
ment in connection with the proposed railway ?—Yes, as 
follows: The limits of area 12 miles on each side of this 
line for a distance of about 45 miles, embrace an area of 
about 483,000 acres. Of this area there are about 425,000 
acres of alienated and long term leased lands. About 21,000 
acres are suitable for agriculture ; about 318,000 acres are 
suitable for dairying and grazing; and about 86,000 acres 
comprise poor grazing land. There are about 38,000 acres 
of Crown lands; the area of agricultural iand thereiv. is 
nominal; about 10,000 acres, covered mostly by Mining 
Reserves, would provide fair grazing land; and about 
28,000 acres are inferior hilly, rocky, and steep lands, 
affording very poor pasturage. The area of State Forests 
is about 7,000 acres, and as there is a scarcity of com- 
mercial timber in these 483,000 acres affected by the 


proposed railway, the whole will be required for forestry 
purposes. ‘here are about 13,000 acres of reserves, most 
of which are required for the purposes gazetted. <All 
reserves containing land of any agricultural or grazing 
possibilities have recently been reduced to the lowest limits, 
and the land excised has been alienated. ‘This line would 
(for the present) serve fairly closely settled lands at the 
Glen Innes and Inverell ends, a fair percentage of which is 
used for agriculture and dairying. The central area is 
well grassed basalt grazing country. But there is some 
very poor and rocky land to the east and north of Nulla- 
manna, and to the south on the Waterloo Range. The 
small villages of Nullamanna, Weilingrove, Elsmore, 
Gilgai, and Stannifer are within this 12 mile limit, but 
Nullamanna and Gilgai would be no better served than as 
at present by the Inverell-Moree Railway, other than that 


the distance to Sydney via Glen Innes would be consider- 
ably shortened, 





MONDAY, 21 MAY, 1933. 
[The Committee met in the Council Chambers, Glen Innes. ] 


Present: — 
The Hon. W. T. DICK (Ca#atrman). 


The Hon. Joun Travers. 
The Hon. Ropert Mauony. 
Francis Micuart Burkr, Esq 


Winuiam Cameron, Esq. 
BriaN JAMES Dogz, Esa. 
Davip Henry DrummMonp, Esq. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Glen Innes 
to Inverell. 


Heniy Cleave Saint Vincent, journalist, Glen Innes, sworn, 
and examined :— 


22. Chairman. ] Have you prepared a statement of your 


views on the proposed railway ?—Yes, it is as follows :— 
[ am organising secretary of the Glen Innes-Inverell 
Railway League, and have been associated with the move- 
ment, both to the coast at Grafton and from Glen Innes to 
Inverell, for nearly forty years. Before proceeding with 
detailed evidence I wish to give a short resumé of the 
north-western proposition from its inception for the in- 
formation of the new members of the Public Works 
Committee, who probably are not conversant with the 
facts. The line was first passed by the Stuart-Dibbs 


Government, and the money appropriated for the work out 
of a loan authorised to be raised to carry out the Public 
Works policy sy the Ministry. On an adverse vote sub- 
sequently, the Government was defeated, and although the 
construction of the line is virtually on the Statute Book 
as an authorised work, and all expenses relating to the line 
fcr subsequent new surveys, &c., are charged against the 
particular work, the railway still remains to be accomplished, 
During the occupancy of the Treasury benches by the 
Lyne- ‘O'Sullivan Government, the proposal was again sub- 
mitted, and carried through the Assembly by a very large 


majority. It remained with the Council to reject it, for 


the reason that the principle of betterment was attached 





to the proposal. When the Moree-Inverell line was 
under investigation, Glen Innes to Inverell, although not 
put forward as an alternative proposition, it entered 
very seriously into the final decision of the Public 
Works Committee, and the line to Moree was cnly 
carried by a majority of one. In 1914, the Glen Innes 
proposal with an alternative line to Guyra was before 
the Committee for over two years and a half, Finally 
Guyra was turned down by five to two, and Glen 
Innes four to three. Some years ago, before the advent of 
the Public Works Committee, Messrs. Carr and Price, who 
had been appointed by the Government as a Commissicn, 
after a full inquiry, recommended the construction of a 
line from Glen Innes to Inverell. To say the least, this 
is a most remarkable record in connection with a public 
work so urgently needed to hasten on the fuller develop- 
ment of one of the most important parts of New South 
Wales, as surely Gien Innes and the other districts adjoin- 
ing undoubtedly are. The construction of the Glen Innes 
railway is urged again for the following reasons :—(1) The 
route is the shortest and least expensive to construct ; 
(2) the advantages of geographical position, the existent 
community of interest, and the great volume of public 
trafic give to Glen Innes a superior claim as the junction 
to link up the north-western system with the Great 
Northern railway ; (3) the line would be invaluable in 
seasons of drought to the famished north-west, where for past 
years thousands of stock have perished ; (4) the railway 
would give an immense impetus to settlement leading up to 
at least 100,000 acres being put under cultivation ; (5) the 
fact that the line has already received Legislative sanction 
its construction is claimed, if not as a legal right, certainly 
on the grounds of an imperative necessity ; (6) at least 
90 per cent. of the traflic at the present time passes over 
the line, and is the shortest way for the people of the 
north-west to convey their produce to the northern 
markets. Hardly is there a practical limit to the 
source of production in Glen Innes district for those 
commodoties which the north-western districts do 
not produce. With proper outlets our farmers can 
raise 2,000,000 bushels of oats, besides other crops. Some- 
thing like 50,000 tons of potatoes could also be raised. 
The capabilities of Inverell {or semi-tropical production are 
also enormous, and it would be impossible to overstate the 
resources of that district in this respect. Given a proper 
outlet, if would become one of the principal wheat granaries 
of the State. The land on the route is unquestionably the 
best for closer settlement, and 1 may remark that if the 
railway is passed there is every possibility of a goodly 
number of settlers coming out from England to take up 
land. Quite recently a gentleman from Essex, ingland, 
visited Glen Innes, and after investigation of its surround- 
ings, decided on his return to bring under the notice of 
a community of prospective emigrants, who possessed 
capital ranging from £2,000 to £3,000 each, the agricultural 
vapabilities of the intervening country hence to Iny erell, 
and if the line were established he had no doubt that 
considerable settlement would follow. The value and 
extent of our forestry wealth must be emphasised, but as 
this question will be dealt with by the expert evidence of a 
witness to follow, [ would not say more than that the towns 
of Glen Innes and Invereli have been largely built up from 
the forests on our eastern slopes. I look to the develop- 
ment of the great coal measures at Ashford as another 
source from which revenue would be derived, Tfa spur line 
were constructed to Inverell, at least 12,000 tons of coal 
would be drawn from the mines to serve our local require- 
ments and those other parts of New England. This 
would be irrespective of supplies sent to Queensland, 
which would not be inconsiderable. The establishment 
of a woollen mill at Glen Innes is receiving consideration 
from capitalists who are willing to embark in the project 
if an assurance can be given that the north-western 
supplies of the staple can be delivered here by a more 
expeditious and cheaper mode of carriage than by team, 
The local company would have a capital of £100,009, 
and those who are directly interested consider that there 
would be no difficulty in raising that amount and estab- 





Witness—H. C, St. Vincent, 21 May, 1923. 


lishing a factory for the manufacture of woollen goods. 
Giving evidence at the enquiry in 1914, Mr. F. G Finley, 
a former district surveyor, gave some facts and figures 
which I am anxious to re vapitulate, as follows :-—‘‘ Assum- 
ing that the Committee require evidence as to the country 
on each side of the line to a distance of 10 miles—I am 
confining my evidence within those limits— approximately 
the area within those distances is 600,000 acres; of this 
area, there are, by a close calculation and approximation, 
about 150,000 acres of rich agricultural land, The geo- 
graphical formation is principally basaltic and trap, but 
there is a comparatively small area suitable for grain to 
the south and east of Inverell. The proportion of agricul- 
tural land is approximately one-fifth—certainly not under 
that—the whole area is suitable for mixed farming, and the 
agricultural land is eminently suited for closer settlement. 
I fix a living area on the good land at from 300-350 acres 
for an average family, and at about 1,000 acres for the 
mixed farming area fur the same purpose. If the large 
estates along the proposed route were subdivided into living 
areas, as set forth in my evidence, the land would be siraply 
rushed, The only unoccupied Crown lands along the route 
are a few small reserves and the stock route. The country 
is abundantly watered along the route by Furracabad 
Creek, Waterloo Creek, Swan Brook, King’s Creek, and 
tte McIntyre River. Besides, there are numerous small 
tributaries and creeks, and water can be obtained by sink- 
ing. The productive value of the land is almost illimitable ; 
it would produce splendid crops of wheat, oats, barley, 
maize, and fruit in any quantity. It is a first-class wool- 
growing area, and I estimate the grazing capacity of the 
whole within the limits named at one sheep to | acre,” 
I believe if the line is built it would be a great boon to our 
north-western interior, for under existing arrangements 
Inverell is compelled to send its supplies of produce to 
Sydney, a distance of not less than 400 miles, besideg 
coming into direct competition with the cheaper sea-borne 
produce and the western and southern districts. If it 
could be conveyed to its natural markets, the growers of 
Inverell would be in pecket to a great extent, and the 
western districts would also benefit. Local firms deal 
largely in outs, potatoes and maize, and recognise the 
importance of these markets. At present, they have to 
send round by Werris Creek to reach them. ‘The con 

struction of the line would be a saving to the Railway 
Department, inasmuch as all the produce is now carried 
over the route to Sydney, which is recognised as entailing 
much loss to the railway revenue. If this tratlic could be 
directed to the north, the loss would be greatly minimised. 

Inverell, Warialda, Moree, Narrabri, Walgett, and Wee 
Waa would be served; and, coming back due west, 
Mungindi, Texas and Ashford would draw their supplles 

from Glen Innes. In times of depression, the towns named 

would be better and cheaper supplied from Glen Innes, 

more particularly in fodder for starving stock when 

drought conditions prevailed. The following will show 

the saving in distances as from Sydney compared with the 

distance from Glen Innes, if the Glen Innes—Inverell 
railway were constructed ; — 


Miles from Miles from 


Sydney. Glen Innes. 
DOVER eee rca me eEE CH msc MENS see te tric 155 
INaTPari= Geeta ies oe 1 es: 196 
RM RES Sas ips keels ac BOF Sashes 304 
Wien Waal sitn join bc aokes Sie a pes 219 
AST YFG sad seek ack ees ASS 8 tk 230 
ORAS IO etude We take, oer Don y 0. eee A7 
Aoi MCh abate ayaa Se. Dan.” saneak 57 
Vy UELL Ce eect eae series c sy an See 102 
RDO TO sin evs leaves oes ; 507 ane 102 


{ do not hesitate to say that it would be in the best 
interests of the people if better facilities for the interchange 
of trade were created by linking up the two railway systems 
by aline from Glen Innes to Inverell. Not only is this fact 
generally recognised by the residents intimately concerned, 
bat it is supported by the Clarence, Richmond, and Tweed 
rivers, making a total of upwards of 120,000 people who 
desire the connection. The railway would greatly stimulate 
production and extend settlement by the opening up of 
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fresh markets and widening the spheres of a eu 
horticulture, and dairying. The country to be served i 

very resourceful in character , and for every single acre on 
any competing line there are at least tea on the direct 
route. In regird to traffic, the position is still more 
marked ; for whereas if is almost a myth from Guyra to 
Inverell, over 20,000 persons travel to and from the latter 
town and inte rmediate places to Glen Innes yearly, and the 
figures will rapidly increase as time goes on, As regards 
immigration, it may be as well to remark that the British 
authorities will allow a given snm to the New South 
Wales Government for every bona fide settler on the land 
from the British Isles. Relating to the possibilities of 
the proposal, mention may be made of the growth of 


sugar beet, for which the soil is admirably adapted. 
Some years ago I offered prizes for a given quantity 
of the tuber grown in this district. Analysis by 


the Department of samples sent from different localitics 
gave the extraordinary return of over 30 per cent. of 
saccharine matte. ‘This is 10 per cent. higher than the 
standard obtained py the suppliers to the “Mafti ‘a Sugar 
Mills in Gippsland, ard it has never been excelled, I 
understand, by the | jet traders of the O!d World, Figures 
in my possession divclose than an industry of the ‘kind 
established at Glen Innes would mean to the growers of 
sugar beet on the land in this district a revenue of £25,000 
per year. In conclusion, I may refer to mining in our own 
centre. In a normal season the value of minerals won is 
£250,000. There are two dredges working at the Skeleton 
Creek Tin Mines. The Kingsgate Mine, which some time 
ago was floated for £100,000, it is anticipated, will shortly 
be re-opened for active operations, and, probably, 200 men 
will find ee on the property. Some remarkable 
developments have taken place at Sapphire, between 
Inverell and valiaeroee The mine is regarded by 
American experts to be the most valuable discovered in the 
world. Two companies are interesting themselves in the 
collection of sapphires on the field, and some exceptionally 
fine stones are reported to have been despatched abroad. 
One of the managers has ee his surprise that such a 
large area as that existing from Wellingrove west should 
not have been brought a productivity. He says the 
land surpasses in richness anything that he has seen in the 
United States, and, in his opinion, would maintain a very 
big community of agriculturists on this fine vo'canic belt, 
The gentleman who expressed this. opinion is widely 
travelled, and has seen a great deal of Canada ei the 
United States. 


23. In making up your estimate of 2,000,000 bushels of 


oats and 50,000 tons of potatces which penlda 2 produced 
in the district following the construction of the proposed 
railway, what area did you take?’—About 100,000 





acres. 


24. Where is that land situated ?—Portion along the 
and some extends out to Ben Lomond. 


25. Taking the land 12 miles from Glen Innes and 12 
miles from Inverell, oe much of that 100,000 acres 
cluded ‘—About 50,000 aeres. 


line 


is in- 


26. Do you regard the land 12 miles from Glen Innes as 
being fairly well served by the Great Northern Line ?—No. 
The construction of the proposed railway would stimulate 
production. It is too far to cart stuff 12 miles and over to 
the railway. 


27. In the 12-mile zone, as indicated on the map supplied 
by the Lands Department, there are 475,000 acres. Is your 
100,000 acres wholly within that area?—I should say it is. 

28. The Committee recently heard evidence from the 
District Armidale, who stated that 12 miles 
on each side of the line for a distance of over 40 miles 
there are 483,009 about 425,000 acres being alien- 
ated and long-term land. He said about 21,000 
acres are suitable for agriculture, 318,000 for dairying and 
grazing, and about 86,000 comprises poor grazing 
land?@—I would sooner base my opinion on the evidence 
previously given by Mr, Finley. 


Surveyor at 


acres, 


lease 


acres 















































29. Ile does not say there are 100,000 acres of agricul- 
tural ile is silent on that point. Did you g> 
over the country and make a careful examination before 
you arrived at your estimate of 100,000 acres’—No; it is 
merely an estimate of people well acquainted with the 


7 
febeke B 


country. 

30. Ilow many bushels of oats year in and year out are 
produced in the Glen Innes-Inverell district (—A bout 
100,000. I believe the whole district is capable of produc- 
ing 2,000,000 bushels, 

31. Ben Lomond and Gleneoe are already served ?—To 
an extent, but that produce would go west. 

32. What is the annual production of potatoes in the 
district ?—Nearly 30,000 tons. 

33. How much of that quantity is produced between 
Glen Innes and Inverell ?—About 10,000 tons. 

34. Do you consider the proposed railway on its own, 
with no ulterior consideration of a connection with the 
coast ?2—Yes, absolutely. Our geographical position makes 
it immaterial to us whether the ie to the coast is built 
north or south of Glen Innes. <A line to the coast would 
coon have an influence on fics tion in the district, and 
our Rees market at present is in Queensland. 

35, Are you able to fully supply the Queensland market ? 
Swe: We have not sufficient eadice, although we have 
the land. 

Do you know whether chaff from this district 1s now 
consigned to the north-west?—Yes, a considerable 
quantity which goes via Werris Creek. 


being 


7. Is much of that class of product grown near Inverell ? 
—No, I do not think so. 

38. Mr. Burke.| Can your produce be marketed to better 
advantage westward than towards the coast?—Yes. West- 
ward we have a market for chaff and potatoes, and there is 
an opening on the coast. 

39. Why are you more concerned about going westward 
than eastward with your produce?—Because we are only 
40 miles from Inverell and 120 miles from the coast. We 
have a very large trade with the north. Glen Innes is in 
the centre of the New England plateau. 





40, Would a line from Guyra to Dorrigo be of service to 
the Glen Innes people?—I do not think it would draw a 
considerable amount of our produce, because we have such 
a fine market in Queensland. 





41. Queensland is your natural market?—I+t draws a 
large proportion of our produce. I should say 75 per cent. 
of our produce goes north. 

42. Do you favour the construction of a line from 
Guyra to Dorrigo’—In the absence of a more direct line 
it would. 

43. Are there any very large estates between Glen Innes 
and aera (—There are some comparatively large ones. 
There are two of over 30,000 acres. The area of King’s 
Plains estate is over 70,000 acres. 

44, Is that 
Very. 

45. Are the owners of those large estates willing to sub- 
divide their land if the railway is constructed ?—I think 
so. My. Sinclair, who has 13,000 acres, would be pre- 
pared to subdivide, and I think Mr. Body and Mr. Ander- 
son would also, 

46. Is the bulk 


country suitable for closer settlement ?— 


of the land along the route of the pro- 


poced railway suitable for agriculture, including wheat 
and potato growing?—Yes; and it is also suitable for 


dairying, with cheap conveyance. 

463. What is the land like between Inverell and Guyra? 
—Most of it is unoccupied. It may be good pastoral 
country, but for the most part it is not agricultural land, 
and a lot of it is mining country. 

What is the average rainfall of this district 2—For 
the last fifty years it has been from 32 to 33 inches. In- 
verell’s market for wheat is Queensland. There is a very 

















mmall area in Queensland suitable for wheat-growing. In 
the Darling Downs a fair quantity is grown, but from 
there to the Gulf of Carpentaria none is produced. 
Inverell would send an enormous quantity of wheat to 
Queensland if the line were built. Queensland is not a 
wheat-producing State. 

48. What does it cost per ton to transport potatoes from 
Inverell to Glen Innes?—About £2. There is only one 
mill in New England, although at one time there were 
four. Wheat is sent via Werris Creek. 

19, Mr. Cameron.| What effect would the King’s Gate 
mine have on the proposed railway ?—No direct effect. 

50. Mr. Doe.| Could you give the Committee an idea 
of the number of farms of 350 acres and 1,000 acres with- 
in the influence of the proposed railway that could be 
made available?—There is room for 1,000 such farms. 

51. Why is it that there is only one mill operating in 
New England?—We have grown very little wheat here of 
recent years. Farmers have’ confined their operations 
principally to oats and potatoes, 

52, Are they more profitable than wheat?—I think so. 
Many of our settlers are grazing sheep. 

53. Mr. Drummond.| You have mentioned that 20,000 
persons travel between Inverell and Glen Innes. Does 
that mean 10,000 each way?—Yes, I believe my figures 
are under-estimated. 

54. What is the return car fare from Inverell to Glen 
Tnnes ?—30a. 

55. If the railway were constructed would more people 
travel between Inverell and Glen Innes than now travel 
by ecar?’—--Yes. Many residents of the north-west would 
make their summer residences in the Glen Innes district, 
and would travel to and from their homes as people travel 
form Sydney to the Blue Mountains. 

56. From where does the local flour mill draw its sup- 
plies’—It gets a large quantity of wheat by team from 
Inverell and by rail from Tamworth. The bulk comes 
from Inverell. 

57. Would the construc ion of the proposed railway give 
an impetus to the local milling industry ?~ Decidedly. 

58. Where is the nearest mill to Glen Innes?—At In- 
verell, about 42 miles away. If the railway were con- 
structed there would be a large market for the Inverell 
wheat-growers in the north. 

59. Mr. Doe.| Where is the nearest mill to Glen Innes 
on the main railway?—There is one at Tamworth and 
one at Warwick, which are about equal distance from 
Glen Innes. We estimate the revenue of the proposed 
line from various sources at £40,000 per annum. 





William Augustine Cramsie, stock and station agent and 
Mayor of Glen Innes, sworn, and examined :— 

60. Mr. Travers.| You have prepared a statement bear- 
ing on the proposed railway /—Yes, it reads as follows :— 
Glen Innes, whose population has increased by only a 
small number in the decade, is the only town and district 
in the northern portion of the State which has shown an 
increase. The municipal population at the present time 
is slightly in excess of 5,000, while the population of the 
district is slightly in excess of 7,000, making a total of 
over 12,000, as against a population in 1903 of 3,200 and 
1913 4,500. The municipal revenue in 1913 was £8,472 
17s. 10d., and in 1922 it was £19,000. The number of 
residences in 1922 in the municipality was 1,114 and out- 
side the municipalty 1,559, as against a total of 1,950 in 
1913. The gas made in 1913 was 8,148,600 cubic feet, and 
in 1922 slightly in excess of twelve millions, the price 
being 6s. 8d. as against 7s. 6d. Glen Innes Municipality 
has electricity, gas and water services under the control 
of the council. The gas works are the first one of the 
only two municipal gas works undertakings in the State 
to be cleared of encumbrances. The whole of the com- 
munal services of the municipality are up-to-date, progres- 
sive, and financially sound. The unimproved valuation in 
1913 was £238,629, and in 1922 it was £284,466. I held 
f 2605—B 





Witnesses—H. CU. St. Vincent and W. A. Cramsie, 21 May, 1923. 


large vestetd interests at Glenden, 14 miles from Glen 
Innes, an estate which for productivity and general re- 
sourcefulness is equal to any land along the route of the 
proposed line, and in saying so IT am only emphasising 
what capable farmers think and say of the intervening 
country generally. I am also acquainted with the country 
from Inverell to Walgett and north to Mungindi, and 
have always held that a railway connecting those dis- 
tricts with Glen Innes was necessary in the best interests 
not only of this locality, but of the whole of the New 
England plateau. In droughty seasons stock could be 
brought to the pastures of our eastern slopes in twenty- 
four hours from Burren Junction and adjacent places 
towards the east. At the present time there must be at 
least 50,000 sheep and cattle depasturing from places 
westward, and probably before the season is over there 
will be 100,000. Along the proposed route, for 10 miles on 
either side, the country lends itself to closer settlement, 
and I am confident that it would afford homes for at 
least 1,000 to 2,000 farmers. There would be an immense 
demand for building timber, and I would advocate spur 
lines from Red Range and Glen Elgin. The coal mea- 
sures at Ashford, if opened out, would supply the whole 
of the immediate northern districts, and if properly 
developed the mine, which contains immense deposits, 
would become one of the greatest factors for advancing 
the development and prosperity of the north. A very 
important industry would be brought into force if the 
line were extended west, in the conveyance of firewood. I 
should say there are at least 1,000,000 tons within 20 
miles of Inverell and Glen Innes. At Glendon I have 
grown 60 bushels of maize to the acre and harvested 120 
(4-bushel bags of corn from 8 acres). There is a big 
potato area from Glen Innes to Nullamanna, and I have 
known from 6 to 8 tons to the acre to be dug. Clairville, 
on the route, would be equal for agricultural purposes, and 
in some respects better for mixed farming. Dairying 
would receive a great lift forward, adding, I should say, 
50 per cent. to the Glen Innes factory’s returns. J sup- 
port the seeretary’s statement as to the number of pas- 
sengers and conveyance between Glen Innes and Inverell. 
Glen Innes is now the favoured resting-place for Queens- 
land visitors who desire to have a change from the hot 
climates, and is also extensively patronised by residents 
othe north-west and coastal districts. Rail communica- 
tion between Glen Innes and Inverell would be a boon to 
the residents of the whole of the north-western districts, 
as it would enable them to get away from their hot climate 
and enjoy the cooler atmosphere of New England, which 
at present is practically impossible for large families. 

61. Taking a 12-mile zone on either side of the route of 
the proposed railway, what proportion of the land is suit- 
able for agriculture?—A very large proportion. 

62. What is the area of Glendon on which you say you 
have grown 60 bushels of maize to the acre?—12,000 
acres. It is used for mixed farming. It was cut up in 
areas of from 200 to 700 acres. 

63. How would you describe the Jand within the in- 
fluence of the proposed railway /—-The further you go from 
Wellingrove towards Inverell the better the country. It 
will grow potatoes, oats, wheat, and corn. Good wheat can 





be grown on the western slopes. 

64. How much land would a man require there for 
mixed farming ?—700 to 800 acres, and for farming alone 
from 50 acres upwards. 

65. Is there much agricultural land half-way between 
Glen Innes and Inverell?—Yes. 

66. Does the produce from that district find its way to 
Glen Innes?’—Yes. They do not grow too much because 
of the long cartage and the heavy carriage. 

67. What produce comes this way?—Principally wheat 
and corn. 

68. You have stated that in droughty seasons stock 
could be brought to pastures on our eastern slopes in 
twenty-four hours from Burren Junction and adjacent 
places, that at the present time there must be at least 
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Wilncsses—W. A, Cramsie and D. M. G. McGregor, 21 May, 1923. 
50,000 sheep and cattle depasturing from places west- 
vard, and that probably before the season is over there 
will be 100,000. Where do those sheep and cattle -come 
from?—The north-west, about Burren Junction and Col- 
larenebri. 

69. Do many eattle from Moree find their way here ‘— 
Sheep do in drought time. Cattle do, too. 

70. Is not the Moree district safe for stock’—I do not 
consider that it is. We have had only three droughts 
here in forty years. 

714. You have also stated that along the proposed route 
the country for 10 miles on either side lends itself to 
closer settlement, and that you are confident it would 
afford homes for at least 1,000 to 2,000 farmers. What 
form of agriculture have you in mind?’—Wheat, potatoes, 
and corn. Dairying is also being carried on for 20 miles 
along the proposed line. 

71. Is there better country closer to Inverell?—Yes. 

72. Is much wheat grown there now ?—Yes, a good deal 

between Inverell and Nullamanna. 
73. If the proposed railway were established would it 
result in a divergence of traffic from the Moree-Inverell 
line which now finds its way to Sydney and go towards 
Brisbane?—I dare say some of it would, because that 
would be the best market and the distance is shorter. 





74. Is there much trade between Glen Innes and Bris- 
bane ?—Yes, over 1,000 tons of produee—principally chaff 
—was sent from Glen Innes to Brisbane last month. 








75. Is that a spasmodic trade ?—It is now, because of the 
dry times. The traffic would inerease with the construc- 
tioin of the proposed railway. 

76. Is there much traffic between Inverell and Brisbane? 
—The cost of carriage from Inverell is too heavy. 

77. Was the 60 bushels of maize to the acre on Glen- 
don grown over an.extended area?—I put in 8 acres that 
yeal. 

78. What is a fair average yield of maize in that dis- 
trict?—From 40 to 50 bushels. 

79. Is much dairying carried on in the district now %- 
Yes. 

80. Is there a creamery on the route cf the proposed 
railway ?—No, cream is sent to Glen Innes, and the |.ot 
weather knocks it about. 

81. Is dairying carried on as an adjunct to other farp- 
ing pursuits?—It is generally carried on with something 
else, 

82. What is a fair average value of alienated land within 
a reasonable distance of the proposed railway?—On the 
big estates it should be worth £4 per acve, and further out 
£5 10s. per acre, fully improved. 

83. Name some of the large estates witnin the influence 
of the proposed railway ’—Glendon, 12,000 acres; Water- 
loo, about 16,000 acres; and King’s Plains, about 30,000 
acres. Once you reach King’s Plains the land becomes 
more suitable for wheat. 

84. If only one line is to be constructed which, in your 
opinion, is the best?—I would sooner see the Glen Innes- 
Inverell connection made, but a line from Guyra would 
sult. : 

85. Mr. Drummond.| The District Surveyor at Armidale 
has stated that there is some poor and rocky land to the 
north of Nullamanna taking a 12-mile mit on either 
side of the proposed line. He has stated that to the north 
and east there is some rough and poor country to the 
south of Waterloo Range. Does that constitute a con- 
siderable proportion of the land to be served?—The line 
would not go close to that land. 

86. Mr. Vincent has expressed the opinion that 350 
acres of agricultural land in the district is sufficient for ¢ 
living area?’—I think in parts of the district effected by 
the line from 100 to 200 acres would be quite enough. On 
Furracabad there are holdings from 50 acres upwards and 
the owners have done well. 

87. Would the areas be similar as you go further west? 
—I think you would want more there, as the rainfall is 


not quite so good. Wheat grown here is too moist, and it 
is necessary to buy other wheat to mix with it. We have 
grown good wheat, but it is too soft. 

88. Do you consider that the question of providing a 
deep-sea port on the North Coast enters into the proposed 
railway?—No. The line if constructed would show 2 
good return in time. Of course, I would like to see a 
connection between the tableland and the North Coast. 
I think there is a chance of a line being constructed from 
Tenterfield or from Guyra to the coast. 

89. Mr. Travers.| Have you some evidence to give re- 
garding passenger traflic7—Yes, I ran a car service be- 
tween Glen Innes and Inverell for ten years and carried 
a very large number of passengers a week. There were 
also private cars carrying passengers. Over 20,000 people 
travelled backwards and forwards in a year. 

90. Was that from 1910 to 1920?—Yes. There was some 
opposition as well. 

91. Is that trafic increasing ?7—Yes, more passengers are 
carried now than ever there were. 

92. What is the fare?—1l5s. each way. 


93. You say that there is a big potato area from Glen. 


Innes to Nullamanna, and that from 6 to § toms per acre 
have been dug. What would be the area?—25 acres on 
Glendon. They are growing them to-day. On King’s 
Plains they grow better than they do here. 

94. Would the potato industry provide a large revenue 
for the railway ?—Yes. 

95. Could those potatoes compete with the Guyra pota- 
toes ?—Yes. 

96. Mr. Doe.| Where is the limit beyond which oats, 
potatoes, and maize growing is more profitable than 
wheat-growing?—I do not think there is any such limit 
along the line. 

97. If it is more profitable to grow potatoes, oats, and 
maize from Glen Innes to Inverell there probably would 
not be much wheat grown ’—Yes, there would be, because 
transport would be cheaper. 

98. Is it likely that the large estates would be cut up if 
the railway were constructed?—Yes, most of the owners 
would be only too pleased to: do so. I believe in doing 
that. 

99. Chairman.| What are the roads like into Glen Innes 
from the surrounding agriculture districts?—They are not 
bad. 

100, Is there any complaint of the freight on agricul- 
tural produce due to the bad roads?—No, freights are 
generally based on distance. 

101. Mr. Drummond.| What is the attitude of the land- 
holders along the route of the proposed railway in regard 
to handing over their land?’—In my time, every grazier 
from Glen Innes to Nullamanna, with the exception of 
one, offered to give land for nothing for a railway. A 
syndicate offered to build a line between Glen Innes and 
Inverell, but the Government refused to give its consent. 

102. Chairman.| How far out from Glen Innes towards 
Inverell does it pay to grow potatoes ’—They do not grow 
them much for sale further than 12 to 14 miles, the car- 
riage is so heavy. j 

103. And oats?—Ag far as 20 miles. I think the profit- 
able distance to cart is 7 to 8 miles. 

104. What is the general rate per ton per mile for 14 
miles ?/—£1. 

105, Is that a recent rise?—Yes, fifteen to twenty years 
ago I paid 15s. for that distance. 


Donald MacIntyre Gower McGregor, stock and station 
agent, Glen Innes, sworn, and examined :— 

106. Mr. Burke.|] Will you give the Committee your 
views of the proposed railway ?—The evidence I wish to 
give is practically the same as that tendered by me before 
a previous Public Works Committee. That evidence, true 
then, is absolutely true now. Having been here thirty- 
eight years, | know every mile of the land in the Inverell, 
Armidale, Tenterfield, Grafton, Upper Clarence, and 
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Richmond River districts. Besides being a stock and 
station agent I am a grazier and farmer in a_ small 
way, and for the last twenty-five years I have been 
a member of the Glen Innes Stock and Pastures 
Board. I elaim there is only one proper junc- 
tion, and that is at Glen Innes. <A railway from 
here to Inverell would go through good country all 
the way. I have heard it stated that 9 miles south of 
Waterloo there is poor country. I am sure there is not a 
yard of poor country there. There is none that is not 
carrying over one sheep to the aere, and it has done so 
during the thirty-eight years I have known it. The imme- 
diate district of Glen Innes grows a considerable amount 
of produce, mostly oaten hay and potatoes. It is estimated 
that there are between 30,000 and 40,000 tons of hay pro- 
duced at the end of the cutting season, within 15 miles of 
Glen Innes. For the first 25 miles the line would pass 
through heavy cropping country, equal to that in this 
district. With the building of the railway production 
would be doubled, which would largely inerease the 
revenue to the line. Over 60,000 sheep have travelled over 
our roads from Warialda, Moree, Boggabilla, Yallaroi, and 
the Mungindi country for agistment. Quite another 
60,000 would have come if transport had been easy. Those 
stock have been hand-fed where owners can afford it. 
From Inverell to Delungra and from Moree to Garah and 
Mungindi 1,000 tons of chaff and 1,000 tons of corn are 
wanted now. ‘Tio reach those places we have to send 
produce about 500 miles as against 60 miles by the pro- 
posed railway. The cost of transporting stock and carry- 
ing fodder over 500 miles is too great. From the Inverell- 
Warialda district in the last four months probably 15,000 
sheep were sent to the Brisbane market. Because there 
is no direct railway connection they had to be travelled to 
Goodiwindi, Inglewood, or Wallangarra. ‘That is rail- 
Way revenue lost to the New South Wales rail- 
ways. Of those sheep a fair proportion were after- 
wards trucked from Brisbane to Tweed Heads for 
disposal on the North Coast, as no mutton is grown 
there. There would be a tremendous traftic between here 
and the Richmond, the Upper Clarence, and Grafton if 
there were railway communication. Glen Innes is not a 
wheat-growing district, but in the Inverell district there 
is very good wheat land. Mining is also an important 
factor. 2 

107. Mr. Burke.| The Distriet Surveyor at Armidale has 
stated that much of the country within the influence of 
the proposed railway is poor. Do you disagree with that 
opinion’—I do not know how he could have possibly 
arrived at it. It is not correct. 

108. Does the natural market of the Inverell and north- 
western districts lie through Glen Innes*—To a great ex- 
tent, and we have a market westward for maize and chaff. 
We should have a splendid market on the esast for the 
same class of produce as we would send west. 

109. Do you favour a connection between Guyra and 
Dorrigo’—It would not be worth anything to us, and at 
Coffs Harbour we should be further away from our 
objective than when we started, 

110. Would not you have a big outlet for your produce 
along that line?—Not as big as we should have the other 
way. We want to go by as direct a route as possible to 
where the population is. 

111. I take it you are of opinion that produce from the 
Inverell district, which at present goes to Sydney, would 
come this way?—Yes. With the railway farmers would 
be encouraged to grow a greater quantity of p#»duce and 
the railway would have more freightage. 

112. What is your opinion of the alternative proposal 
from Inverell to Guyra?—It bears no comparison, having 
in mind the country between Glen Innes and Inverell and 
between Inverell and Guyra. For every person who travels 
between Guyra and Inverell there are twenty who travel 
between Glen Innes and Inverell. 
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1138. Do you consider that there would be voluntary 
subdivision of large estates if the line were constructed / 
—In a good many cases there would be, but not in all. At 
present we have all facilities except differential railway 
freights to go to Brisbane, and under ordinary conditions 
four-fifths of our produce goes to Queensland. 

114. Chairman.| The District Surveyor, Armidale, has 
stated that there are 483,000 acres within the influence of 
the proposed line. He says there are about 425,000 acres 
of alienated and long-term lease land. Of that 21,000 
acres are suitable for agriculture, 318,000 acres for dairy- 
ing and grazing, and 86,000 acres comprises poor grazing 
land. Is that a fair description of the country ?7—No, it 
is not correct. On one property alone there is more agri- 
cultural land than there is on the whole lot—that is 
King’s Plains. 

115. How many acres of the land on King’s Plains is 
within the 12-mile zone of influence ?—About 15,000 acres 
is agricultural country. 

116. That leaves only 6,000 acres, according to the Dis- 
trict Surveyor’s estimate, of arable land within the in- 
fluence of the line?—Yes. 

117. Of the 483,000 acres what proportion is arable land? 
—75,000 acres easily, at a guess. 

118. The District Surveyor at Armidale has also stated 
that there is some poor and rocky land to the east and north 
of Nullamanna. Do you agree with that ?—Yes. 

119. And similarly to the south of Waterloo Range? 
No, there is none there. There is hilly country. It is a 
sheep and a quarter to the acre country, 

120. You have referred to the transportation of starving 
stock in time of drought. How often would that occur ?— 
In the districts I refer to about once in four years. 

121. Mr. Travers.] I take it you would expect to get 
better weturns, acre for acre, from a line from Glen Innes 
to Inverell than from a line from Guyra to Inverell ?2—Yee. 

122. It is contended that in both cases the revenue, mile 
for mile, would be about the same. You do not agree with 
that opinion?—No. ‘Twenty times the quantity of produce 
could be grown on the Inverell to Glen Innes line as on a 
line from Guyra to Inverell. 

123. Mr. Doe.| What is the cost of transfer per ton at 
the break of gauge’—1s. 6d. It is 1d. a head on sheep. 

124. Mr. Drummond.| Regarding the transport of stock 
in drought time, I gather from your remarks that it would 
be a very considerable advantage to have this link between 
the north and north-west. You have inferred that the 
stock routes are eaten out. What is the procedure when 
a man wishes to get his stock on to the coastal fall; does 
he travel them overland and starve them, or does he truck 
them around by Werris Creek ?—We have still a little grass 
on our stock routes, but once you get out of this district 
they are not trafticable. 

125. Do many stock come to this district from the north- 
west —Yes, every drought time. 

126. What proportion of stock from Inverell, Warialda, 
and Moree would be sent around by Werris Creek 2 ~ 
About 5 per cent. of the total number would be trucked. 
Of one lot of wethers sent away, numbering about 6,000, 
nearly 10 per cent. were lest. There are from 5,000 ‘to 
10,000 eattle here on agistment, which have not used the 
railway. 











Frederick Charles Bates, manager, Sunlight Flour Milling 
Company, Glen Innes, sworn, and examined :— 

127. Mr. Drummond.| I believe you have a statement to 
read ?—Yes, as follows:—As there are many other gentle- 
men giving evidence regarding the volume of traffie that 
would fallow the construction of the Inverell-Glen Innes 
railway I wish chiefly to state the case with reference to 
the carriage of wheat, &e. The nearest station from 
which we can now draw wheat is Tamworth (a distance of 
141 miles). As Inverell is but 42 miles distant, a con- 
siderable saving in mileage is effected if we draw from 
that centre. I am safe in stating we would draw annually 
































a ee ee ee 





—- 





te 


eS eee 





= 


SS 


z 





—— 



















4 








-_ 


Se 


—= 


wate” 


Si 


—— 






—-> 


oe 





a 







~ 


a: 


= 


Die 


7 ALAS 


———— 


282 


1 


Witnesses—F. C, Bates and W, H. Wilson, 21 May, 1923. 


3,500. to 4,000 tons of wheat, including intermediate 
stations. In addition to this, from time to time a heavy 
volume of wheat would pass from the north and north- 
west to Queensland. The wheat-producing qualities of the 
soil between Glen Innes and Inverell have been fully 
proved. Some of the finest grain I have ever seen is grown 
at King’s Plains. A substantial increase in wheat- 
growing would follow the construction of the railway. It 
has always been recognised that rail connection between 
the coast and tableland would be a matter of time only, and 
the recent public announcement by Sir Joseph Carruthers 
that this line is to be constructed in the near future wili 
cause the gap, Inverell-Glen Innes, to become famed as 
a natiecnal absurdity. Were it routes we 
would, no doubt, have had this lne constructed years ago. 
There are large populations at Inverell and Glen Innes 
which should weigh decidedly in favour of the line being 
constructed. The Inverell-Glen Innes railway, in conjunc- 
tion with the tableland-coastal railway, will create en- 
tirely new and better conditions for the northern aid 
north-western people. In addition to the heavy goods 
traffic the passenger traffic would be considerable. The 
tableland would offer a ready refuge for people, particularly 
women and children, from the humidity of the coast and 
the heat of the west and north-west in the summer months. 
On the other hand, New Englanders would, in the winter 
months, find a weleome change to the districts mentioned, 
Thus would the flow citywards be checked to no small 
extent and a big stride in the policy of decentralisation 
effected. The people of the north feel keenly the neglect 
of this portion of the State with regard to public works. 
As a condition of recommending to Parliament the con- 
struction of the line, I would respectfully suggest that the 
Public Works Committee insist that all the estates served 
by the railway be covered by proclamation for resumption 
at present values, and any profit on re-sale be credited to 
the cost of the line. Wheat grown in this district is a 
soft variety and requires blending with hard wheat. 

128. Where is the nearest mill to the Glen Innes mil]] ?— 
At Warwick, in Queensland, and at Tamworth. There 
were two others, but they have gone out of commission. 

129. Ycu have stated that you would draw 3,500 to 4,000 
tons of wheat a year. What would that represent in 
bushels ’—150,000, roughly, which is the capacity of our 
mill. 

130, Have you gone into the Inverell district to purchase 
wheat ’—At Swanvale, half-way between Glen Innes and 
Inverell, there are several wheat-farmers whose wheat we 
get every year. The quantity is limited owing to the cost 
of haulage. I draw about 3,000 bags on an average from 
Swanvale. If the railway were constructed we would 
draw a large quantity. 

131. Have you considered that whereas the construction 
of the railway would bring you nearer the wheat districts 
it would also bring you nearer to a competing mill;— 
would that have an effect on the quantity of wheat you 
would use*—No. At the present time the only competing 
mill would be at Inverell, which already has a fine district 
to work on. A railway would enable us to extend our 


not for rival 





business. Competition from Inverell would not be con- 
siderable. We should still handle a large® volume of 
business. 


132. Have you difficulty in keeping your mill going under 
existing conditions?’—Yes. One hundred and forty miles, 
the distance we have to haul wheat, is too far. The milling 
trade asked only 23 per cent. from the price-fixing authori- 
ties. We work on a small margin of profit, and depend 
on a big volume of business to make the profit which the 
sharehelders look for. 

133. Do you mill 
seldom. 

134. If the railway were constructed would the mill work 
more for export’—We should not do it for overseas. The 
large city mills have a decided advantage in the export 
trade, and our export trade would be spasmodie. 
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export 7—Sometimes, very 
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135. What would be your position if, instead of the line 
being constructed from Glen Innes to Inverell, it went 
from Guyra to Inverell?—In that case we should not be 
much better off than we are at present. 

136. Regarding the export of produce, have you con- 
sidered the matter of connection with the North Coast ?— 
A connection between Tenterfield and Casino would suit 
us best, as it would bring us in touch with a big popula- 
tion. We should still hold our trade with Tenterfield, and 
it would mean an extension of business. 

137. If the line went via Guyra to Dorrigo would you not 
still have a market?—Yes, but the Darling Downs suffers 
‘rom a wheat shortage and the Warwick mill has to come 
to New South Wales for its supplies. There is a shortage 
pending now. Queensland has never produced more wheat 
than it actually required, although it has exported some. 

138. Mr. Cameron.| Why did the other two mills close? 
—They were crude stone mills, and when the roller system 
came in they went out. 

139. Who are your competitors in 
and Inverell. 

140. Do the business people of Glen Innes buy flour from 
Inverell and Tamworth in preference to their own flour? 
—It is not a matter of preference. 


Its 


flour ?—Tamworth 


William Henry Wilson, farmer, and president of the 
Severn Shire Council, Elm Vale, Furraeabad, sworn, 
and examined: : 

141. Mr. Doe.| Have you a statement to make?—Yes, 
as follows:—‘“ In my position as a practical farmer, a 
one having a good knowledge of the material side of the 
question now before the Committee, I wish to present 
some facts which I think are very pertinent to the subject 
at issue. At Furracabad, where I reside, there is a_belt 
of country extending west for 12 miles, and on the north 
20 miles of great fertility and equal to producing anything 
suitable of a nature indigent to a climate like New Eng- 
land. The land is cropped principally with oats, maize, 
and potatoes, and with each recurring season the indi- 
vidual farmer invariably reaps a fine harvest. I estimate 
the returns of produce for this section at 50,000 tons, and 
on the adjoining farms at Stonchenge about 40,000 tons. 
Our chief market is in the north. In seasons of stress— 
such as the one now being experienced in the north-western 
districts—we sent a good deal of produce in that direction 
by teams and round by Werris Creek. The latter route is 
over 400 miles, as against 42 miles from Glen Innes to 
Inverell by road, or 47 if the railway were constructed. 
The line would be of incalculable benefit to the producers 
generally, and would lead to the existing area of 200,000 
or 300,000 acres ‘being largely cultivated by individual 
occupiers. Outside the trade done in produce, the com- 
munity of interest between the two places would be of no 
less importanee. Glen Innes is a centre of traffic for all 
the districts extending as far out as Walgett to Mungindi 
on the Queensland border. If the line were built, that 
trafiic—large though it may be in existing circumstances— 
would increase materially, because it only requires the 
stimulating effect of the steam horse to foster settlement 
and production in districts so splendidly endowed by nature 
as Inverell and Glen Innes.” 

142. What are you doing on your farm?—-I am mixed- 
farming. I have sheep, and grow oats, corn, potatoes, 
pumpkins. 

143. Where are the 200,000 acres of cultivable land to 
which you have referred?—Mainly between here and In- 





LTC 


verell. The proposed railway will enable us to find a 
market. We could send our produce direct to market, 


whereas now we have to send it by rail by way of Werris 
Creek. Much of the land within the influence of the pro- 
posed railway is suitable for potatoes, but it does not pay ta 
cultivate them on a large seale, 


’ 
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144. The area of cultivable land within the influence of 
the proposed line is stated by the District Surveyor at 
Armidale to be 21,000 acres?—There must be a larger area 
than that. I speak of the district in general. 

145. How far ean you profitably cart potatoes and chatt 
to the railway ?—Not more than 8 or 10 miles 

146. What is a reasonable living area within the in- 
fluence of the proposed line?—It varies. Close to the rail- 
way about 200 acres, but as you go further away you would 
want more. 

147. To what use could the smaller areas be put ?—In- 
tense culture, including the cultivaticn of oats, maize, 
wheat, pumpkins, potatoes, &e. 

145. Can you draw a comparison between the proposed 
railway and the alternative line from Guyra to Inverell ?— 
There is no comparison. The land along the proposed rail- 
way is the very: best, while on the other line it is poor. 

149. What would the land along the Guyra-Inverell pro- 
posal be used for’—Grazing principally. 

150. Have you in mind a connection with the coast ?—If 
we are going to make the country prosperous we must have 
a direct line to the coast. 
be of very little use to us. 

151. Do you send produce to Queensland ?—90 per cent. 
of our produce goes to Queensland. 

152. Mr. Drummond.] I understand that a good deal of 
your produce in time of drought goes to the north-west 
via Werris Creek ?—Yes, our chaff. Potatoes go by team. 

153. Have you reason to believe that if a line were con- 
structed from Glen Innes to Inverell there would be an 
outlet for much of your produce in the north-west ?—Yes, 
the whole of our produce this year would have been sold 
in the north-west if we had had the railway. 

154. Have you had offers for your potatoes and chaff ?— 
Yes. The whole of our potatoes could be sold in the north- 
west if we had the railway. 

155. It has been stated that 350 acres of land in the dis- 
trict is a fair living area. What is your experience ?—]| 
commenced business by leasing a 90-acre patch, and in jive 
years I was able to buy a fairly large place. I paid £50 
a year rent, and then bought my own property. Since then 
I have bought other properties. In some places 200 acres 
would be sufficient for a living area. It is a mistake to 
cut up the land in large areas. You will get better results 
on small areas. 

156. What is a living area on the best cultivable land 
in the district?—Nothing more than 200 acres. 

157. As president of the Severn Shire Council, portion 
of which is effected by the propoesd railway, have you an 
‘dea of the feeling of land-holders regarding their willing- 
ness to subdivide their land on reasonable terms should 
the railway be constructed ?—TI understand they would do 
that. 

158. Chairman.| What is the average value of the 200- 
acre block you have just mentioned ?—Close to the railway 
as much as £25 per acre has been paid. Eight miles out 
land is offering at £3 15s. to £4 per acre. When it is too 
far away to make it an agricultural proposition the land 
is generally used for grazing, and is sold ag such 


The Guyra-Dorrigo line would 


159. With a capital expenditure of £860 a man could 
procure a living area 8 miles out?—I think with a capital 
expenditure of £500. 


Willia® Marshall, farmer, Wellingrove, via Glen Innes, 
sworn, and examined :—- 

160. Chairman.| Is your property far from Glen Innes? 
—About 15 miles. I estimate that for 5 miles on each 
side of the proposed line, starting 15 miles from Glen 
Innes for 20 miles. towards Inverell, embracing over 
200,000 acres, 25 per cent. is agricultural land. It 
is not heavy black soil, but what is not good for 
maize is good for wheat. Some of the box coun- 
try is the very best wheat land. There are about 
30,000 acres of such land. there; 2506 acres would be 


a living area. In some places from 125 to 150 





acres would be suflicient. There is also about 90,000 
acres of good grazing land where 1,000 acres would pro- 
vide a living area. 

161. low many sheep could a man run on 1,000 acres 
improved in that district?—It is one and a half sheep to 
the acre country. At the present time there are about 
fifty-five families in that district. On the north side 
there are some 8,000 or 9,000 acres of useless land, which 
is the only country along the route of the proposed rail- 
way which is not good. It is west from Wellinerove and 
between there and Kings’ Plains. 

162. Could you give’ the Committee some idea of the 
crops taken off that 200,000 acres?’—In the Weliingrove 
and I<ing’s Plains districts it is common to take off C0 
bushels of corn and 2 tons of hay to the acre. That is a 
fair crop on the black soil. 
of corn and 35 ewt. of hay. 


It averages about 40 bushels 

Further out, on the north 
side, the land is extremely rich, especially 20 miles from 
here, through Nullamanna towards Inverell. For wheat, 
I suppose there is nothing better this side of Tamworth. 
There is a eos! seam at Ashford, where good coal can be 
obtained. 

163. That coal seam could not be developed by the prs- 
posed line; it would need another line ia the direction of 
Ashford’—That is so. It would open up thousands of 
acres of good land on which thistles are now growing, as 
it 1s too rich to grow grass. There are extensive lime- 
stone deposits not far from Ashford. 

164. What is the average size of the holding 8 miles 
out ?—About 200 acres, 

165. Are the farmers within the 8 miles zone of Gleu 
Innes producing as much as their farms are sapable of 7—~— 
Yes. 

166. Is your market mainly towards Queensland-—Yes, 
to a great extent. If the railway were constructed fay- 
mers further out would be encouraged to produce more. 
They would send their produce by the railway to the 
great northern line. At present they are not able to send 
their produce away, as it docs not pay. 

167. Would they send produce west?—In drought time 
they would. There would not be a constant market in the 
west, but the west in bad times depends upon the table- 
lands for relief. 

168. What is the value of the land where 250 acres is a 
living area ’—Its present value is merely the grazing value. 
The average value of the whole of the land, embracing 
130,000 acres, would be about £2 15s. per acre. 

169, Mr. Drummond.] It has been stated by the District 
Surveyor at Armidale that the land north and cast of 
Nullamulla consists largely of rocky and poor country; 
would you say that the poor country area is extensive ?— 
No. There are small patches of poor country. There is 
hilly and stony land there, but it is good, sound sheep 
country. The poor country is not extensive. 


Ernest Christian Sommerlad, newspaper proprietor, 
Glen Innes, sworn, and examined :— 

170. Mr. Travers.| Have you prepared a statement on 
the proposed railway?’—Yes, as follows:—This district, 
because of its breadth of resourees, its climate, its even 
rainfall, and its comparative immunity from devastating 
drought, is one specially adapted to settlement on small 
areas. The experience of farmers already here goes <0 
show that a good living ean be made on from 200 acres of 
the better class of land up to 1,000 acres where it is suit- 
able mostly for grazing only. A splendid example is fur- 
nished of this in the Furracabad subdivision, where the 
holdings generally are small. Land of similar quality 
abounds in this district. The consistency in the matter 
of seasons, which makes a total failure unknown, as it js 
known in, the western districts, is the prime coutributing 
factor towards the suitability of this distriet for small 
settlers. In the Wyalong to Condobolin proposal (now 
recommended by the Committee) the cost per mile is 
estimated at £4,800, but the living area is about 1,000 
acres. In the Camurra to Bogegabilla proposal, also passed 


~ 


by the Committee, the cost per mile is £5,555, and the 
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living area 1,000 to 1,200 acres. In the Glen Innes pro- 
posal the cost per mile is about £10,000, and the average 
living area on a consecutive basis is 500 acres. Thus 
though the western lines cost only half as much they wil 
settle only half the number of people on a given area, and 
subject them all the time to greater risks of failure. This 
district, on the other hand, falls partially in the eastern 
rain belt, and its suitability for mixed farming on small 
areas, season by season, has been amply proved. It wiil 
thus be seen that as a settlement proposition it is emi- 
nently good. It has been laid down definitely as a matter 
of railway policy that northern connections will only be 
considered in relation to an ultimate objective of a port. 
While this is sound policy, I submit strongly that the 
connection from Inverell to Glen Innes is commor to ail 
northern rail propositions irrespective of which port 1s 
chosen, and is a first and necessary segment In any cross- 
country line in this area. For that reason I claim that 
it should be considered as a proposal complete in itself, 
which need not, and indeed should not, be delayed in con- 
struction until the whole length from the north-west to 
the coast can be completed. Thus, whether Byron Bay, 
Grafton, or Coft’s Harbour becomes the ultimate destin:- 
tion of the cross-country line, the short section from 
Tnverell to Glen Innes ia, in any event, a necessary and 
inevitable starting point from the North-west, especially 
when it is remembered that there is no line connecting 
the interior with the main line north of Werris Creek. 
In the meantime, the linking up of the two towns woud 
provide the cheaper and more direct way of connecting 
two great railway systems, and would at once rectify the 
outstanding railway anomaly of the State. The mattcr of 
the most suitable point on the northern line, from which the 
coastal line should then proceed east, will be governed by 
the choice of the port, but no decision in that direction 
should be affected by the adoption of the Glen Innes- 
Inverell proposal as the most suitable lnk with the 
north-west. 

171. Where are the farmers making a good living on 
900 acres?—I had Furracabad in mind. Portion of that 
estate runs within 2 or 3 miles of Glen Innes. 





172. What are the farmers doing there?—They are 
growing a great quantity of chaff and oats. The Goy- 
ernment Experimental Farm is on portion of Furracabad. 
A fine crop of potatoes has been grown there this year. 
There is a good deal of dairying and general mixed 
farming on Furracabad. Practically all of that produce 
comes to Glen Innes. 

173. Where are the 1,000-acre bloecks?—Further out. 
They include a proportion of grazing land. 

174. Are the farmers to whom you have referred mak- 
ing a good living on 200 and 1,000 acres ¢__Yos, J believe 
so. I was brought up on a farm, and have experience of 
the Tenterfield, Inverell, and Glen Innes districts, and I 
know that in those districts where a man is industrious 
he has not failed to make good. During this year, which 
is one of the hardest we have known, mumbers of farmers 
have had a record season. 

175. You have drawn a comparison between the pro- 
posed railway and the Wyalong to Condobolin proposal; 
do you think that is a fair comparison, having in mind 
the difference in the country?—I accepted the evidence 
taken by the Committee and have made a comparison. 
Although in this hilly country the line will cost more, a 
living area is so much less, and the relative settlement 
value is rather in our favour. 

176. Would you say that, excluding the country already 
served by the main northern line on the one side and the 
Moree-Inverell line on the other side, or the balance in 
between, taking a 12-mile zone north and south, 500 acres 
would provide a living arean?—No, I. think more land 
would be required. 

177. Should the proposed railway be considered on its 
own merits apart from a connection between the table- 
land and the coast’—Yes, I think it should be. I am in 
favour of a coastal connection, but there is no reason 


for delaying the construction of the proposal railway 
which ultimately must become the first section of a 
through line to the coast. 

178. Mr. Drummond.] Have you any experience of the 
Inverell end of the proposed line?—Yes, I lived there for 
six years, during which time I was in touch* with the 
farmers. 

179. Will vou neme some other properties along the 
propcsed railway as suitable for settlement as the Furra- 
cabad valley?—There are Waterloo, Newstead North, 
Newstead South, Wellingrove, Glendon, King’s Plains and 
pocsibly Pindari. Those properties are similar to Furra- 
cabad, and, at the Inverell end, are a good deal better. 

180. Do you consider that 500 acres on an average is 
sufficient for a living area in the district?—Not further 
than 12 miles from the railway, because it is too far for 
the profitable production of chaff and potatoes. Ten miles 
is quite far enough to go in and out in a day. 





Maurice Henry Purdue, wholesale and retail produce 
merchant, and produce-grower, Glen Innes, sworn, and 
examined :— 

181. Mr. Cameron.| What is the size of your farm?—l 
have about 20 acres within the municipality. I have 
prepared the following statement: The business carried 
on by me in Glen Innes is that of a wholesale and 
retail fruit and produce merchant. Of these lines, 
approximately 800 tons per annum is put through 
my business, about 300 tons of which: is grown 
by myself. A large percentage of produce and 
fruit purchased is drawn from Brisbane and _ other 
parts of Queensland, also a small percentage from the Rich- 
mond River. I propose to give evidence mainly on tropical 
fruits and vegetables such as bananas, pineapples, custard 
apples, paw-paws, tomatoes, ete., and also beans, peas, 
sweet potatoes, early English potatoes, pumpkins, ete., 
grown in Queensland at a time when it is quite impossible 
for these districts to have them'unless procured from these 
parts, their relative values in Glen Innes and Inverell, 
and the reason for the great difference in prices paid by 
consumers of each respective town. I also propose to show 
that although Inverell is only 42 miles away, her residents 
pay during several months of the year up to 100 per cent. 
more than the residents of Glen Innes. I wish to draw 
your attention to an instance that has come under my 
notice, and which happens for a period every year. People 
of the Inverell district and the north-west pay up to seven 
times more for certain fruit than the grower in Queensland 
receives, and nearly twice as much as the residents of 
Glen Innes. May I take bananas as a case in point, and 
show the difficulties in getting them to those parts and 
the reason of the high cost on their arrival here? Last 
year for several months the price growers received for 
bananas in the bunches at the Brisbane markets equalled 
5s. per case. These were handled by agents who put them 
into cases which cost 2s. for case and packing, and who 
sent them forward, adding another 1s. per case for handling 
charges, making a total of 8s. per case to the purchaser 
in Brisbene. I purchased a large quantity, and tried to 
pick up trade in the neighbouring centres among the 
retailers. This fruit costs me 10s. 6d. per case landed in 
Glen Innes. I offered them to the Inverell men at 10s. 
per case less than the Queensland bananas they were 
receiving through Sydney. I paid the freight by ear, and 
then showed a substantial profit. I arranged with the 
service car proprietors at this end to take them across, but 
soon found that they could not take them across regularly, 
and they were often left a couple of days at the garage; 
consequently they were several times in an unsaleable 
condition on arrival at Inverell, and I soon lost my con- 
nection in that way, and so had to discontinue sending 
them. The point I wish to emphasise is this: that the 
same Queensland. bananas sent through Sydney cost the 
purchaser landed in Inverell 27s. 6d., whereas direct from 
Brisbane the cost would have been 11s. if this missing 
link of railway were established. The accumulated cost 








of the bananas received through Sydney is made up as 
follows:—Freight from Brisbane to Sydney, 700 miles, 
5s.; handling charges and repacking in Sydney, 2s. 6d.; 
freight from Sydney to Inverell, 500 miles, 2s. 6d.; agents’ 
charges to Brisbane, forwarding agent, and to Inverell 
buyer, 9s. 6d.; original charge, Brisbane, 8s.; making a 
total of £1 7s. 6d. per case. The cost to the Inverell buyer 
landed at Inverell railway after travelling in all 1,200 
miles instead of 350 miles by the direct route. The cost 
at Glen Innes was 10s. 6d. per case, or direct to Inverell 
by proposed line 11s. The retail price of the Queensland 
bananas received via Sydney to the consumer was 35s. 
per case, or seven times as much as the amount received 
by the grower in Queensland. As other Queensland fruits 
‘annot be grown on the tablelands, the same applies to 
them also. My experience during the winter months and 
early spring with regard to green vegetables is worthy of 
note. We are unable to grow peas and beans in this 
climate during the winter months. I found that during 
September and October of last year I was able to purchase 
beans in the Brisbane markets in any quantity at 3d. per 
lb., whereas at Inverell and through the north-western 
districts the greengrocers purchased beans from Sydney at 
10d. per |b., or a difference of £66 per ton more than from 
Brisbane, and as several tons per week would have been 
used through these districts had the beans been obtainable 
at the lower figure, the amount involved is considerable. 
I have put through up to 4,000 Ib. of Queensland beans 
per week in my business alone, which at the higher figure 
of 10d. per lb., or 7d. per lb. more than Queensland beans 
would have cost me over £100 more for the week. As this 
amount has to be passed on to the consumer, the difference 
becomes serious. If we were connected by rail these people 
would buy in the lowest marktes, and be a good deal more 
contented with a good range of cheap products to live on. 
A fleet of cars travels across daily, but no car or lorry 
will guarantee to take the stuff regularly, and the risk 
with perishables is too great to get them on chance. This 
position exists from May until the end of October each 
year. From that time until 1st January the north-west 
has an abundance of stuff in a good season, such as green 
vegetables and all kinds of stone fruits which is then 
saleable in Glen Innes, but the same trouble exists as in 
the other case—no regular transport—and so Glen Innes is 
unable to benefit. At this time of the year the Queensland 
stuff is affected by the heat, and we in Glen Innes have 
not sufficiently recovered from the severe winter conditions 
to have our own produce fit for use. During January of 
this year potatoes were selling in Glen Innes at from £6 
per ton to £6 5s. One enterprising grower (Mr. H. 
O'Hara) had his surplus crop sent across by horse team 
and received £11 per ton for them in Inverell. Tf these 
had been sent over the proposed line the cost would have 
only been 5s. per ton in freight more than the Glen Innes 
price, and the consumer in Inverell would have been saved 
4d. per lb. or more on this commodity alone. The same 
thing is going on at present with pumpkins. This is often 
the cause of a good deal of discontent in the out-of-the-way 
districts, and which often lead to the settlers abandoning 
their holdings and going back to where they can obtain 
a regular and reasonably cheap diet of fruit and vegetables, 
and not be confined for months at a time on bully beef. 
Last Christmas I received orders from all over the northern 
parts of New South Wales. Among others was an order 
rfom Garah, on the north-western line, stating that they 
had had no vegetables there for many months, and they 
would be pleased if I would send them a small case of 
fruit and vegetables, but to send it by passenger train, as 
the other way, through Inverell, was unreliable, as there 
was no one who would put these things on the train to 
Moree from Inverell. I sent it by passenger train, and 
we paid freight at the rate of 14s. per ewt. on it, or nearly 
#8 much as the original price of the stuff in Glen Innes. 
This case of produce travelled over 500 miles, whereas it 
is only 200 miles across by the proposed line, and the line 
already there. Many kinds of vegetables of great food 
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value are often too weighty to send a great distance, as 
their original value is less than the freight charged. These 
are instances which come directly under my notice of the 
practical isolation of Inverell and the north-west on 
account of the line being unfinished. It is the one missing 
link in this cirele of railway. I would suggest that as 
the line would be used mainly in connecting the trade of 
the north-west and the northern districts with Queensland 
and the Northern Rivers, the most practical point of con: 
nection is the centre nearest to those points, and that is 
why I advocate Glen Innes for the connection. Regarding 
the value of Queensland trade, potatoes are worth more 
here than they are worth in Sydney at present on account 
of the better prices ruling in Queensland just now. Quite 
recently I had a man from Lismore to see me who 
attempted to keep a motor transport running between 
Lismore and Tenterfield, bringing up mainly bananas and 
some small goods from the bacon factory, ete. He asked 
me if I could possibly link up with Inverell his connection 
at Tenterfield, as the towns in the north were so well 
served by Brisbane that he was unable to compete. With 
the high prices ruling in Inverell and the north-west, he 
could maintain his service in that way. I was unable to 
assist him, so he has had to slacken his trade, after taking 
7,000 cases of apples back with him to Lismore. This is 
the trade we. wish to foster above all things. It is the 
trade in our own State, and the only district that can 
compete with Queensland in tropical fruits is the Northern 
Rivers. It may be suggested that this line will show a 
loss for the first few years, but, as a business proposition, 
may I put it to you that, as the public own the railway, is 
if not reasonable to suppose that if 5s. is taken out of 
one pocket in this way and £1 put back in the saving on 
the lines I have mentioned into the other pocket you will 
have a more contented and prosperous people. It is just 
as reasonable to suppose that as the line would be more 
or less a main artery between Queensland and the great 
north-west the volume of business will be such that it 
should pay from the start. 

182. Would not a good deal of the produec mentioned 
by you be produced in the Inyerell district ?—Ne, no 
tropical fruits. 

183. Cannot beans be grown at Inverell in Winter ?— 
No, beans cannot survive the frosts. 

184. Would there be a good deal of traffic with Queen- 
land over the proposed railway ?—Yes. 

185. If a connection were made with the North Coast, 
would not the production you speak of as coming from 
Queensland come from there’—We very much wish it, as 
that is the only portion of the State that produces it. 

186. Mr. Drummond.| Do you support a railway from 
Tenterfield to Casino ?—Yes. 

187. If a railway from Tenterfield to Casino were con- 
structed, would traffic in tropical fruits from the Northern 
Rivers come this way ?7—Yes, and traffie from the table- 
land would go to the coast. 

Herman Henry Voss, farmer, Glenn Innes, sworn, and 

examined :— 

188, Mr. Burle.| Have you a long experience of this 
district’—I have spent fully one-third of my live here. 
Practically all the land along the route of the proposed 
line is suitable for closer settlement. My place is about 
12 miles from Glen Innes, and I grow corn, potatoes, and 
oats, and IT run sheep. Last vear 1 bad 40 bushels ot maize 
to the acre off 45 acres. Mr. Ross had 150 bags of maize 
off 5 acres. I have bem mixed farming on King’s Plains 
and have grown 80 bus:.t's of oats and 60 bushels of corn 
per acre. On one oceasion on a piece of red soil I got 12 
tons of potatoes. 

189. What area have you?—750 acres. I pay 15s. a ton 
for cartage. 
posed line. 


My holding is about 3 miles from the pro- 


190. What is the average carting distance for wheat ?— 
Very little wheat is grown in the district at preesnt. If 
you are more than 12 miles from the line it is too far te 
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grow wheat. Wheat grown in this district has to be 
stooked. Maize is the most reliable crop. 

191. What is a fair distance to cart maize to the rail- 
way ’—Not further than 10 miles. Fully one-third of the 
land between Glen Innes and Inverell is suitable for 
agriculture. 

192. If the proposed railway were built, in which direc- 
tioin would you send your produce?+—In drought time it 
would go west. The regular market would probably be 
Brisbane, 

193. Would any of your produce go to the North Coast 
if a connection with the coast were made?’—Yes. If thit 
railway were constructed it would pay farmers to go in 
for fat lamb raising, for which, on the coast, there would 
be a good market. Most of our fat stock would go that 
way. 

194. What would be the special advantage of a line to 
the coast?—Traffiie in fat lambs and mutton, and there 
would be an interchange of produce. Brisbane is a good 
marked for hay, and a lot of fruit has been earted from 
this district to Grafton. There would be a good market 
on the North Coast for our apples. 

195. Do you favour the Guyra ecastal connection ?—I 
think it is rather far away from this district, although it 
might suit us 


James Playford Fishenden, mixed farmer, Clairville, near 
Glen Innes, sworn, and examined :— 

196. Mr. Driummond.] What are you doing on the land? 
~-] have been an orchardist, a nurseryman, farmer, and a 
gardener. My place is 3 miles north-west of Glen Innes. 
I have been trying to make a living on it tor about thirty- 
B1X years. 


197. What have you to advance in support of a line from 
Glen Innes to Inverell ?—I am not opposed to the proposed 
railway, but when a railway is necessary it should take 
the cheapest course and not upset too many buildings and 
holdings. In my opinioin the proposed railway could be 
deviated a little near Glen Innes so as to avoid interferring 
with the holdings through which the survey goes. It has 
cost time and money to improve these small holdings 
through which the route passes, and I do not think they 
should be interfered with, as the line can be run just as 
well a little further away. As surveyed, it would pass 
through several paddocks near Glen Innes. 

198. Your contention’ is that the line as surveyed wiil 
run through several small holdings, seriously interfering 
with work on them?’—Yes. To my mind a better grade 
could be obtained by deviating the line a little. It would 
pass near the Government Experimental Farm, and if a 
siding were constructed it would be a great convenience to 
visitors from Glen Innes, Sydney, and Inverell, visiting 
the experimental farm. 

199. How far from the Experimental Farm does the 
existing survey run’—It would be of no use to the farm 
at all. 

200. You are of opinion that a better route could be 
obtained if the line were deviated a little, crossing Crown 
land without touching private holdings near Glen Innes? 
—Yes. 

201. Apart from that, are you in favour of the proposed 
railway?—I am not against it. If the deviation were 
adoptetd it would save the Government £2,000 to £3,000. 

202, You suggest that the survey, instead of crossing 
private land, should follow the route of travelling stock 
reserve No. 1341. If that is done, private land would 
not be interferred with and the suggested route is, in your 
opinion, a practicable one?—Yes. 





TUESDAY, 22 MAY, 1923. 


[The Committee met in the Ceuncil Chambers, Glen Tunes, | 


Hresent;-— 
The Hon. W. T. DICK (Cuammay). 


The Hon. Jonn Travers, 
The Hon. Roperr Mauony. 


Francis Micuart Burke, Iisa. 


| 
| 


Winiiam Cameron, Esa. 
Brian JAMES Dog, Vsa. 
Davip Henry Drummonp, Ese. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Glen Innes to 
Inverell. 


Nathaniel Stewart, forest guard, Glen Innes, sworn, and 
examined :-— 


208. Chairman.| I understand you have some informa- 
tion to submit respecting the timber within the influence 
of the proposed railway ’—Yes. The following statement 
relates to the State forests east of Gien Innes:—~The 
Brothers State Forest, No. 311, area 15,000 aeres; situ- 
ated 28 miles east of Glen Innes, via Red Range anil 
Kingsgate; 15 miles good road, 13 miles very inferior 
road; average, 8,000 super. feet milling timber to the 
acre, with very good stand of semi-mature timber (1il- 
ling); virgin forest, 120,000,C00 super. feet. London 
Bridge State Forest, No. 309, 7,000 acres; situated 4t 
miles from Glen Innes, via Kookrabookra and Oakwood 
roads; 26 miles fair road, 18 miles bush track; average, 
5,000 super. feet milling timber to the acre, with splendid 
semi-mature milling and pole timber; virgin forest, 
35,000,000 super. feet. Gibraltar Range State Forest, No. 
352, 9,275 acres; situated 30 miles from Glen Innes; 
miles by Grafton-road, 7 miles by bush track; partly ent 
over; average 5,000 super. feet to the acre of matured 
milling timber, with very good stand of semi-mature mil- 
ling timber and pole timber; also large area of brusli 
forest containing good stand for various softwoods, 
46,375,000 super. feet. Glen Nevis State Forest, No. 656, 
5,160 acres; situated 40 miles south-east of Glen Innes, 
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via IKookrabookra-road and Oakwood-road; 26 miles main- 
tained road, 14 miles bush track; 6,000 super. feet milling 
timber to the acre, good semi-mature stand of milling 
timber; virgin forest, 30,960,000 super. feet. Worra 
State Forest, No. 335, 4,100 acres; situated 29 miles south- 
east Glen Innes, via Glencoe and Mount Mitchell roads; 
24 miles and 5 mites bush track; average, 4,000 super. 
feet to the aere, with fair stand of spar timber; partly 
cut over, 8,000,000 super. feet. Moogem State Forest, No. 
614, 9,250 acres; situated 36 miles north-east from Glen 
Innes, via Grafton and Glen Elgin roads; virgin fores:; 
average, 3,000 super. feet milling timber to the acre, with 
excellent semi-mature and pole growth; extensive brush 
pockets containing sassafras, coachwood, and silky oak; 
27,750,000 super. feet. Oakwood State Forest, No. 555, 
10,000 acres; situated 30 miles from Glen Innes, via 
KXookrabookra-road ; 26 miles fair road, 4 miles bush track; 
average, 2,000 super. feet milling timber to the acre, with 
good semi-matured milling and pole timber; partly cut 
over, 20,000,000 super. feet. Butterleaf State Forest, No. 
207, 11,000 acres; situated 25 miles north-east of Glen 
Innes; 17 miles by fairly good road, 8 miles bush track; 
partly cut over; average, 4,000 super. feet milling timber 
to the acre, with fair stand of semi-mature milling and 
pole timber; 44,000,000 super. feet. Mount Mitchell State 
Forest, No. 308, 6,336 acres; situated 24 miles from Glen 
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Innes by Grafton-road; partly cut over; average 3,000 
super. feet milling timber to the acre; 19,000,000 super. 
feet. Those forests are within a radius of 30 to 35 miles 
of Glen Innes, which is the central town, and if the rail- 
way were constructed timber from those forests must eorme 
via Glen Innes to reach Inverell. 

204. Do any of the State forests west of Glen Innes 
come under your jurisdiction?—Only one, about 4 miles 
from Wellingrove. 


in order 


It comprises about 400 acres. 

205. Does it contain milling timber ?—No, chiefly timber 
suitable for telegraph poles and a little other timber. There 
is really no milling timber west of the great northern 
line. Inverell has only a little pine left. 
hardwood there except a little for fencing. 
practically cut out. 


There is no 
Cypress pine is 


200. Does any timber come from the west into Glen 
Innes ?—Practically Hardwood milling timber costs 
in Glen Innes about 27s. per 100 super. feet. Of that sum 
the teamster gets 10s. for haulage, owing to the state of the 
roads. From the mill to Inverell the freight would be 
25s. per 100 super. feet, a distance of 72 miles. Uf a rail- 
way from Glen Innes to Inverell were constructed, with 
good roads to the forest, building timber could be delivered 
in Glen Innes by motor-power instead of by ordinary team 
at about 5s. per 100 super feet, and to Inverell by rail at 4s. 
per 100 super. feet; 1,000 super. feet of hardweod averages 
about 3 tons in weight. That works out at about 4s. per 
100 super. feet by rail to Inverell. It means 9s, from the 
mill to Inverell as against 25s. new. It would be a saving 
of 16s. 

207. From where does Inverell get its hardwood sup- 
plies?—Some [ think from the Pillaga scrub. Inverell 
could obtain hardwood cheaper from the forests east of 
Glen Innes if it were not for the cost of cartage. Inverell 
and the north-west must rely on the tableland for their 
supply of building timber. Cypress pine is all right for 
a small cottage, but is useless for a heavy building, 
because it is brittle and very inflammable. We have some 
fine soft woods in the forests east of Glen Innes, such es 
coachwood, sassafras, carrabean, silky oak (Orites Hea- 
celsa), and maiden blush—so called owing to its deep pink 
colour. We have a considerable area under review for 
the purpose of planting conifers. Soil is only a secondary 
consideration, climate and moisture being the chief fac- 
tors. The climate is suitable for Pinus Insignis. Conifers 
attain their development when planted 8 feet apart, and 
1 acre will grow 680 trees planted at that distance. Those 
trees mature in thirty to thirty-six years. The revenue 
alone would be from £250 to £300 per acre. 


none, 


208. What is conifer timber used for?—TIt is classed as 
a cheap softwood for inside work, boxes, cases, and so on. 
Tt is used where inferior pine is required. It would be 
suitable for butter boxes. Pinus Strobus makes very good 
butter boxes. Many of our pines would take the place of 
some of the more expensive pine timber imported from 
other countries. I do not see why Australia should 
import so much soft wood. The eastern tableland is 
admirably suitable for the planting of such conifers as 
Pinus Insignus, Pinus Radiata, Pinus Caneriensis, Pinus 
Pondorosa, and Pinus Strobus, which is a very good white 
pine. 


209. When a previous Publie Works Committee took 
evidence in 1916 it was stated that the valve of the 
timber in the district deseribed by you was £2,500,000. 
Does that figure stand now, or pe it be less?—It would 
not be much less. In 1916 I was deputed to determine 
the timber areas in this part of (aa State to be dedicated 
as State forests, with the exception of Acacia Creek. 
The Glen Innes district contained the finest hardwood 
forests on the whole of the tablelands. 

210. Mr. Travers.| What becomes of the timber cut in 
the forests east of Glen Innes which finds its w: iy to here? 
—That is distributed throughout the district. 
goes as far as Armidale and Guyra. 


+ 2605—C 


Log timber 
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Witnesses—N. Stewart and J, Noble, 22 May, 1923. 


211, Does an appreciable quantity of that timber find a 
market west of Glen Innes?—A little goes to Inverell, 
but the cost of ecartage is prac tically prohibitive. It goes 
to Inverell by team. 

212. Is any railed from Glen Innes to Moree via Werris 
Creek ?’—Not at present. 

215. Would you expect a considerable traffie in timber 
with the north-west if the proposed railway were built ?— 


Yes, there would be a big demand for hardwood i 
district. 


n this 


2133. Does any of that timber go to (Queensland ’—No, 
it would go there from Tenterfield. 


There are some very 
good 


forests on the border. 

214. I presume there would be no diffie ‘ulty in providing 
sufficient timber for sleepers for the proposed railway ?— 
No.’ Our blackbutt is a more durable timber than the 
better-known coastal Pilularis. 
timber. 

215. Is that suitable for sleepers ?—The r: ailway authori- 
ties have objected to it. The -y have their fads, and think 
there is no timber like the coastal timber. In the early 
days when the railway was being constructed over the 
tablelands they did cut sleepers here. You can see the 
stumps in the forest from which they were cut. 

216. Of the millions of super feet of timber referred to 
by you, what proportion would be hardwood (—T wo-thirds, 
and the balance brush timbers. 

217. Would there be much iron bark amongst that 
timber?—No. There would be a little tallow wood. Ovr 
iron bark is good timber, but it is not suitable for sleepers 
owing to its pipp y nature. 
thoroughly sound. 

218. Mr. Doe.|] Are the mills situated in the nearer or 
further forests ?—In the nearer ones. They are practically 
on the edge of the forests. Further back the forests are 
virgin. 

219. I suppose from the forests further back it would 
cost more to transport timber to Inverell?—Yes, although 
if good roads were made timber could be put on the market 
by means of motor- -power. 

220. Why is that not being done now?—The saw-miller 
is not in the position to build good roads to his mill. 
Nobody will do it. 

221. If the proposed railway were constructed, do you 
think those difficulties could be overeome?—It is a matter 
for the State. If the roads were put in order private 
enterprise would do the rest. 

222. Mr. Drummond.| Have 
sidered the matter of 
forests ?—Yes, 


It is a denser and heavier 


Timber for sleepers must be 


the leeal authorities econ- 
building a light railway to these 
but a light tramway oz railway would only 
tap one or two forests. 

223. Is it a fact that the trees when they reach a certain 
age deteriorate and lose their commercial value? Yes, 
they commence to de ‘ay from the centre. But that timber 
is suitable for fencing purposes and other things. 

224. Do I understand that little of the timber in those 
forests is at present being hauled to Inverell ’—Only a few 
thousand feet by team. The drawback is the expense of 
haulage. Inverell would take the timber if the cost of 
getting it there were not so high. The timber along the 
proposed line is only suitable for rough sheds and fencing. 

995. 





If the proposed railway were built timber supplies 
would have to be drawn from the forests to the east of 
Glen Innes?—Yes. I estimate the quantity of sawn build- 
ing timber which would be earried on the line between 
Glen Innes and Inverell at 300,009 super fect per annum. 
That is equal to 900 tons. 


James Noble, farmer, Glen Innes, sworn, and 


926. Mr. 


district 


examined :— 
Travers.| How long have you resided in the 
‘(—Fifty years. Our greatest want is a railway 
to Inverell so that we can sell our produce in Inverell and 
the north-west. We have tons of pumpkins which we 
cannot sell because cartage is too heavy. The land from 
Glen Innes to Inverell is very suitable for wheat-growing, 
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Witnesses— J, Noble and G, C. Sparkes, 22 May, 1923, 


Thousands of acres could be put under wheat if there 
were reasonable means of getting it to the railway. At 
present there is no profit in carting it such long distances. 
If the mill is closed it will be disastrous for many dairy- 
farmers who depend upon it for bran. The company is 
thinking of closing down the mill. My son took first prize 
at ‘Tamworth show for the best collection of farm produce, 
and has been invited to take his exhibit to Brisbane, all 
expenses being paid. That will give you some idea of the 
kind of produce grown in New England. Our soil will 
produce almost anything except tropical fruits. If we do 
not get the railway there will be a tendency for people 
to go to Sydney and swell the ranks of the unemployed. 

227. Is your property far out?—Five and a half miles. 
Farmers are sending cream here by the service car 17 
miles, and it is very hard on them to have to pay cartage 
over such a long journey. If the Government cannot see 
its way to build the railway private enterprise should be 
allowed to do it. Our principal market for chaff is Bris- 
bane, and I have seen no better country for farming than 
that between Glen Innes and Inverell. 

228. What is the area of your property?—Not quite 
500 acres, and I have reared a family of nine on it. I 
grow principally hay and corn. Last season, which was a 
bad one, we ran about 400 sheep. In a good season I have 
had 700. We could not do without sheep. My land has 
grown produce for over forty years without an ounce of 
artificial manure. 

229. It is estimated that there are 475,000 acres within 
the influence of the proposed line. Tlow much of that is 
suitable for closer settlement ?—On Waterloo there would 
be 2,000 acres of agricultural land, and there is more on 
King’s Plains and Swan Hill. It is limestone country, 
which you cannot beat for wheat. 





230. Is there much of that-land as good as yours ?—Yes, 
if the produce could be got to market. Any of that 
country will carry one sheep to the acre in a fair season. 


Glenmore Charles Sparkes, manager, Government Experi- 

mental Farm, Glen Innes, sworn, and examined :— 

231. Mr. Cameron.| Have you a statement to read ?—Yes, 
as follows:—I produce a sample of apples grown at the 
Experiment Farm. This fruit was produced under ex- 
tremely unfavourable seasonal conditions, the rainfall 
being much below the average, but it is indicative of she 
possibilities of production even in tricky seasons. The 
winter cereal harvest resulted in acre yields touching 50 
bushels of oats, 80 bushels of wheat, and 30 ewt. of hay. 
Unhke most farming districts New England permits of 
a great range of commercial cropping, for apart from 
fruit culture our farmers have the choice of the great 
winter cereals (wheat and oats) and of practically the 
whole range of summer crops—notably maize and potatoes, 
and almost all the fodder crops in the economy-of the 
Australian farm. All this makes for great safety, and will 
permit of heavy stocking of small holdings, which in turn 
tends towards an absolute maintenance of soil fertility. 
his is essentially a great oat district, and the Glen Innes 
Experiment Farm is the premier oat-breeding station in 
the Commonwealth; new varieties are now in the making 
that will tend by greater yielding power, greater disease 
resistance, and adaptability to overcome practically all the 
present obstacles in the path of suecessful production. For 
the growth of oaten hay, the district stands unrivalled, even 
those oats with notably coarse straw making a finer growth 
when subjected to the soil and climatic conditions of the 
Northern Tablelands, and although as a wheat district 
certain objections are raised in the direction of rust and 
harvest rain, these are likely to yield to the efforts of the 
plant-breeder. My department is now trying out a num- 
ber of new fodder crops, and when the best of these come 
into general cultivation the carrying capacity of our loeal 
farms, for both large and small stock, will be increased. 
During the past season our apple crop has totalled 3,600 
cases. This was produced on an area of 23 acres, portion 
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of which must necessarily yield below par for the reason 
that experimental work is carried on both as regards tree 
management and trials of new varieties. The local market 
absorbs only about sixty cases per week, and we are prac- 
tically debarred from competing in the western towns by 
lack of transport. Our present western range does not 
extend beyond Gunnedah. To indicate the possibilities for 
market development, we got in touch with Grafton early 
in the season, and opened with consignments of thirty 
cases per week. These rapidly increased to consignments 
of upwards of 100 cases, and, in one case, 169 cases. It is 
felt that with assured communication, this market would 
absorb a very large proportion of our crop. We have been 
forwarding consignments of seed-wheat and oats to farmers 
on the north-western slopes, but transport charges are at 
present too great for much development to follow. 

232. Do the farmers in the Glen Innes district go to 
you much for information?—Yes, we have inquiries. A 
good deal is done in that direction. They depend upon us 
largely for the supply of pure seed. The whole of our 
seed crop has been disposed of this season as pure seed. 

233. Is there much apple-growing in the district?—Not 
a great deal. The markets have been bad. 

234. Why is it that we see so many Tasmanian apples in 
the shop windows?’—We can beat them if we get reason- 
able transport facilities. We send apples to Tamworth, 
Werris Creek, and even as far as Newcastle, but the rail- 
way charges-are high. At present the best markets are in 
the districts where apples are not grown. That is on the 
coast or in the west. We have not yet reached Moree, 
although a few have gone to Inverell by road. We are 
building up a trade with Grafton. 

235. Is there a successful future in this district for the 
apple-growing industry ?—Yes, provided the diseases are 
controlled. Our orchard is absolutely free of codlin moth. 
That is due to management. It is a matter of spraying 
and care of the fruit. On the Government Emperimental 
Farm any diseased -fruit found is boiled and given to the 
pigs at once. 

236. Would you say that the lack of extent of the fruit- 
growing industry in this district is due to the codlin moth 
or want of markets @—Lack of markets. There is‘no reason 
why any fruit-grower should not be able to control eodlin 
moth. 

237. Have any orchards in this district gone out of com- 
mission because of the codlin moth?—No, not about here. 
We get inquiries from people with home gardens. There 
is no reason why this district should not become a very big 
apple-growing one. i 

238. Mr. Doe.| Do your trees suffer from woolly aphis? 
—Yes, but it is easily controlled. When the fruit is off 
the trees are sprayed and there is no difficulty in keeping 
it down. 





239. What’ sort of fruit are they growing on the Ken- 
tucky settlement ’—Cherries and applies mostly. We have 
found that applies are our best proposition. Cherries do 
well, but they do not yield the return that apples do. 

240. Is there any likelihood of applies being exported to 
England from this district?—They would have gone this 
year and to the East also only for lack of shipping space. 

241. Can you compete with growers on the coast and in 
Tasmania?—Yes. The quality of our apples is finer than 
that of the Tasmanian apple. 

242. Are Cleopatra apples grown in the neighbourhood? 
—Yes, but we go in mainly for the Jonathan and Granny 
Smith. 

243. Mr. Drummond.] Is the Government Experiment 
Farm on part of Furracabad estate ‘—Yes; the area of the 
farm is 1,050 acres. Our orchard comprises 23 acres. 

244, What is the effective area of the orchard ¢—Abont 
18 acres. 

245. What do you consider is a living area on land 
similar to the Government Experimental Farm ?—F rom 
275 acres upwards. I should say about 350 acres would he 
a living area for mixed farming. That would be average 
land and would allow for permanent pastures and some 
fodder-growing on the agricultural land, 
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246. What percentage of that would be purel 
tural land?’—You would want about 60 per cent. 

247. Have you tested the coastal market under existing 
conditions ?—Yes, by sending supplies to Grafton by lorry. 
That market this year has absorbed 625 cases of our 
apples. It has taken about one-fifth of our output. 

248. What do you pay for cartage?—£4 10s. a ton. The 
Grafton market will only take the best quality stuff. 

249. Have you reason to believe that if a line were con- 
structed from Glen Innes to Inverell there would be a fair 
market for your produce in that direetion?—I think there 
would be beyond Inverell. We have sent small lots of 
fruit on to the Garah line and out to Mungindi. We have 
not tried Casino or Murwillumbah. Apparently, from the 
reports of our agents in Grafton, if we could guarantee 
regular transport it would increase our orders, and we 
could compete with the Tasmanian apples. 

250. Mr. Burke.| Was your apple crop of 3,600 cases a 
record one?—Yes, 


bd 


251. Can you get rid of all the fruit you grow?—Yes 
If we had transport facilities we could select the best 
markets, 

252. Would you have a bigger yield?—No, unless we can 
improve our cultural methods. ‘The orchard has matured 
and i think that we are at the peak. 

253. Do you produce any other crop?—Seed-wheat and 
oats. Here on the tableland we can grow the kind of sced 
they want on the coast. 

254. Do you consider that apples as good as those which 
you have shown the Committee to-day could be grown 
along the route of the proposed railway ?—Yes. 





William Ross, grazier, Furracabad, near Glen Innes, 
sworn, and examined :— 


255. Mr. Burke.| Is your holding far from Glen Innes? 
—About 9 miles west. JI have prepared the following 
statement :—Besides sheep-grazing, I cultivate on a fairly 
large scale. The country towards Inverell is sparsely popu- 
lated, but would sustain many thousands if the several 
large estates along the route were cut up and made avail- 
able for greater occupation. The land for intense cultiva- 
tion is unsurpassed. It will produce oats, barley, maize, 
lucerne, and potatoes, also various kinds of English and 
semi-tropical fruits. The seasons are fairly regular. Tak- 
ing an Inverell aspect, the line would be of much benefit 
to the wheat-growers in that direction, as it would insure 
not only to the local farmers very profitable markets in 
the northern state for their wheat, but also in other dis- 
tricts adjoining where the cereal is extensively cultivated. 
For 1 ton of chaff sent from Glen Innes to Neweastle or 
Sydney, at least 5 tons reach the Brisbane market. Until 
a direct connection from central New England and Grafton 
is assured, the bulk of our products will be consumed in 
Queensland, from where, last season, our farmers received 
upwards of £100,000. If we had railway service to Inverell 
another good market would be opened to New England. 
Speaking from my long experience of these districts, I 
unhesitatingly state that the connection as advocated is the 
one that would not only be a boon to upwards of 25,000 
people, but that large tracts of country now untilled would 
be transformed into profitable holdings. The line, directly 
or indirectly, would serve the whole of the tablelands. 
Several years ago large tracts of land hereabouts were 
under cultivation for wheat, but owing to the expense in 
transit to market the industry practically has ceased. 
Years ago a great quantity of wheat was grown between 
Glen Innes and Inverell, but ceased because of want of 
transport. I have known 60 bushels of wheat to be grown 
12 miles west of Glen Innes which was consumed at ~he 
local mill. I have 3,000 acres, of which about 250 geeres 
is under cultivation. 

256. What number of stock do you carry ?—About 3,000 
sheep. 
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Witnesses— G, C, Sparkes, W. Ross and A. G. Lear, 22 May, 1923. 


257. What is the carrying capacity of your land?—In 
summer time two sheep to an acre, sometimes more. At 
the present time I have a sheep and a quarter to the acre. 

258. If the proposed line were built, would Queensland 
be your best market ?—Yes. 

259. What is your opinion of the country along the 
proposed route?—There is no better land in the whole of 
the Commonwealth. 

260. Do you think the land from Glen Innes to Inverell 
can be compared with that from Guyra to Inverell?—No, 
the former is much better. 

261. Would the big holdings adjacent to the proposed 
line be voluntarily subdivided if it were constructed ?—I 
think so. 

262. Do you grow potatoes?—We did at one time. 
They grow well in our district. A drought has never been 
known in this district. We have not had to remove sheep 
to other pastures. If the line were built we could send a 
great quantity of fruit away. In drought time there 
would be a big traftie to this district in starving stock. 
On the North Coast they do not breed sheep and fat stock 
from the tablelands would go there by train. 

263. Do you consider that much of the north-western 
trafic would go Queensland way ?—Yes. 

264. Then the proposed line would have to pay pretty 
well?—I feel sure it would pay from the start. JI should 
not be afraid to put my own capital, if I had sufficient, 
into the railway. 

265. Chairman.]| In the area marked on the Committee’s 
map 12 miles north and south of the proposed line there 
are 475,000 acres on which, in June the year before last, 
there were 184,704 sheep. Allowing for 7,681 cattle, that 
works out at a little less than a sheep to 2? acres. Does 
that represent the full carrying capacity of the district ?— 
No. 

266. Why was the land not being stocked to its full 
capacity ?—There was a searcity of stock at that time. 
They were very dear. 

267. What is the average value of the land for 23 miles 
out along the proposed line ’—About £3 per acre. 

268. A man who went in for grazing alone would want 
an initial capital of £3,000 ’—Yes. 

269. Taking the agricultural land in the same district 
half-way between the two points, what area would be 
required for a farm?—About 350 acres, which would be 
half agricultural and half pastoral land. It would be 
worth from £4 10s. to £5 per acre. 

270. Then a man would require more capital to start as 
an agriculturist or mixed farmer than he would to start 
as a grazier ?—Yes. 

271. Do you regard country that will carry one sheep to 
the acre or more as cheap at £3 per acre?—Yes. 

272. I suppose you cannot get it at that price in many 
other districts in this State ?—I do not think so. 








Alfred George Lear, farmer and orchardist, Furracabad, 
Glen Innes, sworn, and examined :— 

273. Mr. Doe.| What area do you hold?—Fifty-three 
acres. I wish to give evidence regarding flax-growing in this 
district. I planted an acre of flax from seed given me by 
the Agricultural Department in 1920 with very good 
result. The fibre, had it been properly prepared, would 
have averaged about 15 cwt. to the acre. At that time 
Victorian flax sent to London realised £125 per ton, and 
was of inferior quality. I have given flax seed to various 
people in the district, and flax has been satisfactorily 
grown here on every class of soil, both heavy and light. 
My own soil was particularly light. It is described by experts 
as poor agricultural land. I mention that to show that it is 
possible to grow flax in that soil. Mr. McIntosh, Clairvaux, 
6 miles out on the Wellingrove-road, had 1 acre of seed 
sent him by the Agricultural Department, and the experi- 
mental farm has been growing flax for a number of years 
with good results, but only for seed purposes. My object 
in growing it here was to start a scutching mill in order 
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Witnesses— A. G. Lear, R. McCoy, and J. J, Whyte, 22 May, 1923. 


to prepare the flax. I have shown my flax to experts from 
the north of Ireland engaged in the industry, who have 
told me that no flax grown in Ireland is better than it. I 
exhibited my flax two years ago at the Royal Agricultural 
Show in Sydney, and every one who inspected it spoke 
highly of it. In addition to growing flax for linen manu- 
facturing purposes, we should find it useful up here for 
binder twine; and for making linseed oil and oil-cake it 
would be very acceptable to the farmers. ‘The amount of 
money spent on imported goods manufactured from flax is 
enormous. It runs into considerably over £1,000,000 a 
year. The land about Glen Innes is admirably adapted to 
the growing of flax, and if a seutching mill were established 
at Glen Innes or at Inverell, and we had the railway, it 
would become a valuable product. 

274. Have you had previous experience of the flax 
industry ?—Only in a desultory way. When in Egypt the 
idea first came into my head. I knew that if I could get 
2 acres under flax, and there was a mill handy, I could 
make enough to keep myself comfortably. 

275. Is 2 acres of flax a sufficient living area?—It would 
be necessary to change your land about. Ten acres of 
fairly good soil would be enough. You need only cultivate 
2 acres at a time. JI had a standing offer from a Belfast 
firm of £550 per ton for fibre. With 10 acres a man could 
have a five-yearly rotation crop. 

276. Is it work that would employ a family ?~Yes, it is 
peculiarly adapted to family employment, because the wife 
and children can take a hand in pulling, retting, and 
scutching their own flax, without having to take it to the 
mill, 

277. If the grower had to employ labour, would it be 
profitable ’—Yes, it could be eut and bound ready for 
retting, but flax cultivation and treatment requires some 
skill, which a man would take a year or two to aequire. 

278. Do you grow anything besides flax?—Only vege- 
tables and fruit. 

279. Are you extending your flax-growing?—I would if 
there were a mill handy. Growing for seed is not profit- 
able. If a mill were established at Inverell I should not 
hesitate to send my produce to be treated there. 

280. Are there any growers at Inverell ?—J believe there 
are about twenty. They made a better showing of it 
there. I have given seed to people about here in order to 
find out if flax will grow as well on the heavy soil as on 
the light soil. 

281. Have the results been as good as yours?—Some 
have been better. One man grew stalks 32 inches in length, 
My stalks measured 30 inches. 

282. Do you think much flax will be grown here in the 
future ?—If we had a mill, and people saw the value of it, 
a good deal would be grown here. It is a poor man’s crop, 
and does not require expensive machinery to put in or 
take off. 


Robert McCoy, farmer, IXine’s Plains, sworn and 
examined :— 

283. Mr. Drummond.| Have you keen long on your pro- 
perty 7—I bought it in 1902, and have lived on it ever 
since. Glen Innes is my nearest railway. I cultivate 
about 130 acres. The rabbits are bad, and I have had 
rather an uphill fight. I grow oats, wheat, maize, lucerne, 
potatoes, fruit, and I run sheep. 

284. How far are you from the nearest railway ?— 
Twenty-two miles from Glen Innes. I have sold wheat 
at 3s. a bushel, and it does not pay to grow it at that 
price this distance from the railway. 

2985. What is the area of cultivable land on King’s 
Plains estate?—Thousands of acres. The secured land is 
nearly 30,000 or 40,000 acres. My land is an average 
sample of the King’s Plains country. I have made a pretty 
good living from my land. I have sent away as much as 
3,000 bushels of maize, and have grown good crops of 
potatoes, hay, and wheat. It is wonderfully good sheep 
country. At least 40 per cent. of King’s Plains estate 
could be cultivated, 





286. Is your holding a living area, or is it more than 
a living area?—I think, with the railway and a colony of 
farmers on King’s Plains estate, 200 acres would be suffi- 
cient for a man and his family. 

287. How do the Newstead and Waterloo properties 
compare with the King’s Plains estate?—Very favourably. 
There is quite as much land on Newstead suitable for 
cultivation as there is on King’s Plains. 

288. The district surveyor at Armidale has estimated 
the agricultural land lying between Glen Innes and 
Inverell at 20,000 acres?—I do not go a great deal on the 
report of the district surveyor. There is probably 20,000 
acres of agricultural land on King’s Plains. Of course, 
you have to clear it and get it ready for the plough. 
There are thousands of acres there of rich soil suitable for 
the plough. 

289. What is the carrying capacity of the King’s Plains 
country ?—QOn the big holdings they do not get the results 
from the land that we small men do. I run 560. sheep on 
my small place, besides horses and cattle. 

290. What will that land carry ?’—Nearly two sheep to 
the acre improved. There is room for hundreds of settlers 
out there. JXing’s Plains would absorb 100 farmers with 
the railway. 


John James Whyte, tanner, boot manufacturer, and wool 
v > b 
and produce buyer, Glen Innes, sworn, and examined :— 


291. Chairman.| I understand you have a long experi- 
ence of this district /—Over forty years. For thirty-three 
years I was an alderman. Glen Innes, when I first came 
here, was a suburb of Armidale, and now eur population 
is about the same. I consider most of the land between 
Glen Innes and Inverell is suitable for agriculture. I 
have seen some excellent corn grown in the district. About 
twenty years ago I started a small business here, and I 
often smile when IJ think of how that business has grown. 
We send boots freém Glen Innes as far as Lithgow and 
Kurri Kurri. At the latter place we supply all the miners 
with boots. If I want hides from the north-west I have 
to get them via Werris Creek, which does not pay me. 
With easy transit there is nothing to prevent me extend- 
ing my business to the South Australian border. A lot of 
wool-washing is done here which entails considerable ex- 
pense because of the high cost of teams. Wool from Ash- 
ford costs £5 per ton freight. Railway connection with 
Inverell would increase our trade enormously. The land 
along the proposed route abounds with magnificent box 
wood which would emplcy thousands of men at clearing. 
As regards connection with the coast only one line can be 
considered, and that is to Grafton. Such a lne would 
serve Inverell.as much as Glen Innes. Any connection 
further south would not be in the interests of Inverell. 
Our main market is north. Inverell is a great wheat- 
erowing district. The railway would enable the north- 
western districts to get flour easily. If I get an order for 
boots from Tweed Heads I have to send them by boat, 
which costs me £8 or £9 per ton. Many kinds of produce 
will grow in this district, including oranges, lemons, and 
tomatces. Much of the district contains large mineral de- 
pesits, which so far have only been seratched. Had the 
Dalmorton country been properly prospected, a big gold- 
field would have been opened up. The road is already 
formed to allow of sleepers and rails being laid. 

292. Do you think a railway could be constructed up 
from Dalmorton without big cuttings ?—Yes, just as easily 
as the train goes up from the Hawkesbury to Cowan. 

293. A motor-lorry will take a 1 in 10 grade, but a train 
could not look at it?-—There are 1 in 40 grades on the 
railway. By a line from Guyra to Coff’s Harbour I would 
not send a bale of wool. Even potatoes would not go that 
vay. 

294. Have you abandoned obtaining supplies from the 
west ?—We cannot get them from the west, because there 
are no regular teams. 
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Witnesses-~ J. J, Whyte and J. Handley, 22 May, and N, F. Doyle, 23 May, 19%. 


295. Mr. Drummond.| I understand that a large propor- 


tion of your produce goes to Brisbane. If the proposed 
railway were constructed would it take a different route ?— 
I believe our natural outlet is north. Inverell would dis- 
tribute wheat to towns on the North Coast. 

296. If you had a coastal connection would there be an 
outlet on the coast for north-western and tableland pro- 
duce which now goes to Queensland?—Yes. If the rock 
at Yamba, at the entrance to the Clarence River, were 
removed there is nothing to prevent 
going there for our produce. This country is growing. 

297. Would direct railway communication with the 
North Coast enable you to extend your secondary indus- 
tries‘—Undoubtedly. It would double our output. 

298. Mr. Doe.| How many employees have you in your 
factory ’—Between seventy and eighty are employed in 
various wavs. 

299. Mr. Mahony.| Are you able to compete successfully 
with other people in the same industry ?—Yes, 

300. Would a direct railway to the coast be of much 
advantage to you?—Yes, very great advantage. The cost 
of sending a pair of Blucher boots from Glen Innes to 
Sydney is 43d., so that I am 43d. worse off than the Sydney 
manufacturer. 

301. What does it cost you to send boots to the northern 
rivers via Sydney ?—£9 a ton. 

302. Mr. Burke.| I understand that the tendency of the 
local trade is north, What is wrong with sending goods 
south‘—We used to send south to Sydney, but we have a 
ready market in the north, and cheaper freights. The 
chief product of the district is wheat, and with a direct 
railway to Grafton the towns from Grafton to Lismore 
and north would use our wheat. 

303. Mr. Travers. If Glen Innes and Inverell were 
linked by railway, what would be the effect on the local 
trade with Brisbane?—It would be increased. 

304, Would it open up a new market for the north-west ? 
—Yes. 

305. Are most of the potatoes and other produce pro- 
duced in this district sold in the State ?—Yes. 

306, Would a connection between Glen Innes and Graf- 
ton affect the flow of trade to Brisbane?—We have not 
sent our potatoes to Brisbane, although we have sent them 
to Mount Morgan. At Glen Innes in the summer months 
there is not sufficient accommodaticn for people who come 
here If a coastal connection were made people from the 
north-west ana the tablelands would travel by the railway 
to the coast and visitors from the corst would eame here. 


overseas steamers 


James Handley, inspector under the Vines and Vegetation 
and Fruit Pests Act, sworn, and examined :— 

307. Mr. Cameron.| I understand you have had consider- 

able experience on the land?—J have been connected with 

the land all my life, and have spent a number of years in 


I support the proposal to 
It would 


There 


the Agricultural Department. 
construct a railway from Glen Innes to Inverell. 
enable an interchange of products to take place. 
would be a traffic in potatoes, chaff, corn, and deciduous 
fruits, which cannot be grown on the coast, and we should 
get bananas and pineapples and early potatoes. 

308. What is the boundary of your district?—From 
Uralla to the Queensland border and out to the Inverell 
district. There is no better country in the State for mixed 
farming. 

509. What is a living area in the Inverell-Glen Innes dis- 
trict /—With the railway, from 200 to 300 acres. 

510. Are there any fruit diseases or pests in the district? 
—We have the fruit fly, but it is no worse than it is in 
some other parts of the State. It is a climatic trouble, 
aud some years we are free from it. At Inverell they go 
in extensively for stone fruits. 

311. Which is the best connection between the Northern 
Tablelands and the coast?7—I would say from Guyra to 
Dorrigo as a closer-settlement preposition. Such a line 
would pass through splendid country, well watered. 


312. 


Chairman.| Have there been any developments in 
grape culture in the district?—Grapes are grown at In- 
verell, for which crop it is very suitable. 

313. Mr. Drummond.| Are the farmers on the tableland 
generally prosperous?—Yes, the majority are in a sound 
financial position. 

314. Would you say that the Glen Innes-Inverell district 
is better for closer settlement than other districts that you 
know ’—I think it is if markets 2re available. 

315. Eighteen miles beyond Glen Innes there is appar- 
ently little farming. Is that due to lack of facilities ?7— 
Yes. If the railway were constructed there would be con- 
siderable closer settlement between Glen Innes and In- 
verell. Seed potatoes from this distriet are much sought 
after on the northern rivers. Seed potatoes do remarkably 
well here. To reach the northern rivers they have to be 
sent via Maitland. On the western side of the tableland 
also they draw their early seed potatoes from this district. 
That seed has to be sent around by Werris Creck. At 
present Tasmanian potatoes find their way to the northern 
rivers. If there were a direct coastal connection we should 
ke able to supply them. 

316. Would you say that Inverell is a potato-growing 
district ’—No, only in the early part of the year. It is 
merely a side crop. 

317. Chatrman.| Could the potatoes of this distriet eom- 
pete with Dorrigo potateces, supposing the line were built? 
—Yes. 

318. Mr. Drummond.| ILow far does the potato-growing 
eountry extend from Glen Innes towards Inverell?—At 
Wellingreve 16 or 20 miles out there is some fine country. 
There is none better in New South Wales. 


WEDNESDAY, 23 MAY, 1923. 
[The Committee met at Half-way House, Swan Vale ] 


Present; — 
The Ion, W. T. DICK (CHaman). 


The Hon. Joun Travers. 
The Hon. Ropert Manoxy. 
Francis Micuart Burke, Esa. 





WitniaM Cameron, Esa. 
Brian James Dor, Esa. 
Davip Henry DrumMonp, Exe. 


The Committee proceeded to further consider the expediency of constructing a line cf Railway from Glen Inres to 


Norman Fitz Doyle, farmer and grazier, Woodstock, 
sworn, and examined :— 
319. Chairman.| What areas do you hold ?—3,560 acres. 
J am farming and grazing sheep, 
320. What area have you under crop?—-400 acres; I 
grow wheat and corn, 


Inverell. 


321. How much land have you under wheat ?—350 


acres. In 1920 I had 120 acres under crop and got 1,336 


bags. The following year I averaged only six bags to the 
acre. My soil is chocolate and black. 


322. Where did you find a market for your wheat ?— 
Inverell, 
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Witnesses—N. F. Doyle and E. J. Doust, 23 May, 1923. 


323. Where would you expect to find a market for your 
produce if the railway were construected’—Glen Innes. 

324, What distance have you to cart your produce to 
market /—21 miles. It costs me 1s. 9d. a bag. Last year I 
put in 70 aeres of maize, but owing to the drought got 
nothing. 

425. What is your normal crop of maize?—-Ten bags. In 
dry times there is a market about Moree, but in ordinary 
seasons we have to send to Sydney. Under present condi- 
tions it does not pay us to do so. 

326. What proportion of your land is arable?—1,500 
acres; 700 have been ploughed and I could get another 
70D acres by clearing the timber. 

327. Is your holding an average one in the district?—I 
eonsider it a very good place, but there are other places in 
the disrtict equally good for farming. 

328. What is the carrying capacity of your land ?— 
About one and a quartcr sheep to the acre. 

329. What is the average carrying capacity.of the laid 
10 miles north and south of the proposed line .going 
towards Inverell?—A sheep and a quarter to the acre, and 
rome big stock right through. 

330. Apart from your agricultural operations are you 
handicapped by reason of distance from railway /—Yes, 
cartage on wool is very expensive. It costs about 353. a 
ton for 21 miles. With the railway two-thirds more land 
in the district would be farmed. 

331. Is this district suitable for fat lamb raising ?— 
Yes, and for lucerne-growing. There were 300 acres of 
lucerne on Woodstock when I bought it, but it has died 
out owing to bad seasons. It was in a valley of chocolate 
soil. I came from the Hunter Valley, where it would net 
be ealled lucerne land. 

332. How much more land would you put under crop 
if the railway were built?—My idea is to dispose of about 
1,100 acres if the railway is constructed. 

333. Mr. Travers.| Are the holdings about here large? 
—Yes. Newstead South comprises 22,000 acres. New- 
stead North is about the same. Jnverell station consists 
of about 16,000 acres of grazing land, although there is 
a good deal of farming land on it. King’s Plains has an 
area of about 32,000 acres freehold. 

334. Given railway facilities what would be a living 
area in the district for mixed farming ?—About 400 acres. 

335. What is the value of that land per acre?—My own 
is worth about £4 10s. 

336. What is the best use to which the agricultural land 
could be put?—Corn and wheat growing. This is a great 
wheat district. 

337. Mr, Doe.| How many farms could be got cut of the 
1,100 acres which you have stated you would dispose of! 
—Some of that land is fully improved. There is 120 
acres of ploughed land, ready for wheat, and there are on 
it a homestead, dairy, bales, water, and windmill. The 
remainder is a paddock of 7074 acres, in which there are 
about 120 acres of arable land, the balance being suitable 
for grazing. It would provide two farms, 

338. Mr. Drummond.| What is the proportion of agri- 
cultural land on the large properties?—I believe that a 
very large proportion is wheat-growing land. The country 
into Inverell is nearly all rung. My property adjoins 
King’s Plains. 

339. Would there be a difference in the living area in 
the Glen Innes and Inverell districts by reason of the 
difference in rainfall?—The average rainfall at Wood- 
stock for 20 years is 324 inches. Our main crop is wheat. 
At Glen Innes oats are grown. Glen Innes would be a 
good market for wheat grown in this district. I would 
send wheat to the Glen Innes mill. If the railway were 
built, a lot of this country would be cut into 400 and 600 
acre farms and settlement would largely increase. 

340. Why is the land not cut up under existing condi- 
tions’—It is too far from market and to» eostly to cart 
produce. It costs 4s. to send a sheep from Inverell to 
Sydney and 3s. 6d. from Glen Innes to Sydney, apart from 
the cost of droving. All our fat stock would find a market 
on the coast if the railway were built. 
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341. Would much be done in the way of fat lamb raising 
in normal seasons /—No, it is nearly all merino wool grow- 
ing. Fat lambs lose too much condition in transport. 
The loss would be from 6 lb. to 7 lb. in summer in going 
to Sydney. 

342. Would not that apply if they were sent to the 
coast /—No, because the coast is only some 120 miles from 
the main northern line. No doubt if the line were con- 
structed there would be an increase of farming in this 
district. 

343. Mr. Cameron.] Considering that land in this dis- 
trict is so much cheaper than Hunter River land should 
it not be an incentive to closer settlement here?—Yes, if 
we had cheaper means of getting to market. 

344. Do you think if the line were constructed this dis- 
trict would cease to be a grazing one and become an agri- 
cultural one?—Yes, in a few years it would. The railway 
is the only thing that will do that. 

345, Could fifty settlers be established on King’s Plains 
estate if the railway were built ?—Yes. 

346. Mr. Drummond.| I have noticed that at Long Plain 
farming practically ceases, and that at the top of the range 
on the Glen Innes side the same thing occurs. Is that 
due to some fault in the country or to lack of transport? 
—Back off the road there are farms and dairies up the 
creeks. It is dairying country, although it is stony just 
where you see it from the road, 





Edward James Doust, farmer and grazier, Nullamanna, 
sworn, and examined :— 


a 

347. Mr. Burke.] In which direction from Swanvale is 
your holding ?—12 miles north-west. J have 2,300 acres, 
and have been in the district twenty-five years. I have 
been on my present property five years. I have worked 
on all the stations within a radius of 50 miles of Swanvale. 
I am running sheep and growing corn, wheat, lucerne, and 
potatoes. My lucerne land is as good as any in the dis- 
trict, although when you get down on to the river flats 
near Inverell it is better. I can cultivate as much as 400 
acres for lucerne in small areas. On King’s Plains and 
Newstead there are also areas suitable for lucerne. 

348. If the railway were built do you think the larger 
stations would be subdivided?—There is every probability 
of that. I suppose two-thirds of King’s Plains is suitable 
for cultivation. 

349. Have you heard any of the owners of the large 
estates express a willingness to subdivide their land ?’—No. 

350. In which direction does you trade go?—Inverell 
and Sydney. 

351. None to Queensland ?—No. 

352. Would your wheat go to Sydney?—When I could 
not find a local market. If the railway were built it would 
go to Glen Innes and south. 

353. Why do you support a coastal connection with the 
tableland2—Because we would have a closer market. At 
present we have to send our produce 510 miles to Sydney. 
To the coast would be much shorter, 

354. What would you send to the North Coast ?—Fat 
stock and other produce. 

355. Would there be a big interchange of traffic ?—Yes. 

356. What is your opinioin of the alternative route from 
Guyra to Inverell ?—Along that route only small areas are 
suitable for agriculture. It is mostly hilly country, suit- 
able only for grazing. I do not think you would find a 
100-acre farm on the holdings. One farmer within the 
influence of the proposed line has about 300 acres of 
potato land, and has made up to £30 per acre on it. 

357. Would you say the district is suitable for fruit- 
growing ’—Yes. 

358. Would traffic which now goes to Inverell go to Glen 
Tnnes if the line were built ?—Yes, wool would be sent via 
Glen Innes. 

359. Probably trade that goes towards Sydney would, 
with the construction of the railway, be diverted to Queens- 
land; would that loss be made up?!—Yes, I should think so. 
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360. Mr. Doe.| What does it cost you to cart wheat to 
Inverell ’—1s, 9d. a bag; last year 1s. 6d. 

061. What would it cost you by rail?—38d. a bag or less. 

362. For what can lucerne be produced here per ton in a 
normal season ?—£2. 

863. Could you supply lucerne on the North Coast in a 
dry season at £5 per ton ?’—Yese, delivered on the coast. I 
got 30 tons off a small patch of 10 aeres, which is not 
irrigated. More dairying would be done if the railway 
were constructed. There are a number of dairy farms in 
the district, but they are too far away to cart cream to a 
factory. 

364. Would potato-growing prove more profitable than 
wheat-farming over a big area ?—Yes. 

365. Mr. Drummond.| What proportion of the King’s 
Plains estate is suitable for agriculture (—Probably 16,000 
acres, half of the total area. 


Norman Charles Bucknell, grazier, Newstead North, 

sworn, and examined :— 

366. Mr. Travers.] What is the area of your property 2— 
24,000 acres. Here you are in the middle of it. You first 
enter it about 5 miles back along the road. 

367. What are you doing on it?—Practically all grazing. 
I have several share-farmers on akout 1,000 acres. 

368. low many sheep to the acre do you carry ?—About 
a sheep to the acre, besides 500 to 1,000 head of cattle. My 
return is 27,000 sheep for the last five years. 

369. Are you engaged in agriculture?—I grow a bit of 
lucerne and some stuff around the head station. My share- 
farmers are growing wheat and a bit of corn. 

370, Have you grown any wheat yourself ?—The year 
before last I had 300 acres, but it was such an enormous 
job, and there was so much trouble, that I decided not to 
grow any more on my own account. The reason I let my 
Jand on the shares was because I considered it not right 
to have a lot of good land lying idle. 

371. What has been your yield?—The last eight seasons 
have been so bad that the yields have been small. In 
normal years the return would be at least 20 bushels. The 
year before last practically all my share-farmers averaged 
about 30 bushels. A lot of wheat was knocked down by 
hail. All the wheat harvested went to the mill at Inverell. 

372. How much of your land can be classed as agricul- 
tural?—95 per cent., as far as the soil is concerned, but a 
lot of it is stony and rocky. I believe 50 per cent. could 
be ploughed. There would be 20-acre blocks suitable for 
cultivation in between the stones. I suppose on my pro- 
perty you could not get one form of 150 acres -without 
some stones. There are stony outcrops all over it. 

373. Is that a reason why you have not gone in for 
wheat-growing?’—That is one reason, but the principle 
reason is that sheep have been such a good proposition. 

374. Do you fatten ?’—No, I breed sheep. My land is co 
well watered. 

375. Taking 10 miles of country on each side of the 
proposed line, and excluding that portion already served 
by: the Great Northern railway, and the Moree-Inverell 
railway, what percentage of the land is, in your opinion, 
suitable for agriculture?—About 75,000 acres would be 
suitable for the plough. 

376. Where would you expect greater settlement to take 
place—between Swanvale and Inverell, or between Swan- 
vale and Glen Innes?—Between Swanvale and Inverell the 
country is better. On the other side of the range they are 
served by the Northern railway. 

377. Do you agree with the evidence given that about 
490 acres in the district is a fair living area at mixed 
farming ?—I think less than that. 

378. What has been your wool output?—I shore 20,000 
sheep last year and got about 500 bales, It went to Sydney 
through Inverell, 
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379. How much did it cost you per ton to cart to In- 
verell?—£1 for 15 miles. 

880. Would that traffic be diverted to Glen Innes with 
the construction of the proposed line?—Yes, because the 
distance to Sydney is about 80 miles shorter by rail. 

381. Have you considered whether you would cut up your 
property if the proposed railway were built ?—I would have 
very great pleasure in having it cut up. I should be 
pleased for the Government to take it or the bulk of it. { 
would sell 14,000 acres of it now. 

352 What is an average size farm on your property ?— 
From 300 to 400 acres. At the top end from 500 to 600 acres 
would be required. Some of those farms are worth £10 
per acre and some £5. The 400-acre blocks would be worth 
from £9 to £10 per acre. 

383. Can you compare the country between Glen Innes 
and Inverell with that between Guyra and Inverell ?—The 
land along the former route is a long way better for agri- 
culture. A direct connection with the North Coast would 
be the making of Inverell. Sheep and wheat from this 
district have to go to Sydney, 500 miles, and then to Graf- 
ton by steamer. Flour is the same. We could supply 
150,000 people in the big serub districts above Lismore 
with mutton and wheat. A lot of lucerne would go there 
too. 

384. Apart from a coastal connection would a line be- 
tween Glen Innes and Inverell place you in a better posi- 
tion ’—Yes. 

385. Do you consider the railway would stimulate trade 
relations between the Glen Innes-Inverell district and 
Queensland ’—Very little, because anything we grow here 
can be grown on the Darling Downs. 

386. Mr. Drummond.| Do you consider that the railway 
would cause a serious diversion of business on the Morce 
line?—No, not very much. Inverell would send produce 
this way because the distance to market would be shorter. 
With the railway there would be enormous development in 
this district. The line would carry thousands of people. 
This morning I sent 300 cattle to the coast. I am about 
to send 3,000 sheep down. I have to give the drover £17 
a week to take each lot. There would be a big stock traffic 
on the line towards the coast. 





Thomas Edwin Pigott, farmer and grazier, Sapphire, near 
Inverell, sworn, and examined :— 

387. Mr. Drummond.| Have you resided long in the dis- 
trict ?—Nine years. I hold 771 acres. 

388. Do you agree that 400 acres in this district is a 
living area?’—400 acres of agricultural land is sufficient. 

389. How far have you to haul produce?—18 miles. On 
a small place such as mine you would grow, with the rail- 
way, potatoes and onions, and you could go in fer dairy- 
ing. In 1921 I had 80 acres under wheat and got 300 bags. 
I am putting in 45 acres this year. I generally agree with 
the evidence of the previous witnesses. 


John Henry Courtney, farmer and grazier, Swanvale, 

sworn, and examined :— 

390. Mr. Doe.| What is the area of your holding ?—900 
acres. I grow wheat, corn, and run sheep. I ecuitivate 
about 100 acres. The balance of my land is too hilly for 
agriculture. I run 1,000 sheep and my land will carry 
over one sheep to the acre. J send my produce to Glen 
Innes. 

891. In the surrounding country what is a living area? 
—From 300 to 400 acres would be rather a good ene. 

392. What is your average wheat yield?@—From eight to 
ten bags to the acre. I use no manure. 
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Witnesses— J. H. Courtney, 23 May, and B. M. Wade, 24 May, 1923. 
393. Do you do any fallowing?—I plough twice a year 
and crop my land annually. My father worked the same 
land forty-five years ago, and it has been cropped ever since. 
394. Docs it show any deterioration in yield ?—Only in 


ee 


396. What value do you attach to holdings such as yours 
where one-ninth is cultivable?—From £3 10s. to £4 10s. per 
acre for grazing land, and from £6 to £7 per acre for agri- 
cultural land. 
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bad seasons. 
395. Is there much country similar to yours in the dis- 
trict ?—Most of the agricultural land has been taken up by 


397. Mr. Drummond.| Docs practically all your produce 
go to Glen Innes ?—Yes. 
398. From where would farmers cart towards Inverell ’— 


large landholders. J got my land from the Government. Anywhere from here down. 
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(The Committee met in the Municipal Council Chambers, Inverell). 
Present: — 


The Hon. W. T. DICK (CHatrman), 
it The Hon. Jonn Travers. | Wittum Cameron, Esq. 
if) The Hon. Ropert Manony. 3RIAN JAMES Dok, Esa. 
Ke Francis Micusart Burke, Esa. | 
By Y 


Davip Henry Drummonp, Esa. 
The Committee proceeded to further consider the expediency of constructing a line of Railway from Glen Innes to 
Inverell. 
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Benjamin Martin Wade, alderman, and builder, contrac- 
tor, and saw-miller, Inverell, sworn, and examined :— 


splintery. Hardwood will compete with pine over the 
present routes, when pine reaches 33s. per 100 for rough. 
It will reach that price next year or the year after. During 
the war, Sydney builders became aware of the qualities of 
cypress pine, with the result that two-thirds of the out- 
put of cypress pine is going to Sydney markets to-day. If 
seasonable conditions had not reduced building over the 
west during the last eight years, cypress pine would have 
been cut out by now. While I had a mill at Bolivia I paid 
in freights from there from 1st September, 1920, to 30th 
June, 1922, £678; or from ist September, 1920, to 30th 
December, 1921, £501. Timber cost too much to land 
here, so I had to sell the mill. Flad there been rail con- 
nection with the Northern line I could have kept the mill 
going and increased its size, and freights would have been 
approximately £270 in that time. Jf I had had the out- 
put and spent a small amount on the road over Mount 
Speribo I could have reduced the landed cost of timber 
materially, and thus reduced the cost of building here. I 
consider hardwood can be delivered here, if a connection 
is made, for about 25s. per 100. Assuming this to be 
correct, and the proposed connection is made, I estimate 
159 tons of timber per week will come to Inverell and the 
north-west. The north-west is on the verge of a timber 
famine, and in view of that fact Inverell should be con- 
nected with the Northern line. Most of the hardwood 
forests are nearest the line between Guyra and Tenter 
field. If this connection is not made all the hardwood wiil 
have to be hauled over Ben Lomond through Werris Creek 
to Inverell. 

400. What price do logal builders pay for oregon landed 
here ?—Approximately 42s. per 100 super. feet. Mard- 
wood costs 29s. to dls. 


399. Chairman.| [ave you prepared a statement regard- 
ing the proposed railway ?—Yes, it is as follows:—I am 
chairman of the Railway League Committee. 
mittee as a body have decided to advocate for a connection 
with the Northern line, leaving the point of connection to 
the departmental engineer, our object being to secure an 
outlet to our natural markets. I am a saw-miller and 
timber merchant, brickmaker, builder and contractor, and 
have been in business for eighteen years. Good hardwood 
is unobtainable this side of the Northern line, supplies 
having been cut out, and the present timber is not 
matured. At present hardwood has to be carted across via 
Glen Innes or else railed round through Werris Creek. 
The latter way is slightly cheaper. Cypress pine is near- 
ing extinction. Owing to unfavourable seasons very little 
building has been done in Inverell and west of Inverell for 
the last eight years, hence arrears of work are accumulat- 
ing. After a couple of good seasons, and this work is 
started, hardwood will have to be obtained. I owned a 
saw-mill out from Bolivia until last year. There are mil- 
lions of feet of timber of all classes there. It cost me 20s. 
per 100 super. to put hardwood on rail Bolivia, and from 
9s. to 11s. per 100 to bring to Inverell by rail through 
Werris Creek. If a line were connected with the Northern 
line, either at Deepwater, Glen Innes, or Guyra, it would 
cost 8s. 3d., 3s. 6d., and 4s. 6d. per 100 at present rates. 
Richmond River pine should be largely used here, but 
owing to carriage it is cheaper to use oregon. What we 
use now comes from Jillarney and Neweastle. There are 
large supplies at Bunalbo and Sandilands. It is cheaper 
to eart from these places to Tenterfield than Casino, where 
it presently goes, because it would not have to be carted 
over the mountain at Sandilands. From Killarney to 
Inverell, via Werris Creek, is 583 miles. If rail connec- 
tion were made at Glen Innes it would be 205 miles. 
Banalbo to Inverell, via Werris Creek, is 518 miles, vit 
Glen Innes 130 miles. This timber now goes via Byron 
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401. Is much oregon brought here for building purposes ? 
—Not just now, but in the past there was. For cottage- 
building pretty well all cypress pine is used. For shop- 
building one-third oregon, one-third hardwood, and one- 
third cypress pine would be used. 

402. Wiould the building of the proposed railway lead. to 


3ay to Neweastle, thence to Inverell, a distance of 841 
miles. As all our doors, mouldings, and internal fittings 
could be made of Richmond River pine it will be seen 
what a difference in building costs there would be by a 
connection with the Northern line. <A line connected with 
the main line it would pay to re-establish a mill, say, at 


an inerease in colonial hardwood trade in the district ?— 
Yes. At present scarcely any hardwood is used here 
except on special jobs. If the railway were constructed 
more hardwood would be used. 


403. Would it mean a reduction in the use of oregon 
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and in cypress pine? 
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Bolivia, or many other places along the Northern line. 
Local cypress pine is getting very searce and hard to 
procure, and is bound to rise in price. If hardwood 
could be landed at a reasonable rate it would mean that 
eypress pine could be conserved for linings and floorings, 
for which it is unsurpassed in Australia, being ant, borer, 
and vermin proof, durable, gives off at all times a healthy, 
sweet odour, does not readily take dry rot, and is not 


404. Mr. Burke.| At present oregon is cheaper than 
hardwood ?—Not for joinery work. We should use Rich- 
mond River pine if we could get it direct by rail. The 
eartage on it is prohibitive. 
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405. Mr. Doe.| Would a connection with Glen Innes be 
preferable to one with Guyra from a timber-cutting stand- 
point?—I do not think it would make much difference. 
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There is good hardwood all along the road. A great deal 
depends on whether we could get Richmond River pine. 
A line from Tenterfield to Casino would enable us to eat 
timber supplies. If only one line is to be construeted J 
suppose it is a matter for the engincers to determine 
which is the easiest and best route. 


Lance Bereford Peacock, forest guard, Inverell, sworh, 
and examined ;— 


406. Mr. Cameron.| Have you prepared your evidence in 
writing ?—Yes, I have a statement, as follows:—I wish to 
give evidence on the timber question as it affects the case 
for railway communication between Inverell and the 
tablelands. Supplies of milling and splitting timber are 
now practically exhausted within distances at which they 
can be profitably drawn to areas which would-be served by 
a railway from Inverell to a point north of Guyra, and 
only very small supplies are available alone the Guyra- 
Tnverell route. There are 6,167 acres of permanent hard- 
wood forest reservation within the limit of profitable 
haulage from Inverell at the present time, but if a railway 
were built from Inverell to Guyra this would be increased 
to 14,167 acres. About half of this contains timber of 
species which could be described as first class, and the 
balance inferior species such as New England blackbutt 
(4. andrewsit), and in addition there is 6.750 acres perman- 
ently reserved under cypress pine. The matured timber 
upon the State forests mentioned is now practically eut 
out, and | estimate that a period of about twenty years 
must elapse before any considerable quantity of matured 
hardwood or cypress pine will again be available, and even 
then the supply as compared to the probable demand will 
be trifling. The chief value of our local hardwood forests 
now lies in their supplies of pole timber for mining and 
other purposes, and I think the demand for such, should 
a revival in the mining industry occur, will effectually 
prever™ the maturing of the different species of hardwood 
to milling or splitting sizes. In addition to the State 
forests, large areas not under such reservation in the 
Tingha district carry very valuable hardwood forests, but 
these cannot be depended upon to relieve the situation, as 
under the Mining Act any person—not necessarily a 
miner—who cares to obtain a miner’s right at a fee of 
5s. per annum, is authorised to strip bark, and cut down 
and waste timber for his own use without other restriction 
than that it be for his own use, and under cover of this 
privilege the waste of timber is appalling, and it is mainly 
due to this legalised abuse that the cost of mining timber 
in this district is almost prohibitive, and matured hard- 
wood for milling and mining purposes is practically un- 
procurable. For the purposes of this inquiry, its most 
important feature is that it will effectually put many 
thousands of acres of stringybark forest outside considera- 
tion as a future source of timber supply owing to the fact 
that as soon as a sapling is large enough to supply a sheet 
of bark it is generally stripped and destroyed, so very few 
reach maturity. I have endeavoured to show that we can- 
not reasonably expect to supply our own district timber 
requirements from our own forests, and the questions that 
now arise are: (1) What are these requirements likely 
to be? (2) Whence can they be supplied? It is almost 
impossible to answer the first question, but I can perhaps 
give an inadequate idea-of what they may be by stating 
that the area situated for mixed farming between Waterloo 
and a few miles east of Warialda is reliably estimated at 
960,000 acres, and if this were subdivided into farms of 
approximately an average area of 400 acres, and each farm 
subdivided into four paddocks, 28,800,000 super feet of 
timber would be required for buildings, 21,120,000 split 
posts, 316,800,000 super feet for fencing (which would 
require renewing at intervals of about thirty years), and 
about 6,813,000 lineal feet of round timber would be 
required for yards, in addition to which huge quantities 
of timber would be required for culverts, bridges, tele- 
phones and telegraph poles and for many other unspecified 
7 2605—D 
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Witnesses--B. M. Wade, and L. B. Peaccek, 24 May, 1923. 


purposes. Of course, in many instances one fence would 
serve as a common boundary, but this would be offset by 
lanes and roads within the blocks requiring double fences, 
and the fact that a four-paddock subdivision is a modest 
estimate. Towns included within the area would reduce 
the number of farms, but their requirements would swell 
the timber consumption figures. The town of Inverell 
consumes about 6,000 tons of fuel timber annually, and a 
great deal of this must shortly be transported here by rail. 
Whence can our timber requirements be supplied permits 
of only one answer, which is, mainly from east of the table- 
lands. A very small and decreasing quantity of timber 
is available for the use of the district from sources west 
of the Dividing Range, and the main factors which prevent 
a very large timber trade between this centre and 
the eastern watersheds are cost of haulage per road or 
rail via Werris Creek from the tablelands, and the general 
stagnation and decay of rural industries in the north-west, 
with a consequent financial stringency which we believe 
to be transient, and not normal, but which has the effect 
of causing the settlers to carry on with rotting and inade- 
quate buildings, and decaying or falling fences, because 
they cannot at present replace them or erect additions. 
Shire authorities are in the same predicament regarding 
culverts, &e., and after maintaining present work have 
little funds for new ones. We believe railway communi- 
cation with our natural markets will promote closer settle- 
ment and prosperity, and with these the demand for uses 
of timber in this district must be enormous, and most of 
the timber we would use must be hauled along the railway 
we now ask for. As evidence of the amount of timber 
necessary to mining, JT might state that during the year 
1913 six of the principal local dredges consumed 600 dredge 
legs and 3,682 stays, representing 4,282 separate trees: and 
eight mines (= seven deep leads and one lode formation) 
consumed 66,600 lineal feet of round timber and 25,955 
laths; the consumption during this year was below normal. 
During a period of three years the principal locai mine 
working on lode formation consumed 364,802 lineal feet 
of round timber, 620,139 split laths, and 26,599 cords of 
fuel, the total amount paid out by the mine for the pur- 
chase of that timber being £19,999. 

407. Is there a good supply of timber on the north- 
western slopes?’—There is a certain quantity there, but it 
would be too expensive to transport it by team. <A great 
deal of timber could be obtained on the tablelands. Road 
transport makes all the difference. There is good timber 
to be obtained, but as it is too far from the railway it does 
not pay to exploit the forests. Matured cypress pine has 
been practically cut out in the near districts. 

408. Could you draw supplies from the Pillaga scrub ?— 
I understand the supplies there are not very great. Cypress 
pine grows very slowly. I estimate that it grows in cir- 
cumference one-half ineh per annum. A fair milling log 
is between sixty and seventy years old. 

409. Mr. Doe.| What do fencing posts cost here ?— 
Average sized hardwood posts, £5 5s. per 100 landed in 
Inverell. Ironbark posts eost about £8 per 100. 

410. lave cement posts been made in the district ?—No. 
Most of our district is basalt soil, which after a period 
would cause swelling, and the posts would fall over. ° Even 
hardwood is inclined to fall over in places. The expense 
of cement posts would be very great, and I believe they 
would be unsuitable in the farming portion of this district. 

411. Is there any blackbutt between Guyra and Invere!l / 
—Yes, Nucalyptus Andrewsit, which is different from. the 
coastal blackbutt, Hucalyptus Pilularis. In the Tingha 
district there are 15,000 to 20,000 aeres suitable for growing 
conifers. Jf that timber were grown there would be a soft- 
wood supply for the north-west. Pinus insignis, which 
grows in that district, is suitable for butter boxes, but it 
takes twenty-eight years to mature into a fairly thick log. 

412. Does the possession of a miner’s right give a man 
the right to go practically anywhere and destroy the 
timber ?—Yes, it gives him carte blanche to go where he 
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Witness—B. C. Besley, 24 May, 1923. 


Brian Charles Besley, grazier, near Inverell, sworn and 
examined. 

413. Mr. Doe.| I understand you have a considerable 
mining experience ?—Yes, I have been a mine manager for 
many years. I lived at Howell, and for seven years was 
general manager and chairman of directors of the board 
which controlled the mine there. There is one level 400 feet 
deep at one end and 800 feet deep at the other end, the 
length the mine is opened up being 6,000 feet. It has 
been proved to be a big and payable mine. For many 
years we had great difficulty in treating the ore, because 
it was very complex. We used to sell copper, silver, tin, 
lead, and arsenic. ‘The mine, if started again, would 
employ at least 300 men. The ore has to be treated on 
the mine. You cannot send it to any other works, 
because it is too complex. A piece of our ore the size of 
an inkstand may contain fifteen different metals. We sold 
bullion the last two and matte worth £50,000 a year the 
mine worked. We treated about 70 tons a day of crude 
ore. All that was wanted to make the concern a success 
was a railway to Inverell or direct means of getting 
to the coast. At that time we shipped nearly all 
our metal to Germany. We spent many thousands of 
pounds. Germany paid us a better price than we could 
get anywhere else. The main thing now is that there is a 
very large quantity of ore in the mine, but with the 
present rate of wages and the absence of railway com- 
munication it does not pay to work it. If we had reason- 
able transport facilities there would be traffic to and from 
the mine in coke, bullion, matte, and arsenic to the extent 
of 10,000 tons a year. We used to make 8 tons of arsenic a 
day. The railway would make mining a booming in- 
dustry. The mine would last for 100 years. Mr, Pitman 
and other authorities say that it is a true fissure lode. 
I have proved it for 6,000 feet and to a depth of 800 feet, 
and it is only reasonable to suppose that it runs on. We 
used 40 cords of wood, of about 13 tons, a day. For the last 
two years we worked on a small scale, and paid out £1,200 
a week in wages. The lode shows an even grade of ore 
right through. The lode is in granite country. The value 
of the ore would be roughly £7 per ton. We paid every 
man on the mine 2s. a day over the award rates, but they 
earned it by contract. 

414. How much country did you hold for mining?— 
About 420 acres. 

415. Can you give the Committee an idea of the value 
of the body of ore?—One would be safe in estimating it 
as a £7 proposition for crude ore to the ton. 

416. Is the mine still working ?—It is only just dodging 
along sufficient to carry out labour conditions. It requires 
a new plant, which would cost £30,000. About £10,000 
working capital would also be necessary. It would take 
£50,000 or £60,000 to start the mine going again, There 
is no plant there now, the mine being only working in a 
erude way. Developments at the south end have proved 
richer. About 250 feet is the deepest we have gone, and 
at the bottom the assay is good. 

417. Is there any wood suitable for underground work 
handy to the mine?—No, the nearest is 12 to 13 miles 
away. If the railway were constructed we could get it 
from the Guyra slopes. 

418. If you had direct communication with the coast 
would you run your bullion over the railway and ship 
it at a port on the North Coast ?—Yes, and copper ore and 
arsenic. 

419. I take it you favour the Guyra-Inverell proposal /— 
Yes, from a mining point of view, but any railway from 
Inverell to connect direct with the coast would benefit us 
tremendously. We have to send our stuff 500 miles to 
Sydney, and we have to pay storage in the warehouses. 
Sydney is too congested for anything on a big scale, the 
eost of handling and other charges on big parcels being 





excessive. 
420. How many men have you employed on the mine 
now ?’—About six, But about 1911 I had 600 there for a 


long time. We closed down in 1913, when I had 300. A 
gentleman representing an English firm asked if they 
could get a coneession to run a narrow-gauge railway from 
the mine to Inverell. The Howell mine is not the only 
line of lode in the district. There are several lodes which 
would pay to work, but it is a.complex proposition. 
With the construction of the railway five or six mines in 
the Tingha district would start work. The other mines 
have not been developed sufficiently to determine whether 
they are going to be big things. There is no mine in 
Australia like the Conrad for quantity. It is a true 
fissure lode running across granite country. 

421. How far is the Conrad mine from Tingha?—About 
12 miles. 

422. What would be the position of Tingha if a railway 
were constructed from Glen Innes to Inverell?—It would 
benefit Tingha a little. 

423. Mr. Travers.| From a mining standpoint, would a 
line from Glen Innes to Inverell place you in a much 
better position than you are in to-day?’—Yes. Coke takes 
a long time to reach us by rail. The trucks were shunted 
on to a side line, and sometimes we did not get it for a 
fortnight. ma ean Y 

424. What relief would a direct line to the North 
Coast give you’—lIt would give us direct shipment over- 
sea. There would be no storage charges and no extra 
handling in Sydney. We should ship at Coff’s Harbour. 

425. You would have storage and handling charges 
wherever you went?—Yes, but nothing approaching that 
in Sydney. 

426. I suppose the price of metal is almost as im- 
portant a factor in working a mine profitably as railway 
communication ’—Yes, but cheap freight means that you 
ean sell at a lower price. If I got £1 per ton off 10,000 
tons it would mean £10,000 profit. ; 

427. What is the lowest price of silver at which you 
could afford to reopen the mine?’—About 2s. 3d. avith a 
railway. 

428. Mr. Burke.| What is the average daily output of 
your mine?—About 70 tons of ore a day. 





429. How many men would that keep going?—You 
would require from 250 to 300 to keep the water-jacket 
furnace mill and mine going. 

430. As far as direct communication with the coast is 
concerned, I take it you are not particular which way the 
line goes?—That is so, except that the Guyra-Inverell 
proposal would suit the mining industry better. 

431. Chairman.] Do you expect large oversea steamers 
to go to Coff’s Harbour and take your loading if the pro- 
posed line is constructed?—Not for a while, I suppose. 
It would be a matter of time. 

432. Mr. Cameron.| Have you considered the possibility 
of shipping your output at Neweastle?—We did go into 
that once or twice. Germany wanted our output and we 
shipped direct. 

433. Are not the shipping facilities at Newcastle in- 
finitely better than anything Coff’s Harbour could offer 
for many years to come’—Yes, I suppose so. 





434. Mr. Drummond.| Is the backward tendency of 
mining in this district due to unstable conditions or be- 
cause, exclusive of your own mine, the field has been 
worked out ?—Mr. Hughes’s Act has killed mining during 
the past five years. I refer to the War Precautions Act, 
which has been a curse to the mining industry. (Metals 
exchange). It has done more to kill small mines in 
Australia than anything else. 

435. Have you reason to believe that the base metal 
industry will improve in the near future /—Yes, there will 
be a big impetus in the mining industry. 





436. Do you consider that the tin-mining industry of 
Tingha is worked out, or is the present slump in tin 
responsible for the cessation of operations there?—The 
country around Tingha has only been gseratched. There 
are years and years of mining in the Tingha district. 
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Witnesses—W. H. Seccombe, G, T. T. Butler, and W. A, Kook; 24 May, 1923. 


William Henry Seceombe, retired farmer, Rosehil!, 
Inverell, sworn, and examined :— 


437, Mr. Burke.| Will you read your statement ?—Yes, 
it is as follows:—Over 10,000,000 feet of timber was 
shipped from Coff’s Harbour last year. Most of that was 
hauled from Dorrigo. A great deal of that timber is used 
in this town and district, but it has to go nearly 300 miles 
to Sydney, then 500 miles up here. Almost every kind of 
softwood, including pine, beech, and molly gum, can be 
obtained. Splendid hardwood from Dorrigo through Guy 
Fawkes towards Guyra could be had, whieh would be a 
great asset to this district. There is potato and general 
farming land from Dorrigo through to Guy Fawkes. In 
1918 and 1919 I paid up to £28 for wheaten and oaten 
chaff, the local value here, I understand, being about £13. 
Lucerne, chaff, and hay was also a fearful price. It was 
not bought by the bag. I often bought 3 and 4 tons at 
atime. It was common for teamsters and dairymen to do 
that through drought times, and always through the 
winter. Paspalum grass goes off about May and is the 
principal grass grown from the Nambucea River to Tweed 
Heads. It means four or five months’ heavy feeding every 


winter. We could be connected with the coast in about . 


150 or 180 miles. When I arrived here last November 
twelve months the lucerne patches were looking splendid. 
Maize will yield up to 50 or 60 bushels a year here. This 
district will also grow oats, wheat, and barley. 

438. Which, in your opinion, is the better route to the 
Great Northern Railway ?—I understand that Inverell is 
willing to leave it to the experts to decide, but no doubt 
the shortest and cheapest route would be to Guyra. 
The land from Glen Innes to Inverell is the better for 
agricultural purposes, but there is good fruit land from 
Inverell to Guyra. From Guyra through to Kbor and in 
the Guy Fawkes district there is some excellent land. 
From what I know of the country I would say that the 
Guyra route is the best. A great deal of timber is 
required in this district, and the Dorrigo scrub could 
supply pine, beech, molly gum, which is equal to beech, 
and other serub woods. Hardwood is also required. 

439. Would a railway from Glen Innes to Inverell give 
an impetus to lucerne-growing ?—Much of that country is 
suitable for lucerne. 

440. Mr. Doe.| Is there a demand for lucerne in the 
upper parts of the North Coast ?—Yes. 


441. Why does not Grafton supply that district with 
lucerne ?—Because other crops pay better. 


442. Is Grafton good lucerne country ?—I came from 
the Macleay River, and I would not call it good lucerne 
land. 


George Thankful Thomas Butler, mixed farmer, Ormond 
Vale, near Inverell, sworn, and examined :— 


443. Mr. Mahony.| For how many years have you been 
farming in this district?—About sixty years farming and 
grazing. L first saw Inverell in 1861, when it wag a sheep 
and cattle run, and the only eultivation carried on then was 
confined to small farmers in the populated areas. After 
mining commenced to dwindle the farmers did not grow 
so much. We are really only 400 miles from Sydney, yet 
the railway is 500 miles long. The freight is crushing. I 
put in a lot of lucerne and went in for fat lamb-raising, 
and we grew a bit of produce. I used to pay £8 15s. per 
load to send lambs to Sydney, and the cost now is 
£15 2s. 6d. I cannot stand the freight and the taxation. 
There is really no profit, and I am now 78 years of age. 
I hold 688 acres and have one son and two daughters, my 
wife being dead, and I am no better off than I was as a 
younger man. 


444, Which would be the most suitable line from 
Inverell to the tablelands?—The country between Inverell 
and Glen Innes is rich basalt, and between Inverell and 
Guyra it is granite. I should say a line from Inverell to 
Glen Innes is the most suitable. 


445: How would you suggest that a connection should 
be made with the Great Northern Line and the North 
Coast —Via Tenterfield and Casino. From Tabulam there 
is splendid agricultural country suitable for dairying and 
farming right into Casino. If we had that connection we 
could get to Casino in about 210 miles from Inverell, The 
Richmond, Clarence, and Tweed districts must have a 
population of over 96,000. On the North Coast they grow 
no fruit worth speaking of. With the railway there would 
be a big trade in fruit. They would consume 17,000 tons 
of wheat and 255,000 sheep a year. 

446. Has the price of land in this district increased ? 
Slightly. Lambs which I have sent to Sydney have lost 
as much as 10 Ib. in weight after two days and two nights 
in the trucks, so I gave it up. My lucerne is still grow- 
ing. I have an frrigation plant which cost me £400. Bris- 
bane is a market for our chaff. The land on Waterloo, 
Newstead, and King’s Plains is first-class. I managed 
King’s Plains estate for ten years, and I believe if it were 
cut into 400-acre blocks it would provide living areas for 
many farmers. To carry over to Guyra and north to Ten- 
terfield is not a good proposition. To Glen Innes and then 
north and south is the economical way. Our nearest coal 
mine south is at Curlewis. - Distances are as follows :— 


From Ashford to Glen Innes, via Inverell  ... 85 miles, 
ae a Tenterfield » Ee 0 Ste lar 
Ff - Guyra 33 ee P12 
i FF Armidale +5 pe LAG, 

», Curlewis Coal-mine to Glen Innes eee LOS ess 
$3 73 Ph Tenterfield ee PPh re 
a A ny Guyra ee LO Lae oe 
a fr = Armidale ia Go eae 


William August Kook, farmer and grazier, near Inverell, 
sworn, and examined :— 


447, Mr, Drummond.| What area do you hold?—I have 
about 600 acres about 4 miles from Inverell. J have pre- 
pared the following statement :—I consider there are close 
on a million acres suitable for wheat, maize, oats, barley, 
and other cereal crops, also lucerne, which are affected by 
rail connection with the northern system and the coast. I 
should say there are not much more than 100,000 acres 
under crop. With proper access to our natural markets 
we could treble the area sown each year. Naturally, this 
is an enormous loss to the district. The whole of the 
area sown in normal seasons would yield about seven bags 
per acre of wheat. Of maize, the average would be about 
40 bushels. Oats and malting barley also do very well 
and give yields up to 60 bushels per acre. About half of 
the area could be classed as suitable for maize and a much 
larger area could be found for wheat, oats, barley, and 
other cereal crops. Wheat is chiefly grown for hay and 
chaff, and 2 tons per acre is quite a common return. By 
a connection with the coast an enormous impetus would 
be given to mining, and would be passed on to the chaff 
and fodder industry. We used to sell about 100 tons of 
chaff every year when the mines were working, but in 
normal seasons, without the aid of the mines, chaff is a 
drug on the market. With an outlet to the coast we 
should be able to market enormous quantities of wheaten 
chaff, also lucerne chaff and hay, as well as other fod- 
ders. Practically the whole of the area will grow lucerne. 
About one-half could be classed as good lucerne land. In 
normal seasons we got three or four cuts, each cut going 
from 10 ewt. to a ton per acre. In some cases on very 
good soil it would go more. We should find a ready market 
for a large quantity of lucerne on the coast, as generally 
we could make a much primer sample than they can on 
the coastal areas. The reasons are that the growth here is 
not quite so rank owing to lesser rainfall. We get much 
more favourable weather for curing the hay. With an 
outlet to the coast we could also consider the fat lamb 
industry. At present, to truck dumb animals round by 
Moree should be made a criminal action, as the journey 
is absolutely cruel, and quite prohibitive in the warmer 
weather. When we have fats to truck we have to wait till 
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Witnesses—W. A. Kook and J. Ditzell, 24 May, 1923. 


the cool weather comes, or stand a chance of losing large 
numbers owing to the severe heat on the Moree line. I 
am sure that is the reason why so few lambs are reared 
for market purposes. That applies to all stock, and anyone 
trucking in the warmer months. should be prosecuted for 
cruelty to dumb animals. The Glen Innes route is suit- 
able for wheat, maize, lucerne, and other cereal crops. The 
Guyra route is suitable for fruit, potatoes, onions, oats, and 
all kinds of vegetables, being adapted to intense culture. 


Trials with tobacco have proved a suecess on this soil. 1 - 


am of opinion that both flax and cotton will be largely 
grown here in the future, as experiments have proved up 
to expectation where weather conditious have been favour 
able. Under adverse conditions quite a number of orchar- 
dists are making good. Tons of fruit that eould be trucked 
to the coast are allowed to rot each year. Fruit-growing 
in this district would become a live industry if the 
growers were sure of an outlet for their surplus fruit. 
There are thousands of aeres along the Guyra route suit- 
ab!e for fruit and vegetables. We can grow magnificent 
chaff in this district, and we could send fine lucerne to 
the coast. I never saw better lucerne than that which has 
becn growing here for twelve years. We have grown flax 
fcr two seasons, and I think flax will become an important 
industry here. Cotton has also been successfully grown in 
the district. If we had a reasonable outlet we could truck 
hundreds of cases of fruit to the North Coast. 

448. Mr. Drummond.| What particular connection with 
the coast have you in mind?—To my mind any connec- 
tion with the North Coast would benefit us. We want to 
do away with the dead ends. 

449. What do you estimate is the loss on fat lambs in 
travelling them from Inverell to Sydney ’—5 or 6 Ib. via 
Moree. 

450. If the railway were built would there be an outlet 
for your fat lambs on the coast?—I think so. Why not 
have abattoirs there to treat fat lambs? There is an 
enormous market on the coast for mutton and lambs for 
local consumption, and they could be exported. 

451. Do you consider that the whole of the Inverell 
district could grow lucerne ?—Yes, even on the ridges. It 
grows well in granite soil. 

452. Is much lucerne hay made there?—Very little. 
The farmers want educating up to it. Proper markets 
would give that industry a big impetus. There is not 
much sale here for lucerne chaff or lucerne hay, but there 
would be a ready sale for it out Moree way. I am certain 
we could market a very large quantity of produce on the 
North Coast. We used to have a big trade at the door. 

453. Is any fruit grown in Inverell?—Yes; one man I 
know has 12 or 15 acres, and is making money out of it. 
His market at present is chiefly around Tingha. We 
should be able to send our produce away in refrigerating 
cars to the northern rivers. Uf we could do that we would 
find a big market. 

154. Mr. Doe.| The North Coast people believe that 
paspalum is not a properly balanced ration, and they would 
be prepared to buy from you lucerne delivered on the 
North Coast;—at what price could you send it there? 
If we could get £4 10s. a ton for lucerne hay we should 
be on a good wicket. 





455. Mr. Cameron. | IIave you ever sent lambs to the 
Aberdeen Meat Works, within 250 miles of Sydney ?—No, 
I do not know that they have gone there. 

156. Is not the fat lamb market governed by the export 
trade?—I would not truck fat lambs to Sydney from 
Moree in hot weather, as I consider it is inhuman. 





John Ditzell, farmer, near Inverell, sworn and examined :—- 

457. Mr. Travers.] What is the area of your property ?— 
230 acres. I grow chiefly maize and wheat. TI have pre- 
pared the following statement:—I am a native of the 
district, and, with the exception of eleven years, have 
followed farming pursuits all my life. My land is typical 
of thousands of acres throughout the district, and, though 






















































































most of it has been under cultivation for half a century 
or more, it still yields good average crops. With proper 
farming land of this description can be maintained in a 
highly fertile condition indefinitely. All cereals crops can 
be successfully grown, but wheat, maize, and hay crops 
predominate, Lucerne also does well. The wheats pro- 
duced are of good milling quality, consequently we need 
have no fear of competition in the open market for our 
flour. In supporting a connection with the northern 
railway system, and thence to the coast, I would strongly 
emphasise the fact that, if our agitation bears fruit, we 
can supply all the wheat and flour that the people of New 
England and the coast from Kempsey to the Queensland 
border require, together with all the fodder they want, 
provided freights are reasonable. The coast population 
in the area mentioned is approximately 120,000, and 
reckoning the flour requirements per head per year as 
equivalent to 5 bushels of wheat, it means 600,000 bushels 
or 16,000 tons. From Armidale to Tenterfield we have 
30,000 inhabitants who grow practically no wheat, and 
whom we could supply. They need 4,000 tons of wheat. 
Queensland does not always produce enough for her own 
people, and there, too, would be an opportunity for us. 
Thousands of tons of chaff and lucerne hay could be 
placed on the coast. A farmer in this district could have 
sold 100 tons of lucerne hay at £6 per ton on trucks 
to the North Coast agent a year ago, but as the cost of 
conveying it to its destination was prohibitive no sale was 
made. Mining always played an important part in the 
prosperity of this district, and railway facilities would 
have a very material effect for good on that industry. 
The linking up of this important centre with the coast 
would result in great progress and prosperity. 

458. Have you any choice of the two proposals to con- 
nect Inverell with the tableland?—No, although possibly 
the Inverell-Glen Innes connection is the better one. 


459. How would you describe the country as far as 
Swandale?—In the Swanbrook valley there is some very 
good farming land; that includes Swanoak and portion 
of Newstead, down to Elsmore and Inverell. In the 
Swanbreok valley a fair amount of wheat is grown. 





460. Is much wheat grown 10 miles east of Inverell in 
the vicinity of the proposed railway ?—Yes, on the main 
Glen Innes road there is a fair amount. 

461. Is much grown north-west of Inverell, in the direc- 
tion of your own property /—Yes. 

462. Is the country further north and north-west of 
Inverell better for wheat-growing than the land between 
Inverell and Swanvale?—Not better, but there are greater 
areas. In 10,000 acres the percentage of wheat land would 
be greater. 

463. What area would be required for wheat-growing 
between Inverell and Swanvale?7—From 200 to 500 acres, 
and for grazing from 700 to 800 acres. 





464, Is the wheat grown in the direction of Swanvale as 
good a wheat as that produced in your district and further 
west and north-west ‘—Yes, I think so; the soil is much the 
same, ‘ 

465. Is wheat grown in the black soil country as good 
as that produced on the red soil ?—Yes. 

466. Do you look upon a railway from Glen Innes to 
Inverell largely as a developmental line ?—Yes. 

467. Would a good deal of the produce grown in the 
district between Inverell and Moree find its way over the 
Inverell-Glen Innes railway to Queensland ?—Yes, I think 
a good deal would. 

468. It would give you the choice of another market in 
Queensland /—Yes. : 

469. Do you consider that a railway from Inverell to 
Glen Innes is complementary to a connection between the 
tablelands and the North Coast?—I have an open mind 
on that question. No doubt it would enable another 
market to be opened up. Personally I would prefer a line 
from Inverell to Guyra, but I do not press that on the 















Committee. A line from Guyra to the coast would give 
us the option of sending our produce north or south. The 
following agricultural statisties are for the police patrol 
district of Inverell :— 


YEAR ENDED 30TH JUNE, 1922. 





ee ee ees 
Inverell 
Potice District. 


Inverell Police 


Cultivation. Patrol District. 


Total area cultivated ............acres| 36,603 70,383 
WHO GTC 4 yee. cor nated. caltes Rael 17,753 40,405 
SMM GILL ators ces cites as ose bushels 204,957 459,954 
MSI OVADOG .cbecciviisieeir totterscs acres| 8,295 Tasos 
pee yield s.seeee. DUShels! 146,594 224.088 
OGMEPIF TAIN ATOAS.,...0ebs. carve se acres 1,419 1,926 
HMay—Area cut— 
Wheaten, oaten, and barley ,, O,24 7) al 7,909 
MCRTNG reo tect dasoutcrac ants 1,96L 3,246 








470. To what districts do those figures approximately 
apply —Torrington, Deepwater, Emmaville, Tingha, Ash- 
ford, Kinestown, Howell, and Delunera. 

471. What would be the general average over a period 
of five years?—F rom 12 to 15 bushels. If we capture the 
markets we ean produce the wheat. 

472. At what distance from rail does it pay to grow 
wheat ’—Some growers are carting 20 miles, at a cost of 








Is. 3d. per bag. 

473. Can it be produced profitably at that distance ?’— 
At 5s. a bushel it ean. 

474. Would a railway from Glen Innes to Inverell 
stimulate wheat production in the district/—Yes, if we 
eaptured the market. 

475. Mr. Doe.| I understand you have been farming 
for many years;—have you been cultivating the same land 
all the time without giving it a rest?—Well, it might be 
thrown out occasionally. I have used no artificial manure, 
nor have any of the other settlers immediately around 
me. 

476. Mr. Burke.] What does it eost you per bushel to 
send wheat to Sydney ?—Sixpence. ° 

477. Is it worked on the zone or the mileage system ?— 
On the flat-rate system. 





John Lyall, farmer and grazier, near Inverell, sworn, 

and examined :— 

478. Chatrman.| You have a statement to read ?—Yes, 
as follows:—I desire to point out the difficulties of 
farmers in this district, situated without railway com- 
munication with our natural markets. These disad- 
vantages would be overcome by an efficient service, and 
the prospects ef the district would be 100 per cent. 
brighter. Wheat, which is our main crop, grows to per- 
fection in this district. At present it costs 6d. per 
bushel freight to send it to Sydney. This charge, for 
want of competition, is imposed whether sold to the 
local mill or not. If we had railway connection with 
the coast not only should we save in freight, but we 
would have a better market, and it would benefit the 
people here. More maize is grown here than any other 
part of the State. Being of much better quality than 
that grown on the coast, there is a bigger demand for 
it in the eastern districts. Oats is a very heavy yielder 
in the district, but not profitable if same has to be sent 
to Sydney to compete with southern grown oats, which 
is of better quality. With less freight and a good de- 
mand for oats on the coast larger crops would most 
assuredly be grown. The Inverell district is a very 
strong hay centre. Heavy crops being the rule. As 
evidence of the value of the district for hay, I was in- 
formed by Mr. Staggs, of Inverell, that when the mines 
were in operation at Howell, he used to cut up to 1,500 
tons of chaff in a year. He was only one of many with 
chafi-cutters on contract with the farmers. Now the 
mines have closed he does not cut more than 100 tons. 
If a railway line existed to the coast this chaff industry 
would not be lost, as at present, and there would be a 
much greater quantity grown, The district is eminently 


‘erow wheat ?—About 4s. 
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adapted to lucerne-growing, but practically no lucerne 
Is grown except for grazing purposes. It is out of the 
question to send lucerne to Sydney costing 30s. per ton 
freight, and having to compete with Hunter River 
lueerne. There are thousands of acres of heavy black 
coil in the district really being wasted. There is no 
better lucerne land in the State. A thriving industry is 
latent for want of a market. Regarding machinery, a 
header costs £15 freight to land in Inverell from Syd- 
ney. Oil, farm and station supplies, costs Is, 1d. per 
gallon freight. This expense could be greatly reduced 
if machinery, when imported, could be landed on the 
seaboard direct and railed straight acress, then the 
farmer would show a profit for his labour instead of con- 
tinally workine on an overdraft, as is the case with the 
large majority of farmers to-day. The district is really 
in its virgin state, and for mixed farming there is no 
better. lor the want cf an access to our natural markets, 
and the expense of sending our produce to Sydney, a lot 
of good farming land is lying idle. I have a lease on 
which there are 300 acres of the best lucerne land being 
erazed; I am at a loss having to graze same. I few 
months ago I had 100 cattle quite fat enough to be railed 
te the seaboard but not prime enough to send to Syd- 
ney with the ruling prices and cost of trucking. The 
result is that they have lost condition, and may die 
during winter. This is not only a loss to me, but to 
the State. By having an cutlet to our natural markets 
that land, and thousands of acres in the district, would 
be put to more profitable use by the owner, which, in 
turn, would bring more revenue to the State. As a 
returned soldier, the question ef defence strikes me 
very foreibly. In the event of an attack troops inland 
could be quickly transported to any point where de- 
sired, and as quickness of action is one of the main 
factors in successful military operations, railway con- 
nection with the coast is a matter of urgent necessity. 

479. You maintain that as far as lucerne hay and 
Sydney is not a_ satisfactory 
market 7—That is so. You have to pay 30s. a ton freight 
on hay to Sydney. The freight on maize is also too 
high. If we had a cross-country line we could get rid 
of our maize much more easily. The freight to Svdney 
is 6d. a bushel. It costs 1s. 3d. a bag to get wheat to 
the station. Wheat grown in New England is not as 
eood as wheat grown here, and there is a big demand 
for wheat in New England and on the North Coast. We 
supply the market along the northern line. Once you 
eet over the range the wheat is not so good. 


maize are concerned, 


480. Have you in mind any particular port on the 
north coast for the shipment of your produce cver-seas ! 
—No, I suppose Coff’s Harbour would be the best place. 
Thousands of acres of agricultural land now lying idle 
would be cultivated if the railway were built. 

481. How 
acres. 

82. Do you make that pay ?—Yes. 


much land are you cultivating ?—350 


483. Why could you not make 6C9 acres pay ?—I should 
have to put ancther man on. At present I can work the 
land myself. We sell cur wheat to the local mill, but 
there 1s only one here. 

484. What dces it cost you toe transport your wheat 
from the paddock to Sydney ?—Generally the tcamsters 
work by a contract. 

485. Is the cost of eetting wheat to market a serious 
handicap ?—Yes. 

4854. At what price per bushel does it pay you to 

{ 

486. What is your average yield 1—’or five years, 21 
bushels. I do not grow much maize, but maize has 
yi Ided, over five vears, about 28 bushels. 

487. What does your lucerne yicld in a normal sea- 
son ?—I grow enough only for my own use. In a year [| 
would take off about 2 tons to the acre. 

488. Mr. Burke.| How far is your place from the rail- 
W ay 7, miles along a heavy black soil road. 
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Witnesses—J. Lyall, T. H. Kook, and A. BE. Sweaney, 24 May, 1923. : 


489. Have you worked out what it costs you to pro- 
duce wheat?!—Only at the end of the year, when I 
find out how much money I have in the bank. 

490. Have you been in Sydney during the year ?—Yes, 
I have, but I cashed my gratuity bond. I have been 
twelve years in the district, but was at the war for four 
years. J] have been on my present holding three years. 

491. Have you got out of the ruck?—Yes. We had 
good prices for our wheat. I do not grow wheat on the 
heavy black soil. That is more suitable for lucerne. 
I would cultivate 650 acres if we had the railway. 

492, I suppose your objective is the coast ?—Yes, the 
more markets you have the better prices you get. No 
more pools for me. 

493. Do I understand that the farmers in this dis- 
trict are mostly living on overdrafts ?!—Yes, I think the 
majority are. A line to the coast would help the farmers 
very much. 

494-5. Is Inverell in a better position than Glen Innes? 
—Well, they can send their produce north and south by 
train. We have the land which Glen Innes has not. 
They cannot grow wheat like Inverell can. 

496. Do you know of many farmers in this district. who 
are in a state of semi-bankruptey /—Yes. 

467. You are not ‘in that position?—No, I have not 
had time yet. So far I have done well, but wheat has 
done it. In some wet years we cannot grow wheat for 
grain, 

498. Mr. Doe.| To whom do you sell your wheat ?—It 
was sold in the voluntary pool last time. 

499. Mr. Drummond.| Do you consider that the ques- 
tion of freights to Sydney is the most important factor, 
or is it the matter of another market ?—The market is 
most important. Freight even to Svdney does no stop 
us from growing wheat. 

500, Mr. Cameron.| Is not the wheat market governed 
almost entirely by oversea prices !—No, because we might 
sell on the coast. 

501. Wheat is grown profitably at Ungarie and at 
Wyalong just as far from Sydney as you are ?—Yes, but 
farming out there is a different proposition. A farmer 
out there with 600 acres could probably grow wheat on 
every acre. It is not likely that wheat would go past 
Sydney to the north coast when we could supply that 
district. 

502. Do you believe you could compete with the west 
and south-western wheat districts, and that you could 
supply wheat cheaper to the north coast 7—Yes. 





Theodore Herman Kook, farmer and grazier, near Inverell, 
sworn, and examined :— 

503. Mr. Travers.|. Have your prepared a statement ?— 
Yes, it reads as follows:—I have for the past ten years 
been growing and experimenting with vegetable crops such 
as tomatoes, cauliflowers, green peas, cucumbers, pumpkins, 
marrows, water and rock melons, French beans, and onions. 
These are the varieties I handle for the best returns, but 
almost any vegetable crop thrives well in this district. 
There is at present a very limited market for these pro- 
ducts, and when there is a glut in any one of these crops 
there is no get away for the surplus, which means loss to 
the growers. If we were connected by rail with the 
Northern line the difficulty of placing products would be 
largely overcome, as a grower could then send his products 
north or south to whichever market offered the best induce- 
ment. I pay 2s. per bushel case to the Northern line by 
motor, which is hard to both grower and consumer. I 
might also mention that as our district is six weeks earlier 
than the tablelands, there is a ready market there for early 
vegetable crops such as those mentioned. JT have kept a 
record of many crops grown on granite sandy soil, of which 
we have in this district thousands of acres, superior to 
that on which I am producing my crops. The following 
extracts are from my record book and show what returns 
‘an be had from crops in this district:—Tomato Sales, 
1918.—F rom 38,500 vines there were harvested 280 bushel 
cases of tomatoes, the weight being 6 tons 7 ewt. This 


crop was sold in the early market at 16s. per casé, or about 
4d. per lb., the gross return being £227 7s, 6d., and a net 
return of £200 per acre. Cucumber Sales, 1918.—F rom less 
than 4 acre of land there were harvested 150 bushel cases 
of cucumbers. The crop was sold in the early market and 
averaged ils. per case, the return for the crop being 
£82 12s. Pumpkin Sales, 1919—From 9 acres of land 404 
dozen pumpkins were harvested, and sold at the rate of 
1d. per Ib., making an average of 8s. per dozen or there- 
abouts, the gross return being £151 16s., or a return of 
£16 15s. 6d. per acre. Green Peas, 1920.—From 1 acre of 
green peas 323 kerosene tins of peas were harvested. 
These were sold in the early market at the rate of 34d. per 
lb., weight being 5,814 lb., gross return £88 8s.; 1s. per 
tin of 18 lb. was paid for the pulling of the crop—£16 3s.— 
leaving net return of £72 5s. per acre. Cauliflowers, 1922. 
—From 1 acre of land on or about 4,000 cauliflowers were 
sold, giving a return of £156 12s. 9d. Shop trade, Inverell, 
1920, vegetables only.—Proceeds paid into the bank, 
£361 12s. 9d. Proceeds banked, £406 19s. 2d. Vegetables 
only.—These returns are the extract of bank dockets and 
are correct. 

504. Do you support the proposed railway from Glen 
Innes to Inverell?’—Not particularly. I want to see econ- 
structed a railway to the main Northern line. 

505. Is mest of what you produce consumed locally ?— 
Yes, because freight charges to the Northern line of 2s. 
per bushel case is too high, especially for tomatoes. A 
railway would make a great difference to me. If many 
more farmers went in for the same lines as J do there 
would be no sale for our produce under present conditions. 

506. Do you send any of your produce to Moree?—Not 
a great deal. JI would expect a new market on the table- 
lands if the proposed railway were constructed. 


Armand Edmund Sweaney, manager, Co-operative Butter 
and Bacon Factory, Inverell, sworn, and examined :— 


507. Mr. Mahony.| Where is your main market ’—We 
do an export trade. I have prepared the following state- 
ment :—The dairying industry in this district dates back 
to 1901, practically from the inception of closer settlement. 
For a large number of years progress was slow, probably 
owing to our isolation making us more or less conservative 
and unknown, and also to the great versatility of the 
district, which, unlike most, gives settlers a wide choice 
in their calling. With the influx of coastal settlers in 
recent years skilled in dairy work, the industry has received 
a considerable impetus, and is steadily developing on 
sound lines notwithstanding dry spells. As a matter of 
fact, these partial droughts have played a big part in 
proving the economic advantages of the industry in the 
district. The mixed farmer and agriculturist have on 
many occasions “saved their bacon” by turning crop 
failures into butter successes per medium of the dairy cow, 
and there is no disputing the fact that the district is 
essentially suitable for butter and bacon production. The 
periodically recurring dry spells can be more than counter- 
balanced by the facilities offered for the growing and 
conservation of fodder crops. The richness of extensive 
areas easily accessible to cultivation, the great variety of 
artificial fodder crops that can be produced, viz., lucerne, 
maize, sorghums, millets, pumpkins, and principal cereals 
such as wheats, oats, barleys, and ryes, together with the 
wealth of natural grasses and herbage, give greater selec- 
tion than any other dairying district in the State. The 
climate facilitates the conservation of fodders by the 
cheapest possible methods, viz., pitting as silage and stack- 
ing as hay. With these natural advantages, giyen reason- 
able means of transport, Inverell district could produce 
and eonserve fodder of the highest nutritive value in the 
lightest portable condition, and with little Government 
assistance could form a large part of the State’s insurance 
against drought. It is doubtful whether any district in 
the State contains such vast areas of lucerne land, and 
there is certainly none richer. Proof of this can be found 
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Witnesses— A. E, Sweaney, 24 May, and R. J. P. Higgins, 25 May, 1928. 


in the Government Gazette. The agricultural inspector’s 
report showed that after several years of field experiments, 
with and without fertilisers, the soil was sufficiently rich, 
and did not require the addition of fertilisers. The records 
of our co-operative company show that for the first ten 
years 4884 tons of butter were produced, the value of 
which was £47,827 0d. 9d. For the next.ten year period 
ended June, 1922, which included the big drought, 2,185 { 
tons were produced, realising £239,136 3s. Sd., an increase 
of approximately 400 per cent. During the latter ten 
years bacon curing has been engaged in, and 16,504 pigs 
have been treated, realising: £62,221 15s. 1d. Adding the 
returns for both departments, the total sales for the ten 
years amounted to £301,357 18s. 9d. Taking any one year’s 
results in the company’s history, that ended June, 1922, 
has been the most successful, the turnover amounting to 
£51,703 5s. 2d. for butter and bacon. The largest year’s 
butter output was 250 tons, and the largest number of pigs 
treated in any one year was 3,400. Our isolation through 
want of railway connection with the main Northern line 
is the industry’s drawback. Our products suffer material 
deterioration every summer through having to withstand 
the excessive heat in transit over the North-west Plains. 
Repeatedly our butter is reported to be running from the 
boxes on arrival in Neweastle or Sydney. Likewise our 
bacon is appreciably affected by the heat, and decreased in 
celling value. We certainly have the alternative of sending 
in refrigerator cars per goods trains, but our experience 
has proved that consigning per the faster service is prefer- 
able. The other method takes several days longer in 
transit, and seriously taints the flavour of.the butter by 
the stuffy, mouldy odour which develops in the ear through 
being shut up in a heated condition. The first day’s 
journey to Moree exhausts the ice. We have only to take 
a two hours’ trip over the 42 mile route to Glen Innes to 
find that butter manufactured during the day is placed 
on the evening train and has to withstand only a cool 
night’s transit to the same markets. The committee know- 
ing the extremely perishable nature of our products, will 


readily realise the handicaps placed on the industry by the 
present transport system. Through the want of railway 
connection, we are denied a very valuable local market, 
which geographically belongs to us, viz., Tenterfield to 
Werris Creek, for our bacon products. To reach these 
markets by rail requires travelling 480 miles, whereas with 
connection we could reach them in 100 miles. Our dis- 
ability in this regard allows Queensland factories to supply 
these valuable markets. By several times winning the 
Commonwealth District Trophy Competition at the Royal 
Sydney Show, the wonderful resources of this district were 
widely advertised, but this advertisement is greatly dis- 
counted when prospective settlers view our isolation, Many 
valuable dairy-farming families have migrated from the 
North Coast into Queensland who would have been 
attracted to this district but for our want of direct railway 
connection with the Main Northern line. If the proposed 
railway were built we should escape the heat in transit 
over the north-west plains in summer—lI believe the Glen 
Innes route would facilitate dairying operations because of 
the better land there. 

508-9. Do you look further than the main line for your 
market /—Yes, we believe that the industry will progress 
to such an extent that we shall largely increase our export 
trade. We are looking forward to a coastal connection. 

510. Mr. Drummond.| We have a good deal of evidence 
that fodder from the tablelands and west is needed on the 
coast at different periods/—My experience on the North 
Coast was that every winter we required fodder. The 
paspalum does not grow well after the frosts until the 
spring. It is not a balanced ration. 

511. As some of the richest land in New South Wales is 
on the North Coast why cannot the North Coast farmers 
grow their own fodder supplies /—Lucerne requires lime in 
the soil, and that is lacking in the lucerne land on the 
North Coast. 

512. As a butter factory manager and dairy expert, where 
vould you say the best undeveloped land lies east of the 
main northern line?—The whole of it is good country. 





FRIDAY, 25 MAY, 1923. 


[The Committee met in the Council Chambers, Inverell. | 


Present: — 
The Hon. W. T. DICK (CHaAtrMay). 


The Hon. Joun TRAVERS. 
The Hon. Ropert Mauony. 
Francis MicHarL Burke, Esa. 





WittraM Cameron, Esa. 
Brian JAMES Dor, Ese. 
Davip Henry DrummMonp, Esq. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Glen Innes to 
Inverell. 


Robert John Polk Higgins, farmer and grazier, near 
Inverell, sworn, and examined :— 

513. Chairman.| Have you a statement to read ’?—Yes, as 
follows:—I have been resident in this district about 
seventeen years. I know the proposed railway routes 
inverell-Guyra and Inverell-Glen Innes. I am a member 
of the Inverell Pastures Protection Board and of the Mac- 
Intyre Shire Council. I produce the stock returns for the 
district from 1916 to 1922 as follows :— 


a ET SLT TED 











| 
Year. Horses. Cattle. Sheep. 

he oe 11,934 11,908 583,983 
eee }2.320 27.641 | 585,759 
1) Fs eee }2 467 31,687 | 625,147 
a. kes CAs 9 597 25,615 413 961 
1 ee ee 8,837 26,005 | 482,886 
Ht) eee Seat th 9,410 30 693 459,807 
i (ah 9,448 30,272 513,255 








In 1921 there were railed from the Inverell district, ex- 
elusive of what may have been railed from Barraba and 
(xlen Innes, from properties more conveniently situated to 


those railway stations, 30,657 sheep for metropolitan 
slaughter. Upon these sheep there was a loss in weight of 
183,942 Ib. and in money of £2,299. That is taking the 
loss in weight at 6 lb. per sheep and the lost value at 
3d. per Ib—an annual toll extracted from the sheep- 
growers of this district as a sacrifice to the centralisation 
of the meat industry. The wool production can be taken 
at 9,996 bales, the value of which, at a conservative esti- 
mate, is £199,920. Crown lands to the south and south-east 
of Inverell embrace about 80,000 acres, of which about 
20,000 acres are forest reserves. Of these lands there are 
probably 10.000 acres fit for agriculture. The grazing 
lands, though frequently classed as “ poor,” responds very 
readily to the axe. Land that fifteen years ago was con- 
sidered fully stocked when running a beast to 30 acres, is 
now, under improved conditions, 7.e., ringbarking, serub- 
bing, and subdividing, carrying a sheep to the acre and 
over. To the south of the proposed jine from Inverell to 
Glen Innes there is an area of approximately 20,090 acres 
of Crown lands. This is rough in parts, but perhaps half 
that area would be good grazing land if improved. Upon 
both proposed routes the travelling stock reserves and 
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Witness—R. J. P. Higgins, 25 May, 1922, 


camping reserves have been eurtailed to a minimum. The 
Whole of the Crown lands, except the rocky hills, grow 
excellent fruit and vegetables. I advocate a connection 
with the northern line from a grazier’s view, for the tol- 
lowing reasons:—It would cut out a long distance in the 
journey to Flemington. It would do away with a lot of 
the loss caused by the long, hot trip round by Moree. It 
would enable us to land sheep at Flemington without the 
sap being wasted. It would give the consumer a tender 
and better class of mutton. It would give us a second 
market in Brisbane. It would lessen the mileage, and so 
cheapen the rate on stock to market. The reduc ‘ed mileage 
would also cheapen the freight upon the goods from Syd- 
ney. It is the first step towards opening up onr natural 
market on the North Coast, where there is already a mar- 
ket for most of the commodities we produce. They grow 
neither wheat nor mutton; all they consume has to come 
from Sydney, some 500 miles, while we who are only 150 
miles away cannot supply them. <A connection with- the 
tableland would enable stock-owners in the west and north- 
west to get their starving stock on to relief country. It 
would enable stockmen along the North Coast to get a 
market for their male calves instead of killing them, be- 
cause land is too dear in those districts and holdings too 
small to rear them. 

514. What are the limits of that arca?—In the Inverell 
Pastures Protection District-it extends to Ashford, Gra- 
mam, and Delungra east to the foot of the range and south 
to near Tingha. The loss is most serious in suminer; due 
to sheep having to travel over the hot piains, as the result 
of which much of the sap in the meat is lost. Recently, 
we had to shift two train-loads of stock from the western 
district, via Werris Creek to the tablelands. We lost 630, 
which were store sheep, and. mostly ewes. 

515. I gather that you not only want a connection with 
the great northern line, but also a costal connection ?— 
Yes, a connection from Guyra down. 


516. Mr. Travers.| By how much would a railway from 
Inverell to Glen Innes shorten the rail distance -e to Sydney ? 
—Not a very great deal, but it would cut out travelling 
through the heat of the plains. A connection between 
Inverell and Guyra would materially shorten the distance. 
It would obviate the lone train journey to Sydney via 
Moree. 

517. Would the construction of a railway from Inverell 
to Guyra or from Inverell to Glen Innes cause eattle to £0 
to Queensland ?—Oceasioinally, because the Brisbane mar- 
ket is at times better than the Sydney market. J] eet quite 
as good, and sometimes better, results in Brisbane than in 
Sydney. 

518. Would not a good deal of trade be diverted to Bria- 
bane ?—Dead trade, like wool, might go there, but a good 
deal of live stock and farm produce would be divertetd to 
Toowoomba and Ipswich. 


519. Would the proposed ‘railway be of any use to people 
north of Inverell, around Ashford and Bonshaw?—Yes, 
they truck both cattle and sheep to this district, and the 
same thing applies to them in regard to the trucking of 
sheep over the hot plains in summer. There is a coal-field 
in the district which would supply preity well the whole 
of this part of the State with coal. Limestone can also be 
obtained in the district. 


520. I presume you look upon a line from the main 
northern line to the coast as complementary to a connec- 
tion between Inverell and the great northern railway ?— 


I do. 

521. Mr. Cameron.| Do. you anticipate that you would 
get more fer your produce on the North Coast than at 
Flemington?—Under present conditions they have to be 
sent via Sydney to Grafton and © asino. If the railway 
were constructed it would be a matter of 50-50. Lambs 
have lost 15 1b. in weight in being sent to Casino. 

522. Have you ever made use of the lamb market ?—Yes, 
you often get better prices in Maitland than you do in 
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Sydney, but it is a very tricky market. You have only to 
keep the Newcastle butchers away and the Maitland market 
is in the air. 

523. Would not more people be supplied from the Mait- 
Jand market than from a North Coast market ?—Y es, but 
the Maitland market is in touch with the whole of the 
west. 

524. Do you consider the market for your fat stock is 
better on the North Coast than at Maitland ‘—Yes, for 
sheep it is more stable—not for cattle. 

525. Have you ever considered the bringing of carcases 
from Sydney in the cold storage vessels that carry butter; 
would not that militate against a good market on the 
North Coast’—There are facilities for them to do that if 
they want to, but they have never done it. They prefer 
to truck from 'this district to Sydney and then send by 
boat. 

626. Mr. Burke.| Are stock from this district sent by 
road to the North Coast?—Very seldom; some would go 
via Tenterfield and some via Glen Innes. 

527. You referred to a number of sheep being sent away 
by truck;—how many were there?—6,700. There is no 
land between Inverell and Glen Innes that will produce 
the quantity of fruit and vegetables that the land along 
a line from Inverell to Guyra would produce. Good straw- 
berries can be grown there, too. 

528. The trend of evidence seems to be in favour of the 
Inverell-Glen Innes route?—Yes, from an agricultural 
standpoint, but there is a large area of Crown jand avail- 
able south-east of Inverell, 

Mr, Mahony. Is the district between Inverell and 
Glen Innes suitable for mining?—Yes; in the vicinity of 
both the proposed routes mining is going on. Large 
mineral deposits at Ellesmore have been worked in the 
past, and will be worked again with railway facilities. 
On the Guyra-Inverell route there is an immense area of 
mineral-bearing country, and if a railway were constructed 
one of the largest mines in the State would start work. 
be iat is the Conrad mine, near Howell. 


Mr, Doe.| What area of land do you hold?—About 
eae acres here. I have some elsewhere, 





531. Cannot something be done to. promote country 
killing and the sending of chilled meat to Sydney for 
disposal’—While there are so many vested interests, and 
the abattoirs and allied works are at Flemington, I do not 
think there is the slightest chance of it. 

532. Ig there anything to prevent graziers onzanising 
so as to send their meat to Sydney ?—There is no law to 
prevent it, but there are vested interests which, when 
works were established at Werris Creck, G unnedah, and 
Narrabri, absolutely crucified them. Only recently a man 
came here and gave us a demonstration of the “Bullot” 
process of preserving meat. Ife treated meat and kept it 
for a fortnight, and invited us to partake of it. You could 
not have got better meat. That man has now gone to 
America with his process because Sydney turned it down. 

533..The reason was that the Board of Health was 
Antal whether meat treated in that way was digestible 
and healthful?—That may be so. Where you can put eight 
or nine live stock in a truck you could put forty or fifty 
frozen carcases, 

d34. Mr. Drummond.| Do you consider that the estimate 
of the district surveyor of Armidale, that there are about 
20,000 acres of cultivable land within the influence of 
railway from ‘Glen Innes to Inverell, is correct?—The 
district surveyor should know, but I think he has under- 
estimated the area. There are 10,000 acres of valuable 
Crown land that have never been seratched between Kan- 
garoo Camp and Wandsworth. ta is suitable for wheat, 
corn, fruit, and vegetable growir, 

535. What would your Sues outlet be for produce 
and stock-—Brisbane or the North Coast?—The coastal 
mirket. There are 150,000 people on the North Coast 
hungry for mutton, wheat, and flour. That is our market, 
because they cannot grow those commodities. 
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536. In what area are those 150,000 people?—From 
Coffs Harbour to Glenreagh and from Acacia Creek to 
the ocean, 

537. If you had to pay practically the same freight to 
deliver your stock to Murwillumbah or to Lismore as you 
have to deliver it in Sydney, do you consider you would 
still be on a better wicket?—Yes, because the grower 
bears the burden of freight all the way, no matter where 
he goes. 

938. Mr. Cameron.| Would you say 9,996 bales of wool 
is the average yearly production for the last ten years ?— 
We run from 410,000 to 580,000 sheep per annum. The 
1921 return showed 499,000 sheep. 
over ten years or more. 
Crown land in the district. 


That is the average 
There are 1,600,000 acres of 





Herbert Thomas Hadley, managing director, Inverell 
Milling Co. Ltd., sworn and examined :— 


539. Mr. Doe.] Have you prepared a statement ?—Yes; 
it reads as follows:—I am strongly of opinion that if the 
Inverell district was connected with the North Coast by 
rail the local flour milling industry would be considerably 
extended. Under present conditions not nearly sufti- 
cient wheat is grown in this district to enable the local mill 
to work up to its full capacity. Practically all locally- 
grown wheat is sold to the Inverell Milling Co. Ltd., 
but the average annual loeal yield within the radius of 
20 miles for the past ten years amounts to only about 
70,000 bags. The mill is capable of gristing 135,000 bags 
per annum. With a railway from Inverell to the coast 
doubtless thousands more acres of good wheat land would 
be taken up and put under crop. Consequently much more 
wheat would be grown in the district, and instead of work- 
ing the mill one shift, with an occasional short run of two 
shifts, it would be possible to work three shifts through 
the year, thus proving employment to many more men. 
As the cost of production, while working full time, would 
be much less than under present conditions, the selling 
price of mill products would be reduced in proportion, and 
the whole community would be benefited. Under normal 
conditions, owing to the fact that this district is usually 
well supplied with natural grasses and herbage, there is 
only a comparatively small local demand for bran and 
pollard, and it is necessary for us to send more than half 
of our production of these commodities to Sydney for sale. 
That is not a paying proposition, as freight for such a 
long distance is very high. If Inverell were connected by 
rail with the North Coast our surplus offals would probably 
find a ready market there, as considerable quantities of 
bran and pollard would be required by the coastal farmers 
for feeding purposes. Similar remarks apply to surplus 
flour. Inverell wheat is noted for strength and quality, 
and flour made from it has an excellent reputation. T+ 
can always be sold in competition with any flour in the 
State. The Sydney Chamber of Commerce calls on us 
every year for an average sample of locally-grown wheat, 
for the purpose of fixing the fair average quality standard, 
and on all oceasions we find that the sample sent from 
Inverell is above the average fixed for the State, which 
shows that this district is very suitable for wheat-growing. 
Tf we had a railway direct to the coast we should have an 
outlet for our produce. Our surplus produce now goes to 
Sydney, and some of it to the northern line. 

540. Would you get better prices on the North Coast 
than in Sydney?—We should get better returns, and we 
should have an advantage in freight. I suppose prices 
would be about the same. If the proposed railway is con- 
structed I hope this distriet will be connected with the 
North Coast. 

541. What fuel do you use?—Coal; it is cheaper here 
than firewood, 

542. If the North Coast people used electrie power 
would it not give them an advantage over you?—No. The 
eost of fucl is a small item compared with the cost of 
production. The proportion is about one-tenth or one- 
twelfth. 
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543. Can you give the Committee some idea of the 
quantity of wheat grown in the vicinity of your mill’— 
About 70,000 bags per annum within a radius of 20 miles 
of the mill for the last ten years. If a line were opened 
ap to the coast more wheat would be grown here than the 
mill could use. We have other buyers here now. 

544. Mr. Drummond.| Is there much land in this dis- 
trict suitable for wheat-growing?—I understand there are 
many thousands of acres, 

545. The Committee recently recommended a railway 
from Camurra to Boggabilla;—would that line add to your 
wheat supplles’—No; the freight from Pallamallawa 
would be about 4d. a bushel to Inverell, which has to be 
added to the cost of production. To the seaboard it is a 
fraction over 6d. 

546. How far is Pallamallawa from Inverell ?—About 
60 or 80 miles—430 miles from the seaboard. 

547. Mr. Cameron.| Do I understand that not sufficient 
wheat is grown within 20 miles of your mill to keep it 
going to its full capacity ?—Yes. 





548. Could your mill absorb all the wheat grown within 
20 miles?—At present we absorb all the wheat grown 
suitable for milling, A little chickwheat may be sent to 
Sydney. 

549. Mr. Mahony.| It has been stated that wheat pro- 
duced in the Inverell police patrol district amounts to 
459,000 bushels?—Yes, within a radius of 20 miles of 
Inverell for the record season, 1920-21. 

550. What freight do you pay per ton on flour?—19s. 1d. 


Francis Alexander Lewin, fruit and produce merchant, 
Inverell, sworn, and examined :— 


551. Mr. Drummond.| Have you a statement prepared ? 
—Yes, it reads as follows:—I am a rfiember of the Inverell 
Railway League, and at present am in business as a fruit 
and produce merchant. J have had considerable experience 
in the growing and marketing of fruit. J claim that 
Inverell district is very suitable for fruit-growing. There 
is an immense area of good land suitable for the further 
extension of this industry, provided the proper railway 
facilities are available. The climate is also very suitable, 
and we claim this to be the only district in the State 
where cherries and oranges grow side by side. Most ot 
the fruit grown locally is marketed here and the towns 
of the north-western system. No good results have obtained 
by sending stone fruits or grapes to Sydney on account 
of the long journey, part of which is over the plains 
during the hottest periods of the year. Very few apples 
and pears are grown in the district, but they do well on 
the tablelands. Freight on fruit from the tablelands 
amounts to as much as getting fruit direct from Sydney. 
This district could send grapes and oranges to the table- 
land towns, and if the line were extended to the Northern 
Rivers grapes and stone fruits could be marketed, and an 
interchange of bananas and pineapples grown there could 
be made. In getting pineapples direct from Queensland 
it has often happened that freight exceeds cost of fruit. 
IT think whatever point tapped on the Northern system 
would benefit the fruit-growing industry, as it would give 
us our choice of north or south. As far as the coastal 
connection is concerned, I favour serving the greatest 
centres of population. 

CLASSIFICATION of fruits and areas required of suitable land in the 


district to enable a decent living to be made, 
a a SE a oes Aa 
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Witnesses—F. A. Lewin, T. J. Bowliog, and R. J. Doolin, 25 May 1923. 


These figures represent trees in full bearing. I recommend 
20 acres for cultivation and for crops, and 20 to 30 acres 
grass paddock to enable two horses and one cow to be run. 
These figures tend to show what a large population the 
fruit-growing industry will support on a small acreage, 
and I believe that with railway communication a big 
impetus will be given the industry. 

552. What has been your experience of this district 2— 
The place I was on was held by one family for thirty-five 
years, during which time we successfully carried on fruit- 
growing. I have never been off the place prior to 1917. 

553. Does the fruit land extend right to Guyra ?—No, 
not quite. Good fruit is grown between the half-way 
house and Glen Innes. The land between Inverell and 
Guyra is suitable for apples, pears, and grapes. 

554. What is the reason for the non-suceess of the 
soldiers’ settlement at Clinton?—There are a good many 
reasons. Incompetence is one. Men were put on the land 
who. did not understand the work. 

995. Could a man expert at orcharding make a good 
living at that in this district?-Yes, I am sure of it. The 
trouble is that gluts occur in stone fruit and grapes. You 
have only from one to three months in which to harvest 
your crop. The local market cannot absorb the stuff, and 
a big wastage takes place. With the railway the surplus 
could be marketed. We have a large area of land suitable 
for stone fruit and grapes. 

556. Are tropical fruits from the North Coast brought 
here /—Bananas and pineapples are brought to Tenterfield 
by motor lorries and come round by Werris Creek. It is 
cheaper to get bananas and pineapples direct from Sydney. 

557. What connection would be most suitable for this 
district ’—Kither would be beneficial. 

558. Mr. Cameron.| How long would it take an orchard 
in this district to become a paying concern ?—Stone fruit 
or vineyard, about three years. Oranges take longer, but 
you could grow crops in between your orange trecs, 

559. What does clearing cost in this district @—Fram Ma. 
to £5 10s. per acre, according to the class of country. 
Thomas John Bowling, grazier, Arrawatta, near Inverell, 

sworn, and examined :— 

560. Mr. Cameron.| What has been your experience in 
this district?—I have had twenty years’ experience of 
lucerne growing, and am satisfied that this district yields 
as good lucerne as any other part of the State. I have 
900 acres under lucerne, but marketing is the great diffi- 
culty. I am 10 miles from the railway. 

561. What is the cost of marketing ?—Fifteen shillings 
to the truck. I sell my lucerne as chaff. 

562. Where is your best market?—Inverell is the only 
market I have. It is impossible to send to Sydney ata 
profit. 

563. Is there any more land in your district that will 
grow lucerne ?—Thousands of acres. 

564. Which would be more profitable—growing lucerne 
for hay or using it on the hoof?—It is more profit- 
able to use it on the hoof at present, but it should not 
be so if we had facilities for marketing it. If the railway 
were constructed our distance to the coast would be reduced 
by 300 miles. 

565. For Hunter River grown lucerne there is water 
carriage to the North Coast?—Yes, we could compete with 
that, because land is so much cheaper here than it is on 
the Hunter. During the last three years a tremendous 
quantity of lucerne has been consumed on the North Coast 
which, with the railway, could have been delivered there 
profitably. 

566. I suppose a connection with the Main Northern line 
would give you access to the New England market /—Yes, 
and to the Brisbane market. 

567. Would the country from Inverell out towards Texas 
produce much lucerne ?—Yes, thousands of acres. Within 
a few miles of Inverell there are 60,000 acres suitable for 
lucerne growing. At present all we can do is to feed our 
lucerne to our stock. If does not pay to send it to market. 


568. Do you mean that lucerne will grow on this land 
without much rain?—It will grow to a certain extent on 
the flats without rain, but as a rule it is necessary to have 
rain. 

569. In drought it does not grow?—It will grow to ea 
certain extent in drought time, but you would not get a 
profitable cut. 

570. Will not standard lucerne land grow lucerne at all 
times #—I am very doubtful about that. There are many 
small areas in Australia which will grow lucerne in drought, 
but I have seen the Nemingha and Hunter River flats in 
dry times, and I believe lucerne will grow almost as well 
here in a dry time as it does there. There are little pockets 
that will grow lucerne in dry times. I have seen the 
Hunter in dry times when there has been no lucerne cut. 
For lucerne there must be lime in the goil. 

571. Which proposed route do you prefer ?—I prefer to 
leave it to the Committee. Any railway would be better 
than none. Some years ago I had to send some 400 head 
of cattle to the coast by way of Maitland and Tenterfield. 





572. Was not a considerable ‘area of land in the Arra- 
vatta district subdivided some few years ago and sold as 
farms?—Yes. On the whole, it was not altogether a 
success owing to dry seasons, but otherwise it has been 
alright. People there are making a living, and when the 
seasons change they will do remarkably well. 

578. Would you say that this district is suitable for 
dairying and agriculture?—I believe there is no better 
district, in spite of its present climatic condition. The 
last few years have been unusually bad. 

574. Why has farming failed at Arrawatta?—I would 
not say that it has failed, but the last three or four years 
have keen very strenuous. The seasons have been so bad. 
We have had 34 inches of rain since January. I made 300 
tons of lucerne hay on 900 acres. 

575. What is a reasonable living area in this district 
with the proposed railway ?—T wo hundred acres—100 acres 
of cultivated land and 100 acres of grazing land. That is 
as much as any family can do unless other labour is 
employed. 








Raymond John Doolin, auctioneer, Inverell, sworn, and 
examined :—-- 


ra 


576. Mr. Travers.| 1 understand you have a statement to 
read ?—Yes, as follows: ‘“‘ There are two proposed lines from 
Inverell to Glen Innes, a distance of 47 miles; Inverell to 
Guyra, 57 miles. From the Northern line three proposed 
routes—from Glen Innes to Grafton, 128 miles; from Glen 
Innes to Tenterfield by rail, now constructed, and then 
from Tenterfield to Casino, 85 miles; and from Guyra to 
Coff’s Harbour, via Dorrigo and Gletireagh, 184 miles. For 
years there wes a big difference of opinion in the district 
as to which way the railway should be built, but several 
years ago at the most representative railway conference 
ever held in the north-west, it was unanimously decided to 
leave the matter of route to the Publie Works Committee, 
and the two rival railway Jeagues—Inverell-Glen Innes, 
Inverell-Guyra—were disbanded. Since that date only one 
railway league has been formed, with a war ery of ‘ any 
line better than none.’ The same applies to the connec- 
tion from the tablelands with the coast, provided such 
connection is not further south than Guyra, to Coff’s Har- 
bour. Our railway league has arranged with witnesses to 
give evidence on the different products as grown in the 
district, so 1 intend dealing chiefly with the area as men- 
tioned above, but before passing to that I must express my 
opinion of the Inverell district regarding its capabilities 
of settlement and production. Situated, as we are, be- 
tween the tableland and the plains, we can produce any- 
thing that can be grown on the tablelands or the plains. 
We claim to have the advantages of both without the draw- 
backs. We miss the heat of the plains and the cold New 
England winters. The Department of Agriculture states 
that the Inverell district stands alone, and there is no other 
district in the State that can be classed with it, owing to 
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vast expanse of rich soils and the variety of the products 
grown successfully, such as wheat, maize, oats, barley, 
soudan grass, lucerne (thousands of tons of which are 
allowed to go to waste in good seasons owing to tie 
distance from market), potatoes, linseed, cotton, a great 
variety of fruits, including oranges and Gherties (the only 
district in the State which can produce the two crops to 
perfection). The district is first class for breeding and 
fattening sheep and cattle. The dairying industry will be 
one of the mainstays of the district within a few years. 
The soils that were analysed by F. B. Guthrie, F.C.S., are 
proved to be very rich and inexhaustible, Crops have been 
grown on the same land for over 40 years without manur- 
ing or fallowing, and on one farm purchased by a Victorian 
in this dry season 43 bushels of maize was harvested on 
land that had been cropped for about 40 years. The cli- 
mate is recognised as being a very healthy one, and with 
the railway many of the North Coast people will come and 
live in this climate. I doubt if there is any district in the 
State where so many large estates would be cut up for 
closer settlement once we get an outlet to our natural 
markets. There is no district where land can be purchased 
at such low prices, taking into consideration the quality, 
rainfall, and climate. During the past two years many 
settlers from all parts of the North Coast and from the 
South Coast have purchased land in this district, and 


number of Victorians have settled here from some of the 
richest districts in Victoria, such as Horsham, Colac, 


Cressey, Willaura, Warnambool, Goroke, Gippsland, Nati- 
muk, Kewell, and Sheep Hills. Many more settlers have 
visited the district, and should we get a railway to the 
coast, hundreds of Victorians with eapital will come this 
way. The Inverell district is splendidly situated for the 
settlement of people from overseas, owing to the mild and 
healthy climate and the district being so well suited for 
mixed farming. The Rural Industries Commission some 
years ago said the Inverell district was the most suitable 
in the State for mixed farming and for the settlement of 
English immigrants. It is not in the best interests of the 
State for three of its best districts, viz., the North Coast, 
the Tablelands, and the North-west Plains to be isolated 
from one another as at present. Now dealing with the 
larger areas, I intend to show from figures taken from the 
Government Statisticians’ returns, the Department of 
Lands, Railway Commissions, reports and other Govern- 
ment returns. Firstly allow me to say that it is not in the 
best of the State, for three of the best districts in 
the State, viz., the North Coast, the Tablelands, and the 


North West Plains, to be isolated from one another as at 
the present time. There is a community of interests 
between these people, and there is no reason why 


should not be allowed to trade together. Jn these 
centres there are about 295,000 A The trade that 
would immediately spring up would be wonderful. About 
600,000 bushels of wheat are required on the North Coast; 
they also require about 250,000 fat sheep per annum on 
the North Coast. To-day the farmer at, say, Inverell, has 
to rail his wheat 509 miles to Sydney, where it is ground 
into flour. Owing to the high freights it cannot be sent 
from here as flour. Then it has to ke sent 400 miles up the 
coast by boat. The same applies to fat sheep. I have seen 
fat sheep sold in the sale-yards at Tamworth, then trucked 
to Sydney and sold, and T have seen the same sheep come 
off the boat at Grafton. The loss of weight in the sheep 
is very considerable, to say nothing of cruelty to stock. | 
submit here the land revenue collections made within the 
1922 :—Arimidale, 


they 


abovement ioned areas 


for the vear 
£54,001; Bellingen, £26,229; Biniwara, £15 Tae Casino, 
£44,895; Glen hities, £19,384; Gratton, £36,309; Inverell, 
£43,248; Kempsey, £11,313; Lismore, £2 Sa Moree, 
£71,075; Murwillumbah, £18,989: Narrabri, £70,759; Tam- 
worth, £97,834; Tenterfield; £22.245: Walgett, £27,553; 
Walcha, £16,364; Warialda, £30.284; total, £422,426. This 


area represents seventeen districts out of ninety-two dis- 
tricts in the State, and pays £622,426 revenue out of a 
fotal of £2,061,272; equals 30 per cent. Land Board Dis- 
tricta.—Forest reserves (in eastern and central districts) : 


Deolin, 25 May, 1923. 


Witness RJ. 


246,892 acres; Iemp- 


Tamworth, 


This 
reserves of 1,257,255 
other 


Grafton, 
Moree, 195.025 


Armidale, 60,100 acres: 
sey, 610,564 

144,702 acres; total, 1,257,283 
that the five districts have forest 
acres out total of 2,271,205 acres. The 
twelve districts only having 1,013,922 acres. Within 
45 miles of Glen Innes there aed The 
value of same made by departmental officers is £351,085,000. 
The timber wealth of this area is over three and a half 
times more than the rest of the State. It is often said 
that the country set apart for timber reserves is not suit- 
able for settlement, and in part this is true, but the most 
of the timber reserves within this area is splendid closer 
settlement country once the timber is cut, and the land 
is ideal for dairying, fruit-growing, &e. With a view of 
showing the wealth produced within the districts to be 
benefited by a railway from Inverell to the coast, and to 
show this area has been neglected in the past, I submit the 
following figures :—Railways: 860 miles of disjointed rail- 
ways out of 5,116 miles built in New South Wales. The 
ust of 860 miles: Cost, £6,720,148; surplus over working 
expenses, £189,361; interest on capital invested, £291,964; 
showing 44 per cent. as against £4 17s. 7d. per cent. on the 
whole railway system. The percentage of profit on capital 
invested in the whole railways has risen as follows :—1888, 
£2 17s. per cent.; 1907, £4 19s. 2d. per cent.; 1921, £4 Os. 2d. 
per cent.; 1922, £4 17s. 7d. per cent. (page 13 Com. Re- 
port). Return per average mile open after paying working 
expenses: 1888, £314 per mile; 1907, £645; 1921, £645; 1922, 
£807. 
over this 860 miles of railway within na area as com- 
pared with the whole State. Wool (for the year 1922 
200,343 bales out of 837,617 bales, about E? per cent. of 
the poe for the State. Sheep: 2,038,735 sheep out of 
239, about 34 per cent. of the total for the State. 


acres; 


acres; 
shows 


acres. 
of a 


are acres. 


9 
5 931, 


Cattle: 171,565 cattle out of 588,638, about 29 per cent. of 
the total for the State. Pi igs: 65,663 pigs out of 310,000, 
about 21 per cent. of the total for the State. Wheat: 


941 234, about 13 
vate IL cannet 
he railways, but 


1,674,589 bags of wheat out of 13, 
cent. of the tital for the State. 

find any returns for maize carried over 
find this area produces 1,646,000 tushels ef maize out of 
2,089,921 bushels, about 78 per cent. of the total produced. 
Now let us deal with the total production of this fertile 
area, and I venture to say once these three districts are 
connected by railways the fzures will be doubled within a 
very few years. Sheep, 9,010,000 out of 37,381,874, State 
total. Wool, 60,743,000 lb. 585,048 Ib., State 


per 
i sete 


(ayuure ante rea 
total. Cattle, 1,433,000 out of 2,835,322, State total. Butter, 
44,674,000 lb. out of 66,008,958 lIb., State total. Sugar, 
10,700 acres, the whole of th Hardwood, £330,154 
out of rae 8, State total. Softwood, £218,998 out of 

£497,384, State total. Tin, £329,300 out of £416,623, State 
total, Wize. 1.646,000 bu Byiats out of 2,928,921 bushels, 
State total. Potatoes, 68,000 acres cut of 114,582 
State total. Baeon, 6,849,000 Ib. out of 16,891,666 1b.. 
total. Total export Bane ¢ if 2 shu produced within the 
area, £10,240,000. (These figures are taken from the Gev- 
ernment Statistician’s report.) Railways and Publie Works: 
We find that on railways and publie works within ta‘s area 
only £17,500,000 out of £138,000,000 for <sitate. <A 
and east: 


ec sugar. 


acres, 


al 
State 


Lew 
reasons for connection with the Noriliea ri line 
There is a community of interest between these three fine 
districts, and in the best interests of the State they should 
be allowed to trade together. utry between In- 
verell and the coast is capable of carrying a very big popu- 
Jation; it has a safe rainfall, and is most 

settlement of people from overs In good 
north-west thousands of cattle would be truek: 
the coast to be fattened on the he 
to-the long and road 
takes about six weeks for 


The eou 


suitable for the 
seasons in the 
cd out frem 


rbages 
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rougn journey ove 
eattle {oO @wef over 


this time they would be half fat if te 


seasons most. sheep and ecatile could be trucked to the tab'e- 
lands and North Coast for agstment country. With a 
railway to the coast, the north-west would be the greatest 
fat-lamb raising district in the Commonwealth, owing to 


Now I will deal with the wealth loaded and carried 


605 




























7 = 
PPPOE oe 
se 
em 


5 


3S ee ee 


iene 



















































Se ee 
Payee 


. ae eet 





a 














a 


{i 


Witnesses--R. J. Doolin, and A, N. Stirton, 25 May, 1923. 


the many thousands of acres suitable for growing lucerne. 
This district will stand more grazing than most districts. 
There are thousands of acres of lucerne in this district 
which were planted up to fifteen years ago, and most of that 
time it has been grazed. Once the railway is built to the 
coast the present freezing works will extend or new works 
will open for the treatment of fat sheep and lambs, and 
with the short trip, mostly through cool climate, we should 
be able to export first-class lamb and mutton, which would 
command top prices on the markets of the world. To-day, 
owing to long rail journeys, sheep receive such a rough 
time that the quality of the carcase is affected. With 
shorter and quicker transit we should be able to compete 
with other countries, such as New Zealand. The high 
freights to Sydney are a very heavy tax on the producers. 
In 1910 the freight per truck was £9 7s. 6d. To-day it is 
£15 Os. 9d. per truck. By linking up those three fertile 
districts, which produce such a big proportion of raw 
materials, manufactures would spring up within 
the area. Woollen mills will start the same 
as in Victoria. While recently travelling threugh 
Victoria I saw three new woollen mills being erected. 
Within the three maize-growing districts-—Inverell, the 
tablelands, and North Coast—factories would open up for 
the manufacture of maize and bye-products. In Victoria 
ten years ago the Gippsland Maizena Company started with 
a capital of £23,000, and to-day the capital is £500,000. 
Boot factories would open. Some years ago there were 
boot factories in all the northern towns, but to-day only 
one remains at Glen Innes. High rail freights on the 
manufactured goods has crushed them out. The North 
Coast is destined to be the manufacturing centre of the 
north. It is pleasing to note that both the State and 
Federal Governments have decided to develop the hydro- 
electric power. On the Clarence River we have the gorge 
scheme, capable of generating 100,000 horse power. This 
line will open up the natural market for the hundreds of 
thousands of bags of wheat grown in the new wheat belt 
north of Pallamallawa, through which you gentlemen have 
recommended the railway to be built from Curamurra to 
Boggabilla. To say nothing of the market on New England 
and the coast, there is the Queensland market. That State 
has only thrice grown enough wheat for her own require- 
ments. To-day Queensland is using chiefly Adelaide flour. 
One of the big problems which graziers have to face to-day 
is the saving of sheep in time of drought. By opening up 
these districts thousands of tons of lucerne, oaten, and 
wheat hay and maize would be conserved by the farmers, 
because they would always be sure of a market either in 
the west, east, or north_in Queensland. Owing to the 
drought in the west to-day, many graziers are drawing 
their supplies of chaff from Glen Innes and Guyra. 
Freight charges:—Glen Innes to Moree via Werris Creek, 
326 miles (chaff), 16s. 7d. per ton; at the same rate direct 
Glen Innes to Moree, 131 miles (chaff), 7s. 6d. per ton; 
Glen Innes to Moree via Werris Creek, 326 miles 
(potatoes), 27s. 6d. per ton; Glen Innes direct to Moree, 
131 miles (potatoes), 11s. 5d. per ton, a saving of 16s. 1d. 
per ton; Guyra to Moree via Werris Creek, 326 miles 
(chaff), 15s. 11d. per ton; Guyra direct to Moree, 160 miles 
(chaff), 9s. 6d. per ton; Guyra to Moree via Werris Oreek, 
289 miles (potatoes), 26s. 3d. per ton; Guyra direct to 
Moree, 160 miles (potatoes), 14s. 3d. per ton, a saving of 
17s. per ton; Glen Innes to Inverell via Werris Creek, 422 
miles (chaff), 22s. 8d. per ton; at the same rate, Glen 
Innes direct to Inverell. miles, 3s. 3d. per ton, a saving 
of 19s. 5d. per ton; Glen Innes to Inverell via Werris 
Creek (potatoes), £1 10s. 8d. per ton; Glen Innes to 
Inverell direct (potatoes), 3s. 8d. per ton, a saving of 
£1 6s. 4d. per ton. You will note from these figures that 
the freight from Glen Innes to Moree on the potatoes is 
£1 7s. 6d. per ton, and from Glen Innes to Inverell 
£1 10s. 8d.; so the railways carry these goods 97 miles for 
3s. 2d. per ton, to say nothing of having to haul the truck 
back a few hundred miles, which often happens. I realise 
that in times of drought the Railway Commissioners 
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reduce the freights on fodder for starving stock, but I 
understand this loss is made up to the Railway Department 
by the Government. With a’ line to the coast the railway 
rolling stock used in the north would be able to handle a 
great deal more produce owing to the shorter haulage. 
Now comes the question of a port of shipment on the 
North Coast. To serve these districts such port should not 
be south of Coff’s Harbour. Personally, I am not worrying 
about a port, for the reason that it will take a few years 
for all this development to take place and for factories to 
be started. I feel satisfied that the Government will see 
that a suitable port is made, because the export business 
will demand an outlet even if it has to be made on the 
open ocean front. The same has been done in other parts 
of the world. In going through the departmental figures, 
T find that in 1909 the value of butter alone exported from 
the North Coast exceeded £2,000,000, which is £500,000 
more than the total value of coal exported from Neweastle 
for the same year. I have already shown from the Govern- 
ment Statistician’s figures that the export value of the 
products produced within the area is £10,240,000. Up to 
the year 1910 £2,315,077 had been spent on making a 
harbour at Neweastle, and a proposal was before the 
Government of the day to spend another £1,130,000 in 
improving the harbour. In view of these facts, and from 
careful study of experts’ sworn evidence, it is only a matter 
of money to make a good shipping port of Cofi’s Harbour, 
the Clarence River, or Byron Bay. I believe the best port 
will eventually be the great Clarence River. One of the 
main reasons why these rich districts should be connected 
is that it will enable the men now on the land to do well, 
and while people are prospering they are content. By 
linking the west with the coast there would be sufficient 
population to run a university, and several good high 
schools in central positions, whereby the parents would be 
able to give their children the same chances as the city 
children. This would tend to keep children in touch with 
rural conditions and help to prevent drift to the city. 
Gragin estate, comprising 38,000 acres, 5 miles from 
Delungra, could be sold if it had railway facilities. Both 
the price and soil are right. Yamla, about 8,000 acres, 
Gunee, about 7,000 acres, and the Myall Creek Home- 
stead block, about 10,000, would probably be subdivided as 
the result of the railway.” 

577. You refer in your statement to land purchased in 
the district; where was that?—Chiefly in the Inverell 
district and some further west. 

578. Have you any choice of the two proposals before 
the Committee?—No, either line would suit us. From a 
closer settlement point of view, I consider the Inverell- 
Glen Innes line superior. The land along the route of the 
Inverell-Guyra proposal is capable of a large production, 
chiefly fruit, but it would be some years before we could 
absorb that produce. For dairying there is hardly a limit 
in this district. 

579. Do you base your opinion of a line from Glen Innes 
to Inverell on an ultimate connection with the coast ?—L 
favour a connection with between Tenterfield and Casino, 
or we would be satisfied with the Guyra connection. There 
is better land for settlement between Guyra and Coff’s 
Harbour. 

580. If you had a connection between Guyra and Coft’s 
Harbour, would you favour a connection between Inverell 
and Guyra?—Yes. 

581. Is Coff’s Harbour, in your opinion, the natural port 
of the North Coast ?—I do not know that it is the best port. 
I favour the Clarence River as a North Coast overseas port. 


Alexander Nivson Stirton, grazier, Auburnvale, near 
Inverell, sworn, and examined :— 

582. Mr. Burke.] Will you read your statement ?—Yes, 
it is as follows:—This district is eminently suitable for 
lucerne-growing, even the hills often carry good crops. At 
present lucerne cultivation for the marekt is out of the 
question, but much would be grown if there were a market 


















at no great distance. If a railway to the coast were built, I 
would put 1,500 acres under lucerne, and go in for fat-lamb 
rearing. At present it costs 4s. per head to send fat 
lambs to Sydney, and there is great wastage in weight. 
I have tried it, and found it too unprofitable to con- 
tinue. From experience of several visits all over New 
Zealand I know this district is as suitable as that coun- 
try for fat-lamb rearing, and it would be a most pro- 
fitable industry, especially with freezing werks on the 
coast. In addition to lucerne we can grow rape and 
other fattening produce. I have often had three cuts of 
lucerne a year, averaging, with the high lands, 15 ewt. 
to a ton per cut per acre. This without special cultiva- 
tion such as would be given if we had the market. As 
to wheat-growing, we have had some unfavourable ex- 
periences in recent years owing to unusual seasons, but 
in the past I have averaged 23 bushels from 1,000 and 
one occasion I had 1,800 acres of prime wheat. This land 
is so rich that little care has been taken in cultivation. 
If we practised fallowing as in Victoria and other places 
the average would be raised to 30 bushels, I have taken 
off eight bags, or 24 bushels after the crop was knocked 
down. With fallowing, which prevents undergrowth, 
excellent results would ke obtained. At present we 
practically do not grow chaff for sale owing to absence 
of markets. The little put on the market is rough and 
dirty stuff, cut for fire breakage, or because the wheat 
crop is too dirty. When we had a small local market 
a great deal of chaff was produced for sale. To my mind 
growing hay would be more profitable than growing 
wheat with proper markets. Owing to the present 
drought conditions, I would send all my big stock, and 
even sheep, to the coast, with rail facilities. At Balarang, 
near Moree, we are feeding on corn, and have on four 
separate occasions fed 17,000 sheep for four or five 
months at great cost. Sheep would do alright on the 
coast in dry seasons. Cattle we have to put on pear 
country. With rail connection we could send our sheep 
to Glen Innes, which district is often at its best when 
there is drought in the west. We have sent our breeders 
to Glen Innes, round by Werris Creek, at enormous 
cost. Apart from the benefit a railway would be in 
stimulating local production it would afford relief 
regarding our purchases. At present everything we get 
is costly. We are looking forward to electrical develop- 
ments on the Clarence. When that takes place this should 
become one of the wealthiest districts in New South Wales. 

583, Mr. Mahony.| What areas do you hold?—I have 
5,000 acres at Auburn Vale, and my brother and I have 
34,000 acres at Balarang, and 30,000 acres near Warialda. 

584. What are you using Auburnvale for !—Wheat 
and sheep. I used to breed cross-breds for fat lambs. 
I have about 1,009 acres under wheat. Oregon, near 
Warialda, is used for grazing. ‘At Balarang we go in for 
grazing and breeding merino sheep. 

585. What is the carrying capacity of Oregon ?— 
20,000 sheep, and Balarang 25,000 sheep. Auburn Vale 
is a little better than a sheep to the acre, 

586. Mr. Doe.| Would you be willing to subdivide 
Auburn Vale if the railway were constructed /—Yes; aud 
also Oregon and Balarang. There is some wheat land on 
Oregon, but at present we can do nothing with it. 

587. What proportion of Auburn Vale is arable land?+— 
About 3,000 acres. Oregon is 8 miles from the existing 
railway, and Balarang is on the railway. 





Walter Wilson, publie accountant, Inyerell, sworn, and 
examined :— 

588. Mr. Mahony.| What are your views on the proposed 
railway ?—We are working for the construction of the rail- 
way for the development of Inverell. The proposed rail- 
way seems, from the official evidence, to be clouded by the 
estimated revenue. I believe the railway would pay and 
that the revenue would be greater than that estimated. It 
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is a question of opening up our rich land which is an 
imperial necessity. World matters are exceedingly serious, 
and I have no desire to see my children become subjects of 
an alien race. We claim that the land in this district 1s 
some of the richest in the State, and possibly in Australia, 
and that it should be developed altogether apart from the 
consideration of revenue derived from the line. According 
to the last census, we have lost 2,184 people from the 
district in ten years. That is not the only loss. Taking 
the excess of births over deaths in the Inverell district, 
including Inverell Municipality and MacIntyre, Bannock- 
burn, and Ashford Shires, the figures are 267 births over 
deaths a year. That is rather remarkable, because the 
average excess of births over deaths in New South Wales 
is 604 per cent. The average birth-rate is 26 per 1,000, 
and the average death-rate 94 per 1,000. Taking the aver- 
age mean population of this district for three years I find 
that we shall have about 197 excess of births over deaths. 
In this district we have 267, a matter of seven more than 
the average, which shows that this district is a very healthy 
one. We are losing 485 people per year in the district. 
Taking the country from the Queensland border to about 
Grafton, but not including Grafton, there has been an 
increase of 14,400 people. From Grafton south to the 
Macleay the inerease was 4,500, so that there has been an 
increase in ten years in the northern rivers district of 
18,900. It is the large population on the North Coast 
that we want to reach with our produce, and we want to be 
able to get it to them direct instead of having to send it 
around by Sydney. There has been considerable railway 
development in the southern area of the State, where I find 
there has been an increase of 9,600 people in the last ten 
years. That shows the effect of railway development. 
Coming to the Main Northern line, which is not supplied 
with branch line to the extent that the Southern line is, 
there has been an increase in population of only 334, so 
that we can assume that progress on the Northern line is 
at a standstill. In the western district there has been an 
increase in population. Here we are not only at a stand- 
still, but west of the Main Northern line we have gone 
back in population. From 150 to 200 people travel between 
Inverell and Glen Innes a week. Under present condi- 
tions it is practically impossible, owing to the cost, for a 
man to take his family on a holiday to the coast. With 
the railway there would be considerable tourist trafhe 
from this district, the highland country, and the coast and 
vice versa. If better facilities for marketing are not pro- 
vided this district must revert to a sheep run. The rich 
lands are round Inverell, and to the south of Inverell 
there is a large mining district. The granite country is 
eminently suitable for vegetable and fruit growing. The 
eood land around Inverell extends half-way between 
Delungra and Warialda, north to Nullamanna, and north- 
west to the Queensland border. 

589. Mr. Muhony.] Is not the land you speak of within 
the influence of the Moree-Inverell line?—Yes, a great 
deal of it. ; 

590. Cannot the people of those districts send their pro- 
duce to market, via the Moree-Inverell line to Newcastle 
or Sydney ?—Yes, if freights were low enough, but the 
fact that it is not done is evidence that something is 
wrong. To show the effect of a local market in 1913, 
when the Howell mine was working, Inverell seemed 
to flourish. An immense supply of locally-grown produce 
was consumed. The closing down of the mine made a 
ereat difference to this town. 

591. Did not the railway from Inverell to Moree neip to 
develop the country between those two points‘—Yes, it led 
to the subdivision of large areas, including Byron, Ban- 
nockburn, and Gunee, and it was thought that this district 
was going to boom. 

592. Did not the line from Moree to Inverell help to 
settle people on the land?—I question whether it had any 
material effect. We want a further connection with the 
main line and the coast. Then there will undoubtedly 
be development. The Clarence River could be opened up. 
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There is the probability of the construction of hydro- 
electric works in that district and the establishment of 
great industries there. It is those industries that we 
should like to be in touch with. 

593. Which connection with the tablelands do you 
favour?—I think Glen Innes. 

594. Where would you link up the railway with the 
North Coast +—At some point on the Main Northern line. 
I believe a practicable route has been found south of Glen 
Innes to connect with Grafton along which there are no 
serious engineering difficulties. 

595. Do you refer to the Guyra-Dorrigo proposal ’—No, 
to a line somewhere about Glencoe to Grafton. If the 
line were electrified the grades would not present the same 
diffeulty as they do with steam traction. If we spend 
£1,000,000 on a railway, and as a nation get £500,000 
worth of weaitnh out of the land per annum, it is good 
business, but our authorities do not seem to view it in that 
light. I believe the Guyra connection is a most desirable 
one, but to serve our particular interests I favour the 
other route. 

596. Chairman.| I would draw your attention to the re- 
port of Mr. T. R. Johnson, formerly Chief Railway Com- 
missioner, in connection with the proposed railway from 
Guyra to Inverell in 1914, as follows :— 

In regard to the objective point, Inverell, it has to be 
borne in mind that it has already railway communication 
ria Moree. The merits of the route were very exhaustively 
considered originally, when it was agreed that the western 
connection offered the greater advantage, and was conse- 
quently adopted. The country between Glen Innes and 
Inverell is admittedly good, but under present circumstances 
there is no prospect of an extension proving remuneratiye, 
and the line is not absolutely an essential requisite, Inverell’s 
claims in regard to railway communication having already 
been met. 

Do you agree with the statement that Inverell’s claims to 
railway communication are already met?—No. 

597. Do you not consider that the linking-wp of Moree 
with Inverell has been an advantage to this district 2—I¢ is 
an advantage, but it does not meet our requirements. We 
have to transport our produce over the hot plains. That 
is a very serious thing. I do not agree with that statement 
of the Railway Commissioner’s. 

598. Mr. Burke.|-I gather you are of opinion that the 
matter of revenue should not be taken into consideration ? 
—It should not be the prime factor in the development 
of this country. 

599. How would you suggest that the line be made to 
pay; are you in favour of a betterment tax? —Revenue 
must be derived from the people, but as to how it should be 
derived, to cover the cost of developmental railways, I 
would not like to say. Wealth is derived from the opening 
up of land. 

600. I understood you to say that tne lme from Moree to 
Inverell has not proved a great boon in opening wp land. 
The land along the route is still largely pastoral #—Half- 
way between Delungra and Warialda you get into pastoral 
country, but to the north of that line you enter some of the 
finest wheat country. 

601. Is the land you have in mind suitable for agricul- 
ture’?’—Part of it. About Pallamallawa and north it is. 

602. Did I understand you to say that the births over 
deaths here is not satisfactory?——It is mueh above the 
average for the State, still we are losing population. It has 
decreased, which, to my mind, is due to lack of markets. 

603. Would you call this district a poor one?—No, it is 
an exceedingly wealthy district and stands unique as re- 
gards agricultural productivity. I believe there is no other 
district in the State to equal it, but its potentialities can- 
not be developed until we have an outlet. 

604. What would be the chief produce of the Inverell 
district if the railway were built?—Maize, wheat, lucerne, 
and sheep. The possibilities of the district are enormous. 

605. Would it be difficult to find a poor man in this dis- 
trict?—Just now you could find a number, both in town 
and on the land. Many men ave in grave difficulty here, 
notwithstanding that we have such a magnificent district. 





606. To what do you ascribe that?—We have passed 
through a rather strenuous time during the last few years, 
and we have not had marketing facilities. 

607. Mr. Doe.| Was there a large mining population in 
this district?—Yes. Tin. Our municipality has Jost 
population. The MacIntrye, Bannockburn, and Ashford 
shires have also lost population. 

608. Has the decrease been due to some extent to the 
decline in the metalliferous industry?—Yes, to some 
extent. 

609. How do you account for the loss in population along 
the Main Northern line, where the people have railway 
facilities ’—I believe it is because that railway is not fed 
by branch or lateral lines. 

610. Mr. Drummond.| You contend that it is an 
economic waste to draw produce from this district to the 
North Coast via Sydney ?—Yes, to carry produce many 
hundreds of miles when there is a market within 200 miles 
of Inverell. 

611. Is that a big factor in causing the stagnation of 
the district to which you have referred ?—I am afraid it is. 
A direct line to the North Coast would make all the 
difference. 

612. Mr. Travers.| Do you consider that a railway from 
Inverell to some point on the Great Northern line—Guyra 
or Glen Innes—is justified on its own, apart from a subse- 
quent connection with the coast?—Yes, on the grounds of 
development, of which there would be a great deal here 
and along the line. Our object is to reach our natural 
markets. 

613. Do you consider a railway from Inverell to Glen 
Innes or Guyra as complementary to an extension to the 
coast ?—Yes, one is dependent upon the other. 








Alec Frederick Avern, solicitor, Inverell, sworn, and 
examined :— 


614. Mr. Cameron.| | understand you have prepared a 
statement of your views on the proposed railway ?— 
Yes, it reads as-follows:—I have been in business in 
Inverell as a solicitor for twenty years. J wish to deal 
with the value to Inverell of railway é¢onneétion, first 
with the tablelands, and secondiy with thé éodst, from 
the social point of view as a remedy for the “drift to 
the city,” which is now engaging serious attention, and 
a remedy for the present stagnation of the population 
and enterprises of the district. During my residence 
here I have been actively connected with the loeal bodies 
and institutions which exist for the purpose of provid- 
ing recreation and entertainment for the residents of 
the town and district, and which endeavour to combat 
the lure of the capital city. I hold the position of Pre- 
sident of the local Pastoral and Agricultural Associa- 
tion, Treasurer of the local Race Club, and other posi- 
tions, and I can state that owing to lack of railway con- 
nection we find ourselves handicapped in a very marked 
way, and intercourse is prevented between the residents 
of this district and the tableland districts. At present 
we exist as widely separated communities. By complet- 
ing the rail cirewit of the north all ovr institutions 
would be closer in touch. The pastoral and agricultural 
shows, race meetings, and other gatherings would benefit 
greatly by the imcreased ease with which competitors, 
animals, exhibits, and spectators could journey. The 
present gap means that districts can now give meagre 
support and patronage to one another, and we cannot 
create flourishing institutions in which we could take 
a pride. Rail connection with the coast must be regarded 
as of the highest importance in bettering the lot of inland 
residents, and making them more content. It is tantalis- 
ing to us to realise that the sea with all its benefits and 
enjoyments is less than 200 miles away, but that it is 
debarred to us unless we travel 400 or 500 miles at great 
expense. First-class return rail fare to Sydney from 
Inverell is alone over £10, and second-class fare about 
£6. So it will be recognised what it costs to move a 
family. <A railway to the coast would bring these ad- 
vantages to the inland people at considerably less ex- 
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pense of both time and money, and enable short holidays 
to be taken. The impossibility of indulging in a short 
change is felt keenly as a draw-back in our life in 
Inverell. At present if families wish to visit the sea, the 
difficulties existing render it easier to go to Newcastle 
or Sydney than to any other point. It may be said that 
good public services exist between Glen Innes, Inverell, 
Grafton, and Yamba, but by utilising these services 
would, for the return journey, mean an expenditure of 
about £6 in fares, and about ninety-six hours trayelling, 
with four nights spent in hotels en route. It is not 
extraordinary for consideration to be given to these 
points when it is remembered how seriously the popula- 
tion of the inland districts will be affected unless the 
drift to the city is checked. Thought in this direction 
is advancing rapidly, and in Queensland the question of 
cheap or free rail traffic to enable country families to 
visit the seaside has found a place on the platform of the 
party recently returned to power there. 





farmer and grazier, Delungra, sworn, 


and esarntited :— 


William Fraser 


615. Mr. Travers.| Haye you a statement to read?— 
Yes, as follows :—I know the country east of Inverell 
from practical experience. 1 consider it the finest tract 
of country in the Commonwealth for closer settlement. 
It is lying dormant, and comparatively in the same 
position as Delungra stood before it was served by 
railway, where one could count the population on the 
fingers, and where a few bullock teams could cart away 
the whole of the produce grown in twelve months. I 
have seen in average seasons from 50 to 100 tons of pro- 
duce per month railed away. There is a public school 
with 140 children on the roll, all of whom come from a 
3 miles radius. This shows what settlement follows a 
railway through good country. I believe that a hne 
east from Inverell should strike the main Northern rail- 
way as nearly as possible at right angles. By doing so 
it will give the producers on this western slope the 
option without extra railage of marketing produce in 
north, south, or direct east to the coast, the latter being 
the natural outlet for our wheat, hay, chaff, fat sheep, 
and lambs, and it would bring about an exchange of 
commercial commodities between two great producing 
centres. 

616. What area do you hold ?—400 acres. 

617. Do you favour a line from Inverell to Glen Innes? 
—Yes, it would pass through good mixed farming 
country 

618. What would be a fair’ living area within 12 miles 
of the line?—About 700 acres for mixed farming. 

619. Mr. Drummond.| Do you consider that a railway 
from Inverell to Guyra would largely benefit this dis- 
trict?—I do not think it would, because our produce 
would have to travel two sides of a triangle to get to the 
best market, which is directly east. 

620. What coastal connection have you in mind ?—Ten- 
terfield to Casino. 

621. Would the Guyra-Dorrigo connection give this 
district an outlet for its produce? I favour that 
from Tenterfield to Casino. 








George Washington Beecham Ring, auctioneer, 
Inverell, sworn, and examined :— 


622. Mr. Burke.| Will you give the Committee your 
views on the proposed railway 1—T have lived here since 
1902, and have been a station manager, bank manager, 
station owner, and Mayor of the town. I know of no 
district which lends itself more to mixed farming than 
Inverell. We have had a bad time lately, but the posi- 
tion of the people here is no worse than it is in other 
districts. The climate of Inverell is the most perfect I 
have experiened, and with cheap railway facilities the 
lot of the people here would be much easier. It would 
make them happier. They would get the most out of the 
ground, which is as good here as it is in any place I 
know. Twenty-five miles from Inverell graziers are get- 
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ting as much for their wool as other graziers in any part 
of the State, and the crops are equal to any. From 


a business standpoint we are out in the wilderness. 

623. Do you consider that a railway from Inverell to 
Guyra is a better proposition than one from Inverell 
to Glen Innes?—As a wool-growing proposition I do 
not know that a line from Inverell to Guyra would not 
be better ; 

624. Which line do you consider would be of greatest 
benefit to the district ?—The Glen Innes connection would 
do me a lot of good, but I believe the Guyra connection 
is the best for the district. If a coastal connection is 
not made I would favour the Inverell-Glen Innes line. 

625. Is the Guyra-Dorrigo route the most suitable for 
a coastal conneetion?—When I went over the route 
fifteen or sixteen years ago it struck me as being very 
good country, and there tend to be some very fine timber 
through there. If we cannot get a connection with the 
coast we want a connection with the main Northern line. 

626. Mr. Drummond.| Do you consider it would be a 
business proposition to build the railway to the coast !— 
Yes, I think so. If the Dorrigo line will not pay our bike 
will pay. You have to look ahead, and be prepared to 
write off your losses on the railway for a certain time 
for the eood of the whole community. 

627. That is to say you regard the proposal not from 
the standpoint of £ s. d. but from the viewpoint of the 
welfare of the State?—Absolutely. 

628. The Railway Commissioners estimate that the 
revenue from a line from Guyra to Dorrigo will not 
exceed £13,000 per annum, or £250 per week ?—That 
may be a reasonable estimate on present population, but 
I anticipate that the population would be largely in- 
creased, and therefore trade would be increased. | 
believe it is a justifiable proposition. 








John Trappit Dale, Secretary of the Inverell Chamber 
of Commerce, and of the Inverell Railway League, 
sworn, and examined :— 


629. Mr. Drummond.| You have a statement to read 
regarding the proposed railway /—Yes, it is as follows :— 
I desire to allude to the advantage to be derived by rail 
connection with the coastal areas from a social point 
of view. During recent years the fame of Inverell as a 
dairy-farming centre has spread rapidly, and_ has 
attracted the notice of North Coast men, so that we now 
number many of them amongst our leading dairy- 
farmers. Having relatives or friends in those districts 
has naturally lead to an intermigration movement, but 
this is as yet restricted because of the excessive cost and 
waste of time in making the journey from Inverell to 
the coast. To reach Ballina from Inverell by the public 
services occupies not less than twenty-nine hours, 
although the distance is only 223 miles, and the cost of 
the trip is over £4. This is about the cost of the journey 
from Glen Innes to Sydney; if connected by rail the 
journey would probably occupy not more than ten hours, 
and the cost would perhaps be less than half what it now 
is. This would lead to a much greater traffic between 
the two centres, and tend to further development of 
both. As surfing has become a national pastime, and has 
promoted the development and health of all who have 
the opportunity of indulging in it, we claim that for the 
health and enjoyment of our people we should be given 


facilities which those residents in the central and south- 


ern areas possess. At present our nearest surf by rail is 
Neweastle. The long and expensive journey in getting 
there is a barrier to all but those who have the leisure 
and the capital to undertake it. Many of our poorer 
residents’ health would be improved by a course of surf- 
ing, and they would gladly avail themselves of the 
opportunity if easy access to the coast were provided. 
In like manner there are dwellers on the coast who 
through moist and humid climate have developed throat 
There are families living on the 


and chest troubles. 


Richmond who have been troubled with asthina, and 
who have obtained almost instant relief by residing in 
the drier atmosphere of Inverell. 


These suflerers are 
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entitled to receive at the hands of the Government the 
cheapest and most rapid means of rebuilding their 
broken health. This can only be supplied by rail com- 
munication, Since the war the holding of musical 
festivals is increasing. Lismore and Maclean have their 
annual function, and we in Inverell have held two, and 
are now about to arrange for a third; Armidale is also 
preparing for musical competitions this year. Much 
as we should lke our Choral Society to compete at the 
coastal festivals we cannot, because of the excessive cost 
entailed. To take a full choral party even to Armidale 
is a heavy undertaking. Rail connection would solve 
the problem, and the social enjoyment of our people 
would be enhanced. Then the holiday-maker would be 
induced to spend his leisure at some of the magnificent 
resorts on the eastern slopes, but to whom, under present 
conditions, those beauty spots are a sealed book. He 
knows nothing of the waterfalls, nor the views to be 
seen in those areas, equal to anything at Katoomba, 
Blackheath, and other Blue Mountain resorts. We claim 
that the tourist has the right to be provided with the 
means of reaching these places cheaply. Is it fair that 
others should be given them while the north, which con- 
tributes so largely to the State revenue, is denied them? 
In this district there are large deposits of bauxite, from 
which aluminium is obtained. It is said that there are 
millions and millions of tons of this ore. The only 


manner of treating this ore is by cheap electric power.’ 


If the movement to provide hydro-electric power in the 
north is successful, it is more than probable that an 
important British company will exploit these deposits, 
but pending the installation of hydro-electricity this ore, 
if rail to the coast were provided, could be sent to the 
nearest shipping centre, and conveyed to Port Kembla 
for treatment. Under existing conditions it would not 
pay to rail it to the electrolitico works at Kembla, and 
consequently this potential wealth has to lie dormant 
owing to the neglect of past Governments. At Ashford 
there is a deposit of coal which Professor Pittman has 
described as being probably a continuation of the Greta 
seam. Its steaming qualities are equal to Greta coal. 
If this mine were connected with the main Northern line, 
the whole of the northern rail system could be supplied 
with Ashford coal instead of it having to be conveyed 
at heavy expense from the southern fields. The Railway 
Commissioners complain of the almost prohibitive cost 
of hauling heavy traffic over the Moonbi Range and Ben 
Lomond. At Ashford they have the opportunity of get- 


ting their full requirements transported over a coni- 
paratively easy grade to any point desired. At Ashford 
also there is an unlimited supply of the purest lime- 
stone in the Commonwealth, and mountains of ironstone 
exist within easy distance. All the elements are there 
for the establishment of iron and steel works. The 
development of these resources would be possible by 
increased railway facilities. If only pig-iron were 
manufactured and shipped to Newcastle for further 
treatment a new source of national wealth would be 
unearthed. The nearest cement works to the north are 
Kandos and Portland, nearly 700 miles distant. At 
Ashford there are the minerals for the manufacture of 
cement, and the requirements of all northern and coastal 
towns could be supplied. In 1921 trial plots of linseed 
for flax manufacture were successfully made, about 23 
acres being sown. Last year between 600 and 700 acres 
were planted, but owing to the absence of other green 
feed, occasioned by the drought, caterpillars attacked the 
flax, and no crop resulted. It has been demonstrated 
that flax does well here, and it is hkely in future to be one 
of the leading industries of the district. Had the crop 
this year been successful a mill for retting the fibre 
would have been erected; but the means of transport 
would have been a severe handicap, because, there being 
no flax mills in New South Wales, the rough fibre would 
need to be sent to Melbourne for treatment. If connec- 
tion with a coastal port were made, the product would 
be despatched from there, and transhipped at Sydney. 
The present motor service between Glen Innes and 
Inverell carries approximately 150 passengers per week, 
and there are numbers who travel by private car. Were 
the railway extended to the coast it stands to reason that 
the inter-district traffic would increase enormously, and 
would form a valuable source of revenue. 

630. Do you prefer any particular route for a connec- 
tion with the main northern railway ?—It depends upon 
the connection to be made between the main Northern 
line and the coast. If it is to be from Tenterfield to 
Casino then the Glen Innes connection is the only one, 
but if a connection is to be made between Dorrigo and 
Guyra, then the Guyra-Inverell proposal is the better 
route. Our objective is the North Coast. 

631, Are you of opinion that which ever connection is 
made a connection should be made with the coast ?—Yes. 

632. Do you believe that if the proposed railway is 
built increased population and prosperity in this dis- 
trict will result !—Yes. 





SATURDAY, 


7 JULY, 1923. 


|The Committee met in the Court House, Glen Innes. | 


Present: — 
The Hon. W. T. DICK (Caiman). 


The Hon. Jonn Travers. 
The Hon. Roperr Matony. 
Francis Micrart Burke, Esq 


WiniiAm Cameron, Esa. 
Brian James Dor, Esa. 
Davin Henry Drumaonp, Esa. - 


The Committee proceeded to further consider the expediency of constructing a line of Railway from 
Glen Innes to Inverell. 


Frank Stafford Mackenzie, managing director, M. C. Mac- 
kenzie and Sons, Limited, and director of the Sunlight 
Flour Milling Company, Glen Innes, sworn, and 
examined :— 


F256 


133. Chaviman.| The Committee is prepared to hear your 
statement with regard to this proposal?—I think that the 
proposed railway, if constructed, would be of a great advan- 
tage for getting wheat from the districts west of Glen 
Innes. As a matter of fact, wheat could be grown in prac- 
tically unlimited quantities within 20 miles of Glen Innes 
on the Inverell side. If the proposed line were built, that 
wheat would be carried 20 miles instead of 200 or 250 miles 
as at the present time, The country is there to grow 
wheat. We get wheat from there now, and it is earried 


by teams. The cost of purchasing would be cheapened if 
that wheat were brought within 20 or 25 miles of us by 
rail instead of from 200 to 250 miles as at present. 


634. What does it cost to get wheat carried from there 
now ?—From Swan Vale, the district I am speaking about, 
the cost is nearly 6d. per bushel by team. 

635. Are you able to get all the supplies that the Sun- 
light Flour Milling Company requires from the west ?—No, 
the cost is too high. 

636. Where do you mainly draw your supplies from ?—. 
From Werris Creek and Manilla. 

637. Have you any details as to the cost to the company 
of getting wheat from those centres?—The cost of puv- 
chasing in those districts is from 1d. to 14d. per bushel, 











because you have to pay stacking and handling charges, and 


then there is freight, which amounts to about 5d. per 
bushel. 

638. So really there is not much difference in the cost 
whether you obtain the wheat from Tamworth or Manilla 
or from Swan Vale?—Practically not, when you add on 
those charges. 

639. Ii the proposed railway were built would you derive 
any advantage as regards continuity of supply inasmuch 
as the line would give you direct connection with the 
west ’—Yes. 

640. Would its construction stimulate wheat-growing in 
the Swan Vale district and in the country immediately 
adjacent to Glen Innes?—Undoubtedly. If the railway per 


mile was the same the cost of freightage would be 


approximately one-fourth of what it is now. Then there 
is the exchange of our grown products with the west and 
north-west—maize, potatoes, hay, and oats. This leads me 
to the point that the line would not have the value it should 
have unless it were connected with the coast. 

641. What connection with the coast do you think would 


- be best in the interests of the country generally ‘—{ would 
- like to see at least two or more connections with the coast, 


but, as that would be impossible at the present moment, I 
say that the first line to the coast to be built should %» 
that from Tenterfield to Casino, if we cannot get one from 
Glen Innes to Grafton. A railway from Tenterfield to 
Casino would tap the whole of southern Queensland and 
the North Coast where wheat is not grown. The North 
Coast would take the whole of the wheat preduced from 
Bingara to the border. If that wheat could only be got to 
the northern districts thee would be greater possibilities 
for the wheat-growers and the millers, as well as for our 
err products here which comprise potatoes, hay, and oats. 
I think that the proposed railway from Glen Innes to In- 
verell is essential, but there must be some connection with 
the coast. 

642. What products do the New England Tableland and 
the districts further west get from the coast ?—Bacon and 
cheese. I do not see why we should not get the whole of 
rur traffie from Sydney to one of the coastal ports, either 
Byron Bay or Grafton—Grafton for preference, so far as 
we are concerned. The cost of living in the country must 
be reduced, and one of the main factors in bringing about 
that reduction is lower freights. The rail freight from 
Sydney to Glen Innes is £9 5s. a ton, which is equal to 6d. 
on a bottle of vinegar, 3d. on a 2-lb. tin of jam, 23d. on 
a tin of salmon, and so on. As against that the sea freight 
to Grafton is approximately 30s. a ton dead weight. 

643. If goods were brought from Grafton to Glen Innes 
by Casino, by how much would the cost of living be de- 
ereased ?’—The cost of living should be cut down less than 
one-half immediately. TI do not think that the country 
districts will improve to any great extent unless the cost 
of living is reduced. 

644. Mr. Cameron.| The goods would still have to be 
brought to Grafton by water?—Yes. I think the water 
freight from Sydney to Grafton—30s. a ton—is too high. 
Goods are carried from Sydney to Neweastle for 7s. 6d. a 
ton dead weight now, and the difference in distance from 
Newcastle to Grafton should not add 22s. 6d. to the cost. 

645. Chatrman.| You are taking 30s. a ton as a basis for 
argument?—Yes. There are very many things which are 
earried for very much less, and there are bulk articles 
which make the freight very high. I am taking 30s. a ton 
as an average. 

646. Mr. Cameron.| But a freight of 30s. a ton lands you 
at Grafton only?—Yes, but there wharfage and other 
charges are very much less than they are im Sydney, owing 
to there being less congestion. The point is that you 
knock 900 miles off the cost of railage. That to me is the 
kernel of the whole question, and I say that if the proposed 
railway from Glen Innes to Inverell is built it should be 
continued to the coast. A line from Tenterfield to Casino 
would serve more people. There would be a bigger volume 
of trade to operate on, and we would have the southern 
+ 2605—F 


41 


Witness—¥.S. Mackenzie, 7 July, 1923. 


Queensland market for wheat, chaff, oats, potatoes, and 
so on. We sell chaff and flour to Queensland. If we 
could get wheat from Inverell by rail our trade possibilities 
with Queensland would be very much greater, because we 
could save 2d. or 3d. a bushel, whieh would mean a decent 
reduction per ton of flour. Tf we had a railway to the 
coast the possibilities would be much greater still, because 
they cannot grow wheat on the coast, and they get all their 
supplies from the Riverina at the present time. 

647. Chairman.] To take a small view of the question, 
and to ecnsider the immediate development of this districi 
only, would a railway from Glen Innes to Inverell be of 
more immediate benefit than the larger and mere expensive 
connection with the coast?—Tt certainly would be an ad- 
vantage, but I do not think that we would get the full 
advantage until there was a eonnection with the coast. As 
a matter of fact, I think it is useless unless vou make up 
your minds to build a connection with the coast. A con- 
nection with the coast is a question of such paramount 
importance that the linking up of Glen Innes and Inverell 
does not need any argument. 

G48. But there seems to be some argument as to the 
alternative route via Guyra?—-One connection or the other 
is absolutely neecssary, but T say that the line from Glen 
Innes to Inverell would be the better one, because it would 
make the possibilities of the wheat trade with southern 
Queensland and Northern Rivers much greater, and it 
would, therefore, benefit the wheat-growers more than 
would a line from Guyra to Inverell. We do not sell flour 
below Ben Lomond. We do not want the Inverell growers 
to come into competition with the Tamworth growers. We 
want the Inverell growers to get a new market altogether, 
and that market is the Northern Rivers of New South 
Wales and southern Queensland. 

649. Mr. Cameron.| You get a good deal of wheat from 
the Manilla district 4—Yes. 

650. Reviewing the last five years, would you say that 
the wheat-growing industry was increasing in that dis- 
trict ?—The seasons have not been as good as they were ten 
years ago, but I think that wheat-growing is on the in- 
crease. To-day scientific farming is the order, and the old 
haphazard way of growing wheat has gone. 

651. All the same, you would not be prepared to say that 
there was a larger area under wheat in the Manilla and 
Barraba districts to-day than there was ten years ago /— 
No; the area is not larger, but practically all the land that 
ean be cultivated is under cultivation. The tendency is 
to go in for smaller areas and more scientific farming. 
Personally, I would rather see the wheat coming from 
Manilla, but if we could get our wheat direct from Inverell 
it would be only common sense for us to do so. 

652. Would rail connection with the coast revive the 
wheat-growing industry in the Manilla district ?—I do not 
think so. I do not think that Manilla would benefit very 
much, but it might if Barraba were linked up with Inverell. 

653. Your real opening into the wheat belt is through 
Inverell ?—Yes, from Waterloo Station in towards Inverell, 
and in the Inverell district itself. 

654. Are you aware that this Committee has recom- 
mended the construction of a railway from Cumurra te 
Boggabilla?7—No. 

655. It is expected that that line when constructed will 
open up an enormous area of wheat country ‘—If Inverel! 
were connected with Glen Innes the Boggabilla growers 
would have bigger advantages so far as the North Coast 
trade was concerned. 

656. Would that trade come this way /—Yes. All that 
trade would go to southern Queensland and the Northern 
Rivers. With an increasing population the Northern 
Rivers could absorb ali the wheat that could be grown from 
Bingara to the Queensland border. 

657. You think that there should be more than one con- 
nection with the tableland ’—Yes 

658. When the North Coast railway is completed it w_ll 
be a distributing factor right along the seaboard. Will 
not that do away with the necessity for several connections 
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from the tableland to the coast ?7—I do not think so. What 
I want to know is why the producer in Glen Innes should 
be comyelled to convey his requirements 450 miles from the 
seaboard when he is within 100 miles of the coast. 

659. If a man at Glen Innes wanted to go to Coff’s 
Harbour or anywhere else on the North Coast line, could 
he not go from Guyra to Coff’s Harbour, which is a direct 
route’—That would certainly be a benefit under existing 
conditions, but we must look forward and take into con- 
sideration the benefiting of the largest area. It is admitted 
that there is something wrong when the country districts 
are not progressing as they should. We all know that the 
capital valuation of the railways has increased enormously 
during the last ten years, but preduction has not increased. 
To my mind the whole thing could be solved by reducing 
the cost of living in the country, and if I were in control 
of Parliament I would drop every other problem and solve 
that one, because under present conditions we are facing 
national bankruptey. 

660. Are you aware that the Railway Department esti- 
mates that there would be a loss on the proposed line if it 
were built?—It would not pay at the start, but that should 
not be the deciding factor. If the line will not increase 
settlement and production, it should not be built, but I do 
not for one moment think that we are going to stop alto- 
gether and that production and settlement are not going 
to increase. With the present settlement and production 
the line would not pay, but as railways are built for the 
purpose of increasing both production and settlement it 
would be only a matter of two or three years until this 
line paid. 

661. The Committee is considering the expediency of 
constructing lines of railway from Glen Innes to Inverell 
and from Guyra to Inverell. If the connection from Guyra 
to Inverell is decided upon the line will be extended from 
Guyra to Dorrigo. If the line from Glen Innes to Inverell 
is built the connection with the coast will be from Tenter- 
field to Casino. What is your opinion with regard to the 
construction of either of these connections with Inverell ?— 
I do not think there is much argument about it. If you 
are going to consider the Inverell, Boggabilla, and North 
Coast people, the line from Glen Innes to, Inverell should 
be built. 

662. Would not the North Coast people be served if the 
coastal connection were built via Guyra?—That would be 
increasing the cost. Why not have a direct route from 
Boggabilla to Glen Innes? <A line from Inverell to Ten- 
terfield would be better still for the Inverell people. The 
time will come when Inverell will be connected with 
Grafton, and then Moree and Boggabilla will have direct 
communication with the coast at Grafton. Why not make 
the line fairly straight? There are two things to con- 
sider—the settlers on the line from Boggabilla to Inverell, 
whose best market will be the North Coast and Southern 
Queensland, and which is the shorter route. You would 
open up much better country between Inverell and Glen 
Innes. We are getting wheat from within 20 miles of 
Glen Innes. 

663. If that country develops to any extent, would it 
not be a factor in the export trade?—Possibly. If it does 
become a factor in the export trade, why not ship the 
wheat at Grafton instead of sending it to Sydney, a dis- 
tance of 400 or 500 miles? 

664. It could be shipped at Grafton and then taken to 
Sydney ’—Yes. We get practically the whole of ovr 
second-class freight from Sydney via Grafton now, and 
bring it over the road by motor lorries. That should not 
be necessary in a country like this. 

665. Mr. Burke.| You are advocating the Tenterfield- 
Casino line as against the Guyra-Dorrigo line?—Yes, at 
the present time. 

666. Are you aware of the difference in cost?—No. 

667. The Tenterfield-Casino line would cost £2,500,000, 
and the Guyra-Dorrigo line £1,500,000. Do you know the 
country which would be served by these lines?—I know 
the country from Tenterfield to Casino, but I do not know 
the Dorrigo country. 
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668. Do you consider that the country between Tenter- 
field to Casino is specially suitable for closer settlement ? 
—Undoubtedly. 

669. Where?—From within 20 miles of Tenterfield to 
the coast. 

670. Would you say that the country from 13 miles on 
the Tenterfield side of Drake right on to the coast was 
suitable for closer settlement ?—Yes, it is dairying coun- 
try, or it appeared to me to be dairying country as I was 
travelling along the main road. 

671. Do you not think that there must be some engineer- 
ing difficulties when it costs £33,000 a mile to construct a 
line ’—Yes, but the extra cost of a railway should not be 
the deciding factor. 

672. If we can build a line that will give the same 
facilities for £1,000,000 less, do you not think that that 
should be considered /—What should be considered is that 
the North Coast people would be getting a cheaper product 
and that the Boggabilla people would be getting a better 
market. 

673. But they would get the same facilities with a line 
via Guyra’—Yes, with 250 miles of railage added on. 
From Inverell to Guyra and up the North Coast line via 
Coff’s Harbour would add 250 miles to the railage. 

674. As a business man, would not the cost be the first 
thing you would look at if you were carrying out a work ? 
—I would look at the serving of the people and not the 
cost. 

675. It would not matter whether you lost or not ?— 
We have to admit that a line from Glen Innes to Inverell, 
or one from Guyra to Dorrigo, would not pay at the start, 
but I say that a line from Inverell to Glen Innes, and a 
connection with the coast from Tenterfield to Casino, 
would be the better proposition, because it would serve 
more people settled on the land. Not only would it be 
advantageous to the people on the North Coast, but it 
would also be advantageous to the people as far out as 
Bogegabilla. 

676, But would not a line from Guyra to Dorrigo serye 
those people reasonably ’—It would serve a purpose in 
time, but 200 miles would be added to the carriage. 

677. That would occur wherever you put a line?—You 
have not counted the cost of the bridge aeross tha Clarence. 

678. That bridge is part and parcel of the North Coast 
line, and has nothing to do with the proposals under 
consideration. That bridge will be built whether the lines 
now being inquired into are built or not?—I fail to see 
that the North Coast line is necessary. 

679. But the whole of the State must be considered as 
well as this portion of New South Wales?—I grant that, 
but in the matter of railway communication with the 
coast we must take into consideration the best and cheapest 
route compatible with access to the seaboard. 

680. If you, as a business man, had to consider the build- 
ing of two lines of railway to reach the same objective, 
would you not decide to build the line which cost least? 
Why go on with the North Coast line at all? It is not 
necessary. All it will do will be to serve two capitals. 
When the freight from Sydney to Glen Innes is £9 5s. a 
ton, how can you expect people to grow wheat or wool, 
especially when you have it in your power to reduce the 
freight by £2 a ton? I would connect every centre in the 
country with a seaport and reduce freights. 

681. Mr. Drummond.| Have you any idea of the differ- 
ence in the volume of trade between Inverell and Guyra 
and Inverell and Glen Innes?—The Glen Innes-Inverell 
trade is twenty times as great. 

682. If a railway were built from Guyra to Inverell, do 
you think that the bulk of the traffic which now comes 
through Glen Innes from Inverell would ke deflected via 
Guyra‘—I think it would. The Brisbane traffie migtt 
stay here. 

683. The travellers who come to Glen Innes to do busi- 
ness would go back to Guyra and across to Inverell by 
train if the proposed line were built instead of by car as 
they do now ¢—Yes, 

















684. I understood you to say that the wheat country 
between Glen Innes and Inverell started from about 
Waterloo Station in towards Inverell. Is not the country 
on this side of Waterloo Station suitable for other forms 
of production ?—Yes, for the growing of maize and oats. 

685. From your dealings with the men on the land there, 
would you say that that country was suitable for closer 
settlement ?—Absolutely. 

686. The Railway Commissioners say that any figures in 
regard to probable revenue from the proposed line would 
have to include a debit for loss by diversion of business 
from the present Moree-Inverell line?—I say that the 
politicians who built the line from Moree to Inverell 
should stand the loss. Why should we suffer for the sins 
of the log-rolling politicians ? 

687. That is not the point. I am trying to elicit from 
you some information as to whether in your opinion any 
ficures in regard to the probable revenue from the proposed 
line would have to include a debit for loss by diversion of 
business from the Moree-Inverell line?—I certainly think 
it is a very sad thing that we have to suffer because that 
particular project was carried out. 

688. You said that if the proposed line were built it 
would make settlement more profitable. I take it that you 
wish to convey to the Committee that there would be an 
inerease in settlement ?—Undoubtedly. 

689. Do you think that that would compensate the Rail- 
way Department to any appreciable extent for the loss in 
revenue on the Moree-Inverell line which would be occa- 
sioned:if the line from Glen Innes to Inverell were built ?— 
Tt is very sad that we should have to suffer because the 
line from Moree to Inverell was built. 

690. But an increase in settlement would counterbalance 
any loss?—It would in time. I can quite understand the 
feelings of the Railway Commissioners. 

691. At the present time the mill at Inverell has, in 
most cases, to draw wheat for a considerable distance 
below Inverell. Does not that indicate that that wheat 
has to be obtained from a greater distance along the Moree- 
Inverell line?—The Swan Vale district would grow all the 
wheat we wanted. The Inverell mill gets the whole of its 
wheat from along the Moree line as far as Gravesend. 

692. In view of the consumption of your flour which 
would eventually take place on the North Coast, do you 
think that the Swan Vale area could produce sufficient 
wheat for your requirements ?—It could not if we got the 
Southern Queensland and the Northern Rivers markets. 

693. Reverting to the question raised by Mr. Burke with 
regard to the Guyra-Dorrigo and the Tenterfield-Casino 
lines, I might point out that the distance from Glen Innes 
to Tenterfield is 28 miles, and from Tenterfield to Casino 
83 miles, or 141 miles in all. If there were any demand 
for your product in the Grafton district and further south, 
you would have to travel southward from Casino to Grat- 
ton, a distance of 65 miles, which would make it 206 miles 
from Glen Innes. The distance from Glen Innes via 
Guyra and the Dorrigo to Casino is 228 miles approxi- 
mately. Taking these factors into consideration, and the 
fact that £1,000,000 extra would be involved in the cost 
in the construction of the line from Tenterfield to Casino, 
do you still think it would be a business proposition to 
recommend a line from Tenterfield to Casino in preference 
to one from Guyra to Dorrigo?—I do. Certainly you 
would save on freights, and the saving on freights is. the 
thing we want to take into consideration. 

694. Would the fact that the distance from Grafton to 
Glen Innes via Dorrigo and Guyra was 22 miles longer 
make an appreciable difference in the cost of living ?—It 
would.” Of course, it would not make as appreciable a 
difference as if the distance were 100 or 108 miles. 

695. I think you stated that the frieght on jam was 
£9 5s. a ton, which represented approximately 3d. on a 2-lb. 
tin of jam. Do you know that that works out at £14 a 
ton?—You have to add the weight of the-case, from which 
no revenue is obtained. 





43 


{Vidnesses— F. S. Mackenzie and H. A. A. Tutt, 7 July, 1923. 


G9G. ‘he actual cost of the article depends on the general 
all-round charges. If you buy jam at 14d. per lb., you 
have certain charges to add for freightage and other 
expenses, and for these you have to strike a proportionate 
rate to meet your abilities /—Yes. 

697. So that a considerable reduction in freight would 
enable you to definitely reduce your general charges {— 
Undoubtedly. 

698. You regard the construction of a line from Inverell 
to the coast by either route as a definite factor in stabilis- 
ine and increasing settlement and production ‘—Yes. 


Uerbert Arthur Allan Tutt, general contractor, Glen 
Innes, sworn, and examined :— 

699. Mr. Burke.| Will you please make a statement to 
the Committee with reference to this proposal?—I have 
come before the Committee principally to bring under 
notice the wonderful timber resources of the eastern slopes 
which I am now exploiting. I have pine mills on the 
eastern slopes, and in view of the development of trade 
with the western districts I anticipate making the concern 
a pretty big one. At the present time the business 1s not 
in a very big way, but under present conditions my antici- 
pated output runs into 15,000 or 16,000 feet of pine per 
week. The bulk of that pine will go to the western dis- 
tricts. That estimate represents roughly an output of 
780,000 feet a year, or, approxiamtely, 975 tons of freight. 
The timber resources of the locality in which I am operat- 
ing are absolutely unlimited, not only so far as pine 1s 
eoneerned, but so far as other millable scrub woods and 
snft woods are concerned. The same applies to the very 
high grade hardwoods such as spotted gum and _ tallow- 
wood, without taking into consideration the ordinary hard- 


woods. Owing to the haulage distance it is impossible to - 


handle timbers other than high grade ones. It is only 
timbers such as pine, spotted gum, and tallow-wood which 
can be drawn that distance and put on the market. The 
trade in ordinary hardwoods must be done closer at hand, 
because the competition is very keen. There are many 
small mills about which can draw supplies from a nearer 
quarter. The whole of the eastern slopes contain wonder- 
ful timber resourees which have been hardly tapped as yet. 
In the Glen Elgin district, particularly, there is a very 
fine area of softwoods, such as coachwood, sassafras, silky 
oak, white cedar, and even red cedar is now being ob- 
tained. I understand that a couple of teamsters have 
taken a contract to get 50,000 feet out of one area for 
delivery at the Glen Elgin mill. The cedar there is of 
high grade quality and is equal to the best obtainable in 
Australia. It can be milled at Glen Elgin. The same 
teamsters have offered to enter into a definite business 
proposition with me to take all that they can obtain. 

700. Where are your mills situated ?—At Newtonboyd, 
about half-way to Grafton on the main road. J am now 
moving them about 12 miles further down to bring them 
nearer to the pine belt. 

“01. What distance are your mills from Glen Innes ¢— 
About 44 miles, but I am moving them 12 miles nearer 
Grafton. 

702. Where is your present market ?2—Inverell, Moree, 
and Narrabri could take the whole of my output if I choose 
to let them have it. I am hauling by team and sending 
stuff to Sydney. I am in negotiation with a Sydney firm 
to take my output, but I would find a better market for it 
in the west, if it were not for the distance it would have 
to be hauled by team. 

703. Does your stuff go to Sydney, via Grafton ?—No, 
via Glen Innes. 

“04. What is the distance by road from your mills to 
Glen Innes and Inverell?—44 miles to Glen Innes, 86 
miles to Inverell. 

705. What is the cost of haulage from your mill to 
Tnverell?—About 15s. or 16s. per 100 superficial feet. 
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706. Is the bulk of your trade done with Sydney or the 
west ?—Mine is rather a new proposition, and se far I have 
about an equal number of orders from both areas. As a 
matter of fact, I have had to stop taking orders on account 
of the limited output. I could sell at least 75 per cent. of 
my present output in the west. 


707. Would it not cost less-to have the timber hauled to 
Grafton than to Inverell?—Yes, for the Sydney market. 


708. Where does the timber country lie from your mills? 
—To the left of the road, in the Barney’s Hill area. 

709. What is the distance from your mills to it?—When 
J move my mills to the 56-mile peg the best pine will be 
Within 4 miles of them. 

710. Are the resources big?--The estimated quantity of 
visible pine alone is 2,000,000 feet. 

711. Do you know the Tyringham district ?——No, but I 
have had information about it from my miller who has 
done a considerable amount of milling on the Dorrigo. 
The quality of my stuff is, if anything, superior to the 
timber obtained about Tyringham. It is of very high 
grade quality, but I do not think there is an equal quan- 
tity of that particular timber in my locality. I think that 
the timber area is greater on the Dorrigo side. 

712. What are the principal woods you send te Sydney? 
—Principally Richmond River pine. 

713. Do you find the competition keen?—There is an 
open market for pine in any part of Australia. Every- 
where the demand is much greater than the supply. For 
many purposes American timbers are being very largely 
used, because the Americans are able to put them on the 
market cheaper than the local timbers. 


‘714, Why is that?—I cannot say exactly, but I have no 
doubt that the method of handling has something to do 
with it. So far as my knowledge of American milling 
goes, most of the mills are situated on the water and the 
logs are floated down to them. 

715. If the proposed railway from Glen Innes to Inverell 
were constructed it would be a stimulus to the timber 
industry in this district ?—Absolutely. IT am sure I could 
sell an increased output in the western districts. I antici- 
pate increasing my output in the near future, and T am 
certain that I could sell at least 30,000 feet per week in 
the western districts. 


716. Are you more interested in a line from Glen Innes 
i 


to Inverell than in a connection with the coast?—-A line’ 


from Glen Innes to Grafton would suit me better. It 
vould certainly tap bigger timber resources. 

w17. Are you in favour of the construction of a railway 
from Glen Innes to Inyerell?—Yes. JI know a good deal 
about the district, and I am of the opinidn that a railway 
from Glen Innes to Inverell would open up better country 
than would a line from Guyra to Inverell. The country 
between Glen Innes and Inverell is country which lends 
itself to closer settlement, and I think that a large popu- 
Jation could be settled there. If the proposed line were 
built there would be an extension of the market in the 
west for hardwoods which we are not now handling. I 
wes interested in the hardwood mill at Bolivia a little 
while ago. We were supplying Inverell and hauling by 
road, but the cost was too great. They are now principally 
using cypress pine, which, generally speaking, is not equal 
to the timbers obtainable on the eastern slopes. If we had 
railway communication I am sure that they would use at 
least 100,000 feet of hardwoods per week in the western 
districts. 

719. Has the north-west no timber resources ?—Nothing 
but cypress pine. 


719. If the proposed line from Glen Innes to Inverell 
were built and the line from Camurra to Boggabilla were 
constructed, you would have direct communication with 
the Queensland border?’—Yes, and we could supply these 
and other timbers. 


Andrew McAlpine, caretaker, cemetery, Glen Innes, 
sworn, and examined :— 


+20. Mr. Drummond.| Do you wish to make a statement 
with regard to this proposal?—I came on to New England 
in 1857, and to this district sixty-three years ago. In 1860 
it took us six months to travel from Grafton to Deepwater 
by bullock-dray. 

721. Are you in favour of the construction of the pro- 
posed line from Glen Innes to Inverell?—I am. I have 
been over the route many times, and a lot of land would be 
made available for closer settlement if the line were built. 
I remember well when the railway came to Glen Innes what 
a jump Glen Innes took. 

722, About 8 miles out from Glen Innes in the direction 
of Inverell closer settlement practically falls off. Is that 
due to the poor quality of the country or the lack of 
transport facilities?’—lI think it is due to the large estates. 
When Sir John Robertson’s Land Act came into operation 
[ was working in the bush, and the only man who would 
employ my father and myself was a squatter. After the 
passing of that Act people were able to go on to the land 
and get it anywhere for 5s. an acre. That was what they 
called occupation before survey. 


723. You said that the coming of the railway to Glen - 


Tunes promoted closer settlement. Did the large land- 
holders around cut their properties up?—A good many of 
them had to be cut up, because the selectors took up the 
land under Sir John Robertson’s Act. 

724. If the proposed railway were built, do you think 
that there would be an increase in settlement ?—Yes. 

725. With regard to railway connection with the coast, 
which do you think would serve the country best—a line 
from Tenterfield to Casino or one from Guyra to Dorrigo ? 
-—I think a line frem Guyra to Dorrigo. It is easier 
country to negotiate From about 18 to 20 miles from 
Guy Fawkes to Blake’s River there is a gradual slope all 


the way down, whereas here at the Big Hill there is a drop - 


of 1,600 feet in 14 miles. 

726, Do you think it is necessary that Inverell should be 
linked up with the coast?—Yes. I think it would be bene- 
ficial to settlement in the district. The line should ke 
built from Glen Innes to Inverell and then to the coast. 


Hon. John Wetherspoon, M.L.C., farmer and grazier, 
Glencoe, sworn, and examined :— 


a statement in connection with this proposal?—Yes, it 
reads as follows:—I am president of the Glen Innes-In- 
verell Railway League, and have always taken an active 
part in trying to secure railway connection between Glen 
Innes and Inverell. I have resided in the northern part 
of the State for upwards of seventy years, and have seen 
the Glen Innes district develop from its primeval condi- 
tion—a home of aboriginals—to its present prosperous 
position. Having noted the progress made up to the pre- 
sent time with the poor facilities available, I have Jong 
come to the conclusion that to make it what it should be, 
and to encourage settlers to more effort in its further de- 
velopment, the construction of more railways is absolutely 
necessary. First among these I place the connection of 
Glen Innes with Inverell, During my seventy years of 
residence here I have been “on the land,” and am able to 
state that there is no better district for closer settlement. 
I do not speak at random, I have done my share—ns very 
considerable share—of “ valuation of land,” and my work 
in this direction has been proved to be fairly corvect. T 
know all the large estates, and am personally acquainted 
with the country through which the proposed railway line 
would run. The iand is unsurpassed for closer settl»ment; 
and referring to King’s Plains, where I resided for several 
years, I consider the soil is of the best quality for agri- 
cultural, pastoral, or dairying pursuits. Wor wheat-grow- 
ing there are hurfdreds of acres which would return from 
25 to 35 bushels to the acre if properly cultivated. : 





. Mr. Travers.| I understand that you have prepared ‘ 














All through the length and: breadth of the country 
intervening, the opportunity for fanning  develop- 
ments is remarkable. There are thousands of acres 
nong the reute fit for the plough; and the pastoral 
portion has some of the best wool-growing country in the 
north; and if a quicker and cheaper means of transit were 
obtained I am contident a very considerable settlement of 
producers would soon follow. In my opinion, if sub- 
divisions are made, it would not be advisable to cut up the 
big holdings into larger blocks than from 200 to 500 acres 
on either side of the line for a distance of 5 miles out- 
ward from the line. On both the Inverell and Glen 
Innes ends I believe that, for 4 or 5 miles out, a good 
living area should be 100 to 150 acres for a family. I have 
visited many parts of the principal agricultural districts 
of New South Wales, but for quality of soil, climatie 
conditions, and general resourcefulness, the country under 
question is exceptional. I place 65 per cent. of the land 
as of high-grade quality, and as such it would quickly 
become the home of the best type of settlers. I have an 
intimate knowledge of the suggested alternative route via 
Guyra, and have no hesitation in asserting that (while I 
do not desire to draw invidious comparisons) the results 
whieh would follow its adoption would be far below those 
of the Glen Innes-Inverell route in the way of settlement 
and the general development of latent wealth and “ the 
greatest good of the greatest number.” This Glen Innes- 
Tnverell railway should be constructed, irrespective of any 
connection that may ultimately be made from New Eng- 
land to the coast. Its merits as a distinet line would 
justify this, striking, as the line would, at the very centre 
of the New England tablelands and serving the north and 
the south as well as Glen Innes. In addition to its im- 
mense geographical advantages this line would be a first- 
class revenue-earner, and would pay at least 70 per cent. 
better than the Guyra proposition. There is another as- 
pect of the question, and that is the national one. Par- 
ochialism is always a bar to progress. JI may be excused 
for stating-here that I have no personal interest to serve 
by so strongly advocating the Glen Innes-Inverell connec- 
tion, as the Great Northern railway running through my 
land at Glencoe serves my personal requirements. I have 
no axe to grind. But from my knowledge of this country 
and the progress it has made, even under the mismanage- 
ment of the years that have passed, I am quite convinced 
that if a line of railway were constructed from Inverell to 
Glen Innes and thence to the coast, a new era of prosperity 
would dawn for us. Exchange of products, service in 
times of drought (to mention only two of the many advan- 
tages) would justify this connection. Our distance by rail 
from the “ Highway of Nations” has been a heavy handi- 
eap, and this trouble can only be overcome by an outlet to 
the coast. Personally, I think it is a blot on our past 
legislation that one of the noblest rivers in the State has 
been left so long without just recognition—I mean the 
Clarence. If such a river were in any of the other States 
it would have been utilised long ago for the advancement 
of the country. When such men as Lord Hampden, Lord 
Chelmsford, Hon. Alfred Deakin, Sir Charles Wade, Sir 
William Lyne, and many others wondered why a line of 
railway had not been made to connect the fertile basin of 
the Clarence with the northern tableland, one wonders 
why this national work has been so long left undone. New 
England and the north-west should have had a railway to 
the coast long ago. The childish cry of the roughness of 
the country between the waters of the Clarence and the 
north-west of New South Wales can be easily shown to be 
more imaginary than real. Kennedy’s surveyed route 
shows this. The sooner the Government of this country 
determines to give proper facilities to the people to de- 
velop the natural resources of the land, by making national 
railways instead of some of the selfish one of the past, the 
better it will be for Australia. I may not live to see the 
advent of a railway to Grafton from Glen Innes, but as 
sure as the sun is in the heavens at no very distant date 
the two places will be only a few hours apart, and the 
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fruits and products of sub-tropical and temperate climates 
thus interchanged. Returning to the Glen Innes-Inverell 
route, the land adjoining would give the Government a 
wonderful opportunity to make use of its immigration 
policy. I am sure the land on the line to Inverell would 
be a safe investment for the Government. The construc- 
tion of the railway would be a great inducement for the 
settlement of men with a little capital, and with easy con- 
ditions of the re-payment of the principal involved would 
assure the success of the occupiers and of the State. 
Another factor of importance in favour of the Glen Innes- 
Inverell line is the fact that there are more people in 
Inverell and district than in all the places between it and 
the coast via Guyra. The same applies to Glen Innes, 
which has a still larger population. These facts prove 
that the revenue which would result from the Inverell- 
Glen Innes line would be infinitely greater than that from 
the Inverell-Guyra route, the latter being sparsely popu- 
lated, and the land very inferior, and not suitable for 
closer settlement. The comparatively large populations of 
Inverell and Glen Innes show that the surrounding lands 
are exceedingly productive, mixed farming, dairying, min- 
ing, and pastoral industries being most successfully carried 
on. What an increase in production and in population 
might be expected when proper transit facilities are given 
to these districts, it would be hard to foresee. The result 
would surprise the most hopeful prophet. Another point 
I wish to press in favour of the Glen Innes-Inverell line 
is in relation to the haulage. The height of Guyra above 
sea-level is 4,330 feet; distance from Inverell, 612 miles— 
a climb of 2,418 feet in that distance. Glen Innes is 
8,520 feet above sea-level and 42 miles from Inverell. The 
altitude of Inverell is 1,912 feet, only 1,608 feet to climb 
to Glen Innes. The longer route to Guyra and the higher 
altitude would mean extra expense in the running of 
trains. The sparse population would mean fewer passeh- 
ger fares to recoup such expense. (Compare the motor 
traffic at present by the respective routes—the contrast 
speaks volumes in favour of the Inverell-Glen Innes route.) 
Besides, why should we climb a second time to the roof of 
New England, seeing that the Great Northern trunk line 
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connects Glen Innes with Guyra? The greatest demand 
for the products of the tableland and Inverell comes from 
the north and north-east, then why drag such products up 
the hills to Guyra from Inverell in order to haul them 
down again to Glen Innes and on to the north and north- 
east? Another point is the consensus of opinion ex- 
pressed in evidence as drawn from the reports of the most 
recent inquiries by the Publie Works Committee and the 
Decentralisation Committee. In 1916, of the witnesses 
examined the numbers were:—In favour of Glen Innes- 
Inverell line, 84; Northern Rivers, 48; total 132; while 
those who favoured the Guyra route were only 62—mostly 
interested residents along that route. Decentralisation 
Committee; 23 in favour of the Glen Innes-Inverell route, 
6 against, making a total in both inquiries of 155 for, and 
68 against. It cannot be said that all of these advocates of 
the Glen Innes-Inverell route “had axes to grind.” The 
estimate of the extent of arable land on this route as stated 
by the District Surveyor (21,000 acres) cannot be allowed 
to pass unquestioned. The evidence of Mayor Cramsie, 
who still has interests in the Glendon Estate, is a positive 
contradiction to the Surveyor’s statement, which is also 
contradicted by the evidence of Mr. F. G. Finlay, a pre- 
vious District Surveyor, and also Chairman of the Land 
Board for thirty-five years, and subsequently of the Closer 
Settlement Board, of which I also was a member. The 
figures were given by Mr. Vincent in his evidence. Mr 
Finlay’s long association with the district and his un- 
doubted knowledge of the value and productivity of land 
render his opinion of unbounded value. Again Federation 
should have given a fresh impetus to railway construction. 
The petty jealousies of the States should be set aside in 
the advancement of the Commonwealth as a whole. For 
defence purposes our railway system should be one also. 
As we are an indissoluble union we should work for the 
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common good of all and not regard our yarious railway 
lines as if they belonged to different nations. In the event 
of war (which God forbid) the cross lines would play a 
very important part, and one of the most important would 
be the Glen Innes-Inverell connection. The centres of 
industry and consequent population have a right to de- 
mand safeguards for their security. Well-built and neces- 
sary railway lines will never be a loss to the country. In 
conclusion, I must emphatically declare that the Glen 
Innes-Inverell route is very much superior to any of the 
other rival routes, and if the Government would make 
provision for the obtaining of money to assist bona-fide 
epplicants—Australian or British—the results of settle- 
ment would far exceed anything yet seen in our State. 
We have the fertile land—all we need is judicious manage- 
ment, and prosperity will be ours. Another point to be 
considered is that of water supply for engine use. At 
present Guyra is being served by train with water from 
Glen Innes, and such will always be the case in dry sea- 
sons. Guyra has no large water resources. The catch- 
ment area is very small, and the making of a reservoir 
would be a very expensive coneern. The bottom seems to 
have fallen out of the lagoon, and as there are no large 
rivers from which a supply could be obtained. 

728. In your statement you referred to certain large 
estates which would be within the influence of the proposed 
line. What are those estates being used for now?— 
Grazing. 

729. What are the names of those estates?—Glendon, 
King’s Plain, and the two Newsteads. 

730. Are they outside the influence of railway communi- 
cation ?—They are all within the 12-mile radius. 

731. Is there any likelihood of these estates being cut 
up if the proposed railway from Glen Innes to Inverell is 
built ?Yes. 

732. It has been suggested that to serve King’s Plain 
and Wellingrove the proposed line should be deviated to 
the north. Would you care to express an opinion on that? 
—It would be immaterial which route was taken. 

733. You stated that the country between the two points 
was unsurpassed for closer settlement, and you made some 
references to the District Surveyor. Giving evidence at 
Armidale before this Committee the District Surveyor said 
that within the influence of the 12-mile zone of this railway 
there was an area of about 483,000 acres, and he added that 
“of this area there were about 425,000 acres of alienated 
and long-term lease lands; about 21,000 acres are suitable 
for agriculture; 318,000 acres for dairying and grazing, 
and 86,000 acres comprise poor grazing land.” This means 
that the average of agricultural land between Inverell 
and Glen Innes is about 1 acre in 23, or about 44 per cent. 
What is your opinion ?—The estimate is quite wrong. The 
estimate obtained years ago shows that at the lowest there 
were 150,000 acres of good agricultural land. I have lived 
on every one of these estates and have been over every 
acre of them, and J think that I have a knowledge of agri- 
culture which is a long way ahead of that of the Districé 
Surveyor. 

734. About one-third of the land is suitable for agricul- 
ture ?—Yes. 

735. Do you mean for wheat-growing principally ’—For 
all kinds of products. It would grow wheat to perfection, 
because I had a harvest many years ago on one of these 
properties. 

736. From the point of view of closer settlement, where 
would you look for the best resulta, between Glen Innes 
and Swan Vale, or between Swan Vale and Inverell ?—It 
is a matter of half and half. You are dividing fine agricul- 
tural land at both ends. I believe the area between Swan 
Vale and Inverell would take first place to a certain extent, 
leaving out the country within 12 miles of the existing 
railway. On the whole, however, there is very little dif- 
ference between the two areas. 

737. You referred to the advisability of cutting up the 
big holdings into blocks of from 200 to 500 acres on either 
side of the proposed line for a distance of 5 miles. What 


did you have in mind when you suggested these living 
areas—what would a farmer do on them ?—Go in for mixed 
farming. 

738. Is there much of that high-class country ?—A good 
deal of it. 

739. If a man grew wheat would he get a living off 200 
acres?—If he had to depend on wheat alone he would 
require mcre than 200 acres. 

740. For mixed farming he would require about 500 
acres ?—From 200 to 500 acres. Of course, there would be 
portions of the country where the areas would have to be 
made larger for the benefit of the settler. Some settlers 
could live on 100 acres, whilst others could not live on 
1,000 acres, and these are the men we want to encourage. 

741. On the purely grazing country what would be a liv- 
ing area?—From 500 to 1,000 acres. The country w ll 
carry one sheep to the acre year in and year out, except, 
of course, when there is a drought. 

742. You stated that a line from Glen Innes to Inverell 
would earn at least 70 per cent. more than a line from 
Guyra to Inverell. The Railway Commissioners, in their 
statutory report, say: 

The working expenses for a datly train service between 

Glen Innes and Inverell would amount to approximately 
£14,000, and for the Guyra line it would be about £17,000 
per annum. Any figures in regard to probable revenue would 
have to include a debit for loss by diversion of business from 
the present Moree-Inverell line, but as previously stated, the 
Commissioners are unable to furnish any reliable inform- 
tion in respect to earnings beyond pointing out that the high 
operating costs on ordinary country branch lines generally 
absorb the actual revenue, thus leaving the interest charge 
on the capital cost unprovided for. Even this would be a 
much too favourable view to take of the proposals under 
consideration, and as, in the case of Glen Innes-Inverell, the 
interest charge alone amounts to £29,895, and for the Guyra 
connection, £33,014, it would seem that the construction of 
either line would only add to the already heavy burden 
imposed upon the railway revenue from non-paying lines. 
In the case of the line between Glen Innes and Inverell 
the working expenses would be £14,000 per annum, and the 
Railway Commissioners estimate that that is as much as 
they could expect in revenue. The working expenses of a 
line from Guyra to Inverell, they say, would run into about 
£17,000 per annum, and the revenue would be about the 
same. In both cases they put the revenue down at about 
£270 per mile. What have you to say to that?—What you 
have quoted are merely estimates. In the event of a popu- 
lation being settled on these lands, what would the return 
be with proper communication with the markets of the 
world? 

743. I take it your opinion is that the revenue estimated 
by the Railway Commissioners would be considerably in- 
creased /——Immensely increased. 

744. Have you formed any views with rezard to railway 
connection with the coast?—At the present time my only 
object is to get the line from Glen Innes to Inverell built. 
It will be for other generations to say what points on the 
Great Northern Line and the coast should be connected. 

745. You are of the opinion that a line either from Guyre 
to Inverell, or from Glen Innes to Inverell, should stand 
on its own as the local line independent of any subsequent 
connection with the coast ?—Yes. 

746. When the extension of the line from Moree to In- 
verell was being considered you will remember that the 
question of a line from Glen Innes to Inverell was also 
under review. Do you think that the right thing was done 
at that time?—No, the greatest piece of mismanagement 
ever perpetrated in connection with the railways of New 
South Wales was the extension from Moree to Inverell. 
It barred the whole of our chances here, but I know the 
secret why it is there. 

747. You believe that good results generally would follow 
the construction of a line from Glen Innes to Inverell 7— 
T think it would be to the benefit of the country generally. 
Sooner or later the railways will be federated, if Federation 
is to be completed, and then the railways will be built 
where they are required and will not go to places where 
they are not required. 




















748. Mr. Drummond.| You heard what Mr. McAlpine 
said with regard to closer settlement round Glen Innes. 1 
pointed out to him that when you got 8 or 10 miles out 
from Glen Innes in the direction of Inverell closer settle- 


‘ment practically ceased. What reason would you advance , 


for that ?—The large estates have stood in the way.- In the 
days of old they could take up 40 acres and secure as many 
aeres as they liked afterwards. It was in those times that 
those estates were secured, and it ‘6 impossible for the 
publie te get them when they are privately held. One 
of the reasons given for want of population is that land 
is not obtainable, but the Government can resume land 
where it is wanted. If these lands were unlocked to the 
people I am quite certain that there would not be an acre 
left in two or three years’ time. 

749. The distance between Glen Innes and Inverell is 
42 miles, and it has been stated that the whole of the 
intervening country is practically served by a railway, the 
farthest point from an existing railway between Inverell 
and Glen Innes lines being 21 miles. How do you regard 
that statement?—I cannot see that at all. If a railway 
were built from Glen Innes to Invere!l, it would ensure 
the whole of the land being taken up, because we would 
have at our disposal markets that we have not got at the 
present time. Fancy a man producing stuff in Invereil 
and sending it round via Moree to get to the north, which 
is his natural market! No matter what politicians may 
say, no matter what Governments may advance, the north 
is going to be the market for the New England Tableland. 

750. At what distance from rail can one successfully 
engage in farming now?—Not more than 12 miles. 

751. Your point is that to get to the natural markets the 
producers on New England have to travel abnormal dis- 
tances /—Yes, that is my point. 


Alderman Edgar James MacIntyre, master butcher, Glen 
Innes, sworn, and examined :— 


752. Mr. Doe.| The Committee has four railway pro- 
posals before it—lines from Glen Innes to Inverell, from 
Guyra to Inverell, from Guyra to Dorrigo, and from Ten- 
terfield to Casino—and we would like to hear your views 
with regard to one or more of these proposals ’—Glen 
Innes is the most important division so far as the fat- 
stock market of the north is concerned. We depend for 
our supplies eight months out of the twelve on the south, 
on the east, and more particularly on the west. Many 
times we have been forced to go to Homebush in order to 
get supplies, owing to the inadequacy of railway communi- 
cation. The stock have to be trucked from Homebush to 
Glen Innes and other New England centres, but if the 
line were constructed from Glen Innes to Inverell it would 
open up a very big area for fat-stock supplies so far as 
this town is concerned. The owners of stock send it to 
Homebush because the trip overland to Glen Innes would 
cause the beasts to lose much of their condition. If we 
had railway communication from Tenterfield to Casino it 
would be a great help to settlers on that side of the north- 
ern line. Daily there are heavy truckings of stock for 
the metropolitan markets at Glen Innes, and that stock 
loses a good deal of condition owing to its being driven 
over the roads. If we had a railway from Glen Innes to 
Inverell, and another from Tenterfield to Casino, the stock 
would be landed here in a much better condition than it 
is. The country to the west of Glen Innes in the direction 
of Inverell is suitable for intense cultivation. 

753. Do you know the country between Inverell and 
Guyra?’—Yes. 

754. Which line do you think would be the better to 
construct—from Glen Innes to Inverell, or from Guyra 
to Inverell ?—I say emphatically that it would be better to 
build a line from Glen Innes to Inverell. 

755. Why ?—Because of the nature of the country. 
Practically two-thirds of the country between Glen Innes 
and Inverell within a fair distance of the proposed line is 
purely agricultural country of the best quality, whereas a 
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line from Guyra to Inverell would pass through sheeep 
country. There might be a little agricultural country, 
but it is not of the same class as the country between Glen 
Innes and Inverell. 

756. Do you know the country between Tenterfield and 
Casino ?—I do. 

757. Do you know the country between Guyra and Dor- 
rigo?—Yes. I have been through it, but I have not got 
such a great knowledge of it as I have of the other country. 

758. Have you sufficient knowledge of it to make a 
comparison between the two routes from a setlement and 
producing point of view generally ?—No. 

759. How would you describe the country between Ten- 
terfield and Drake?—It is grazing country, but there are 
areas which are suitable for agriculture. 

760. It would be very difficult to reach an elevated rail- 
way from that country ?—It would. 

761. So there would not be very much agriculture there ¢ 
—No, fat stock and timber would be the main things. 

762. Taking into consideration the fact that the pro- 
posed railway from Tenterfield to Casino will cost in round 
figures £2,500,000, and that the railway from Guyra to 
Dorrigo will cost £1,500,000, and that, generally speaking, 
the country between Guyra and Dorrigo is much better 
from a settlement point of view, and would yield consider- 
ably more freight for a railway, would you say that the 
line from Tenterfield to Casino should be built in prefer- 
ence to that from Guyra to Dorrigo?—I advocate the Ten- 
terfield-Casino line solely on account of the isolation of 
the country. Along that line there are vast areas of Crown 
lands, or lands held on long leases which will expire within 
a given number of years. On the other hand, most of the 
country between Guyra and Dorrigo is freehold, and some 
of it is held in fairly big areas. 

763. Where do you get your sheep for butchering /—We 
depend on the west. We drive the sheep from Inverell or 
buy them at Homebush and truck them to Glen Innes. 

764. Which method do you find the better’—Since we 
had the dry weather the best method has been to get them 
by rail, because they will not stand the journey over the 
roads now. All the stock routes are eaten out, and from 
the time they start to travel until they reach here there 
iz absolutely nothing for them to eat. 

765. In the event of a railway being built either from 
Guyra or Glen Innes to Inverell, you could get your sheep 
trucked from Inverell ?—Yes. 

766. Except in good seasons ?—Yes, during a few months 
of the year we can get them locally. 

767. There would be times when you. would prefer to 
drive them ¢—Yes, but that would not be very often. It 1s 
better to rail the sheep when they are coming off the 
natural pastures in the west, which are comprised of herb- 
age, on to our New England pastures. They do not take 
to the New England pastures very kindly, but if you 
trucked them you would have them here within a few 
hours. 

768. Are sheep fattened in the Glen Innes district?— 
Yes. 

769. What proportion of the sheep that you kill are 
local sheep ‘—About 35 or 40 per cent. 

770. How many butchers are there in this town ?/—Seven. 

771. Can you give the Committee any idea as to the 
number of sheep that come from other parts annually ¢— 
I suppose 5,000 or 6,000 sheep per annum are killed for 
local consumption. 

772. For consumption in the town and the immediate 
district ?—Consumption in the town and its surroundings. 
A fair quantity of mutton is dressed in Glen Innes and 
sent as far as Grafton per motor car. During the winter 
months they prefer to buy them ready slaughtered. 

773. What does it cost to send a sheep carcase to Graf- 
ton per motor?—3s. to 3s. 6d. 

774. Are many cattle obtained in the country west of 
Glen Innes ?—A good number. 

775. A good number are fattened locally ?—Yes, 
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776. What proportion of locally fattened cattle are 
slaughtered for consumption in Glen Innes ?—50 per cent. 

777. Do you get cattle from the country to the east of 
Glen Innes ?’—Yes. 

778. Stores?’—At times fat cattle, too. At the present 
time, and for the past two months, we have been dependent 
solely on the east for our cattle. 

779. What part of the east?—From the country from 
within a line about Casino to Mount Mitchell—that is, the 
run of country along the Mann and Henry Rivers. 

780. Do you get any cattle from Ebor?—No, we do not 
go that far. 

781. I suppose the towns lower down would draw from 
Ebor ?—Yes. : 

782. Have you anything to say with regard to agricul- 
tural possibilities ’—I have nothing to add to what I have 
already said. J maintain that a line of railway from Glen 
Innes to Inverell would open up very fine agricultural 
country which would carry a big population. It is not 
cleared country; it is country which has to be improved. 

783. Mr. Drummond.| On the whole, the seasons here 
are regular ?—Yes. , 

784. At what time of the year would you require to 
bring stock into this district for killing?—We generally 
start in the late autumn, and it is nearly Christmas before 
the stock here has sufficient condition to warrant its being 
slaughtered. 

785. From your knowledge of the meat industry, do you 
think that if the proposed railway from Glen Innes to 
Inverell were built, and there was a subsequent extension 
to the coast, that there would be a tendency for a local 
killing industry to be established? I do. 

786. Do you think you would get sufficient supplies from 
the north and north-west districts to develop that industry ? 
—I have no hesitation in saying so. 

787. Your experience has led you to believe that it is 
necessary to have the system co-ordinated so that you can 
take advantage of the supplies wherever they may be/— 
Yes. 

788. It is only 42 miles from Glen Innes to Inverell. 
Ts not that a short distance to drove—does that distance 
make a marked difference?—At the present time it would. 
It has been generally acknowledged that, provided they get 
ample food on the roadside, from 6 to 8 miles a day is 
‘a sufficient distance to drive sheep. That would mean five 
or six days on the road at the present time, and with the 
stock routes devoid of pasture it would mean that those 
sheep would lose condition travelling between Inverell and 
Glen Innes. 

789. So it is necessary that you should have railway 
communication to get your stock across in the best con- 
dition ’—Yes. 

790. Is the Committee to infer that for practically half 
the year you have to bring your fat stock from Homebush 
and other districts to the south?—I have done that to a 
fairly considerabie extent. During a season like this, when 
the stock routes are so bare of pasture, you have no alter- 
native. You must either go without or bring your stock 
here by rail. 

791. From your knowledge of the New England Table- 
land, would you say that it was fattening or wool-growing 
country /—It is wool-growing country. There are holdings 
here which produce very fine fat stock, but they are hold- 
ings which are well improved. When there is a good 
drooping season here we fatten a fair quantity. 

792. If the tableland were connected with the coast by 
rail, do you think that there would be a fairly good market 
on the coast for western fat stock?—Yes, the Northern 
Rivers get their supplies of sheep from Sydney hy boat. 








—_— ———— 


Perey Sing Young, manager for Kwong Sing Long & Co., 
general storekeepers, Glen Innes, sworn, and examined :— 

793. Chairman.| I understand that, as well as being 
general storekeepers, your firm are also e@raziers?’—Ves. 
We also have large agricultural interests, and are inter- 
ested in fruit-growing. 


794. The Committee is inquiring into the expediency of 
constructing a line of railway from Glen Innes to IJn- 
verell. Would you give your views upon the proposal ’— 
I estimate that between 3,000 and 4,000 tons of produce, 


including chaff, corn, and potatoes, are dealt with during — 


the season by my firm on consignment to other districts. 
As I said, my firm has large agricultural interests, and 
produces corn, chaff, and potatoes, and is also interested 
in the fruit-growing industry and sheep-grazing. In good 
seasons we produce about 1,000 tons of potatoes, 200 tons 
of chaff, and 150 tons of corn on about 600 acres of 
cultivated land at Red Range and Plain View. If we 
had direct railway communication with Inverell the dis- 
tance by which the carriage of our produce to the north 
and north-west would be shortened would be about 300 
miles. We use teams for the transportation of our pro- 
duce to Inverell, the cost being from 40s. to 45s. per ton, 
but if the proposed railway were built the freight would 
work out at under 10s. per ton. Recently we subdivided 
and sold for settlement three blocks at Plain View, which 
is situated about five miles from Glen Innes. I am of 
the opinion that if the proposed line were constructed 
there would be mugh more settlement in the district. 


795. With respect to the 3,000 or 4,000 tons of produce 
that your firm deals with annually, how mueh of it comes 
from Inverell or goes to Inverell?—At the present time 
we are sending some to Inverell, some to the north-west, 
but most to Queensland. If we had direct railway com- 
munication with Inverell we would send more to the north- 
west. 

796, What is the tonnage that your firm sends by road 
to Inverell during the year ?—About 100 or £00 tons, 

797. Do you get any produce from Inverell by road ’— 
Not much. Most of our business is done between Glen 
Innes and Inverell. 

798. You do not get much back-loading?—No. We send 
potatoes and other produce to Inverell, and generally get 
flour for back-loading. 

799. Generally, you think that the construction of a 
railway from Glen Innes to Inverell would enable you to 
sella larger quantity of produce at cheaper rates in Inverel! 
and in the north and north-west districts than you do 
now ?—Yes. At the present time the cost of road trans- 
port to Inverell is from £2 to £2 5s. per ton, but if the 
railway were built the freight would be under 10s. per 
ton. 

800. Mr. Drummond.| There is a large production of 
potatoes in this distriet?—Yes. There is a lot ef land 
suitable for growing potatoes, In a good year we would 
have two or three farms going, and would grow about 1,000 
tons of potatoes. 

801. Your firm handles that 1,000 tons ?—Yes. 

802. Is there much demand for potatoes in Inverell and 
in the country to the west and north-west of Inverell ’— 
There is a big demand for them. They do not grow many 
potatoes there, because the climate is too warm. 

803. When you send potatoes to the north-west do you 
truck them via Werris Creek ?—Yes. 

804. How many tons a year would you send to the north- 
west via Werris Creek ?—About 100 or 200 tons. 

805. Do you send any potatoes towards Grafton?—.We 
send some to Grafton, 

806. How do you send them?—By team. 

807. What quantity of potatoes would you send to 
Grafton in the course of the year?/—Not a large quantity. 
We have an occasional team going down. 

cos. If there were a railway from Glen Innes to In- 
verell and a connection with the coast do you think there 
would be a big trade between the tableland and the coast? 
—I do. At the present time we send a lot of goods by 
team to people along the road. If there were railroad 
connection between Inverell and Grafton I think a lot of 
goods would be carried between the two places. Goods 
could be forwarded from Sydney to Grafton by boat and 

















— 


trucked direct to Glen Innes or Inverell and further west. 
Now goods that are sent to Grafton by steamer have to be 
carried to Glen Innes by motor lorry. 

809. Do you get goods sent from Sydney to Grafton by 
steamer and have them carried to Glen Innes by motor 
lorry ?—Yes. 

810. Ts that cheaper than to have them carried by rail? 

A shade cheaper, but, of course, it takes a little longer. 
If there is a sudden rush you sometimes have to wait a 
week or two for your consignment to be delivered. 

811. Getting goods via Grafton under present conditions 
is not too reliable so far as deliveries are concerned ?— 
No, the railway is more convenient for merchandise. 


Heury Cleve St. Vineent, secretary of the Glen Innes- 
Inverell Railway League, further examined :— 


812. Chairman.) I understand you wish to make a fur- 
ther statement on this proposal?—Yes. I wish to read, 
for the information of the Committee, the following 
article, published in one of the local newspapers, showing 
the exports from Glen Innes :— 


For the six months ended 30th June, 4,146 tons of chait 
have been despatched from Glen Innes (truck loads only 
taken into consideration). ‘Chis quantity, averaged at £5 per 
ton nett to the owner, represents £20,730. Five hundred and 
thirty-one tons of maize have been despatched (lots of less 
iban 1 ten not included). This, averaged at os. por bushel, 
represents £5,510. The major portion of this comimedity has 
becn sent into the Gtought-stricken area of the north and 
north-west for the feeding of starving stock. <A total of 
1.295 tons of potatoes has been despatched (lots of less than 
1 ton not included). This averaged at £7 a ton, represents 
£9,065. Fully 65 per cent. of this commodity has been sent 
on to the Queensland market, notwithstanding that Tas- 
mavia ean find a market for thousands of tons of potatoes 
each year in our own State’s market. Railway frieghts are 
not to blame in this instance, as potatoes can be landed on 
to the Syduey and Neweastle market at a much cheaper rate 
than on to the Brisbane market. Perhaps a little more 
attention in the matter of grading and the general appear- 
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ance, on the part of the Tasmanian producers enables that 
State to more than bold its own in New South Wales with 
this commodity. Large quantities of pumpkins and other 
general farm produce have also been despatched, of which 
no individual tallies have been taken. The wool despatched 
for the 1922-23 season was 5,880 bales. That little pest (to 
some people—to others a large blessing), the rabbit, has 
been consigned away from amongst us, never to return, to 
the extent of 574 tons of skins, which represent an average 
of eight skins to the pound weight, 1,025,920 carcases, and at 
an average price of 2s. per pound, £12,824. What would be 
the possibilities of this district were we to have our fields 
of competition opened up by means of direct communication 
with the north-western districts and the coast? No doubt, 
with the advent of the connecting railways, what are now 
large estates and safe playgrounds for rabbits, would be the 
scene of numerous homesteads and farming areas, in which 
the rabbit pest would more easily be combated, and would 
do much towards the general welfare of the whole com- 
munity, in so far as it would bring greater production within 
our district, and so be a step in the right direction towards 
making the country generally more self-supporting. With 
greater population the establishing of the secondary indus- 
tries within our district would also be encouraged and se 
open up fresh avenues of employment, tending to obviate the 
necessity of breaking up the family circles, and also the 
necessity of submission to the dictates of the big man of the 
city. It is practically impossible to estimate the quantities 
of farm produce despatched by teams and motor transport 
into the adjoining districts of Inverell :nd the Rivers, but 
on a good authority it would amount to a considerable ton- 
nage. The above figures, of course, represent the truckings 
at the Glen Innes station only, and do net include those of 
the district stations. 


I also wish to present the following figures, showing the 
railway receipts at Glen Innes for the past six months :— 
Chaff, 4,146 tons at fair estimated value of £6 per ton, 
£24,876; maize, 551 tons at 5s. per bushel, £5,310; potatoes, 
1,295 tons at £10 per ton, £12,950; total, £43,136, Quan- 
tities based on tonnage at Glen Innes Railway only for 
period Ist January to 30th June, 1923. Trucking at dis- 
trict stations not ineluded. I wish to emphasise the fact 
that 80 per cent. of this produce came from the country 
from 10 to 12 miles west of Glen Innes. 
$815. What was the total tonnage?—About 18,000 tons. 


ee 
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PARLIAMENTARY STANDING COMMITTEN ON PUBLIC WORKS. 





RAILWAY FROM GOOLAGONG TO WIRRINYA. ' 


REPORP. 


Sranptnc ComMITTEE ON Pusiic Works, appointel during 


THE PARLIAMENTARY 5 
the Second Session of the present Parliament, under the Public Works Act of 


1912 (3 George V, No. 45), and the Parliamentary Standing Committee on 


Public Works Election Enabling Act of 1922 (13 George V, No. 19), to whom 
‘the expediency of constructing a line 


was referred for consideration and report ‘ 
have after due inquiry resolved that 


of railway from Goolagong to Wirrinya,” 
it is not expedient the proposed railway be constructed : 
subsection (d) of cluase 34 of the Public Works Act of 1912, repor 


to the Legislative Assembly : — 


INTRODUCTORY. - 


1. The official records show that the question of railway construction to serve 


couth of the Lachlan between the Cowra-Canowindra and the Stockinbingal- 


the country | 
Forbes lines was under consideration bv the Committee in 1913 in connection with 
a-Kugowra line. The route then 


the inquiry into the construction of the Canowindr 

proposed was from Billimari via Goolagong to Grawlin. The Committee, however, 
decided in favour of the line submitted along the northern bank of the river, it being 
considered that by the adoption of that route not only would Kugowra a 
be brought within easy reach of railway communication, but that the rich country for 
many miles south of the river would be served. 

The Canowindra-Eugowra line was authorised in 1915 and has since been 
constructed and opened for traffic. In 1920 the South of the Lachlan Railway 
League asked the then Minister for Public Works (the Hon. J. Estell) to receive a 
deputation regarding a proposed railway from the Canowindra-Eugowra line in the 
vicinity of Wright’s Crossing, to Gareema, on the Forbes-Stockinbingal line, about 
14 miles from Forbes, and thence to Condobolin or to a point on the proposed 
Wyalong-Condobolin connection. It was pointed out by the league that the line 
suggested would pass through a large tract of agricultural and grazing country 
eminently suitable for closer settlement, but at present almost undeveloped owing to 
lack of railway communication; and further, that it would practically duplicate that 
portion of the main Western line from Blayney to Condobolin, and in that respect 
greatly relieve congestion. In reply to this communication, the Minister stated that 
as soon as funds were available he would ask the Railway Commissioners to have 


a trial survey made. 

In a later communication from the Railway League, it was suggested that the 
noint of connection of the proposed South of the Lachlan railway with the Forbes- 
Stockinbingal line should be Wirrinya instead of Gareema. 


In 1922 a deputation comprising representatives of the South of the Lachlan 
| Settlers’ Association, waited 


and in accordance with 
t their resolution 


Railway League and the Ooma branch of the Farmers anc 
on the present Minister ( 
railway to serve the country 
that a matter to be considered in connection 
required ; 
furnished on the inform 
@ statutory report, with a view to referring the propos 


the Hon. R. T. Ball) to urge the construction of the proposed 
south of the Lachlan River. The Minister pointed out 
with the proposal was the expensive survey 
however, he would have an exploration made. and if an estimate could be 
ation so obtained ke would ask the Railway Commissioners for 
al to the Committee. 
Subsequently 
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nd Goolagong 
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Subsequently the Railway Commissioners reported that it was practicable to 
give a reasonably approximate estimate based on an exploration survey and that a 
statutory report would be furnished accordingly. 


Representations were made at a later stage by the Goolagong Railway League 
that the most suitable route for the proposed railway would be from North Goolagong 
crossing the Lachlan River at Goolagong instead of at Wright’s Crossing. The 
Railway Commissioners, to whom the matter was referred, concurred in this suggestion, 


and the Minister decided to refer the proposed railway to the Committee for investi- 
gation and report. 


The proposal was referred to the consideration of the Committee on the 20th 
December, 1923, 


THE PROPOSED LINE. 


2. The proposed railway commences at a point on the branch line, Canowindra 
to Kugowra, at the eastern end of Goolagong North Station, 260 miles 20 chains from 
Sydney, and proceeds in a south-westerly direction and crosses the Lachlan River, 
on the southern side of which it takes a more westerly bearing and passes through the 
village of Goolagong at 265 miles. From 2665 miles to 2714 miles a north-westerly 
direction is taken; thence a generally south-westerly bearing is resumed; Mulyandry 
Creek is crossed about 276 miles; Ooma or Boyd Creek at 286 miles; and the route termi- 
nates at 302 miles €0 chains from Sydney via Cowra by a junction with the existing 
line from Stockinbingal to Forbes, about 40 chains on the northern side of Wirrinya 
Station, The works are light, with the exception of a bridge over the Lachlan 


River. The ruling grades are 110 against the load and 100 with it. The sharpest 
curve 1s 20 chains radius, 


ESTIMATED COST, 


3. The estimated cost of a single line 42 miles 40 chains in length, plus 70 
chams of duplication, with a ruling grade of 1 in 100 with and 1 in 110 against the 
load, and the sharpest curve of 20 chains radius, is £321,750, or £7,478 per mile. 


The principal items of cost are £59,250 for the permanent way; £53,290 for 
sleepers, earth and stone ballast, and plate-laying; £44,000 for earth works; £18,400 
for bridging the Lachlan River; £18,330 for station works, and £49,053 for engineering, 
head office expenses, and contingencies at 18 per cent. 


ESTIMATED REVENUE AND WORKING EXPEN SES. 


4. A statement submitted by the Chief Traffic Manager shows the estimated 
annual revenue to be £7,000, and the working expenses £5,690. Interest calculated 


at 53 per cent. on the cost of construction, amounts to £17,686, leaving a deficit of 
£16,376. 


It has been pointed out that from the estimate of revenue, £1,700 should be 
deducted on account of diverted traffic from existing railway stations. The Chief 
Traffic Manager adds that as the working of the traffic would be to and from the 
direction of Forbes, it would be preferable to have the junction at Gareema, instead of 
Wirrinya, which would result in less cost in construction owing to its shorter length 
and lead to more economical working. To accomplish this, only a slight deviation 


would be necessary to admit of the line following the travelling stock reserve into 
Gareema, 


RAILWAY COMMISSIONERS’ REPORT. 


5. In submitting their statutory report, the Railway Commissioners state 
that the district through which the line would pass is closely settled by an industrious 
class of farmer, whose holdings are comparatively small, but, owing to the distance of 
cartage over unmade roads to the present railway stations; cultivation has decreased, 
although the land is eminently suited for wheat production as well as grazing. 


Commencing 











vil 


Commencing at the Goolagong North Station, and taking a radius of approxi- 
mately 8 miles by map measurement from the existing railway stations at Grenfell, 
Kugowra, and those on the Forbes-Stockinbingal line, the area to be served is about 
230,000 acres, of which 200,099 acre3 are considered to be good for agricultural produc- 
tion, possessing a 24-inch rainfall annually. Within this area the Government resumed 
estates to the extent of some 37,000 acres for closer settlemant purposes, and the whole 
of this land was disposed of in 65 farms, which includes the soldiers’ group purchase 
areas of Pinnacle and Ooma, comprising 48 farms. These acquired lands will be 
greatly benefited by the construction of the proposed ling, which will reduce cartage 
distances by two-thirds—that is to say, from a maximum of 14 miles to a maximum of 
5 miles, and as regards the remainder of the area to be served, the whole of the settle- 
ment would be brought within such distances as would enable the farmers to make a 
return trip to rail in one day, which cannot be done under present conditions. 


The location of the proposed line is such as to practically bring within the sphere 
of reasonable railway communication the whole of the lands lying between the Grenfell, 
Kugowra, and the Forbes-Stockinbingal line. 


AREA TO BE SERVED. 
6. Information supplied by the Lands Department shows that included within 
the influence of the proposed line are two Soldiers’ Group Purchase areas—Pinnacle, 
5,802 acres, and Ooma, 25,000 acres. These were acquired in 1917, the former with 


9 farms at an average cost of £6 10s., and the latter with 39 farms at an average cost 
of £5 6s. 6d. per acre. 


Midway between the proposed and existing lines are 305,700 acres, of which 
29,800 are reserved, 23,400 leased, and 14,800 Crown lands. Comparatively little 
of this country—83,500 acres—is outside a zone of 12 miles of existing lines, and the 
great bulk is within it. 


The untenanted Crown lands, 13,400 acres, consist principally of hilly, rocky, 
and rough country with sandstone formation. The soil is poor, sandy and stony, and 
the timber consists of stringybark, ironbark, box, gum, apple and pine. In addition 
there are 29,800 acres of reserved land not held under any tenure, other than annual 
tenure; 1,400 acres of other Crown lands held under Permissive Occupancy; and 15,900 
acres under inconvertible leases, making a total of 60,500 acres of unalienated Crown 
lands. 

Forest reserves cover 25,500 acres, five of which, with an aggregate area of 
14,500 acres, have been dedicated as State forests. This country is level and undulating 
to rocky, hilly and mountainous. The soil is light sandy and red sandy loam, with 
patches of rich black soil, and the timber consists of ironbark, stringybark, kurrajong, 
box, oak, brittlejack, and white and black pine. 


Improvement leases—six—have an area of 15,600 acres, the rentals ranging 
from $d. to 14d. per acre. 


There are five Closer Settlement purchase areas and parts of four others with 
an aggregate acreage of 26,500 acres; also one Soldiers’ Group purchase area and part 
of another with a combined acreage of 31,300 acres, within the affected area. 
These areas were acquired by the Government under the provisions of the Closer 
Settlement Acts between 1912 and 1920 at prices varying from £3 15s. to £6 10 per 
acre. 

The average rainfall is 23 inches. 


THE INQUIRY AND EVIDENCE. 

7. In connection with their inquiry, the Committee have visited the district 
affected by the proposed line, and inspected large areas of the country to be served, 
and have taken evidence at the principal centres of population, the latter including 
Goolagong, Pinnacle, Ooma, Mulyandry, Wirrinya, and Forbes. 

The proposed railway is regarded locally as a necessary connecting link between 
the Forbes-Stockinbingal and Orange-Cowra-Young lines, and also as a means of 
developing an area of approximately 200,000 acres of rich agricultural and mixed 
farming 
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farming land. A number of estates of from 5,000 to 7,000 acres are suitable for cutting 
up, but apart from these the country has been well subdivided, and the class of develop- 
ment following the construction of the proposed line would be additional to that 
already in existence, namely, agricultural, grazing, dairying, and fruit-growing. At 
present dairying is in its infancy, but gives promise of development. Areas of 
considerable extent have been made available for the plough, although the cost of 
transportation is stated to retard the production of wheat and lucerne, for the latter of 
which the river flats of the Lachlan are eminently suitablé. Timber of good quality, 
it is stated locally, can be secured in all stages of growth, including ironbark sleepers, 
a number of which were obtained from the district for the construction of the Canowindra- 
Kugowra line. 


Pinnacle and Ooma, which embrace Soldiers Settlement Purchase areas of 48 
farms, are suitable for wheat-growing, and are being utilised for this purpose. The 
production, however, is limited on account of cost and loss of time in haulage. A 
number of settlers are stated to be unable to put their holdings to the fullest use for 
want of more convenient railway facilities, and it is considered that, in the event of 
railway construction, the present output will be more than doubled. 


In the neighbourhood of Mulyandry, south-east of Forbes, there is first- 
class arable and grazing country, of which 70 to 80 per cent. is considered, locally, 
to be suitable for wheat cultivation. As in other portions of the area to be served, the 
average holdings in the Mulyandry district are regarded as too small for comfortable 
living areas, and should be increased to 800 and 1,000 acres. The average wheat yield 
of the district is 15 to 20 bushels to the acre, and the area usually under crop, it is stated, 
would be greatly increased with reasonable access to market. At present most of the 
produce is conveyed to Gareema—a distance of 14 to 15 miles. From less favoured 
portions of the district south of the proposed line, however, the cartage distance is 
greater, being approximately 19 miles to either Grenfell or Wirrinya. 


A few miles distant from Mulyandry is the Qoma Soldiers Settlement, upon 
which agricultural pursuits are being followed upon areas averaging 600 acres. In 
1923 from 18,000 to 20,000 bags of wheat were despatched trom the settlement to 
Gareema, the average yield being 15 bushels from unfallowed and 21 from fallowed 
land. Construction of the proposed line would bring the settlement to within 5 miles 
of railway communication and, it is asserted, would lead to at least 25 per cent. increase 
of production. The cost of cartage is stated to be 1s. 3d. per bag for wheat, and 15s. 
per ton for manure. 


To the east of Wirrinya, the suggested junction of the proposed line with the 
Forbes-Stockinbingal line, and for 18 miles in the direction of Goolagong, the country 
is principally of agricultural character, consisting of comparatively small holdings, the 
largest containing 3,000 acres. In an average season the output of wheat is from 10 
to 18 bushels per acre, most of which is carted to Wirtinya siding over roads which, 
principally in winter, are difficult to negotiate. The cost of carriage varies according 
to distance up to 1s. a bag. During the last ten years, as the result of the construction 
of the line referred to there has been a marked increase in the wheat yield within its 
influence, and this, according to local evidence, would be still further increased wth 
extended railway facilities. The district generally is subjected to periodical droughts, 
which are stated to occur once in five years. . 


Information supplied the Committee at Forbes shows that outside a radius of 
10 miles from existing lines are 133 holdings, of which 83 range from 100 to 1,000; 21 
from 1,000 to 2,600; 12 from 2,000 to 3,000; 10 from 3,000 to 5,000; 5 from 5,000 to 
8,000, and 2 from 8,000 to 11,000 acres. The local experience of late years is that in 
spite of the area affected being eminently suitable for wheat production there has been a 
marked decrease in cultivation; and it is naturally assumed that with railway con- 
struction, which will enable the producer to avoid the existimg unmade roads, and to 
place his wheat, &c., wpon the trucks within a reasonable period, great development 
will follow. The average annual wheat yield is estimated at from 15 to 18 bushels to 
the acre, and the grazing country, improved, at a sheep to the acre. The bulk of the 
latter country is described as suitable for cultivation, and wheat-growing, it is stated, 
would largely follow upon railway construction, Generally the evidence submitted at 


Forbes 
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in the statutory report of the Railway 
he construction of the proposed line will greatly 
1 for Closer Settlement, now including the 


Forbes corroborates the statement contained 
Commissioners to the effect tuat 
benefit 37,000 acres of estates resumed 
Soldiers Group Purchase areas of Pinnacle and Ooma, inasmuch. as it will reduce the 
cartage distance by two-thirds, and bring the whole within such distance as will 
enable the farmers to make a return trip to rail in one day, which cannot be done 
under present conditions. 

CONCLUSION. 

usion that it is not expedient the proposed railway 
fluenced by the fact that the area to be 
situated from a railway connec- 
at extent from lack of railway 


8. In arriving at the concl 
be constructed, the Committee have been in 
served, compared with others much less favourably 
tion point of view, is not suffering to any gre 
facilities. 

Latterly the zoue of railway ‘nfluence over wheat-growing country has been 


reduced from 20 to 12 miles; and notwithstanding this reduction, the area beyond 
instance consists of a triangular- 


12 miles of railway communication in the present 1 : 
shaped block of 83,500 acres only, the bulk of which is not more than 16 miles 
from existing railways. 

Reference has been made during the inquiry to the disabilities under which 


oducers of the Soldiers Settlement areas of Ooma and Pinnacle are labouring 
In this connection it may be pointed out 


portion of Pinnacle are within a 12-mile 
Much of the former settlement is not 


the pr 
under existing conditions of transport. 
that the whole of Ooma and the greater 


zone of existing railway communication. 
more than from 6 to 8 miles distant, and what the settlers appear to be principally 


suffering from is badly constructed roads for the conveyance of produce, and the 
smallness of their holdings. The latter—in a district in which from 800 to 900 acres 


are regarded as a living area—average 690 acres. 
For the reasons mentioned the Committee are of opinion that from a 
developmental point of view the expenditure involved in the construction of the 


proposed line is not warranted. 


RESOLUTION PASSED. 
9. The Resolution passed by the Committee is shown in the following extract 
from the Minutes of Proceedings :— 


Mr. Dick moved, “That in the opinion of the 
railway from Goolagong to Wirrinya, as ref 
constructed.” 

Mr. Doe seconded the motion, which was passed. 

Weel DICK, 


Chairman. 


Committee it is not expedient the proposed 
erred to them by the Legislative Assembly, be 


Office of the Parliamentary Standing Committee on Public Works, 
Parliament House, Sydney, Sth November, 1924. 
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MINUTES OF EVIDENCE. 





RAILWAY—GOOLAGONG TO WIRRINYA. 


TUESDAY, 19 FEBRUARY, 1924. 


Present: 
The Hon. W. T. DICK. (CHamman). 


The Hon. Joun Travers. 
The Hon. Roperr Mauony. 
Francis Micuarnt Burke, Esq. 


WituiamM Cameron, Esa. 
Brian JAMES Doz, sa. 
Davip Henry DrummMonp, Esa. 


The Committee proceeded to consider the expediency of constructing a line of Railway from Goolagong to Wirrinya. 


Thomas Bryce Cooper, Under Secretary, Department of 
Public Works, sworn, and examined :— 


ie Chairman. | Will you read the Departmental state- 
ment respecting the proposed railway ?—Yes, it is as 
follows :— 


PROPOSED RAILWAY FROM GooLAGONG NortTH Tro WIRRINYA. 


Estimated cost, £321,570, or £7,478 per mile, exclusive ot 
land and compensation. 

Length, 42 miles 40 chains. 

tuling grade, 110 against the load and 100 with it. 

Sharpest curve, 20 chains radius. 

On 2th December, 1923, the Secretary for Public Works 
and Minister for Railways and State Industrial Enterprises 
(Hon. R. T. Ball, M.L.A.) moved, in the Legislative Assembly, 
“That it be referred to the Parliamentary. Standing Com- 
mittee on Public Works to consider and report upon the 
expediency of constructing a line of railway from Goolagong 
(North) to Wirrinya.” 

Question resolved in the affimative. 

Following is the official description of the line :—'t This 
proposed railway commences at a point on the branch line, 
Canowindra to Eugowra, at the eastern end of Goolagong 
North Station, at 260 miles 20 chains from Sydney, and 
proceeds in a_ south-westerly direction and Crosses the 
Lachlan River, on the southern side of which it takes a 
more westerly bearing and passes through the village of 
Goolagong at 265 miles; from 2664 miles to 2714 miles a 
north-westerly direction is taken, thence a generally south- 
westerly bearing is resumed, Mulyandry Creek is crossed 
about 276 miles, Ooma or Boyd Creek at 286 miles, and 
terminates at 3802 miles 60 chains from Sydney via Cowra 
by a junction with the existing line from Steckinbingal to 
Forbes, about 40 chains on the northern side of Wirrinya 
Station. 

“The works are light, with the exception of the bridge over 
the Lachlan River. The ruling grades are 110 against the 
load and 100 with it. The sharpest curve is YO chains 
radius.” 

The Railway Commissioners’ Statutory Report is dated Tih 
December, 19238, and is as follows :~— 


“ PROPOSED RAILWAY FROM GOOLAGONG Norru (CANOWINDRA- 
KUGOWRA LINE) TO WIRRINYA, ON THE [orRBES-STOCKIN- 
BINGAL LINE. 


*“.In accordance with the request of the Minsiter for 
Railways, and in pursuance of the provisions of the Public 
Works Act, 1912, the Commissioners beg to submit their 
report on the abovementioned proposal. 


$35317—A 


“The length of this proposal is 42! miles, plus 70 chains of 
duplication. The ruling grade is 1 in 110, and minimum 
curve 20 chains; the estimated cost is £321,570, equal to 
£7,478 per mile. 


“The district through which the line would pass is closely 
Settled by an industrious class of farmer whose holdings are 
comparatively small, but, owing to the distance of cartage 
over uninade roads to the present railway stations, cultiva- 
tion has decreased, although the land is eminently suited 
for wheat production as well as grazing. 

“ Commencing at the Goolagong North Station, and taking 
a radius of approximately 8 miles by map measurement 
fromm the existing railway stations at Grenfell, Eugowra, and 
those on the Forbes-Stockinbingal line, the area to be served 
is about 280,000 acres, of which 200.000 acres are considered 
to be good for agricultural production, possessing a 24-ineb 
rainfall annually. Within this area the Government resumed 
estates to the extent of some 37,000 acres for Closer settle- 
ment prrposes, and the whole ef this Jand was disposed ot 
in sixty-five farms, which includes the soldiers’ group pur- 
chase areas of Pinnacle and Ooma, comprising forty-eight 
farms (see information shown in green on the accompanying 
map). These acquired lands will be greatly benefited by 
the construction of the proposed line, which will reduce 
cartage distances by two-thirds, that is to say, from a maxi- 
mum of 14 miles to a maximum of 5 miles, and as regards 
the remainder of the area to be served, the whole of tha 
settlement would be brought within such distances as would 
enable the farmers to make a return trip to rail in one day, 
Which cannot be done under present conditions. 

“The location of the proposed line is such as to practically 
bring within the sphere #f reasonable railway communication 
the whole of the lands lying between the Grenfell, Eugowra, 
and the Forbes-Stockinbingal line. 


‘The financial position of the proposal is as follows :— 





E te 
“ Hstimated cost of construction .. ae se REAL 
“Interest at 54 per cent. on above .. 17,686 
“Working expenses ae a ove 0,690 
—__——_— 23,316 
“Estimated annual revenue Be ats oe 7,000 
“ Difference 2% — a SAGs OG 





“T’rom the above estimate of revenue, a sum of £1,700 
should be deducted on account of diverted traffic from exist- 
ing railway stations. 

“With regard to the point of connection with the Forbes 
Stockinbingal line, it may be pointed out that, as the Workillge 
of the traffic will be to and from the direction of Forbes, It 
would be preferable to have the junction point at Gareema 
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Witnesses—T. B. Cooper, 19 February, and W. Hutchinson, 10 March, 1924. 


instead of Wirrinya, as provided for herein, If this proposal 
were adopted the cost of construction would be reduced and 
more economical working would also be possible, 
The Common Seal of the Rail- 
way Commissioners for] (1.s.) JAMES FRASER, 
New South Wales was Chief Railway 
hereunto affixed the \ Commissioner, 
seventh day of December, Je c. CANN, 
one thousand nine hun- Assistant Railway 
dred and twenty-three, in Commissioner, 
the presence of— 
“W. Jno. Morris, Secretary.” 

The Crown Estates (acquired lands) referred to in the 
above Statutory Report, which would be affected by the 
proposed railway, are as foilows :— 

——— ss ee ae 











! 
No, : 
on | Estate, Area. she of 
ates) arms. 
{ ) 
Acres. 
1 Toohey’s Settlement Purchase Area (Pro- 
INOLION) ese seve ase ess ERR ROSC REC E OOERD Ot 6894 ] 
2 | Tomanbil Settlement Purchase Area (Pro- 
Te {0) 0) bike -erennonacsschicc noord Meas cadace aStegoude 1,495 | 3 
3 | Walla Walla Settlement Purchase Area / 
I) WCPromotion) ee-ss1cs.cethed tenes eet eaeein 33,0248 | 4 
4 | Ooma Group Parchase Area ......... ses. seeeee 26,910 | 39 
6 | Pinnacle Settlement Purchase Area (Pro- 
ie. AMLOELOTE) Peake eccos ec arenes rerense ap uiceor ye eeenhs = 4123) 1 
7 | Pinnacle Settlement Purchase Area (Pro- 
| | MOLION) Sas Lewck ones. sich daouneOeuniabaeohypures aia 7,6744 | 18 
§ | Pinnacle Group Purchase Area .............- | §,$43 9 


| | 
——— ae 

The question of a railway to serve the country south of 
the Lachlan between the Cowra-Canowindra and the Stockin- 
bingal-Forbes lines was under consideration by the Public 
Works Committee in 1913 in connection with the inquiry 
into the Canowindra-Hugowra line. The route then proposed 
was from Billimari via Goolagong to Grawlin. The Com- 
mittee. however, decided in favour of the line submitted 
along the northern bank of the river, it being considered that 
by the adoption of that route not only would Bugowra and 
Gooloogong be brought within easy reach of railway com- 
munication, but the rich country for many miles south of the 
river would be served. 

The Canowindra-Eugowra line was authorised in 1915 and 
has since been constructed and opened for traffic. 

In October, 1920, the South of the Lachlan Railway League 
(Mr. T. It. Sharpe, Forbes, Hon. Secretary) wrote through 
the members for the district, asking the Minister (Mr. Estell) 
to receive a deputation regarding a proposed railway from 


the Canowindra-Kugowra line in the vicinity of Wright's 
Crossing, to Gareema, on the Forbes-Stockinbingal Jine, 
ahout 14 miles from Forbes, and from thence on to Con- 
dobolin or to a point on the proposed Wyalong-Condobolin 
connection, It was pointed out by the league that the line 
suggested would pass through a very large tract of first- 
class agricultural and grazing country elinently suitable 
for closer settlement, but at present almost undeveloped 
owing to lack of railway communication ; and further, it 
would practically duplicate chat portion of the main Western 
line from Blayney to Condoboliu, and in that respect would 
greatly relieve congestion over that portion of the line, in 
reply to this communication, Mr. Estell stated that as soon 
as funds were available he would ask the Railway Commis- 
sioners to have a trial survey made. 

In a later Communication from the Railway League, it was 
suggested that the point of connection of the proposed South 
of the Lachlan railway with the Forbes-Stockinbingal line 
should be Wirrinya instead of Gareema. 

On 4th August, 1922, a deputation comprising Messrs. 
2uttenshaw and Flannery, Ms.L.A., and representatives of 
the South of the Lachlan Railway League and the Ooma 
branch of the Farmers and Settlers’ Association, waited on 
the present Minister (Mr. Ball) to urge the construction of 
the proposed railway to serve the country south of the 
Lachlan River, It was stated by the deputation that there 
were 118 holdings of 132.360 acres, including 24,000 acres 
under crop, which were not within 10 miles of a railway 
line. The average distance of these holdings from the exist- 
ing line was 14 miles and from the proposed route 34 miles. 
In his reply Mr. Ball said that a matter to be considered in 
connection with a new proposal was the expensive survey 
required ; however, he would haye an exploration made, anit 
if an estimate could be furnished on the information so 
obtained he would ask the Railway Conunissioners for a 
statutory report, with a view to referring the proposal to 
the Public Works Committee. 

Subsequently the Railway Commissioners reported that it 
was practicable to give a reasonably approximate estimate 
based on an exploration survey and that a statutory report 
would be furnished accordingly. 

In June, 1923, representations were made by the Gooloo- 
gong Railway League (Mr. L. 8. Pearce, Honorary Secretary) 
that the most suitable route for the proposed railway would 
be from North Gooloogong, crossing the Lachlan River at 
Goolagong instead of at Wright’s Crossing. 

The Railway Commissioners, to whom the matter Was 
referred, concurred in this suggestion, and the Minister then 
decided to refer the proposed railway as now submitted to 
the Public Works Committee for investigation and report. 

Plans, &¢., herewith. Further information in regard to 
the proposed railway, including details of estimates, will be 
placed before the Cominittee by the Railway Commissioners’ 
officers. 


MONDAY, 10 MARCH, 1924, 


Present :— 
DICK (CuairMay). 


ie ALOU) as ks 


The Jfon. Joun ‘TRAVERS. 
The ion. Roprrt Manony. 


| 
| 


Francis Micuaet Burke, Esq. 
Brian JAMES Dor, Esa. 


Davip Henry DrumMonp, Esq. 


a 


‘The Committee proceeded to further consider the expediency of constructing a line of Railway fron 
Goolagong to Wirrinya. 


William Hutchinson, Chief Engineer for Railway and ‘Tram- 
way Construction, Department of Railways, sworn, 
and examined :— 

¥, Chairman.] Have you a statement to make ?—Yes, 
but before coming to my statement I would like to say 
that, in putting the estimate before the Committee, it is 
not based on actual survey, as a survey bas only been made 


of about 4 miles of the line, where it crosses the Lachlan 
River and along the heaviest portion of the route. For 
this length the estimate is correct, but for the rest of the 
line an exploration only was made, and the estim te is based 
on the results of that exploration. It will thus be seen 
that the estimate can only be looked upon as an approxima- 
tion, but is probably near enough for the purposes of the 
Standing Committee, 










































































Witness—-W, Hutchinson, 10 March, 124._ 


NEW SOUTH WALES GOVERNMENT RAILWAYS AND TRAMWAYS.—CONSTRUCTION BRANCH, 
GooLAGONG TO WirrinyA RAiLway, 


SratTrMeNT showing Estimated Cost of a single line of Railway, with 6)-Ib. rails, earth ballasted. Length of line 42 miles 
40 chains, plus 70 chains duplication. Ruling grade 1 in 100 with load, 1 in 110 against load. Minimum curve 20 chains radius. 


Average 








Description of Work. | Estimated Cost. | Summary. 2 
per mile. 
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Total estimate 
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Average cost per mile, £7,478. 


There was a hurry to get this line through, and it was 
thought the cost of the survey was not warranted, but for 
the bridge over the Lachlan, which is an _ important 
structure, and fora portion of the line that is a little rough, 
the actual survey was made, Then the Commissioners 
asked me if [ could give an approximate estimate, taking 
that date and the exploration on the rest. This T have done. 

3. Mr. Doe.] In the case of the earth ballasting, are these 
lines estimated on the earth ballasting basis because there 
is no stone available ?--No; it is a matter of economy. 
We are not ballasting any of the pioneer lines with stone, 
even if stone is available, because stone is very much more 
costly and would 1un into thousands of pounds, whereas 
earth ballast, which used to be 30s. and is now about 70s. a 
chain, does very well where the rainfall is under 30 inches. 

4. In the matter of maintenance of earth ballasted lines, 
do they take much more packing than the others !—No, the 
maintenance is economical because the stuffis always there ; 
you can just pick up the stuff and pack it in ; of course 
after a week or two of wet weather it is different, but you 


have to put up with that. The carth ballasted railways I 
may say, have acted admirably. 

5. In the matter of the life of the sleepers, how does it 
compare with stone ballasting /—The probability is that 
the stone ballasted sleeper will last longer than the earth 
ballasted. I could not say exactly to what extent. The 
reason is that with stone ballast the sleeper would probably 
be better drained. 

6. Mr. Travers.| Are the bridges over the Lachlan River 
and over Ooma Creek steel bridges !-—Yes. 

7. The minor bridges would be of wood ?—No, the 
minor bridges would be of steel. We have given up wood 
altogether. Spans up to 30 feet on pioneer lines we can 
build with rolled joists. A section, of rolled joist varies 
from an &-feet span tu 30 feet, and we have a number of 
rolled steel joists and simply use them when the oppor- 
tunity occurs. In the long run the cost is much cheaper 
because the maintenance is practically nothing. The main- 
tenance of timber work, especially in the dry interior, is 
very serious in the bridges. 
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MONDAY, 24 MARCH, 1924. 


Present: — 
The Hon. W. T. DICK (CHarrmay). 


The Hon. Jown Travers. 
The Hon. Robert Manony. 


Francis Micnarn Burke, Esa. 
WittiAM Cameron, Esa. 


Brun James Dor, Esq. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Goolagong to 
Wirrinya. 





Charles Austen Hodgson, Chief Traffic Manager, Depart- 
ment of Railways, sworn, and examined :— 
8. Chairman.| Have you a statement to make regarding 
this proposal!—Yes. The following is a copy of my report 
to the Commissioners dated 5 December last :— 


The length of this proposal is 425 niles, plus 79 chains of dupli- 
cation, The ruling grade is lin 110 and minimum curve 20 chains ; 
the estimated cost 1s £321,570, equal to £7,475 per mile. 

The district through which this line passes and serves, is closely 
settled by an industrious class of farmer, whose holdings are com- 
paratively small, but owinz to the distance of cartage over unmade 
roads to the present railway stations, cultivation has decreased, 
although the land is eminently suited for wheat production as well 
as grazing. 

Commencing at the Goolagong North station, and taking a radius 
of approximately 8 miles by map measurement from the existing 
railway stations at Grenfell, Eugowra, and those on the Forbes- 
Stockinbingal line, the area to be served is about 230,000 acres, of 
which 200,000 acres are considered to be good for agricultural produc- 
tion, possessing an average 24-inch rainfall annually. Within this area 
the Government resumed estates to the extent of some 37,000 acres 
for closer settlement purposes and the whole of this land was dis- 
posed of in 65 farms, which includes the soldiers’ group purchase 
areas of Pinnacle and Ooma, comprising 48 farms. See information 
shown in green on the accompanying map. These acquired lands 
will be greatly benefited by the construction of the proposed line 
which will reduce cartage distances by two-thirds, that is to say 
from a maximum of 14 miles to a maximum of 5 miles, and as 
regards the remainder of the area to be served,,the whole of the 
settlement would be brought within such distances as would enable 
the farmers to make a return trip to railia one day, which cannot 
be done under the present conditions. 

The location of the proposed line is such as to practically bring 
within the sphere of reasonable railway communication, the whole 
of the lands lying between the Grenfell, Eugowra, and the Forbes- 
Stockinbingal line. 

The financial position of the proposal is submitted below :— 





PIStINIA EOS COSb LG cco tan conan ban oe hewitt weg sneaenen £321,570 
Interest at 54 per cent on above ...... £17,686 
MOLINS OXPCUSCS| 20. nex. eaceemngoeeins 5,690 

———— 23,376 

STIMALCR TEVEN UG srr dcas eteenie toeitc rete tee ito 7,000 

Difference gox.cga.teoenesearby cnet ane Bes aver. £16,376 


From the above estimate of revenue, a sum of £1,709 should be 
deducted on account of diverted traffic from existing railway 
stations. I desire to further point out t at as the working of the 
traffic will be to and from the direction of Forbes, it would be pre- 
ferable to have the junction point at Gareema, instead of Wirrinya, 
which will result in less cost in construction owing to its shorter 
length and lead to more economical working. To accomplish this, 
only a slight deviation would be necessary to admit of the line 
following Travelling Stock Reserve No, 1701] into Gareema, 


9. Although the interest charges on this line are pretty 
high, the estimated revenue allowing for diversion of 
traffic from the existing line, is on!y just under working ex- 
penses?!—Yes. The financial position is not too good. It 
is a very grave question whether the country can afford the 
line at the present time, but that is hardly a matter with 
which I can deal. 

10. Mr. Doe.| Is the position likely to improve after the 
railway has been built ?—I think it would. A1l these Jines 
which run through agricultural districts do improve. 

11. Mr. Burke.| From the business point of view you 
are not prepared to recommend any line which may not 
pay within a reasonable number of years ?—TI have already 
been asked that question here, and have replied that in 
some cases it would be wise from the point of view of the 
State to construct a line, although it is not going to pay 
working expenses plus interest. If the construction of a 
line is going to increase the production of the State very 
largely, it might pay the State to put up with a certain loss 
on transport business, in order to get a gain in increased 
production. If I deal with the question purely from the 
railway point of view, then of course, nothing is warranted 
that does not meet working expenses and interest. 


12. Mr. Travers.} Would the route be shortened by 
ending it at Gareema instead of at Wirrinya 1—Yes. 
13. Would you expect to get as good results ?—Yes. 


14. Mr. Doe.| Would it leave any country unserved that 
should be served ?—I do not think so, 





TUESDAY, 3 JUNE, 1924. 
The Committee met at the Council Chambers, Forbes. 
Present; — 
The Hon. W. T. DICK (CHarrMay). 


The Hon. Jonn Travers. 
The Hon. Ropert Manony. 
Francis Micuaet Burke, Esa. 


WILLIAM CAMERON, Esa. - 
Brian JAMES Dor, Esa. 
Davip Henry Drummonp, Esq. 





The Committee proceeded to further consider the expediency of constructing a line of Railway from Goolagong 
to Wirrinya., 


Hilton Oswald Elliott, farmer, Fairfield, near Forbes, sworn, 
and examined :— 

15. Chairman.| Will you describe the country to be 
served by the proposed railway!—-Yes. My holding is 
about 17 miles south-east of Forbes. Ihave prepared some 
figures relating to the number of holdings to be served by 
the line and their area. The holdings are outside a 10- 
miles radius of the proposed railway. ‘The figures are as 
follows :— 


Number of holdings within influence of line .............. 06 secu 133 
Area, not including Crown lands ..................sce0+ese 189,174 acres 
Area of Crown lands..33 4. .neeee eee atusignataaed 17,352 acres 
Arable land alienated 3.00 2 ae eee 155,652 acres 


Number of stock............ ......-. 103,578 (horses, cattle, and sheep) 


Distance from railway (present line). ..........06.05 eee 10 to 20 miles 
A Veraga Gistanee 2.) iesudarscatene tent oo heeneenn es cennmeaenkennene 14 miles 
Distance from proposed route .........ceeceeeec eee ees Panes 1 to 10 miles 
Average distance from proposed route..,............++ 4 miles (nearly) - 

Holdings in areas from 100 to 1,000 acres............ 83 

9 9 ath UGG to 2000 Fie aici asenert 21 

34 PAV Kor SAUTE oh Sore ener 12 

x 5 5 DOO SDA Riss) Sires scannt 10 

ry preeo 0000 85000 0%; Tian .cce ware 5 

“f so. RU SOL ESODO 4, —..cse em 2 

133 

Area Of Holdingsimesunssieeenes cess secanomseneree 189,174 

Area under Cultivation cc... ,.0ceccessveseossecas ore 29,694 

Area that can be cultivated.............c..0. «.«. 155,652 

Nam ber Of syop keopracite: Gunccsts stuackener Pere BAS yk 
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16. Does the distance which those holdings are from the 
existing railway militate against them being put under 
closer settlement ?— Yes. 

17. In the official report submitted to the Committee 
respecting the proposed line it is stated :— 

The district through which the line would pass is closely settled 
by an industrious class of farmer whose holdings are comparatively 
small, but, owing to the distance of cartage over unmade roads to 
the present railway stations, cultivation has decreased, although 
the land is eminently suited for wheat production as well as 
grazing. 

Ts it your experience that land once cultivated has 
gone out of cultivation because of its distance from the 
railway !— Yes, 

18. Is that decrease marked ?—Very marked, 

19. Are you of opinion that the construction of the pro- 
posed railway would lead to a considerable area of the 
155,000 acres being put under cu!tivation !—Yes, 

20. In the official statement there is a further paragray.h 
respecting the acquired lands of Ooma and Pinnacles :—- 


«These acquired lands will be greatly benefited by the construc- 


tion of the proposed line, which will reduce cartage distances by 
two-thirds, that is to say, from a maximum of 14 miles to a maxi- 
mum of 5 miles, and as regards the remainder of the area to be 


5 


served, the whole of the settlement would be brought within such 
distances as would enable the farmers to make a return trip to rail 
in one day, which cannot be done under present conditions.” 

Do you agree with that ?—Yes. 

21. Has the construction of new railways in this part of 
the State led to the diversion of traffic from the old line to 
the new ?—Beyond Forbes the Stockinbingal line has re- 
duced the amount of produce delivered at Forbes railway 
station. here are eighty-three holdings, in area ranging 
from 100 acres to 1,000 acres, outside the 10 miles radius. 
They are distant from the railway from 10 to 20 miles. 

22. How far would they be from the proposed line !— 
Froin 1 to 10 miles, or an average of about 4 miles. ‘The need 
for railway communication is even greater than it was when 
the Public Works Committee visited the Goolagong District 
some years ago, because a number of holdings have been 
eut up. Holdings cut up under the Soldiers’ Settlement 
and Closer Settlement Promotion Act number 75, and are 
now outside a radius of 10 miles of the railway. Our 
reason for asking for the construction of the railway is 
largely to serve those small holders who are essentially 
wheat growers. Their holdings are not large enough to run 
sheep on, and they have to cart their wheat a long way. 
The settlers, particularly the soldier’s settlers of Ooma, 
who are on small areas, find that they cannot compete with 
advantage with settlers closer to the existing railway. 
They have difficulty for want of railway communication, 
Another thing is that those men are debarred from parti- 
cipating in the chaff, hay, and fodder market. The distance 
which they have to cart produce to the railway takes away 
the profit. When there is a drought in the western or 
north-western portion of the State, these settlers further 
out are at a disadvantage as against settlers closer to the rail- 
way in regard to the marketing of hay and chaff. It costs 
a lot more to cart an acre of hay than it does an acre of 
wheat. These men are debarred from participating, in the 
Sydney market. Farmers are being instructed by the 
Agricultural Department that it pays to fallow the land 
and to go in for rotation of crops. In this district we have 
the wild or black oats, and the growing of wheat on small 
areas continuously causes the land to become dirty. If, 
however, a farmer can grow for hay occasionally the effect 
is, toa certain extent, to clear his land. The Koorawatha 
farmers do not have the same trouble with black oats, 
because they occasionally cut their crops for hay. Small 
holders cannot afford to pay carriers to cart their wheat, 
and if they have to cart it themselves they have to use 
their own horses, which should be working the fallow. 
Many farmers do not work their fallow as they should, 
with the result that the next harvest they lose a good deal. 
They could save about half their time if they lad better 
railway communication, for instead of taking them about 
six weeks to deliver their grain at the railway station the 
work could be done in three weeks. Some of these men 
are 20 miles from the railway. 


Witnese—H. O. Elliott, 3 June, 1924. 
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23, Is it nearly all wheat that is grown in this district! 

-Yes, up to the present, but this year the district produced 
a good quantity of oats. 

24, Ts it regarded as well suited for the growth of oats ! 
— Yes. 

25. What is done with the larger areas?—They go in 
mostly for grazing. 

96. What has been the average yield over a considerable 
portion of the district?—I have grown wheat for many 
years. Taking the good years with the bad, the average 
should be 13 to 15 bushels in my district. 

27, What will the land carry ?—About one sheep to the 
acre. 

28. Do you have many droughts here !—We have dry 
periods. | should say that there is a drought about once 
in five yeary. 

29, What are the roads like in the district?—They are 
unmade, 

30. Regarding the suggestion that the proposed line 
should be deviated to Garema, the Railway Commissioners 
have stated : 

‘With regard to the point of connection with the Forbes- 

Stockinhingal line, it may be pointed out that, as the working of 
the traffic will be to and from the direction of Forbes, it would be 
preferable to have the junc ion point at Gareema instead of Wirrinya, 
as provided for herein. If this proposal were adopted the cost of 
construction would be reduced and more economi:al working would 
also be possible.” 
Do you consider that the line should g> practically along 
the route as marked on the map, but a little further south 
to the property of P. Maloy, swinging up the stock route. 
Would such a railway practically serve as much of the 
good country as the proposal as submitted to the Com- 
mittee ?—I do not think many of the holdings shown on 
the map would not be served. There is already a good 
water supply for railway purposes at Wirrinya. We 
thought that that might be taken into consideration. 

31. The estimated cost of the proposed railway is as 
follows : 


£ £ 
‘© Hstimated cost of construction ae Poe ou 
‘“< TInterest at 54 per cent. on above .., 17,686 
‘¢ Working expenses .. ie 61 Pee, 


ee LO 
‘¢ Iistimated annual revenue ... OE a 7,000 


“Difference... 210,070 

If there were a reduction in cost it would make the defi- 
ciency between the estimated revenue and the annual 
expense of the line less than they are at present. Do you 
regard that as being of some importance 1-—Yes. 

32. How are the Ooma and Pinnacles’ settlement pur- 
chase areas getting on?—Judging from the way the 
settlers pay their shire rates they are not doing much 
good. 
~ 33. Cameron.| Is not the Pinnacles area good sheep 
country /—Yes. 

34, What are the areas there ?—From about 40) acres 
to 600 acres. 

35, What will that land carry ?—About one sheep to 
the acre. 

36. Is that agricultural or hilly land?—There is very 
little hilly land there. 

37. I suppose it would be almost as profitable to grow 
wool as wheat there under present conditions !—The 
difficulty is that you cannot change from wheat to wool in 
a few months. They would have to go out of wheat 
altogether, and do nothing for about three years with their 
land, in order to get it into grazing condition. 

38. Have they gone in for sheep to any extent }—Very 
little. They have been trying to practice better methods 
by fallowing. 

39. What road freight do they have to pay ?__Furthest 
away settlers, 6d. bushel-—roughly £1 per ton. 

40. It seems that in the subdivision of Pinnacles and 
Ooma the question of wool production was not considered 1 
__No, the holdings are not large enough. 

(1. Supposing a first-class road were constructed along 
the route of the proposed railway, which cost considerably 
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Wrinesses—H. O. Elliott and G. D. Basseti, 3 June, 1924, 


less than the railway, how would it suit those settlers ?— 
They would not be much better off than they are now. 
They would not reach the good road until they had 
travelled the unmade roads. Jf produce could be carried 
by motor transport at the same rate as rail I do not think 
the grower would be at a disadvantage. But he could not 
afford to pay much more, 

f2. Is it wise in a climate like this for a farmer to have 
all his * eggs in one basket ”?—No ; besides growing wheat, 
he should run a few sheep. 

43. Would you say that a good road through the 
district affected by the proposed railway would be an 
acquisition 7—It would, certainly. 

44. Would it take the place of the railway ?—No; 
although it would give a certain amount of relief, 

45. The railway would not produce any more wheat ?— 
I would not say that. We have some Jarge holdings on 
which wool is grown. If those holdings were closer to the 
railway, owners would probably grow wheat on some of 
their land. Wheat used to be grown on much of this land 
which has been turned over to grazing. If the price of 
wool went down and the price of wheat went up and there 
was a railway through the district, it would all be put under 
cultivation again. 

16. Mr. Mahony.| Where do the Pinnacles and Ooma 
settlers send their produce ?—Some to Garema and some to 
Wirrinya. <A few at the extreme end of the district cart to 
Grawlin’s Plains. 

47. I understand there are two holdings in the district 
to be served, cf 8,000 and 11,000 acres. What are they 
being used for ?—Wool-growing. 

18, What is a fair livine area in the district ?---About 
800 acres, 

19. Are there estates in the district Jarger than that ?— 
Yes. 

D0, Mr. Burke.| Ave the 133 holdings to which you 
have referred occupied at present ?—Yes, with the exception 
of one or two soldier settlers bloeks. The area to be 
served is 189,174 acres, the size of the average holding 
being 1,419 acres. 

51. I gather that the proposed railway, if constructed, 
would serve existing settlement rather than open up new 
land ?—It would serve a dual purpose. I believe some of 
the larger holdings would be subdivided, 

52, Are there any large holdings included in the 133 ?— 
Yes. There are a number, about 400 acres, which would 
be the smallest. 

53, Mr. Travers.) Given railway facilities, could a man 
“make good” on 500 acres?—L think so, with a good 
system of farming. 

54. Are the settlers dependent upon their holdings for 
a living, or do they take on other work ?—Most of them 
depend upon their holdings, and they are endeavouring to 
go in for a better system of farming. They put in their 
spare time fallowing and improving the land. <A few 
out to assist in tank sinking, or to do a little hauling, 


go 

55. Going back ten years, would there be the same 
proportion of small men on, say, 900 acres, as there are 
to-day /—The number would be greater now, because large 
holdings have been subdivided, including the Government 
subdivision. ’ 

56. Exclusive of the Government subdivision?—I think 
there would be no variation. 

57. Are the holdings equally divided on the north and 
south sides ot the proposed line ?—Yes. 

D8. Is the country better to the south than it is to the 
north of the line ?—No, it varies little. Of course the 
river land would be more valuable than the land further 
away. 

59, Mr. Doe.| Is not fallowing the land the best way 
to get rid of black oats ?—Not altogether. We have “‘take- 
all” and we find that the cultivation of Algerian oats is a 
cure for it. With the railway we could go in for oaten 
hay. We should get rid of the black oats and the “ take-all” 
by rotation of crops. 

60. There were 400,000 bags of wheat at Forbes railway 
station in the 1915 harvest, but was not that an exception- 
ally good Year 0 Yas, 






61. How much wheat was delivered there in 1920-211 
—It would not be so much. There are some large holdings 
on which wheat was grown extensively in 1915, The 
wheat was carted to Forbes, 23 and 24 miles. But they 
went out of wheat-growing, and there was not so much 
under crop in 1921, 

62. Is this district short of road metal?—Yes, it is not 
plentiful. 

63. Mr. Travers.| Regarding the Pinnacles purchase 
area and the 7,674 acres which were cut into eighteen 
farms, averaging about 430 acres each, why were they 
divided into such small areas ?—I cannot say. 

64. Would you say that land is better than that which 
you have described or is it better than the average country 
to be served by the proposed railways ?—With the exception 
of the eastern end of the proposed line it is a fair average. 
The eastern end is river country and is more valuable. The 
Pinnacles country is a fair average sample, 

65. Would much of that land be suitable for lucerne 
growing !—-Not away from the river. 


Goorge Douglas Bassett, farmer and grazier, Fcrbes, sworn, 
; and examined :-— 

66. Mr, Burke,| What is your opinion of the Jand to be 
served by the proposed railway ?—The average rainfall is 
about 20 inches. South and east it increases to 23 inches 
to 24 inches. The country is undulating, and compares 
favourably with the Wagga, Grenfell, Cowra, and other 
well known wheat districts. With proper cultivation, this 
land would probably average from 2 to 5 bushels per acre 
more than the land west of Forbes of any land with under 
a 20 inches rainfall. The district is already reasonably well 
settled, but farmers cannot get the best results because 
they are so far from the railway. If you ask why they 
went there, it is because they selected land in the eazly 
days when it was cheap. ‘They are unable to compete with 
people close to the railway like myself, who am only 3 
miles from Forbes, I have found hay-growing profitable. 
Last year I sold 1,000 tons to geaziers in the drought- 
stricken areas. We beat Riverina, including the Coolamon 
people, in price. We could sell our hay cheaper than they 
could last year. Chaff production is not very profitable more 
than 8 miles from the railway. Atone time I used to spend 
3 months carting wheat. ‘There were six of us, who were 
brothers, on a small ,holding. We grew wheat, and I 
know what an advantage it is to be close to the railway. 
You can put more time into cultivating the land. When 
the railway went to Canowindra, our yield was increased 
from 14 bushels to 20 bushels, due to our having more 
time to go in for better farming methods. Areas should 
be not much under 800 acres for wheat in this district, 
because you require to fallow from 200 to 300 acres, and 
also to be close to the railway. I do not consider the good 
road proposition any good. ‘The cost of maintenance of a 
good road would be great. Motor transport is a new 
business, and, consequently, if is not fair to make a com- 
parison between that and the railway. A good metal road 
would gvear out in ten or twelve years, and it would cost a 
lot of money to build, especially in a district in which there 
is a Shortage of road metal. 

67. Would the construction of the proposed line have 
any effect on the town of Forbes /—If more is produced on 
the land it would certainly help the town. 

68, Does this land compare favourably with the Riverina ? 

Yes, and as far as the quality of the wheat is concerned 
it compares favourably with any wheat land in New South 
Wales. 

69. Is the production as good ?--It is not quite as good 
as it is in some districts, but this area has to some extent 
been neglected from a wheat-growing standpoint. Its 
average would be quite as good as that for any part of New 
South Wales. 

70. Is the yield per acre as good !—There are some special 
spots in the Riverina that may beat us a little. 

71. Do the lozal seasons compare favourably with those 
of the rest of the State ?-~Kast of Forbes they do. Ido 











Witnesses—G. 1). Bassett, J. D. Low, and L. Clemens, 3 June, 1924. 
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not think you could find better undeveloped land in New 
South Wales than that in the district to be served by the 
proposed railway. ; 

72. What is the average price of land along the proposed 
route ?—Not a great deal bas changed hands, but I should 
say it is from £5 to £6 per acre freehold. 

73. Are the holdings large along the route of the railway ? 
~—Further out some are. 

74. Is that because it doves not pay to cut them up ?— 
Yes, under present conditions. In the Canowindra district 
the large areas were subdivided when the railway was 
constructed. I have always advocated that the Govern- 
ment should resume large estates for settlement when they 
are required. j 

75. What area do you hold ?!—About 4,000 acres of 
freehold. I have from 1,200 to 1,300 acres under crop. 
In one year I had 1,700 acres under wheat. 

76. What is a fair distance to cart wheat ? 
than 10 miles. 

77. What is a fair living area in your district ?—800 
acres. The overhead charges are not so much on an &CO 
acre property as they are on a 500 acre property. 

78. How much of an 800 acre farm could be put under 
cultivation ?—About 400 acres, If any district in New 
South Wales warrants the construction of a railway this 
one does. I consider the district compares more than 
favourably with other districts. 

79. Do you consider that the estimated loss on the line 
would be made up in a few years !—Yes, especially if it 
were continued west to Lake Cowel and connected with the 
Broken Hill line. That would go a long way towards 
making it pay for itself. 

80. Do you believe that the land along the route of the 
proposed line is not being cultivated to its limit because of 
want of railway communication ?— Yes. 

81. Do you endorse Mr. Elliott’s evidence? — Yes. 


Not further 


a 


Jobn Davidson Low, farmer and grazier, Forbes, sworn, 
and examined :—- 

82. Mr. Doe.]| What is the area of your holding ?-—I 
have 200 acres near Forbes and have an interest in other 
land. I am growing lucerne on my 200 acres, which is 
irrigated. I have got six cuts and nearly 2 tons to the 
acre. There are thousands of acres on the river suitable 
for lucerne-growing. 

83. Where do you find your market for lucerne i— 
Mostly north. Some we send to Sydney. A lot of this 
lucerne land is within the influence of the proposed line. 
It can be had all the way from Goolagong. 

84. What is your opinion of the suggested deviation to 
Garema?—In order to get there I think the line would 
have to pass through a lot of flooded country, ‘Lhe over- 
flow from the Lachlan spreads over a good deal of that 
district. The route of the proposed railway traverses 
higher ground. The flood waters extend out to Garema, 

85. Is there lucerne land about Garema ?—<A lot of it 
will grow lucerne. ‘The proposed railway would open up a 
lot of good country and would benefit the whole district. I 
do not look to it benefiting Forbes. It would bring 
business to other places. Ten miles is quite far enough to 
cart wheat. [If a farmer is more than 10 miles from a 
railway it means that he cannot start in the morning and 
get home the same day. Much of the land within the 
influence of the proposed line is more suited for wheat- 
growing than for grazing. It is true that several of the 
big farms which were growing thousands of acres of wheat 
went out of wheat because haulage to the railway was too 
expensive. In my opinion the railway should be extended 
to the north of Lake Cowal to join up with the railway at 
Womboyne. Large holdings of 16,000 and 20,000 acres 
should he resumed before the railway is built. Then the 


Government and not the landholder would get its quota for 
building the line. I prefer the Wirrinya connection because 
there is a 30,000 or 40,000 yard tank there with a good 
water supply, and it is essential that a good supply be 
available. 

8&6. What size are the larger holdings within the in 
fluence of tke proposed line ?—-From 5,000 to 7,000 acres. 

87. Have you grown any wheat?—Yes. I grew wheat 
28 miles from Forbes. 

88, Do you consider that a railway from Goolagong to 
Wirrinya would serve the country north and south as well 
as fairly dividing it?—Yes. The only way to properly 
settle that country is by constructing a light line as a 
feeder to other lines. 

89, What is a reasonable living area in the district — 
To go in for mixed farming a fairly large area 

Besides growing wheat we require ro have a 


$00 acres. 
is necessary. 
few sheep. 
90, Mr. Cameron.| What capital would a man require 
to finance a 900 acre farming proposition in this district! 
—A decent sheep would cost £2, but he could start with 
100 sheep. 
91. Is not settlement of the description that you have 
mentioned a question of capital /—~Yes, 


Luke Clemens, bank manager, Forbes, sworn, and 
examined ; 


92. Mr. Mahony.| Will you tell the Committee why you 
support the proposed railway ?1—I support it from a national 
standpoint. I have no personal interest in it, but L know 
the conditions existing in the area to be served. One of 
the biggest problems which the Government has to deter- 
mine is the stoppage of the drift from the country to the 
city, and I regard the proposed railway as an important 
factor in preventing that drift in this part of the State. i 
unhesitatingly say that unless the settlers at present in the 
district affected by the proposed line find better facilities 
for getting their produce to market there will be a decrease 
of revenue on the existing line from the carriage of wheat, 
because these men will gradually go out of wheat- 
erowing On the other hand, if we can make those men 
satisfied and assist them to make a success of their farms, 
they will stay on the land and encourage others to go there. 
We have examples of men going off their areas to town to 
live. They have become full up of the land. They have 
had a hard row to hoe. 

93. Do you consider this district a sound one ?—There is 
not a shadow of doubt about it. It is one of the soundest 
districts in Australia. 

94. Are the settlers in this district prosperous ?—I would 
not call them that, because really they have not yet had a 
chanee, They haye had so much up-hill work to do and so 
little to do it on. ‘They are a good type, capable of doing 
well. 

G5. Ts the drawback in the want of facilities to get their 
produce to market /— Yes. 

96. Have settiers given up their homes because there 
were not sufficient means of transport for their produce ?— 
T could not answer that question satisfactorily. I have 
been in the district only three years, but I know that the 
majority of the settlers are new. They are now practising 
better farming methods. 

97. Mr. Cameron.| What is the yield in the district { 

I regard four bags to the acre as not a high estimate, and 
as better farming methods are adopted the yield will be in- 
creased. If 30,000 acres were put under wheat the return 
would be 20,000 bags, and at 5d. per bushel freight would 
amount to £7,000. The area under cultivation would be 
inereased, and I am sure that it will not be many years 
before the area is doubled. These men will have to depend 


mainly on wheat-growlig. 
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WEDNESDAY, 4 JUNE, 1924. 
|The Committee met at the Store, Wirrinya. | 
Present :— 


The Hon. W. T. 
The Hon. Joun Travers. 
The Hon. Ropert Manony. 
Francis Micuar, Burke, Esa. 


DICK (CHarrMAN.) 
| WituiAM Cameron, Esa. 
Brian JAMES Dor, Esa. 
Davin Henry Drummonp, Esq. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Goolagong 
to Wirrinya. 





Charles Thomas. Russell, farmer, Rosehill, via Forbes, 
sworn, and examined :— 

98. Chairman.| Is Your holding far out?—7 miles. 
I have 575 acres. 

99. Do you know the country & miles east !/—Yes, it is 
good agricultural land. T have resided in the district for 
28 years. 

100. What has been your yield !—In an average season, 
15 or 16 bushels. 

101. Is the district subject to periodical droughts !/—We 
get dry periods, I suppose, four times in 20 years. 

102. Have you had a failure in any year ?—Yes. 

103. What area do you usually crop ?— About 250 acres. 

104. It has been stated that some of the farm areas in 
this district are too small to provide a comfortable living. 
What is a fuir area ?—Not less than 800 to 1,000 acres. 

105. Is your place near the Pinnacles subdivision ?—6 
or 7 miles away, 

106. Do you run any stock !—No, my area is not large 
enough. 

107. What is the carrying capacity of your district 1— 
About one sheep to a sheep and a half, 

108. Do you do your own carting ?--Yes, it costs me 1d. 
a mile per bag. 

109. Does that rate prevail 15 miles out ?—For a longer 
distance they make a slight reduction. 

110. What are the roads like in this district ?—In winter 
they are fairly heavy ; in summer they are in good order. 

Ill. Are there any fairly large estates in your neighbour- 
hood !—The largest would be 3,000 acres. 

112. What are they used for ?—Grazing. 

113. Is the land suitable for subdivision into 800 or 
1000 blocks ’—It was recently subdivided and repurchased. 

114. Has wheat production in the district increased in 
the last 10 years !—-Considerably. 

. v 

115. Is that the result of the construction of the Forbes- 
Stockinbingal line ?—Yes. 

116. It is suggested that a deviation should be made 
towards the Forbes-Stockinbingal line from a point where 
the stock route is shown on the map; then to run to 
Garema. Would such a line serve the bulk of the agri- 
cultural country not now served by the Stockinbingal 
railway ?—TI do not think so. It would leave the southern 
portion unserved. I think that is known as the Red Creek 
country. 

117, Would any considerable area be left unserved that 
would be served by the Wirrinya connection ?—This line 
would serve more country conveniently, Ninty per cent. 
of the land through which the line would pass is agri- 
cultural. Most of the holdings on the Pinnacles and 
Ooma estates are small. Many small holdings are 18 miles 
from the railway. Their nearest siding is at Garema. It 
is difficult to make a living off such small holdings so far 
from the railway. Farmers would have more time to 
devote to up-to-date farming. 

118. Do local farmers show a disposition to adopt 
modern farming methods?—Yes. If they had nearer 
railway communication they would go in for up-to-date 
methods. 

119. Is there a general opinion amongst farmers of the 
district that the Wirrinya connection is the most suitable 
to join up with the Forbes-Stockinbingal line ?—Many 
farmers favour that connection. : 


120. Jr. Doe.| Do you know the country between 
Garema and the stock route ?—Yes, the bulk of it is clayey 
and fairly heavy. It is nearly all wheat country. It is 
low-lying with a clay sub-soil. 

121. Is there much black soil out that way !—Not close. 

122. Would the line serve as good country as would a 
line from the stock route to Wirrinya?—By diverting a 
line from the stock route towards Wirrinya you would 
enter black soil. 


Joseph Hosken, farmer, Backmarsden-road, near Forbes, 
sworn, and examined :— 


123. Mr. Burke.] Do you favour the construction of a 
railway from Goolagong to Wirrinya !—Yes, it would be 
of much advantage to the settlers between those two 
places. I had 750 acres, but have recently acquired 
another 600, making my area about 1,400 acres. My 
place is 5 miles from the railway. I had 450 acres under 
wheat last year, and am grazing. 

124, Is your second holding adjacent to the original 
holding ?—It_is about 3 miles away About 400 acres of 
the new block is agricultural. 

125. How far out from here do you know the coun- 
try ?—For 15 or 16 miles. It is first class agricultural 
land. 

126. How long have you resided in the district ?—~ 
Five years. 

127. Have you had experience of carting to the 
railway /—I have not paid for it to be done, but I have 
carted a good deal for other people. 10 miles is quite far 
enough for a farmer to cart wheat to the railway. 

128. Out for 16 miles, are the hoidings fairly large ?— 
They are about 400 or 500 acres. 

129. What is a fair living area in the district 7—1,200 
to 1,400 acres. You require sufficient land to go in for 
mixed farming. 

130. Do you think that the line if constructed should 
ultimately link up with Wamboyne ?—Yes, a line from 
Wirrinya to Wamboyne would go through better country 
than would a line from Garema. Out from Garema the 
land is of a heavy puggy nature, not suitable for agriculture. 
On the Wamboyne line for 25 miles 75 per cent. of the 
land is suitable for wheat. 


131. Do you consider that the proposed railway would 
pay in a reasonable time !—I think it would. ' Since I] have 
been here the population has inercased 400 per cent. or 500 
per cent. along the route of the railway. <A holding of 
25,000 acres has been subdivided. That would accommo- 
date about 20 settlers within a radius of 10 miles of the 
railway. The line would induce the Government to cut up 
larger estates further on. 

132. Mr. Mahony.| On which side of the Forbes-Stock- 
inbingal line is that 2,500 acres ?-—-The western side. 

133, Is it within the influence of the proposed line ?— 
No. 

134. According to the map it is aiready served by the 
Forbes-Stockinbingal line ?—It is within 10 miles of the 
nearest point. Some hoidings would be 15 or 20 miles 
away. It would be on the line to link up with Wamboyne. 

135. Mr. Do2z.] What is the name of that estate ?— 
Tregalana, 
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t JUNE, 1924. 


[The Committee met at the Public Hall, Pinnacies.) 


Present: — 


The Hon. W. T. 
The Hon. Joun Travers. 
The Hon. Ropert Manony. 
Francis Micnart Burke, Kgq, 


DICIK (Carman). 


WILLIAM Oameron, Esq, 
Brian JAMES Dor, Esa. 
Davin Henry DrumMonp, Esq. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Goolagong 


to Wirrinya, 


Dennis Hoctur, farmer, near Grenfell, sworn and 
‘examined :—- 

136, Chairman.] Is your holding far from here ?—Six 
miles south. Ihave 420 acres, and am growing wheat, 
which I truck at Gareema siding, 18 miles from the farm. 

137, Why do you not go to Wirrinya ?—It would be no 
nearer. 

138. How long have you occupied that land 1—This is 
the eleventh year, I have averaged 21 bushels off fallow. 

139. What area do you put under wheat ?—About 200 
acres. 

140. Is 420 acres a living area ?—Not so far away from 
the railway. 

141, Are there neighbours in your district holding a 
similar area !—Some do, and those to the south-east of my 
place hold 1,800 acres. My holding is on a part of the 
Pinnacles settlement purchase area. We are too far from 
the railway to grow hay fcr market. I have to fallow my 
land and get my wheat carted, which costs me Is. 3d. per 
bag. 

142. What is the average rainfall in your district for 
eleven years !—T'wenty-two or 23 inches. 

143. What is your opinion of the suggested deviation 
along the stock route to Gareema?---It would suit. me and 
my neighbours as well as the proposed line, but I am satis- 
fied with the proposal to go straight to Wirrinya. 

144. Have you had a total failure of crop during your 
eleven years in the district ?—Most of my failures were 
due to rust. It is good wheat land. 

145, What percentage of the land around your holding 
is suitable for wheat-growing (—.Practically the whole of it. 

146. Have you experience of wheat growing in other 
parts !— Yes, in Riverina, and I believe my land is as good 
as Riverina land. I came here under the impression that 
T should be 5 or 6 miles from the Forbes-Stockinbingal line. 
I came from Victoria, and I shall have to give up my 
block if we do not get the railway. It is not large 
enough. Some of my neighbours are in the same position. 

147. Is there a disposition amongst your neighbours to 
practise up-to-date farming methods ?—Yes, by fallowing 
and fertilising the land. TI use up to | cwt. of fertiliser 
to the acre. Some of my neighbours put in a good deal of 
their time carting wheat, and consequently they have to 
neglect their fallow, 


Thomas Harold Heathcote, farmer, Woodlands, The 
Pinnacles, sworn and examined :— 


148. Mr Mahony.| What area do you hold 1—414 acres. 
I grow wheat and have been there eleven years. 

149, Do you support a line to Wirrinya?—Yes. My 
holding is not large enough. IfI were nearer the railway 
I would farm the land more intensely and grow crops for 
hay. 

153. Do your neighbours hold about the same area as 
yourself /—Yes, from 400 to 430 acres. 

idl. Is any of the land in your district going out of 
cultivation?—No, We have to go on. 

152. What proportion of your land can you put under 
wheat !—From 200 to 250 acres. T fallow the land. 

153, Where is your nearest point on the railway ? 
Wirrinya. ° 

154, Do you do your own carting?—Yes. This year 
owing to shortage of funds I was not in a position to hire 
anybody, so I had to do the carting myself, and my farm 
was neglected. 


+ 35317—B 


At 





155. Is your farm far from here?—It is about 2 miles 
from The Pinnacles. 

156, During the eleven years you have been here have 
you had any failures ?—No. 

159. Would you go in for hay if the line were con- 
structed ?— Not exclusively. 

158. Do you consider that 440 acres is sufficient for a 
living area?—As I am situated at present it is a bare 
existence. 

159, What would be a living area with the construction 
of the railway ?—600 acres. 

160. Is your land similar to other land in the district to 
be traversed by the proposed line ?—Yes, it is practically 
all the same. 

161. Mr. Mahony.| What has been your average yield ? 
—-Over eleven years, 14 or 15 bushels. 


John Grant Simpson, farmer via Grenfell, sworn, and 

examined :— 

162. Mr. Travers.| What area have you 1—403 acres. 
I am farming and running a few sheep. I lease another 
area of 400 acres. 

163, Which is your nearest railway station ’— Wirrinya 
but the road is not suitable. I cart wheat to Gareema. 

164. How long have you been on your holding ?—This is 
the llth season, My place is 4 miles south of the pro- 
posed line. 

165. Are you able to make a reasonable living on 403 
acres!—No. I am handicapped. When we first came 
here we carted to Forbes, then to Grenfell, and now we 
cart to Gareema, With a reasonable harvest it takes six 
weeks, and your fallowing goes to pot. I bought a tractor 
but it did not pay me because railway facilities were too 
far away. 

166. How far is your property from Gareema?—About 
13 miles by road. 

167. Could you do it in one day ?—Yes, by working 
nineteen or twenty hours. The comparatively sraall yields 
in the district have been due to want of proper working. 

168. What has been your yield ?—About 18 bushels. 

169. Is the average farm in your district about 400 
acres !—Practically it is. 

170. What was the reason for making them so small ?— 
When we took up land it was supposed that a line 
would be constructed through the district, and we thought 
we should be only 4 miles away. That was the Forbes- 
Stockinbingal line. But they made a deviation and swung 
the line further west, 

171. What subdivision was it?—-The Pinnacles Estate. 
Tt was divided into two portions. At the south end the 
areas are 400 acres, but at the north end they run from 
450 to about 600 acres. 

172. Was it a private subdivision ?—It was handled by 
private men, but the Savings Bank advanced the money. 
It was cut up under the Closer Settlement Promotion Act. 

173. What did it cost ?}—£5 12s. per acre unimproved 
for the land I am on. Tt was only rung, 

172. What would the land be worth for 5 miles around 
your place?—It is similar laud. It is worth about the 
same as when we went on it. Improvements count for 
nothing without the railway. When [ had spent £4 per 
acre on improving the land [ could get nothing more than 
what I paid for it. 

175, Has land in your district changed hands within 
the last four years /—-Not in this area, 
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Witnesses-— J. R. J. Matchett, W. Haynes, W. E. 
176. What did the Pinnacles Soldiers Settlement land 
average !—I understand about £6 10s. per acre. 


G. Simpson, 





10 


J. 


177. Improved 7—It was more improved than the cther 


land. 

178. What is a living area in your district ? A man 
could make a living on 400 ac res, but jt would be just 
living, Last year I had to pay £1 a ton to Ss chaff 
carted. ; 

179, Are you likely to continue ander present condi- 
tions ‘—No, if I cannot get railway facilities I am going to 
put my place on the market. 

Richard John Matchett, farmer and grazier, Nangwarrie, 
oe Grenfell, sworn, and examined :— 

180. Mr. Doe,| Is yours a large holding?—-] have 5,000 
acres ci se elie land and 4 000 acres of Crewn land. I 
lease about 3,500 acres be longing to my sister and brother- 
in-law. My land adjoins Ooma Soldier Settlement. With- 
out the railway, agriculture is almost impossible, although 
this year [ have 900 acres under wheat and oats. Some 
years I have had 1,500 acresin, but the distance from rail 
and the high cost of cart age makes wheat-growing unprofit- 
able. All my wheat-growing is done on the share system. 
Four-fifths of my land is suitable for agriculture. Unless 
we get the railw ay we cannot continue wheat-growing and 
shall have to revert to grazing. I have had experience of 
wheat-growing in Riverina and I prefer this district. At 
Holbrook for four years out of five we got poor crops owing 
te excessive rain. I believe wheat-growing is a safer pro- 
position in this district. 

181, Do you propose to subdivide your property if the 
‘ailway is constructed ?—I would not say that ; I should be 
more inclined to go in for agriculture, 

182, What is a living area in your district ?—About 750 
acres. 

183. What has been your average yield over ten years 4 
About fourteen to fifteen bushels. 

184. Is your average yield increasing or are you doing 
better than you used to !-—No, the yield has not increased. 

185. What is your opinion of the suggestien to take the 
line to Gareema instead of Wirrinya !—I think the Wirrinya 
connection would serve the country best. 

186. What is the value of agricultural land in this dis- 
trict 7—About £4 10s. per acre. 


William Haynes, farmer, Ooma, via Pinnacles, sworn, and 
examined :— 


187. Chairman.| How far is your holding from Wir- 
rinya ?—24 miles. Ihave 912acres. I am growing wheat 
and running a few sheep. TI send my wheat to Grenfell 
16 miles. 

188. What distance are you from Gareema ?—Sixteen 
miles. But it is a better road to Grenfell. 

189. What has been your average yield ?—For twenty- 
three years about 12 bushels, although the highest yield 
was 24 bushels. In that time I have had one total 
failure. 

190. Do you agree that the district is fairly safe ?—Yes, 
with fallowing. 

191. Is 400 acres too little for a living area in this dis- 
trict 1—Yes. 

192, What is the carrying capacity of the country ?— 
About one and a half sheep to the acre. 

193. What is a living area in your district 1-900 acres. 

194. Ts 1,200 to 1,400 acres on the big side 1—Yes. 

195. What is the average rainfall ?--A bout 20 inches, 

196. Is any dairying carried on }—No. The country i 
not suitable for dairying. 1t is wheat or sheep country. 

197. Would a deviation at the stock route to Gareema 
serve as effectively the greater portion of the country to 
be served by the Wirrinya proposal?—No. ‘The district 
south of the stock route would be left unserved. 


William Edward John Harrison, farmer and grazier, 
Ooma, via Grenfell, sworn, and examined :— 
198. Mr. Travers.) Where is your property situated ?— 
The line practically goes through it. I hold 1,543 acres, 


Harrison, and F. C. Crago, 4 June, 1924. 
and have been there two years. I have 600 acres under 
wheat this year, and contemplate putting more in. 

199. How far are you from the nearest railway !—About 
12 miles from Gareema. 

200. What was your yield last year?—About 6 bags. 
From 10 to 12 miles is too far to cart wheat to the rail- 
way. It means that you have to work too hard at night. 
If you are more than 6 or 7 miles from the railway it does 
not pay you to grow for hay, because the cost of cartage is 
too great. Often it might pay you better to cut for hay. 

201. What had you in mind when you took up your pro 
perty ?—I had been share-farming. I wanted to do better 

202. Do you cart your own wheat ?—No, it cost me from 
Is. to ls. 2d. The cost is ld. per bag per mile, The whole 
of wy land is suitable for wheat. 

203. Is that true of your neighbors’ land?—Yes. 

204. How long have you been in the district ?—About 
five years. 

205. What is a fair living area in your district !—800 or 
900 acres, not more than 7 or 8 miles from the railway. 
There are a lot of farms south of the proposed line, from 
which produce is carted from Gareema, If you ran the 
line to Gareema they would be in the same position as they 
are to-day. I prefer the Wirrinya connection, 

206. Is your farm not too large 1—No, not with my large 
family. I practise up-to-date methods. 

207. Have you known any farmers to go out ?—Yes 
because their places were too small and too far from the, 
railway. 


Frederick Cecil Crago, farmer and grazier, Ooma Home- 
stead, via the Pinnacles, sworn, and examined :— 


208. Mr. Burke.| What is the size of your holding !— 


2,778 acres. It is on the returned soldiers settlement of 
Coma: IT am grazing and farming. 


209. Hew much land have you under cultivation ?—- 
Usually 488 acres. 

210. Where is your nearest railway ?—At Gareema, 14 
miles away. 

211. Is that nearer to you than Wirrinya ?—Consider 
ably. There would be 4 or 5 miles difference. 

212. How far would you be from the proposed railway ? 
—— According to the er about 4 mile, 

213. If the railway were constructed, would you put 
more land under Gia vaien 1—Yes, I are about 1,500 
acres suitable for cultivation, but I should cultivate about 
1,000 acres. 

214, What is a living area in your neighbourhood ?-— 
From 800 to 900 acres. When I managed ‘the settlement 
for the Government, I recommended an increase to 900 
acres, SIX year's ago. 

215. What is your opinion of the suggested Ceviation ?— 
I think a line to Wirrinya would serve more good country , 
and that it would be a more profitable line than the 
Gareema suggestion. The suggested deviation would leave 
out a number of men south of the line. and they would 
have to cart their produce as far as they do now, 

216. Are the soldier settlers complaining because they 
have not reasonable access to the railway ?—Yes, and 
because of their small areas, 

217. What is the average size of the holdings ?!—About 
630 acres, Some are smaller and some are larger. 

218. Is production in the soldiers’ settlement heing 
retarded because of want of access to the railway ?—I 
would not say that their preduction is being retarded, but 
their living is, because of thé increased cost of cartage. 

219, Would they produce more with reasonable access 
to the railway !—Yes, 

220 What is the nature of the soldier settlement area ?— 
The soil is mostly chocolate, brown, and red, with the 
exception of portion along the main road on Ooma Creek. 
About 6,000 acres is blue clay country. The country on 
the western side of the road is good far ming land, and the 
settlers would increase their area under crop if they had 
reasonable marketing facilities. 

221, Is it good average land!—Yes, I have been wheat- 
farming for years, and am connected with one of the 
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Witnesses—F, C, Crago and A. F, Waugh, 4 June, and T. R. Sharp, 5 June, 1924. 


biggest milling companies in Sydney. I reckon that this 
country, if given railway facilities, is as good as any land 
we have in the State, provided a proper system of farming 
is adopted. I have farmed in Riverina and Bathurst 
districts. 

222. What is the land like for 10 miles on either side of 
the proposed line {—It is all good country. As a mixed- 
farming proposition I think there is nothing to beat it in 
the State. 

223. Do you consider that this district compares favor- 
ably with Riverina ?—-Yes, with proper farming methods. 

224. What is the carrying capacity of your land ?—It 
has carried one sheep to the acre with safety during the 
last six years, including 400 odd acres of crop land. — But 
there are seasons when a sheep to the acre would be risky. 
In 1919 and 1920 it was risky to carry a sheep to two 
acres, 





225, Where are the big holdings of 1100 acres on the 
route of the railway? There are only a few of that size. 

226. Generally is the land along the route of the pro- 
posed railway suitable for mixed farming ?—Yes, it is 
averaged mixed farming land. 

227. Do you consider that the line would become a 
paying one!—Yes, if modern farming methods were 
adopted. ‘To be successful you must practice up-to-date 
methods. It is a different matter altogether when a man 
simply “slaps” his wheat in and slaps’ it off. There is as 
good wheat country along the route of the railway as I 
have seen anywhere. 

228. Do you generally endorse the evidence given here 
to-day ?—Yes. The line would be an advantage to the 
soldier setilers. I paid £121 for carting wheat in 1920, 
£100 in 1921, and £94 last year. Most of the lads in the 
settlement are so busy getting their crops off that they 








THURSDAY, 


have to employ outside men to cart their wheat. hat 
runs away with their money, especially when it has to be 
carted 10 or 20 miles. The construction of the railway 
would encourage them to put more land under crop, and 
to practise up-to-date farming methods, 


Archibuld Frederick Waugh, farmer and grazier, Rosewood, 
via Grenfell, sworn, and examined :— 

229. Chiirman.| What area do you hold?—603 acres, 
which is not a sufficent living area. 

230. Whit would you say is a living arev from 5 to 10 
miles from the railway ?—About 800 acres, 

231. What dos it cost you to cart wheat ?—About 1s. 
a bag. 

232: What area do you usually put under wheat ?— 
About 230 acres. Two years ago I had only 320. My 
average yield is about 18 bushels. 

233. Have you ever had a complete failure ?—The first 
year I went there I had very little wheat. Eleven miles 
is too far to cart wheat. 

234. How long have you been in the district ?— About 
five years. ‘Two hundred acres of cultivated land is not 
enough to provide a living. When the land becomes dirty 
you have no chance to chaff your stuff. 

235. Do you agree that 90 per cent. of the land along 
the route of the railway is suitable for the plough 7—Yes. 

236. Do you also agree that from 800 to 900 acres is a 
iving area !— Yes, with the railway. 

237. What is the rainfall in the district ?—21 inches. A 
railway to Wirrinya would, if extended west, serve more 
good country. That is one reason why it should le 
constructed. 





5 JUNE, 1924. 


(The Committee met at the Public Hall, Mulgandry.) 


Present:— 
The Hon. W. T. DICKS (Cuammay). 


The Hon. Joun Travers. 
The Hon. Roperr Manony. 
Francis Micuart Burke, Esy. 


WILLIAM Oaaeron, Esa. 
Brian JAMES Dok, Esa. 
Davin Henry Drummonp, Isa. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Goolagong 
to Wirrinya. 


Thomas Rogerson Sharp, farmer, Aberfoyle, near Forbes, 
sworn, and examined : 


238. Chairman.]| Is yours a large holding ?—T have 899 
acres, and have been there 10 years. It is first-class wheat 
and grazing land. 

239. How much of it is arable?—From 75 per cent. to 
80 per cent. 

240. The Committee has been told that some of the 
blocks in your district contain only 400 acres ;—is that 
sufficient for a living area ?—I think they are rather small 
even with the railway. 

241. What is the living area in this district !/—From 800 
to 1,000 acres. 

242. What has been your average yield ? from 15 to 20 
bushels. 

243. Could that be increased with modern farming 
methods? Yes, I think so. 

244. What is the carrying capacity of the land? Year 
in and year out one sheep to the acre, 

245, Is it safe todothat? Yes, except in dry spells. 

246. What is the value of land in the district? From 
£4 to £5 per acre right through. 

247. What is the rainfall? During the last ten years 
the average is about 18 inches. 

248, Have you experienced a disastrous season since you 
have been here? We have had very dry seasons. 

249, Where is your trucking station? At Gareema or 
at Grawlin Plains, 


250. What distance have you to cart your wheat ! 
Fourteen or fifteen miles. I generally employ carriers 
The rate is from 1s. to 1s. 3d. per bag, 

251. What area do you usually put under wheat? Up 
to 250 acres. I have decreased the area this year by 50 
per cent. because of the distance from rail. 

252. What area would you put under wheat if the line 
were constructed? From 250 to 300 acres. The remainder 
of my land is more suitable for grazing. The black soil 
although suitable for wheat is not so suitable as the undu- 
lating red country. 

253. Have you any lucerne land ?—No. 

254. Is much lucerne grown in the district /-—-No. There 
is lucerne land about Goolagong. I believe it would grow 
in this district sufficient for grazing and fattening purposes. 

255. It is suggested that the railway should be deviated 
up along the stock route to Gareema. Would such a line 
serve the majority of the settlers as well as a line to 
Wirrinya ?—Yes, but the southern corner, as shown on the 
map, would still be unserved. 

256. Which of the two lines would better serve the dis- 
trict ?—The Wirrinya proposal. 

257. Mr, Drummond.| Is 14 miles from the railway a 
handicap !— Yes. 

258. What is the cost of haulage to you !—1s. 3d. per bag. 
This district is, in my opinion, equal to any in the State, 
and an absolute failure of crop would be impossible with 
proper farming methods, 
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Witnesses--.T, R. Sharp, E. W. Harris, M. Gannon, H. E. Elliott, 


259. ieee, ‘Of what other districts have you 
experience in wheat-farming?—The north-eastern portion 
of Victoria. ; 


Ely Wigram Harris, farmer, Lancewood, via Grenfell:— 

260. Mr, Burke.) What is the size of your holding }—One 
thousand three hundred and twenty two acres We have 
a few sheep and grow a little wheat. This year IT had 
about 260 acres in. 

261. How many sheep do you carry ?—-About 800. My 
place is 19 miles from Grenfell, I have been about tw enty- 
four years on the same area. 

262. Has your distance from railway retarded the pro- 
press of your holding ?— Yes. 

263. Do you do your own carting!—Yes. It takes us 
seven or eight weeks to do the carting which time could be 
better dovoted to working up the fallow. If the 1 railway 
were constructed we should double the cultivation area. 

264, What is a fair distance to cart wheat? -Not more 
than 7 or 8 miles. 

265. What is your opinion of the country through which 
the proposed line would pass !—It is practically all good 
wheat country. It is good average land. J have reared a 
big family on the land Fed have boy sto help me. This is 
better wheat country than where I was at Grogan in the 
Young district. 

266. What is a fair living area in your district !—From 
1,000 to 1,200 acres. There are thirteen in my family. 

267. What would be a living area for a man witha 
family of two or three ?— Perhaps 800 acres. 

268. Do you consider that the 22 miles of country to be 
served justifies the railway at a cost of £321,5751—All I 
can say is that the country is good. I know of none better 
for mixed farming. 

269. Does it compare favourably with the country 
immediately around Forbes !—Yes. 

270. Mr. Mahony.| Why did you reduce your acreage 
under wheat !—T'wo of my boys went share-farming. The 
other boys were small and I had to do most of the work 
myself, 


Michael Gannon, farmer, Ballinalla, via Forbes, sworn, 

and examined :;-— 

271. Mr. Doe.| What is the size of your holding ?— 
Gannon Brothers have 888 acres in the district, and 
another 1,500 acres on the Grenfell-road. We are mixed 
farming, but are growing mostly wheat 

Is yours all agricultural land?—Yes. We are 
putting 900 acres under wheat this year on the two places. 

273. How long have you been there !—On the old place 
about thirty years; on the 1,500-acre block about five 
years. 

274. What have you averaged during the last ten 
years !/—About six bags. 

275. Ifthe railway were constructed would you increase 
your area under cultivation !—I think so. Our long dis- 
tance from the railway is a handicap. We have paid up to 
2s. a bag to have wheat carted in a good season. 


Hurtle Elwyn Elliott, farmer, Kelvin Grove, near Forbes, 
sworn, and examined :— 

276, Mr. Travers.) How far from this place is your pro- 
perty ?—I am north of the proposed line, and hold 600 
acres. My place is about 18 miles by road from Redbend, 
on the Stockinbingal line. I am farming about 400 acres, 

277. How long have you been there ?—About ten years. 
The people who want the railway are in a small way, and 
are too far away to make wheat-growing pay. I sold my 
wheat this year for 4s. and it costs Is. 3d. to cart it and ls, 
each for bags. My place was a wilderness when I went 
there. Last year I leased country. had 600 acres under 
crop. I stripped 2,400 bags of wheat, 200 bags of oats, 
and 50 tons of hay. The year before I had a lot of country 
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and H. T. Ledger, 5 June, 1924. 


leased, and my crop ayeraged about three bags. Last year 
I had just on an eight bag. average. It was a very dry year. 
If farmers worked their feat as @ have I see no reason why 
they should fall below that average. I grew that cight bag 
crop with the lowest rainfall ever registered in the Forbes 
district. 

278. Is yours fair average lind ?—I think it is. It may 
be a little better for wheat than for mixed farming, 

279. Do you carry any sheep ?—Yes, on rented land, 

280. Is the whole of your 600 acres suitable for wheat !— 
Yes. 

281. Is your area sufficiently large to provide a decent 
living?—No. I should say 1,000 acres is necessary. A 
farmer requires to run a few sheep. 

282. What proportion of the district within the 
influence of the proposed railway is suitable for agri- 
culture ?—I should say that with the exception of a few 
rocky knobs and a few hills the whole of it could be pro- 
fitably farmed. It is only the stony country about here 
that will not grow wheat. But you cannot successfully 
cart wheat long distances to the railway, 

283. Are you likely to continue growing wheat without 
the railway ¢—Unless I continue to lease country T cannot 
see how I can do it. 

284. Mr. Drummond.| What effect has rail nearness on 


the area necessary to provide a fair living !—It means” 


that you can handle your own wheat. 

285. Within 10 miles of the railway what would be a 
living area One thousand acres would not be a living 
area 17 or 18 miles from the line, A man would want 
1,500 acres. 

286. Would the construction of the railway reduce the 
size of living areas by 50 per cent. !-- Yes, near to it. 

287. Is there a tendency for small holdings to be 
absorbed in the bigger ones?—I think so, The further 
you are from the railway the more wheat-growing becomes 
out of the question. 


Henry Thomas Ledger, farmer, Ooma Soldiers’ Settlement, 
sworn, and examined :— 


288. Mr. Mahony.| How many soldier settlers are there 
on Ooma ?— Forty 

289. What is the average size of their holding ?— About 
600 acres. I have 680 acres and am mixed-farming. The 
areas are too small and holders are agitating to have their 
blocks made bigger. 

290. What is the average production of wheat on them ? 
—F'rom 18,000 to 19,000 bags went to Gareema last season. 

291. What was the yield per acre /—Five bags, and on 
fallow about seven bags. 

292. How many miles are you from the railway }— 
Between 13 and 14. 

293. How far is the furthest soldier settler from the 
railway !— About 20 miles. 

294, How far would the settlement be from the proposed 
railway !/—Some holders would be from 3 to 5 miles away. 
At present I pay 1s. 3d. a bag to get my wheat carted. 
On manure the cost is 15s. a ton, and many men cannot 
use it for that reason. Some pay up to ls. 9d.a bag 
for cartage. That is a great drawback, Freight on 
manure is 11s. a ton from Sy dney to the siding. 

295. Would more land be cultivated if the line were 
constructed !—I think at least 25 per cent. more. 

296. Are all the soldier settlers making good ?-~There 
has been a reduction there, but I believe those who are 
there now will make good. 

297. Was the reduction caused through diverse. condi- 
tions ¢—Absolutely. The railway would assist the settlers 

and by causing an increase in production it would assist 
ee Government, 

298. It is suggested that the route of the 1 railway should 
be deviated to Gareema. Would that suit the soldier 
settlers better ?—Yes, I think so. The Wirrinya line is, I 
think, the fairest and best. The through connection would 
bea better one. If the line were taken right through it 
would feed the Stockinbingal railway, 
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299. Mr, Mahony.] Would not a line via Gareema or 
Wirrinya provide the shortest route to Sydney ?—Yes 

300. Jr. Doe.| I suppose you conld not afford i cart 
oaten hay or chaff as far as you could wheat ?—That is so. 
I had a ton of oaten hay in 1919 which I could not sell 
because it was too far from the railway. It was ruined, 


THURSDAY, 


Witnesses—H. T, Ledyer and L. S. Pearce, 5 June, 1924. |} 


B01. Chairman.| Where would your principal chatt 
market be?—Sydney, except in drought time, It would 
then have to go to the Forbes line. 

302. Has chaff been sent west in considerable quantities 
in drought time ?—Yes, 


5 JUNE, 1924, 


|The Committee met at the Goolagong Hotel, Goolagong ] 


Present: — 
~ The Hon. W. T. DICK (Cuairmay). 


The Hon. Joun Travers. 
The Hon. Ropert Maitony. 
Francis Miciart Burke, Ese. 


Wititiam Cameron, Esa. 
Brian James Dor, Esa. 
Davin Henry DrummMonp, Esa. 


——— 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Goolagong to 
Wirrinya. 


Leonard Sydney Pearce, storekeeper, Goolagong, sworn, 
and examined :— 


303. Chasrman.}| Have you prepared a statement re- 
specting the proposed railway ?—Yes, it read as follows:— 
I am honorary secretary of the Goolagong Railway League, 
and am interested in the proposal “under review, As a 
native of the town I have had ample opportunity of judging 
the requirements of the district, and consider it expedient 
that a railway should be constructed between North Goola- 
gong and Wirrinya. ‘There is no more versatile stretch of 
country in the State than the land through which the 
proposal would pass, and possibly no unserved centre has 

the same claim to railway communication. The line must 

be regarded as a developmental line and a connecting link. 
It would open up approximately 200,000 acres of our best 
agricultural and mixed farming land. It is a stretch of 
country with wonderful possibilities and immense and 
unlimited potentialities, and is languishing only for the 
want of improved railway communication. The area to be 
served consists of rich alluvial and undulating country, 
comprising red and chocolate loam, eminently suitable for 
the production of wheat, oats, and fruit. The extensive 
river and creek fiats are admirably adapted to lucerne and 
maize growing. It is also recognised as a district with 
pastoral proclivities. Dairying is a nascent industry, 
in its plastic stages, and gives promise of playing an 
important part in ‘the progress of this and other centres 
interested: Large areas have already been made available 
for the plough in anticipation of the railway. This land 
will be utilised for the purpose for which it was intended, 
when railway facilities prevail. The cost of transportation 
prohibits the profitable production of wheat and lucerne, 
under present conditions, except when bountiful seasons 
are experienced, The present and prospective requirements 
of the country to be served justify railway communication, 
The line should be regarded as a great developmental 
project, and would without doubt promote closer settlement 
and increase production, The line would be of, immense 
benefit to the residents of Goolagong and district. We 
should have immediate access to a railway station, and our 
prospects for the establishment of a flour mili and butter 
factory would be much brighter than they are at North 
Goolagong. ‘Timber of good quality can be secured in all 
stages of growth. A large number of sleepers were procured 
from the locality for the Canow indra—Eugowra line, ‘The 
Lachlan Valley is boomed by politicians. It is ac ‘knowledged 
by the press and general public to be the finest stretch of 
land in the State, yet it is the least served. I believe the 
line is a good business proposition. It would be revenue- 
producing from the outset, and within ten years after 
completion it would be included amongst the best paying 
lines. 

304. What experience have you of this district? — 
Twenty-five years, 

305, What are the large areas in the district which 
could be cut up if the railway were built ?—Borehen’s 
comprises 6,940 acres, Scott Bros.’ 5,000 acres,and Shannon’s 
4,676 acres 





406, Apart from the larger areas, is the rest of the 
country pretty well subdivided !—Yes. 

307. Has any attempt been made to carry on dairying 
in this part of the Lachlan country /—Yes. Dairying has 
come into prominence here in the last three years. About 
two years ago the manager of the butter factory at Can- 
owindra said that without the support of the Goolagong 
eream they would have had to close down at that time, 
We have a cream coach running from here to Canowindra. 

308. Is the land about here more suited for dairying 
than the country generally to be served by the line ?—I 
would not say so, 

309. Would it pay to grow lucerne anywhere in the dis 
trict other than along the creeks?—It has been grown 
profitably in this district away from the river. 

310. It has been stated that to ensurea good living more 
than 600 acres is necessary ?—It depends upon where the 
land is. One man close to town is making a good living 
from dairying on 70 acres. A wheat farmer w ould require 
at least 500 acres. 

311. As a mixed farming proposition, what area would 
be necessary !—50U acres, 

312. Within 5 miles of each side of the line +—Yes. 

313. Mr. Mahony.| How many dairies are there in the 
district ?—-From thirty to forty. 

314. What is the average area held by the dairy- 
farmer 1—There are some in the district on areas up to 500 
acres, but they carry on dairying as a sideline. On Kan- 
garooby Creek and on the Lachlan men are going in ex- 
clusiv ely for dairying. 

315. Is there a large area in the district suitable for 
dairying /—Yes, and for lacerne-growing. 

316. What would be the average size of a dairy holding 
in this district?—One hundred acres, including lucerne 
flats. 

317. Mr. Burke.| Has Goolagong progressed during 
your experience?—Yes, since the construction of the 
Canowindra-E Jugowra line. 

318. How far does your business extend along the route 
of the proposed railway ?—About 16 miles towards Forbes ; 
about 14 miles towards Grenfell, and in the direction of 
Warrinya about 14 miles. 

319. Would you get more trade if the railway were con- 
structed !—Yes ; there would be an increase in production 
and in population. 

320. Mr. Druwmmond.| What is your main reason for 
advocating the construction of a railw ay from Gooloogong 
to Wirrinya ?—One is that it would be a connecting ac 
with Forbes, Stockinbingal, and the Riverina country. It 
would also afford quicker transport to the north and north- 


‘west, via Forbes, Lucerne could be transported west in 


dry seasons, 
321, Are stock brought to this district to pasture }—- 
Yes. 
322. Is there a tendency to rail lucerne-hay to the west 
in drought time ?—At present the cost of _transportion has 
exceeded the profit made. 
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Witnesses—L. S. Pearce, W. J. Edmunds, T, F. McEwan, and J. Stack, 5 June, 1924, 


$23. Is there a tendency to bring stock to this district 
for “‘ topping” purposes !—Yes, 

Ry 324. Mr. Travers.| Have you noticed much development 
n the district since the construction of the Canowindra- 

ugowra linc?—Well, the line has rot been completed 
long enough. 

325, In anticipation of a new railway there is a tendency 
for land to change hands and for new men to come into 
the district. Has that happened here ?—Not so much 
here as in the Eugowra district. 

326. What is the average size of the wheat farms 15 
miles beyond Goolagong ?— About 400 acres. 

327. Are they held by men who have resided in the dis- 
trict for some years !—Yes. 

328. Within a radius of 15 miles of the line is there 
much lucerne country suitable for dairying 1—Yes, about 
25 per cent. 

329, Has settlement resulted west and north of Goo- 
lagong towards Eugowra since the construction of the 
Eugowra railway ?—Not so much as you would think. 

330. Do you consider that settlement would follow the 
construction of the railway from Goolagong to Wirrinya ? 
—Yes. 

331. Acre for acre does the line traverse better country ? 
—Yes. The south of the Lachlan country is better than 
that to the north. 

332, Would you expect better results from the proposed 
line than from the Canowindra-Eugowra line?—Yes, for 
mixed farming, 

333. I suppose there would be a larger proportion of 
river frontage land, mile for mile, on the proposed line?— Yes. 

334, Mr. Doe.| Since the railway was constructed to 
Eugowra have any large estates within 10 or 12 miles of 
it been cut up ?—Not since the advent of the line. 

335. Is that wheat country !—Yes, it is suitable for both 
wheat and sheep, and for dairying and lucerne-growing. 





William James Edmunds, farmer and grazier, near 
Goolagong, sworn, and examined :-— 


336, Mr. Travers: What is the size of your holding ? 
2,411 acres. It is about 74 miles from Goolagong and 104 
miles from the proposed railway line. I have farmed up to 
i,400 acres, but at present I am growing wool, as it is more 
profitable. You cannot grow wheat profitably further than 
10 miles from the railway. With the railway we could 
farm more scientifically. 

337. What has been your yield ?—Nine and a half bags 
off 600 acres in 1916. 1914 was the worst year, when I 
got three bags some odd pounds. 

338. What would be a fair average yield, farming on 
scientific lines !—About six bags. 

339. What proportion of your land is agricultural ? 
—About 1,400 acres. Some of it is too wet. 

340. The official statement shows that there are 230,000 
acres within the influence of the propesed line. Would 
200,000 acres of that be -avricultural land—roughly five 
per cent ?—Yes, I believe that estimate is correct. 

341, What would le a fair living area throughout ? 
—80 acres for mixed farming. 

342, How many sheep would that carry ?—From 300 to 
400, 

343, What is the carrying capacity of the country 1— A 
sheep to the acre right through. 

344, What did you have to pay to have. your wheat 
carted ieee to ls. 6d. About, ] d. i bag per mile. 

345. Would you say that the Canowindra-Eugowra land 
is equal to this!—There is no comparison. The country 
south of the Lag¢hlan is more extensive. 

346. Has the Canowindra - Eugowra line stimulated 
settlement ?—The country from Canowindra to Eugowra 
is held practically as small holdings. There is really 
no more room for closer settlement except south-west 
of Eugowra. There the holdings are from 400 to 600 
acres. It would be better to have from 700 to 800 acres. 

347. Would there be much dairying country within the 
influence of the proposed line? About half of it is dairy- 
ing country. There are 20,000 acres of dairying country 
within 15 miles of Goolagong. 





Se 


348. What would a man require to take up dairying in 
this district ?—A good deal depends on the min. =A min 
in my employ for nine or ten years, bought a local property 
of 72 acres at £15 per acre some five or six years ago an 
his payments are nearly complete. He has a full set of 
machinery. Some of his land is under lucerne. He milks 
twenty-five or thirty cows, year in and year out. He is in 
a good financial position and drives his Ford car 

349. Is he on a choice block or is that land a fair average 
sample of the land on the river and creek frontages ?—'There 
is a lot better, but a good deal depends upon ths mya. 











Thomas Francis McEwan, farmer and grazier, Glenloth, 
near Canowindra, sworn and examined :— 


350. Mr. Burke.| To what use are you putting your 
land ?—I have it leased at present. I had 250 acres under 
wheat. I have 800 acres. IT used to draw wheat 20 miles 
to the railway at Forbes. 

351, Would not a good road to Goolagoig North over- 
come your difficulty ’— As far as I am concerned it would, 
but it would not overcome the difficulties of the farmers 
further out, 

352. Is 10 miles a fair distance to cart wheat to the 
railway 1—Yes. 

352, When you cultivated your land was it a paying 
proposition /—I made a good living out of it. I have 
grown up to eleven bags to the acre. I had a mixed 
farm. : 

354, Are there any large holdings in your neighbour- 
hood 1—Yes, there are some of 5,000 acres. Newels have 
three large holdings of 4,000 or 5,000 acres each. Practi- 
cally all that land is suitable for mixed-farming. 

355. If the proposed railway were constructed, would 
those large estates be cut up?—That is a matter for the 
Government. About 800 acres is a living area. I made a 
decent living on it. 

356, Is the country between here and Wirrinya of uni- 
form quality —Yes. The proposed line would serve the 
whole of the good country, and it would serve the Warra- 
derry Valley, which is beautiful land. 

357. It is suggested that the line should be deviated to 
terminate at. Gareema instead of at Wirrinya?!—I do not 
think there would be much difference. It would be a 
good thing to take it close to the Waraderry Valley, and 
the further south you go the nearer you would be to it. 
We want connection with the dry country, so that we can 
send fodder there, and so that stock can be transported to 

pasture. his is really stock-saving country in drought 
time. Generally speaking, I favour a line from Goolagong 
North to Wirrinya, 





James Stack, farmer and grazier, Roadview, Goolagong, 
sworn, and examined :— 


358, Mr. Doe.| Is your property far out 2—I have 250 
acres about 3 miles west of Goolagong, on which I am 
growing wheat, and doing a bit of dairying, I have some 
river flats. 

359. How many cows have you?-——About twenty. Dairy- 
ing helps to keep things going. I cultivate about 100 acres 
each year, 

360. Where do you send your produce !—Canowindra is 
my nearest railway station. 

361, Are you growing lucerne ?—-No; but I intend to, 
T have 6 acres cleared for lucerne, 

862. How long have you been there ?—Twelve or fifteen 
years. 

363. How much lucerne land have you!—About 40 
acres. At present it is heavily timbered, 

364, Have you made a fair living off your 250 acres 1— 
Yes. 

365, Have you done any outside work ?—Not since I 
have been there. I have reared a family of feur. 

366. Is:the country held in large estates of good average 
quality 7—Yes. 

367, What is a reasonable living area in the district 
to be served by the proposed railway ?—600 to 8CO acres, 
Then a man would not require to go out to work, 




















FRIDAY, 1) JULY, 1924. 


Present: — 


Tie Tox. W. T. DICK (CriamMan). 


The Ilon. Joun Travers. 
The Ifon. Roperr Matroxy. 


Wintiam Cameron, Esq. 


Brian James Dor, Esa. 


Davin Henry DrumMonp, Esq. 


John Edmond Harold Kennedy, chief draftsman, Depart- 
ment of Lands, sworn, and examined :-- 
368. Chairman.| Will you read the official statement 
which you have prepared {/—Yes, it is as follows :— 


Proposed RAILWAY—GOOLAGONG TO WIRRINYA. 














aeres 
Alienated lands (tinted blue)— (about) 
Including conditional purchases, conditional leases, conditional pur- 
chase leases, settlement purchases, honestead selections, suburban 
holdings, homestead farms and soldiers group purchases ........ 305,700 
Reserved lands (about 39,000 acres)— 
* About 29,800 acres not held under any tenure (tinted green)........ 29,800 
“ 9,200 ,, held under lease} and permissive occupancy 
(edged green). 
About 39,000 acres. 
Leased lands (hatched blue)— about 
Settlement leases ...........- Miniataiereteleraevera’a siave¥erm-e =) slois\e 1,100 acres \ 
Special ,, (including about 2,100 acres reserves) 3,500 ,, | 
Crown ane Cae 3 900 ,, ts 2,900 ., $+ 23,400 
Improvement,, {( 5, re, Dy400D,; =3 5050310) 
Scrub eee Glass tf 800); Fe S00) = / 
at S700". iF 23,400 ,, 





Crown lands (tinted brown)—- 
Held under Permissive Occupancy ) 
(including about 500 acres reserves) _1,400 acres 14.800 


Untenanted...... Sorta a ererse-acc.gsinia 13,400 ,, 








About 9,200 ,, aA 14,800 acres 


TESTA Are AAO « <Bie clei’ t calaisicles estc/s- 4/0» op ¥nit,6 elela'< 373,700 
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*It is probable that part of these reserved and untenanted Crown lands may be 
held under annual leases, particulars of which are not available at Head Office. 


J. E. H. KENNEDY, 


Department of Lands, Chief Draftsman. 


Sydney, 11th July, 1924" 


Proposep RAILWAY -—GOOLAGONG TO WIRRINYA. 


Limits of affected area, 


The proposed railway, Goolagong to Wirrinya, begins at North 
Goolagong Railway Station, and terminates on the Forbes Stockin- 
bingal line at a point about half a mile northerly of Wirrinya 
Railway Station. The limits of the area which would be influenced 
by its construction, in accordance with instructions received, should 
be restricted to twelve miles from each side of the proposed liue, 
but on account of the existing railways, Forbes-Stockinbingal 
mentioned above, Cowra-Eugowra, Blayney-Harden, and Koora- 
watha-Grenfell, the limits in question have been indicated about 
midway between the existing railways mentioned and the one 
proposed on map produced, and are shown thereon by a firm 
red band. 

The twelve mile zone is shown only on a small part of the 
southern side of the affected area, Extension beyond the other 
limits indicated to cover that zone on each side of the proposed 
line would include lands within the sphere of the other existing 
railways referred to above. 

In connection with the lands embraced in the limits shown, the 
following particulars are submitted :— 


Untenanted Crown Lands. 


The area of the untenanted Crown lands amounts to about 
13,400 acres ; a small part of which, about 1,700 acres in parish of 
Conimbla, county of Forbes, was classified and set apart under the 
provisions of the Crown Lands Acts, on Ist July, 19C8, for Additional 
Holdings at a capital value of 10s. per acre, but so far no applications 
for it have been received. 

Country.—Generally hilly, rocky and rough; sandstone 
formation. 


wid 


The Committee prccceded to further consider the expediency of constructing a line ot Railway from Coolagorg 


to Wirrinya. 


Soil.---Poor ; sandy and stony, 
Timber.--Stringybark, ‘:onbark, b><, gum, apple, and pine, 


Forest Reserves, 

There are five forest reserves and part of another, with a total 
acreage of about 25,500 acres. Five of these reserves, of which one 
is only partly within the affected area, have been dedicated as 
State Forests, and their aggregate area amounts to about 14,500 
acres. 


Country.—Level and undulating to rocky, hilly and moun- 
tainous. 


Soil.—Light, sandy and red sandy loam, with patches of rich, 
black soil. 

Timber.---Ironbark, stringybark, kurrajong, box, oak, brittle- 
jack, and white and black pine. 


Improvement Leases, 


There are five Improvoment Leases and part of another with a 
total area of about 15,600 acres, part of which, about 5,400 acres is 
covered by reserves. 

Term.—All the above leases have each a term of 28 years, but 
two leases (I.L.’s 119 and 120) have each about 9 months 
to run; two others have each about 6 years to run, one 
about 8 years and one about another 13 years more to run, 


Rentals. —The rents range from 4d. per acre I.L.’s 119 and 120, 
parishes of Gooningal and Warraderry) to 1}d. per acre 
(I.L’s. 1087 and 1779, parishes of Wheoga and Merriga- 
nowry) all in County of Forbes. 


Scru 1 Le OSC, 


There is only part (about 300 acres) of a Scrub Lease within the 
affected area (Sc. L. 82, parish of Birangan, county of Forbes), This 
lease is under the administrative control of the Forestry Commission, 
it has a term of 25 years and has about another 4 months to run, 
Its rental is Id. per acre, 


Power of Withdrawal by the Crown for Purposes of Settlement, 


Under the conditions governing both the Improvement and Scrub 
Leases mentioned above, the Crown has no specific right of with- 
drawal for purposes of settlement, but has a general power under 
the Closer Settlement (Amendment) Act 1912, as amended by the 
Closer Settlement (Amendment) Act 1914, to acquire for Closer 
Settlement any land comprised in any Improvement or Scrub Lease 
wherever situated, on payment of such compensation as may be 
agreed upon or determined in accordance with the provisions of 
Section 4 of the first mentioned Act, or under the Amending Act of 
1916, may purchase by agreement with the Lessee. 

It may be mentioned that under the provisions of the Crown 
Lands Consolidation Act 1913, the holder of any Improvement of 
Scrub Lease may, at any time during the last year of the lease, apply 
for the portion of the leasehold, if then unreserved, which contains 
the leasee’s dwelling house, not exc2eding a home maintenance area, 
as Homestead Selection, provided that the area be improved with 
permanent fixed and substantial improvements, including dwelling 
house, to the value of £1 per acre, but not necessarily exceeding 
£640 in all. 

Closer Settlement Purchase Areas, 

There are five Closer Settlement Purchase Areas and parts of 
four others with an aggregate acreage of about 26,500 acres ; also 
one Soldier’s Group Purchase Area and part of another with a com- 
bined acreage of about 31,300 acres within the limits of the affected 
area, making a total acreage of all the above areas about 57,800 
acres. They are shown on map produced by firm white bands, 
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Witnesses—J, E. H. Kennedy, 11 July, and J M. Holland, 18 July, 1924 


All these areas were acquired by the Government under the provisions of the Closer Settlement Acts and the detailed information 


oncerning them is shown hereunder :— 











; 
Settlement Purchase Area. Date of | No. of Gc erene brite A dette Beige Remarks 
Area. Acquisition. | Farms. | per Acre. per Farm, 
| 
Ooma tee eee ee | Part about) 28th June,. | | about ~ 93 ee 
1,720 acres 1912 9 | £416 3 |£2,387 7 6 One farm wholly and four partly within limits, 
within, Two of these farms under Permissive Occu- 
pancy with Preferential Right when money 

| about is available. 

Ooma alo. 2 os icleeees | 633 acres e Shs csteress 1 | £5 8 0 [£3,418 4 0 Originally part of Ooma Soldiers Group Pur- 

North-west Ooma...... | Part about) 19th Septem- | about chase Area. Serer 

780 acres} ber, 1917. 14 | £5 3 6 |£2,453 0 0 | Parts of two farms within limits. 
| within. 

North-west Ooma | Part about} 6th January, | about | Sgith 
No. 2, | 3,100 acres} 1921, 6 £4 3 6 !£2,717 7 &| Four farms wholly and two partly within 

| within, | limits. ‘Two farms have been forfeited and 
re-set apart, but as yet have not been dis- 
| posed of. 

Wandary.s tie. voatea se | Part about} 3lst January, Fe 

: ; 350 acres} 1911. 18 £4 5 1 |£2,145 19 6! Part of one farm within limits. 
| within, | 

PINNAClO asasssensss ees ce | 7,678 acres. | 24th Decem- about about | ieee tar 

ber, 1912. 15 £5 11 3 {£2,372 0 0} Two farms forfeited, but now under Permissive 
selpeasevens | 7,623 acres. | 27th March, about : eae ‘J Occupancy, 
1918. 15 £4 15 4 |£2,423 0 
TomanDile. scents 1,494 acres. | 30th March, about 
1920. 3 £410 0 |£2,243 8 4'| 
PEGODEVE Ccoesasnerseresnant 689 acres. | 7th July, about 
; | 1920. 1 £315 0 |£2,584 13 9) 
Walla Walla ....c.e0... | Part about) 22nd Novem- about A fegebe a 
| 2,436 aeres} ber, 1920. 6 | £5 3 4 |£2,608 6 8) Four farms within limits. 
| within. | | 

Pinnacle Soldiers, 5,802 acres. | 24th April, about | 
Group Purchase) 1917. 9 | £610 0 |£4,300 0 0 
Area No. 1, 

Ooma Soldiers Group) About 25,500) 28th March, about é hg ot (hs: 
Purchase Area No.| acres 1917. ool £4 16 26 Rocrtetrs Thirty-seven farms within limits of the thirty- 
28 | within, nine farms acquired. One has been set apart 

as Ooma No. 2 Settlement Purchase Area. 
(See above.) Nine have been allotted, but 
allotment has been subsequently cancelled, 
and these farms are now vacant. T'wenty-nine 
farms have been confirmed, but confirmation 

. has not yet been gazetted. 

















All the farms in the forementioned Settlement/and Soldicis Group area on the map, not within 13 miles of the existing rail- 


Purchase Areas were applied for and allotted by the Minister. 

it is also pointed out that within the limits of the area influenced 
by the construction of the proposed line, in addition to the 13,400 
acres of untenanted Crown lands quoted above, there are about 
29,800 acres of reserves not held under any tenure, other than 
annual tenure, about 1,400 acres of other Crown lands held under 
Permissive Occupancy and about 15,600 acres under inconvertible 
leases, making a grand total of about 60,500 acres of unalienated 
Crown lands, 

: Rainfall, 

The average annual rainfall on the affected area is about 23 inches. 


349. Could you tell -the Committee roughly what is the 


way, would it be one-third ?— About 83,500 acres, classified 
as follows :— 





Acres, 

Ahenated lands 5 -. ics) casvtacnte reel A aee about 63,400 
Reserved lands not held under any tenure ., ., pe 10,100 
Reserved lands (held under lease) ............,.. AA 2,400 
Leased Yands 22258 8 aaa a eee ks 2,500 
Untenanted Crown lands). i.0:0: ose. 00s08e0ledevesenss ie 5,100 
otal ydeesenns cece Stitt .s 83,500 





370. Chairman.| How far does the bulk of the triang- 


ular portion extend from the existing line?—About 16 


area of rough country in the triangular block, the coloured miles. 





FRIDAY, 18 JULY, 1924. 


Present :— 


The Hon. W. T. DICK (Cuamaran). 


The Hon. Joun Travers. 
The Hon. Rosperr Manony. 


3R1AN JAMES Dor, Esa. 
WituiAM Cameron, Esa. 


Davin Henry Druswmonp, Esa. 





fA d : ; 
The Committee proceeded to further consider the expediency of constructing 


Wirrinya. 





John Michael Holland, farmer and grazier, Illilliwa, near 
Grenfell, sworn, and examined :— 


a line of railway from Goolagong to 


decentralisation of tratlic. The Goolagong to Wirrinya 
line would lead traffic to Sydney. The other line is a 


371. Chairman.] I understand that you desire to sug- Cross-country connection leading eventually to Canberra, 
gest an alternative route to the proposed railway 1—Yes. I suggest that later on it should continue from Grenfell 
The line I suggest would go from Grenfell to Garema on irect to Young. There would then be a dircct railway 


the Forbes-Stockinbingal line. 
Qno 


from the north to the south and should ports be opened up 


372. What advantage does your suggested line possess 0” the South Coast there would be other outlets for our 
over the proposed railway /—There are several advantages. produce. Looking at the map, it will be seen that the dis- 


I take it that the object of the line is ] 


argely in regard to tance from Forbes to any point on the South Coast would 
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be as short as going to Sydney. In drought time the 
Monaro country would be fed by the line. It is true that 
the Stockinbingal line runs in that direction, but that is 
to serve the Riverina side. I know bow expensive it is to 
get sheep from the Monaro country to Goulburn and back 
to the west. The line would lead traftic to South Australia 
and Western Australia via the Broken Hill line without 
having to go to Melbourne. There would be a closer con- 
nection with the north as regards the Federal Capital. I 
believe the line I suggest would pay better in tme to 
come than the proposed line. No doubt the proposed line 
is wanted, but an extension from Grenfell would feed the 
country to be served by that line equally well, with one or 
two*bridges across the Lachlan River. 

373. I understand you do not attach much importance 
to the country between Grenfell and Wirrinya ?—Our line 
goes a little east of Ooma homestead and then bears away 
to Garema. It also touches the Warraderry Valley where 
there is good land. ‘That valley would feed the line. The 
south of the Lachlan line would serve portion of that 
country but not the bulk of it. 

374. To get out of Grenfell in the direction of Garema 
it would be necessary to cross a range !—-Yes ; you can get 
out of it on a 1 in 80 grade, 

375. Is that range to the north of Grenfell’—Yes. It 
is about 3 miles to the top of the hill. By deviating about 
a mile to the east you can get out on a | in 100 grade. 

376. Has an exploratory survey been made t—A 
temporary survey was carried out. I remember that the 
Public Works Committee took evidence on a line as far as 
Warraderry at that time. 

377. What is the name of the league to which you 
belong ?—The Grenfell Railway League, combined with the 
Grenfell Chamber of Commerce. 

378. Is your league unanimous in supporting a line 
from Grenfell to Garema ?7—Yes, 

379. From the standpoint of connection with the Federal 
capital and the southern line, would not a connection with 
Wirrinya be a shorter route!—No. You would have to 
deviate the line to get to Wirrinya. For the first 7 or 8 
miles on the route it is not very good country, but after 
that the route opens out into flat country. 

380. Is the 1 in 80 grade, to which you have referred, in 
both directions?—I do not think so. Resumptions would 
be very little. The new Forbes road is 3 chains wide and 
a large portion of the line could be taken along it. Forbes 
has a population of 5,000 or more. For defence purposes 
the line I suggest might be very valuable. 

381. Do you know the suggested line from Billimari to 
jrawling ?— Yes. 

382. Would that line serve the same purpose as the line 
you suggest?—No. If the Wyangala Dam is constructed 
and the Lachlan Valley produces what it is expected to 
do there would be two feeders to the coast by the Grenfell 
extension. 

383. Would your line serve as much land south of the 
Lachlan as the Goolagong-Wirrinya proposal !—Il do not 
say it would serve as large an area of the South Lachlan 
land, but it would place the south of the Lachlan land 
within 7 or 8 miies of a railway. 

384. Mr. Doe.| Do you mean that instead of running to 
Koorawatha the line should go straight across /—Yes, 
through Tathundra. 

385. What distance would be saved between the direct 
line from Koorawatha to Young as against your line?— 
Between 30 and 40) iniles. 

3386, Mr. Travers.| Some years ago there was an agita- 
tion in the Grenfell district for an extension of the line in 
the direction of Warraderry. Has that been dropped in 
the interests of the line you advocate *— Yes. 


¢ 35317—C 
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Wstness—J. M. Holland, 18 July, 1923. 


387, Is there a considerable public opinion in favour of 
the line you suggest !—The people of the Grenfell district, 
as far as the league is concerned, are in favour of it. 

388. How does the country from Grenfell to Garema 
compare with that between Koorawatha and Grenfell, 
which is served 1—Fairly well, with the exceptioa of the 
land a few miles out of Grenfell, which is not good country. 
The Ooma country is not as good as the Grenfell land, 
although it is good wheat country. It is not as reliable as 
the Iandra country. ‘The Warraderry land is. 

389. Would the line you suggest from Grenfell to Garema 
touch the Warraderry line !— Yes. 

390. Would not the greater portion of the Warraderry 
Valley be on the eastern side of the line?—Yes. 

391. Mr. Mahony.| Are there «ny lucerne flats within a 
reasonable distance of your suggest+d line !— Yes, there are 
about 100 acres of good lucerne country at the junction of 
Native Dog and Warraderry Creeks. On that land there 
is water at 6 or 8 feet The flats along the Warraderry 
Creek have not been tried for lucerne, but I would not 
term it lucerne country, although it would grow good 
lucerne for grazing. For lucerne it is not equal to the river 
flats. 

392. To send produce west or north-west your suggested 
line would not be as suitable as the proposed line !—Yes, it 
would. The Young and Jandra country is more reliable 
in a bad season than the land further west. 

393. Could lucerne be produced on the line you suggest 
to the same extent as it could be on the proposed line 1— 
I think so for fodder.. I believe cuts are obtained three or 
four times a year. A tremendous lot of hay comes from 
the Koorawatha district. We could feed the back country 
by means of the suggested line. 

394, Mr. Doe.| Where is your holding \—About 7 miles 
from Goolagong, The south of the Lachlan line would suit 
me as well as an extension from Grenfell. 

395. What area have you?—About 9,000 acres, 

396. Mr. Travers.| Would the Warraderry Valley be as 
well served by a line from Grenfell to Garema as by a ratl- 
way from Goolagong to Wirrinya?—It would be better 
served by the Grenfell suggestion. 

397. What is the area of the Warraderry Valley ?—Over 
100,000 acres. If a bridge were constructed over the 
Lachlan the country would be better served by the Grenfell 
extension. All that country would be closer to the railway. 


398. What distance would the centre of the Warraderry 


Valley be from a line from Grenfell to Garema ’—8 or 9% 


miles. 

399, Was it intended that at some future time the line 
should link up at Wirrinya or at some point on the Forbes 
line _—It was asked for as an extension. 

400. Chawrman.] Where do you truck your sheep and 
weol?— At Grenfell. 

401. What distance is your holding from Grenfel] ?—20 
miles. Illilliwa is 20 miles from Grenfell, and 10 miles from 
Goolagong. 

402. Why do you truck at Grenfell ’—Because there is 
no siding at Goolagong. 

403. When the siding at Goolagong is completed will 
you truck there !—Yes, 

404, Would not your neighbours be as well served when 
that siding is opened for trathc’— Yes, we shall then have a 
greatly improved service. 

405. Would the landholders 8 miles south of your hold- 
ing have an improved service !—The siding is 3 miles from 
Goolagong, and there is a nasty range to cross. 

406. Is there not a range to cross to get into Grenfell }—- 
No, it is a good road, 


MONDAY, 
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MONDAY, 28 JULY, 1924. 


Present :— 
The IIon. W. T. DICK (CHairman). 


Che Hon. Joun TRAVERS. 
The Hon. Ropert MAnony, 


Arthur Ernest Errol D’Arcy, assurance inspector, and 
formerly station manager, residing at Chatswood, 


sworn, aud examined :— 


407. Mr. Travers.| I understand you are acquainted with 
the proposal before the Committee /—Yes. I have known 
the country through which the proposed line would 
pass for fourteen years. Twelve years ago, when an alter- 
native route was proposed, many thousands of acres were 
under wheat in that district, but now that land is not 
under wheat because it is not served by a railway. On 
the estate that I managed at that time there were 5,500 
acres under wheat, while to-day there is no land under 
wheat there except a little for their own use. That is 
because of its distance from the railway. ‘There are other 
properties in the district which were growing wheat at that 
time and which are not growing it now for the same 
reason. 

108. Is the country north and south of the pioposed line 
suitable for wheat-growing /—Yes, with the exception of a 
few ridges here and there. 

409. What proportion of the country to be served, 
excluding that already served by the existing line, is 
suitable for wheat-growing ?—Fully 90 per cent. 

410. Is any land within 12 miles of the proposed railway 
suitable for lucerne-growing ?—Yes, there is a considerable 
area at the Goolagong end on the Lachlan River. 

411. Is the country better north or south of the proposed 
line ?—South, on the Warraderry side. 

412. Into what blocks should that country be cut to 
provide living areas !—About 800 acres for mixed-farming 
—about 1,000 acres, with ridgy country. 

413. Mr. Kennedy, of the Lands Department, has stated 
in evidence that if the whole area were served north and 
south of the proposed line there are only about 83,500 
acres marked in the triangular portion on the map outside 
of the 12-mile limit of the existing railway !—There is a 
good deal of land within a 12 miles radius of the Cowra- 


Canowindra-Eugowra line, which is not served because the 
river intervenes. 

114. Do you consider that the country 12 miles from 
Wirrinya and 12 miles from Goolagong is fully developed ? 
—No. With the present price of wool it does not pay to 
grow wheat against wool even 6 miles from the railway. 
Men with smaller areas to-day, who have not room to grow 
wheat and sheep, are forced to grow wheat alone. ‘Those 
who have large areas will carry sheep while the price of 
wool is maintained. 

415. Is the limit of profit for wheat-growing 12 miles 
from the railway ?—Not necessarily within a radius of 12 
miles, but within 12 miles of the siding. At 12 miles 
radius is too far with the present cost of growing wheat. 
Lucerne land along the river would be developed if there 
were facilities for bringing it to market. In most cases 
there would be a market in the west, and it would be ac- 
cessible by the Stockinbingal line. At present that pro- 
duce has to go via Cowra and Blayney. A lot of lucerne 
would be grown down the river. 

116. It has been suggested that if the line were con- 
structed half way from Wirrinya towards Goolagong, or 
from Goolagong towards Warrinya, large interests would 
be served 1—Yes, but an extension from Goolagong would 
be better, because it would mean shorter haulage to natural 
markets. 

417. ‘he Railway Commissioners have suggested that 
instead of the line terminating at Wirrinya the terminus 
should be at Careema?—Possibly it would shorten the 


Davin Henry Drummonp, Esa. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Goolagong 
to Wirrinya. 


Franois Micuaeu Burke, Esq, 
Brian James Dog, Esq. 





distance to the west, but not materially. There area good 
many settlers at the back of the Pinnacle range who might 
be better served by a line to Warrinya, but I do not think 
they would be at any great disadvantage if it did not go 
there. 

418, Could you compare the country to be served by 
the proposed line and that served by the line from Cano- 
winda to Eugowra /—The advantage is with the new pro- 
posal, within the influence of which there is a greater 
proportion of arable land. 

419. Mile for mile, would you expect more cultivation !— 
Yes, throughout. 

420. Would there be as much lucerne country within a 
10-mile radius of the proposed line as there is from Cano- 
windra in the direction of Eugowra !—Eugowra has the 
important advantage of Mandagery Creek. There is a little 
lucerne country there, but it is a narrow creek. Otherwise 
both areas would be within the influence of one line or the 
other. The greater lucerne lands are on the south side of 
the river. 

421. It has also been suggested that the line should be 
extended from Grenfell through that country, joining the 
the Forbes line between Wirrinya and Forbes !—It would 
serve less unserved country than the proposed line. There 
are thousands of acres which such line would not serve. In 
the Mylandra Creek centre in 1914 there were 35,000 
acres under wheat, but that land is not under wheat now. 


422. Chairman.| With regard to the despatch of fodder 
to the west for starving stock, or as continuous traffic, which 
of the two lines offer the easiest method from Eugowra toa 
point on the Forbes section, or Wirrinya proposal ?-- From 
the standpoint of mileage that from Eugowra to a point on 
the Forbes—Parkes section, but it would still leave the 
Lachlan flat country, west of Goolagong unserved, except 
by the construction of a bridge, and then only immediately 
around the two bridges. The greatest area of potential 
lucerne land is on the south side of the Lachlan River. A 
line from Eugowra to a point on the Parkes—Forbes section, 
or to Mugincoble, would practically serve no land that is 
not within 10 or 12 miles of the line. 

423. Mr. Doe.| Did the land-holders go out of wheat- 
growing before the rise in the price of wool 1—Yeas, they 
went out years ago. 

424. To what do you attribute that? —To the increased 
cost of production and haulage. At Mylandra Park we 
were 21 miles from the railway at the Grenfell end, and 26 
miles away at the Forbes end, and we had 5,500 acres under 
wheat, But the cost of cultivation has gone up considerably. 

425. What is the size of that holding ?—A little over 
8,000 acres. 

426. Mr. Drummond.| Taking the land within 10 miles 
of either railway proposal, as shown on the wall map, what 
percentage is under cultivation !—I could not say. At the 
Goolagong end a good deal of land has gone out of wheat, 
even within 7 or 8 miles of the existing line. On holdings 
in the Pinnacle and Ooma districts men are forced to grow 
wheat because their holdings are not large enough for 
sheep. They are from 520 to 600 acre blocks, and they will 
not carry enough for sheep, even with the present high 
price of wool. 

427, Other holders grew wheat, and were able to revert 
to sheep when they found that wheat was not a profitable 
proposition ; is not that the tendency !— Yes. The change 
out there during the last ten or twelve years is astounding. 



















Practically no wheat is grown there now, where some 
years ago it was mostly all wheat- growing. Their inclina- 
tion is not to go back to wheat unless the service is very 
good while the price of wool is so high, 

128, If the proposed railway were constructed, would it 
cause more land to be put under wheat or larger holdings 
to be subdivided ?—It was the intention to wu bdivice 
Mylandra Park, of which I was manager, if the line were 
were constructed. Portion of that property comprises 
3,000 acres of improvement lease. I cleared 1,800 acres of 
that and put it under wheat. That should make two fair- 
sized holdings, or three smaller holdings. It would carry 
at least two families. The Crown (ones will fall in during 
the next four years. ‘lhe balance is secured land. 

429. Chairman.| There is a statement in the official 
evidence which somewhat conflicts with what you have said 


19 





Sydney: Alfred James Kent, Government Printer—1924, 


Witness—A, FE. E. D’Arcy, 28 July, 1924. 


about farmers going -out of wheat-growing. In August, 
1922, a deputation urged upon the Minister for Works the 
necessity for the propesed line, and it was stated there 
were 113 holdings of 132,360 acres, including 24,000 acres 
under crop, which were not within 10 miles of a railway line. 

430. Do you know where those holdings are situated {— 
A number would be on Ooma subdivision, and about the 
old private subdivision which was made before the Govern- 
ment took over the property. A very large proportion 

of Oomawas outside the 10-miles radius, and a good deal of 
the property was subdivided privately before the war. 

431. Do you believe that the only hope of renewed 
wheat cultivation in that part of the State lies in the 
construction of some such railway as the proposed line 1— 
Yes, not only renewed wheat cultivation but a considerable 
increase. 
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PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS. 


RAILWAY FROM GUYRA TO INVERELL, 


REPORT. 


THE PARLIAMENTARY STANDING COMMITTEE ON PusLic Works, appointed during 
the Second Session of the present Parliament, under the Public Works Act of 
1912 (3 George V, No. 45), and the Parliamentary Standing Committee on 
Public Works Election Enabling Act of 1922 (13 George V, No. 19), to whom 
Was referred for consideration and report “the expediency of constructing a 
line of railway from Guyra to Inverell” have after due inquiry resolved that it is 

not expedient the proposed work be carried out; and in accordance with 

subsection (d) of clause 34 of the Public Works Act of 1912, report their 
resolution to the Legislative Assembly :— 


INTRODUCTORY. 

1. The official records show that the proposed railway was reported upon by the 
Committee in 1916. On that occasion the proposal was considered in conjunction 
with one to connect Glen Innes with Inverell, and also in the light of possible future 
extensions to the north of Inverell and to the east of Guyra and Glen Innes as far as 
the coast. As a result of their inquiries the Committee arrived at the conclusion that 
it would be premature to recommend the construction of any line connecting Inverell 
with the Great Northern Railway until full consideratien had been given to the question 
Where the future deep-sea port north of Newcastle was likely to be established, and 
the effect thereon of the North Coast Railway and its suggested extension from Kyogle 
to Brisbane via Richmond Gap, 


Since the date of the Committee’s report (2nd October, 1916) the remaining 
sections of the North Coast line as far as South Grafton have been completed: 
also the railway from Glenreagh to Dorrigo is under construction. With regard to 
the proposed extension from Kyogle to Richmond Gap (which forms part of the 
Interstate Main Trunk line recommended by the Royal Commission on Uniform 
Railway Gauge), the matter was the subject of inquiry by the Committee in 1921, 
when the conclusion arrived at was that it would be premature to recommend the 
construction of the line until completion of the North Coast Railway, including the line 
from South Grafton across the Clarence River to Grafton. 


From the time the Committee reported on the proposal in 1916 the necessity 
for linking up the Great Northern Railway with the North-west system at Inverell. 
has been urged on numerous occasions by the members for the district and the 
various public bodies interested, and as a result the proposal was again referred to 
the Committee’s consideration on 22nd November, 1922. 


THE PROPOSED RAILWAY. 

2. The proposed railway commences at 286 miles 70 chains from Newcastle, and 
about 70 chains north of Guyra Station, and proceeds in a north-westerly direction to 
296 miles, where a due westerly route is taken to 304 miles, the village of Ollera being 
passed about 5 miles on the south and the southern side of George’s Creek, partly 
followed and crossed; thence a generally north-westerly direction takes the line across 
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Merton, Moredun, and Cope’s Creeks, and through the south-western corner of the 
village of Tingha. A northerly bearing takes the line through the suburban area at 
Inverell, where it ends at the western end of Inverell Station, 344 miles 50 chains from 
Newcastle, via Guyra, and 410 miles 8 chains from Newcastle via Moree. 

The works are moderately heavy with a ruling grade of 1 in 40 in both directions ; 


the sharpest curve is 10 chains radius. 


RAILWAY COMMISSIONERS’ REPORT, 


3. In their statutory report the Railway Commissioners deal with the proposed 
line as an alternative to one from Glen Innes to Inverell, and draw attention to the 
fact that when the two proposals were reported upon by them in March, 1914, the 
estimated cost of the Glen Innes route was £335,420, and for the Guyra route £361,551. 
Amended estimates prepared in November, 1920, placed these costs at £543,550 and 
£600,262 respectively. It has also to be pointed out that the interest charge, which 
was formerly calculated at 4 per cent., must now be raised to 54 per cent. 

In regard to the revenue to be earned, it is exceedingly difficult to give an 
estimate, as much depends upon the probable intermediate development on either of 
the routes, and another phase is the contemplated opening up of a deep-sea port at 
some point north of Newcastle, to which a connection can be made from the New 
England tableland. 

When the proposals were previously dealt with it was considered that the Guyra 
route had more to recommend it than the Glen Innes one, but since then the mineral 
industry to be served by the former has shown a backward tendency, and, in fact, 
throughout the Commonwealth it is m a very unstable position. 

The whole question is, however, one of Government policy, first as to whether a 
deep-sea port is necessary, and, if so, at what place on the North Coast, and, secondly, 
the most central point for establishing a connection by rail with the New England 
tableland. Until these questions have been determined by the Government it would 
be premature to extend the line from Inverell to either Glen Innes or Guyra. 


ESTIMATED COST. 


4. A single line, 57 miles 60 chains in length, with 60 lb. rails, a ruling grade of 1 
in 40 with and against the load, and the sharpest curve of 10 chains radius, is estimated 
to cost £600,262—an average of £10,394 per mile. 

The estimate (made in 1920) includes earthworks, £135,490; permanent way 
material, £97,275; ballasting, £60,984 ; sleepers, £48,024; culverts and timber bridges, 
£45,853; larger bridges, £20,052; station works, including junctions (two sidings and 
signals), £41,801; and engineering and contingencies at 54 per cent., £91,565. 





ESTIMATED REVENUE AND EXPENDITURE. 


5. The working expenses for a darly service between Glen Innes and Inverell (the 
Railway Commissioners state) would amount to approximately £14,000 per annum, 
and for the Guyra line to about £17,000 per annum. The Railway Commissioners 
submit that any figures in regard to probable revenue would have to include a debit 
for loss by diversion of business from the present Moree-Inverell line, but they are unable 
to furnish any reliable information in respect to earnings beyond pointing out that the 
high operating costs on ordinary country branch lines generally absorb the actual revenue 
thus leaving the interest charge on the capital cost unprovided for. Even this would 
be a much too favourable view to take of the proposals under consideration, and as 
in the case of Glen Innes-Inverell the interest charge alone amounts to £29,895, and for 
the Guyra connection £33,014, it would seem that the construction of either lme would 
only add to the already heavy burden imposed upon the railway revenue from non-paying 


lines. 
THE AREA TO BE SERVED. 


GENERAL DESCRIPTION. 
6. Immediately beyond a 10-miles radius of influence of the Northern line the 
country west of Guyra is of voleanic nature, with a fair amount of settlement, and is 


producing crops of oats and potatoes. Thence to 3 miles west of Tenterden black alluvial 
flats 
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flats extend to the north, and for some distance south towards Bundarra River; the few 
settlers in this portion of the area are producing potatoes and oats, for which a market 
is obtained at the tin-mining town of Tingha, the principal centre of population along 
the route, 16 miles distant from Inverell. . 


In the neighbourhood of Tingha and to the west there is inferior decomposed 
granite country and patches of basalt to within 8 miles of Inverell, whence the soil to 
the latter town is rich and in parts cultivated. 


Very little timber exists along the route, although on the untenanted Crown lands 
and forest reserves there is some ironbark, stringybark, mountain ash, pine, &c. 


The district surveyor estimates that 10,000 acres of the alienated lands within 
the affected area are suitable for agriculture; 394,000 for dairying and grazing; and 
101,000 comprise poor grazing land. 


The area of agricultural Crown land is nominal. About 12,000 acres, mostly 
covered by mining reserves, would provide fair grazing land; and 46,000 acres are inferior 
rocky granitic hills, affording poor pasturage. The area of State forests is 17,000 acres, 
and as commercial timber is scarce in this zone, these forests will be required to partly 
fulfil requirements. All reserves containing land of any grazing or agricultural possi- 
bilities have recently been reduced to the lowest limits, and the excised areas have been 
alienated. 

Lanps INFORMATION. 


The information in the possession of the Lands Department shows that within 
a 12-miles radius and equidistant between the proposed and existing lines are 550,400 
acres, comprising 340,100 of alienated, 94,100 of reserved, 101,300 of leased, and 14,900 
acres of Crown lands. 
Untenanted Crown Lands. 


The area of the untenanted Crown lands is 7,100 acres, the major part of which, 

6,900 acres, was from time to time set apart for additional conditional purchases, Crown 
’ 3 . . . . . 
leases, and additional holdings. The capital value of these lands, excepting those set 
, I yoke 

apart for Crown leases, varies from 10s. per acre in parish of Buchanan to 30s. in 
parish of Mayo. Out of the total area available for settlement within the limits referred 
to 300 acres have been applied for as additional Crown lease. The country is level to 
undulating, and is generally suitable for cattle or dry sheep when improved. The soil 
is gravelly, sandy and stony, and the timber consists of gum, ironbark, stringybark, 
pine, messmate, peppermint, apple, blackbutt, with oak, wattle, and broombrush scrub. 


Within the limits of the affected area, in addition to the 7,100 acres of untenanted 
Crown lands referred to, are 94,100 acres of reserved lands not held under any tenure 
other than annual tenure; 7,800 acres of other Crown lands held under occupation 
license; and 4,100 acres held under inconvertible leases, making a total of 113,100 
acres of unalienated Crown lands. 


Forest Reserves. 


Of twelve forest reserves, with a total acreage of 22,200 acres, ten (two of which 
are only partly within the limits of the affected area) have been dedicated as State 
forests, and have an aggregate area of 21,000 acres. The country is generally undulating, 
rough, stony, and hilly in parts, and is poor to fair for grazing. The soil is poor to 
average, and the timber consists of stringybark, white and red gum, blackbutt, pepper- 
mint, messmate, ironbark, box, currajong, and apple. 


Improvement Leases. 


Three improvement leases have a total area of 3,100 acres, 1,100 acres of which 
are covered by reserve. These have from two and a half to nine years to run, 


Power of Withdrawal for Settlement. : 


The Crown has power to withdraw for purposes of settlement without 
compensation, except for lessee’s interest in improvements on the land so withdrawn, 
the whole or any part of the land leased in the event of the whole or any part or parts 
of covering reserve being revoked. Apart altogether from the specific conditions 
regarding withdrawals for purposes of settlement, the Crown has also a general power 
to acquire for closer settlement any land comprised in any improvement lease, wherever 
situated, on payment of such compensation as may be agreed upon or determined in 
accordance with the provisions of the Closer Settlement Act, or may purchase by agree. 
ment with the lessee. : Closer 
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Closer Settlement Areas. 

The area affected by the proposal contains three closer settlement purchase areas, 
as mentioned below, with a total area of 2.406 acres. These were acquired by the 
Government under the provisions of the Closer Settlement Acts. 
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ee NoJor et [7 Disposals a average 
Settlement Purchase Area. | Acreage. Date of Acquisition. Farms, | ®Verage price price per 
| inet) Ss Sper acre. = | fay 
| | | arm. 
| : : 
acres, | £ os. d. LL 
Mitchell’s « 4” gh DOr 199 18 September, 1920 1 6).0 60.481 )195 
Armstrong’s “3” ,,, ve = 330 PApal 1oele ea l TAT) Be be 
; About | 
” Qa» = 1 May, 1921 - 
Auburn Park “2” and «3 ee 1,877 ys 4 ep: 9,120 


\ 9 June, 1922 { 
Se ete eee ed 
Rainfall. 
The average annual rainfall varies from about 354 inches at Guyra to 303 inches 
at Inverell. 





Statistical Information. 
In the Guyra, Bundarra, Tingha, and Howell Police Patrol districts affected 
by the proposed line there were 171 holdings in 1919-20, with an cccupied area of 154,445 
acres Of alienated and 127,773 acres of Crown lands. The area cultivated amounted 
to 1,205 acres. In 1921-22 there were 170 holdings, 156,811 acres of alienated and 
137,859 acres of Crown lands. Of this the area cultivated was 1,580 acres. 


Although very little wheat has been grown during the last three years there was 
a fair average in 1920-21 from 293 acres, the bulk of which was cropped in the Tingha 
district and yielded 20 bushels to the acre. In the same year there was a maize yield 
of 4,803 bushels from 330 acres, and 1,186 tons of hay from 1,794 acres. 


Milch cattle increased in number from 99 to 122 between the years 1920 and 
1922; and sheep from 139,559 to 172,951. From 134.413 sheep shorn in the former 
year 874,334 lb. of greasy wool were obtained, and in the latter year from 154,485 sheep 
shorn the return was 1,113,141 Ib. 


Dairying returns show an increase in milk from 27,550 gallons in 1920 to 
46,120 gallons in 1922. There was a corresponding increase in the production of 
butter—from 4,832 to 7,650 lb. 

The 170 holdings referred to include 109 with 156,811 acres of alienated and 
83,694 acres of Crown lands, and 61 with 54,165 acres of Crown lands only. The holdings 
vary In extent from 30 to 5,000 acres. Seven holdings with over 5,000 acres aggregate 
55,968 acres of alienated and 3,947 acres of Crown lands. 


THE INQUIRY AND EVIDENCE. 

7, The Committee’s inquiry in regard to this proposal has included an inspection 
of portions of the country in the area to be served and the hearing of evidence in the 
various centres of population affected. 

Although the line was submitted to the Committee as an independent proposal, 
tor the purposes of the inquiry it has been regarded as an alternative to that from Glen 
Innes to Inverell. At the latter place there was a pronounced difference of opinion 
as to whether Glen Innes or Guyra should form the starting point. Whilst it was 
stated that from the agricultural point of view, and on account of shorter length of 
construction, the Glen Innes route offers advantages over its rival, it was also pointed 
out at Inverell and other centres that the Guyra connection would serve a grazing and 
agricultural district as well as possessing considerable mining possibilities, and would 
form part of a line from the western areas to the coast at Coft’s Harbour, via Ebor 
and Dorrigo. 

GUYRA, 

The claims of Guyra to railway connection with the west and the coast are based 
upon the fact that the railway line from Glenreagh to Dorrigo has been partially 
constructed, and that its linking up with the Northern ine and Inverell wil] necessitate 
‘ess costly construction than will any other suggested route; also that it will serve 
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extensive agricultural and pastoral districts, stimulate the mining industry in the 
neighbourhood of Rockvale, Stanifer, Tingha, Howell, &c¢., open up country for the 
relief of starving stock, give an opportunity for the exchange of products, and 
promote settlement, 


The township is the centre of a potato growing and mixed farming community, 
and as showing the quality of the country it has been represented that within a radius 
of 14 miles east, and 10 miles north and south, there are forty-two farms each under 
600 acres in extent, with an average area of 255 acres. Within a similar area on the 
western side are eighty-three farms each under 600 acres in extent with an average 
of 2503 acres. - The average yields from this area per acre are given as 3 tons of potatoes, 
30 bushels of oats, 20 bushels of wheat, 40 bushels of corn, 40 bushels. of barley, 
45 bushels of rye, and 14 tons of hay. Other products for which the country is suitable, 
but which are not largely grown, are turnips, peas, beans, sorghum, &c. 


Potatoes are regarded as the main crop of the district, the yield averaging 3 tons 
to the acre—a little higher than the average for the whole of the State—and their 
quality and soundness are considered locally to be unsurpassed. The output of the 
district, including Llangothlin on the north, and Black Mountain on the south, amounts 
to several thousand tons annually. It is stated that approximately 450,000 bags— 
30,000 tons—of table potatoes were trucked in 1915—a record year. Sixty per cent. 
of the production finds a market in Queensland, although the freight charges are double 
those to Sydney, The market in both States fluctuates, but the cost of potatoes is 
usually higher in Brisbane by from £1 to £2 per ton. Although Ebor and Dorrigo 
are regarded as better producing country than Guyra, the latter, in the event of the 
coastal connection being constructed, would, it is stated, always be able to supply the 
coastal districts, inasmuch as the crops in the areas mentioned are gathered at different 
periods of the year. , 











Almost every class of feed is successfully grown for dairying. 


Guyra, it is claimed, is the most important point for railway connection, not 
only with the north-west, but also with the coast, on account of its central situation 
between Armidale and Glen Innes, and also between Brisbane and Sydney. 


Between 6,000 and 7,000 bales of wool leave Guyra annually for oversea shipment 
from Sydney and Neweastle, the bulk of which is obtained from the districts east and 
west of Guyra, and this under present conditions has to be carted from distances varying 
from 10 to 50 miles. It was stated that with a railway line to the coast, and the 
establishment of a suitable port, the greater part of the wool produced within the 
influence of the proposed lines, as well as from districts to the north, west, and south- 
west would be forwarded thereto. 


INVERELL. 


At Inverell the evidence favoured railway connection at either Glen Innes or 
Guyra, the local Railway League and others prefering to leave the settlement of the 
cae ; cheat 8 
point of connection with the Committee. 


One of the disadvantages from which Inverell at present suffers is stated to be 
due to the difficulty of obtaining timber for building. The north-western country is 
practically on the verge of a timber famine, supplies of milling and splitting varieties, 
within distances at which they could profitably be drawn, being exhausted. In 
view of this fact alone, the town, it is urged, should be connected with the Northern 
line, most of the hardwood forests being situated between Guyra and Tenterfield. At 
present hardwood has to be carted either from Glen Innes or railed through Werris 
Creek, the latter route being slightly cheaper. 


There are stated to be many million feet of timber in the Bolivia district, 38 
miles north of Glen Innes. The cost of carriage to Inverell is 31s. per 160 feet by rail, 
via Werris Creek, whereas with railway connection at either Deepwater, Glen Innes or 
Guyra, the cost would be 3s. 3d., 3s. 6d., and 4s. 6d. The construction of the proposed 
line it is maintained would lead to an immediate increase in the use of hardwocds in 
the Inverell district, and a reduction in the amount of imported oregon, 
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It is locally estimated that in the district to the north and west of Inverell are 
nearly 100,000 acres under wheat, oats, barley, lucerne, and other crops, which should 
find access to markets on the Northern Tablelands and coastal districts, via either 
Glen Innes or Guyra, and that with railway connection to one or other of these centres, 
this area would be trebled. This country has been described as capable in normal 
seasons of giving a yield of seven bags of wheat, 40 bushels of maize, and 60 bushels of 
oats and malting barley to the acre. It has also been pointed out that much more 
favourable weather for curing hay obtains in the Inverell and north-western districts, 
than in the coastal areas, and that any line to the east from Inverell would carry large 
quantities of this commodity. 


With an outlet to the coast the district, it is asserted would develop the fat 
lamb trade. At present the journey for stock to the Flemington market via Moree, 
in hot weather, is considered to be out of the question, and if fat lambs are available 
for trucking the producer has to wait for cool weather or run the risk of loss. 


The general difference between the two routes to the tableland is described in 
Inverell as follows:—The Glen Innes route is suitable for lucerne, wheat, maize, and 
other cereal crops; the Guyra route is suitable for mining, fruit, vegetables, potatoes, 
onions, and oats. 


A beneficial effect upon the dairying industry is anticipated from the construction 
of a line to either Glen Innes or Guyra. ‘The industry was in its infancy twelve years 
ago, and progress was slow, owing, it is stated, to the isolation of the district, and its 
general fertility which have given settlers a wide choice in their calling. With an influx 
of coastal settlers, skilled in the work of dairying, the industry has in recent years 
developed. The records of the local co-operative company show that for the first ten 
years 488 tons of butter of the value of £48,000, were produced. During the next 
decade, which included a bad drought, 2,135 tons were produced, realismg £239,136. 
During the latter period bacon curing was engaged in, and 16,504 pigs were treated, 
realising £62,221. 


The drawback to the dairymg industry is ascribed to the want of railway 
connection with the Main Northern line, the evidence showing that the preducts suffer 
material deterioration every summer through being required to withstand the excessive 
heat in transit over the north-west plains. Although the alternative of despatch by 
refrigerating cars exists, experience is stated to have proved that consignments by the 
faster service is preferable in spite of the heat, insomuch as the extra period of transit 
taints the flavour of butter. 


Stock returns show that in 1922, the Inverell Pastures Protection District, 
extending to Ashford, Graman, and Delungra on the west, the foot of the range on the 
east, and below Tingha on the south, carried 9,448 horses, 30,272 cattle, and 513,355 
sheep. In 1921 there were railed from the Inverell District (exclusive of Barraba and 
Glen Innes) 30,657 sheep for metropolitan slaughter. Upon these according to local 
estimate, a loss was made in weight of 183,942 lb., and in value of £2,299—the loss in 
weight being taken at 6 lb. and in value at 3d. per pound per sheep. The wool pro- 
duction of the same district for 1921 is given at 9,996 bales, of the value of £199,000, 
and this is regarded as a fair average for the past six years. 


According to the evidence of a former chairman of the Pastures Protection Board 
the district referred to was considered fully stocked fifteen years ago, and was running 
an average of a beast—equal to six sheep—to 30 acres. Under improved conditions— 
ringbarking, scrubbing, &c.—it is now carrying a sheep to the acre. 


The loss due to the want of a line to rail stock from the Northern Districts to the 
Tablelands and the coast is described in evidence as enormous, and an instance has been 
quoted in which two train loads despatched from Walgett for relief country on the 
Tablelands wa Werris Creek, lost 630 store sheep, which would probably have been 
avoided with more direct communication. 


Concerning the question of supplying the Tablelands and coastal areas with 
flour, the manager of the local milling company, has pointed out that, under present 
conditions, not nearly sufficient wheat is grown within a radius of 20 miles of Inverell 
to enable the mill to work up to its full capacity. The average yield for the last ten 
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years has amounted to about 70,000 bags, whereas the mill is capable of gristing 13,500 
bags per annum. With a railway to the coast it is anticipated that many thousand 
more acres will be put under wheat crop, and that the mill, instead of w orking one, 
would be working three shifts throughout the year. At present owing to the good 
supply of natural grasses and herbage, there is a comparatively small local demand for 
bran and pollard. Half the production of these commodities is despatched to Sydney 
under unfavourable financial conditions, and it is assumed that with railway construction 
the coastal farmers’ requirements for feeding will be fully met. 


An industry which has been practically undeveloped, is the growth of lucerne; 
there are stated to be at least 60,000 acres suitable for its cultivation within a radius 
of 15 miles of Inverell. At present a small quantity is grown for local requirements 
only, the cost of forwarding to the Sydney market being prohibitive. With a Northern 
Tableland and coastal connection, reducing the rail carriage by 300 miles, the district, 
it is asserted, could easily compete with the water-carried lucerne from the Hunter 
River areas. 


BUNDARRA. 


Bundarra is in an isolated position in regard to railway communication, being 
294 miles from Inverell and 48 from Uralla, on the Great Northern line. Business 
relations are carried on with the former town, from which general merchandise is 
obtained at an average cost for cartage of £2 per ton. Although the district is of 
grazing character, portions of it are suitable for wheat, maize, potatoes, lucerne, and 
oats; but on account of distance from the railway system there is no encouragement 
for production except for local requirements, and quantities of chaff, potatoes, and 
maize are at present imported. 


The carrying capacity of the country is estimated at 14 acres, and in some 
seasons an acre to the sheep; and the production of wool, which is stated to be of high 
quality, has increased of recent years, the annual clip within a radius of 25 miles 
amounting at present to 4,000 bales. The bulk of this is carted to Uralla at a cost of 
£3 per ton. 


The district is regarded locally as unequalled for cattle breeding, and is described 
as absolutely free from cattle and sheep diseases. At the time of the Committee’s 
visit, there were reported to be 30,000 sheep on agistment at £40 per thousand per 
month, and some hundred head of cattle at 10s. per head per month. 


Under present conditions wool preduction is the only industry carried on 
continuously; and it has been represented that, with railway construction to Guyra, 
which would bring the township within 18 miles of the nearest station, Tingha, the 
district would be able to carry on general farming, and sell the produce on the coast or 
elsewhere. 


The district is well watered by the Gwydir River; and a number of creeks with 
good frontages, upon which lucerne has been grown for local use, intersect the country. 


HowELL. 


Stress has been placed upon the mining possibilities of the Howell and Tingha 
districts, the former 21 miles south of Inverell, and the latter, through which the 
proposed line passes, a similar distance to the south-east. 


The principal silver-lead mine at Howell—the “‘ Conrad’’—has been closed 
since 1913, the high cost of transport to Inverell and thence to the Northern line having 
(the evidence states) practically killed the mining industry for the time being. Prior 
to closing, the mine employed 400 men and despatched and received freight, including 
flux, &c., amounting to £6,000 per annum. Mining has been engaged'in to a depth of 
1,000 feet, and the quality of the ore obtained is stated to have been consistent. A 
large quantity of ore is in sight, but the evidence indicates that the margin of profit 
under present employment and transport conditions would not warrant a resumption 
of work. With railway construction, however, the mine according to the evidence 
of the former manager would immediately re-open, and would be in a position to 
transport at least 10,000 tons of ore per annum. 


Although the construction of a line from Glen Innes to Inverell would save the 
cost of road transport between those centres, it would not affect the present carriage to 
Inverell; on the other hand, with railway construction between Guyra and Inverell the 
road carriage would be reduced by 10 miles, | 
TINGHA 
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TINGHA. 

Tin-mining which has been in operation at Tingha since the late seventies has 
been subject to vicissitudes as the result of variations in the price of tin, the scarcity of 
water for sluicing, and the difficulty and cost of obtaining machinery and supplies for 
the mines by road transit. 


Information placed at the disposal of the Committee in connection with the 
present and former inquiries shows that the township, when the mines were in full 
working order, was carrying a population of 4,000 persons. In 1879, when the price of 
tin went down to £28 per ton, Tingha became almost depopulated; but a few years later, 
as the result of an advance in prices, the field was rushed and tin was discovered where 
formerly it was not supposed to exist. Since then the field made good progress until 
1914, when, owing to the disabilities mentioned, mining operations became seriously 
handicapped and are now almost totally suspended. 


The area of mineral country around Tingha is estimated at a radius of 13 to 14 
miles. In 1913 there were 26 dredging plants in operation; the number is now not 
more than 12. A rough estimate vives the value of the metal raised from the mines 
since the opening up of the field at £3,000,000 to £4,000,000; and local mining expert 
information points to the conclusion that the district has not been more than partially 
exploited. A company is being formed for the purpose of bringing water, by means of 
canal construction, to the tin-bearing areas, and for irrigation, the object being, in 
addition to reviving the mining industry, to give an impetus to agriculture both east 
and west of the township. 


One of the principal mines is Cope’s Creek, opened in 1905, which has taken 
out an average of 140 tons of ore per annum to date, and has paid £150,000 for wood and 
wages. ‘The ore is conveyed by road to Inverell at a cost of 30s., and by rail to Sydney 
at £4 per ton. 


While the construction of a line from Guyra to Inverell would, it is stated, 
stimulate the mining industry in and around Tingha, Howell, &c., it is claimed that it 
would also serve an essentially grazing area as well as patches of country suitable for 
fruit, vegetable, wheat, and corn growing. The grazing capacity is estimated at one 
and a half acres to the sheep, and the wool produced is said to be clean and of excellent 
quality. 


Most of the mining around Tingha has been of an alluvial character. The lode 
formations have not yet been opened up. The future of the industry apparently 
depends upon a water supply for mining purposes, an increase in the price of tin, and 
cheaper transit to and from the township. Although the latter would be brought about 
by means of a railway from Guyra to Inverell, it is asserted locally that, although it 
would be of great advantage, it is not an absolutely essential factor in mining develop- 
ment. 


CONCLUSION. 


8. The Committee have considered this proposal from the point of view of 
the adaptability of the country to be served for settlement and production, its 
mining possibilities, and as forming a link in a cross-country line to the coast, and 
has arrived at the conclusion that it is not expedient the proposed railway be 
constructed. 


A great deal of the evidence tendered in support of the proposed line, combined 
with a connection via Dorrigo to Coft’s Harbour or the Clarence River, has been to 
the effect that it will give the producers north and north-west of Inverell an 
opportunity of despatching produce overseas via Coft’s Harbour or the Clarence River. 
The Committee have given this aspect of the question careful consideration and have 
to point out that no determination has been arrived at either by the present or previous 
Governments to convert Cofl’s Harbour or the Clarence into a deep-sea port, and even 
if they could be so converted it is extremely doubtful whether the trend of traffic would 
be in that direction. From Moree, the principal centre west of Inverell, the distance 
lo Coffs Harbour wa Guyra and Dorrigo is 312 miles as against 309 miles to Newcastle, 
and the natural inference is that the shortest and, consequently, the cheapest route 
to an established port already fully equipped would be followed. In the case of the 
Clarence River the distance would be about the same, It 
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It has to be added that the works at present being carried out at Coff’s Harbour, 
and estimated to cost £465,456, include an extension of the northern wall to Mutton 
Bird Island; an extension of the eastern breakwater towards the same point, a distance 
of 1,200 feet; and the construction of two jetties on the lee of the eastern wall. The 
area available within the port when the work is completed will be 116 acres, carrying 
a depth of 24 feet at low water. This will accommodate many of the interstate vessels 
and a small proportion of oversea ships. When the work is completed vessels of from 
4,000 to 5,000 tons capacity can be navigated in and out in calm weather without 
difficulty, but the official evidence reveals that in an easterly gale vessels of this size 
will have to put to sea to avoid being blown ashore. The cost of creating a larger port 
capable of dealing with vessels of 385 fect draft would amount approxim: ately to 
£879,000, covering an area of 148 acres; £1 236, 900, covering 260 acres; £1,274, 200, 
covering 250 acres; and £2,075,800, covering 363 acres. 


Summarised, the position regarding Cofi's Harbour is that the jetty cannot 
with safety be extended without an extension of the breakwater, the result of which 
would be a narrowing of the entrance and a decrease of the area ae manoeuvring vessels 
with a length corresponding to a draught of over 24 feet. Requirements can be met 
for vessels ai not more than 4,000 to 5,000 tons capacity; but et of a larger size 
cannot be handled on account of the lack of room. 


Regarding Clarence River, which has been suggested as an alternative deep-sea 
port, the Committee draw attention to the fact that the entrance provides for vessels 
of a 12-feet draught at all states of the tide. The construction of a breakwater on 
the northern side entrance and the removal of the reef have been authorised, but the 
work has not been commenced. It is considered officially, however, that the result 
of the work should be an improvement in the depth of the entrance channel and a 
lessening of the amount of dredging required. The improvements referred to, estimated 
cost £69, 000 and £28,000 respectively , will when completed enable vessels of 14 to 

15 feet draught to enter the port and navigate the route to Grafton. Additional 
dredging required to maintain this depth is estimated to cost £6,000 per annum. In 
order to provide for deep-sea vessels an outer harbour of 282 acres in extent might 
be formed by breakwaters, leaving an opening of 1,400 feet for navigation. An inner 
harbour, when dredged for 4 fathoms in depth, would be 440 acres. The two works 
are estimated to cost _ eae £1,044,000 and £676,000. The annual cost of 
dredging the harbour, whic h being at the mouth of the river would be subject to heavy 
floods, is set down at £10,000 per annum. 


With reference to the mining possibilities of Tingha it has to be pointed out 
that the view taken by the Geological Surveyor of the Dep: itment of Mines, who is 
acquainted with the field, is that mining development there is stagnant on account 
of the low price of tin and not for the lack of water. Apparently the possibilities of 
mining are such that that they cannot be regarded as having an important bearing 
upon railway construction. Although no systematic test of the field has been made, 
the geological indications are such as to bear out the assumption that deep leads exist, 
but whether they contain suificient ore to justify their being worked can only be known, 
it is stated, by the sinking of shafts and prospecting the wash. Most of the surface 
alluvial in certain portions of the district has been worked out; at the same time 
it is considered departmentally that the field may continue at its present level for 
some time, provided that certain cutter dredges, with which experiments are about 
to be made, prove successful. 


Whilst railway construction between Inverell and Guyra might slightly cheapen 
mining costs and allow a lower-grade ground to be more profitably worked than it is 
under existing conditions, the field is regarded by the Geological Surveyor as 
practically dying, and would be of very little value to the proposed line from a traffic 
point of view. The life of the field, based upon the ass sumption that the price of metals 
would be sufficiently good to justify the working of the ore in sight, and what is known 
to exist at its full limit, is ae .ted at from ten to twenty years, ‘the latter being the 
maximum, unless of course further discoveries are made as the result of prospectings 


The future of Howell is considered to be somewhat obscure. Large deposits of 
complex ore contain tin, arsenic, and copper, the problem of extracting which has 
not been solved satisfactorily from a cammercial point of view. In 
T 2607—c 
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|| at P In view of the circumstances mentione] the Committee consider that the 
ie ia construction of the proposed line at the present juncture would be premature. 
; 
RESOLUTION PASSED. 
\g 9. ‘The resolution passed by the Committee is shown in the following extract 
1 Gi from the Minutes ef Proceedings, 

(i Ht | 9. Mr. Doe moved :—“ That in the opinion of the Committee it is not expedient the proposed 
aE LE railway from Guyra to Inverell, as referred to them by the Legislative Assembly, be 
it iy Bit constructed,” 

fi Mr. Dick seconded the motion, which was passed on the following division :—- 

a 1 €i) Ayes, 4. Noes, 3. 

ae aa | Mr. Dick, | Mr. Burke, 

Oho |! a eae Mr. Doe, Mr. Cameron, 

4 1} eh Mr. Mahony. | Mr, Drummond. 

aay Mr. Travers, 

iF 

th : 
ti W. T. DICK, 


Sydney, 80th November, 1928. 
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PARLIAMENTARY SPANDING COMMITTEE ON PUBLIC 
WORKS, 





MINUTES OF EVIDENCE, 


——— 


RAILWAY FROM GUYRA TO INVERELI., 





TUESDAY, 30 JANUARY, 1923, 


Present: — 
The Hon. W. T. DICK (Craimmay). 


The Hon. Joun Travers. 
The Hon. Roperr Manony. 
Francis Micwarnt Burke, ise, 


WILLIAM CaMeEron, Esq. 
Brian JAMES Dor, Esa, 
Davip Henry Drumaonp, Esq. 


The Committee proceeded to consider the expediency of constructing a line of Railway from Guyra to Inverell. 


Thomas Bryce Cooper, Under Secretary for Public Works, 
sworn and examined ;— 


1, Chairman.| Have you a prepared statement? Yes, 


it is as follows :— 


PROPOSED RAILWAY FROM GUYRA TO INVERELL. 


Estimated cost, £600,262, or £10,294 per mile, exclusive 
of land and compensation. 

Length, 57 miles 6O chains. 

Ruling grade, 1 in 40. 

Sharpest curve, 10 chains radius. 

On 22nd November, 1922, the Secretary for Public Works 
and Minister for Railways (Hon. R. T. Ball, M.L.A.) moved 
in the Legislative Assembly, “ That it be referred to the Par- 
liamentary Standing Committee on Public Works to consider 
and report upon the expediency of constructing a line of 
railway from Guyra to Inverell.” 

Question resolved in the affirmative. 

This proposed railway was reported upon by the Public 
Works Committee in 1916. On that occasion the proposal 
was considered in conjunction with one to connect Glen Innes 
with Inverell, and also in the light of possible future exten- 
sions to the north of Inverell and to the east of Guyra and 
Glen Innes as far as the Coast. As a result of their inquiries 
the Committee arrived at the conclusion that it would be 
premature to recommend the construction of any line con- 
necting Inverell with the Great Northern Railway until full 
consideration had been given to the question where the 
future deep-sea port north of Newcastle was likely to be 
established, and the effect thereon of the North Coast Rail- 
way and its suggested extension from Kyogle to Brisbane 
via Richmond Gup. 

Since the date of the Committee’s report (2nd October, 
1916) the remaining sections of the North Coast line up to 
South Grafton have been completed, with the exception of a 
length of 18 miles between Macksville and Urunga; also the 
railway from Glenreagh to Dorrigo is under construction. 
With regard to the proposed extension from Kyogle to Rich- 
mond Gap (which forms part of the Interstate Main Trunk 
Line recommend by the Royal Commission on Uniform 
Railway Gauge), the matter was the subject of inquiry by 
the Public Works Committee in 1921, when the conclusion 
arrived at was that it would be premature to recommend 
the construction of the line until completion of the North 
Coast Railway, including the line from South Grafton across 
the Clarence River to Grafton. 

Following is the official description of the line :— 


“This proposed railway commences at 286 miles 70 chains 
from Newcastle, and about 70 chains north of Guyra Sta- 
tion, and proceeds in a north-westerly direction to 296 miles, 
where a due westerly line is taken to 304 miles, the village 
of Ollera being passed about 5 miles on the south and the 
southern side of George’s Creek, partly followed and crossed; 
thence a generally north-westerly direction takes it across 
Merton, Moredun, and Copes Creeks, and through the south- 
western corner of the village of Tingha; about 336 miles a 
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northerly bearing is taken through suburban area at Inverell, 
Where the line ends at the western end of Inverell Station 
at 344 miles 50 chains from Newcastle, via Guyra, and at 
410 miles 8 chains from Neweastle via Moree. 

The works are moderately heavy with a ruling grade of 
1 in 40 in both directions; the sharpest curve is 10 chains 
radius.” 

On the occasion of the previous reference to the Com- 
mittee in 1914 the estimated cost, based on a survey made 
in 1888, was £361,551, or £6,261 per mile. ‘The estimated 
cost of the line as now submitted, after providing for in- 
creased prices of labour and material, is £600,262, or £10,395 
per mile, exclusive of land resumptions. 

The latest statutory report of the Railway Commissioners, 
Which also covers the alternative route from Glen Inneg, is 
dated 9th December, 1921, and is as follows :— 


PROPOSED RAILWAY FROM GLEN INNES TO INVERELL, WITH 
ALTERNATIVE ROUTE FROM GUYRA, 


In accordance with the request of the Hon. the Minister 
for Public Works and Railways, and in pursuance of the 
provisions of the Public Works Act, 1912, the Commissioners 
beg to submit their report on the proposed railways from 
Glen Innes to Inverell, with alternative route from Guyra, 
the distances being 47 and 57 miles, respectively. 

When the above proposals were reported on in March, 
1914, the estimated cost of the Glen Innes route was £335,420, 
and for the Guyra route £861,551. Amended estimates pre- 
pared in November, 1920, placed these costs at £543,550 and 
£600,262 respectively. It has also to be pointed out that the 
interest charge, which was formerly calculated at 4 per 
cent., must how be raised to 54d. per cent. 

In regard to the revenue to be earned, it is exceedingly 
difficult to give an estimate, as much depends upon the pro- 
bable intermediate development on either of the routes, and 
another phase is the contemplated opening up of a deep-sea 
port at some point north of Newcastle, to which a connec- 
tion can be made from the New England tableland. 

When these proposals were previously dealt with it was 
considered that the Guyra route had more to recommend it 
than the Glen Innes one, but since then the mineral industry 
to be served by the former has shown a backward tendency, 
and, in fact, throughout the Commonwealth it is in a very 
unstable position. 

It is now strongly contended by the residents of the Clar- 
ence River area that the Glen Innes-South Grafton proposal 
should lave further consideration in association with the 
cther proposals for a connection with the Coast. 

The whole question is, however, one of Government policy, 
first, as to whether a deep-sea port is necessary, and, if so, 
at what place on the North Coast, and, secondly, the most 
central point for establishing a connection by rail with the 
New England Vableland. Until these questions have been 
determined by the Government it would be premature to 
extend the line from Inverell to either Glen Innes or Guyra. 

The working expenses for a daily train service between 
Glen Innes and Inverell would amount to approximately 
£14,000, and for the Guyra line it would be about £17,000 
per annum, 
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Witnesses—T. B. Cooper, 30 January, and J. E, H. Kennedy, 2 May, 1923. 

Any figures in regard to probable revenue would have was given to refer the line to the Public Works Committee, 
to include a debit for loss by diversion of business from the but the matter was not reached when the dissolution of Par- 
present Moree-Inverell line, but, as previously stated, the Jiament took place in February, 1922. 





Phy, Commissioners are unable to furnish any reliable informa- The proposal now submitted from Guyra to Inverell has 
Wa tion in respect to earnings beyond pointing out that the high been supported by the Chamber of Commerce, Coff’s Har- 
hh operating costs on ordinary country branch lines generally bour, Tingha Railway League (Mr. G. H. Andrews, hon. sec- 
44 absorb the actual revenue, thus leaving the interest charge retary), and the Tingha New State and Development League 
reid on the capital cost unprovided for. Even this would be a (Mr. H. Wilson, hon. secretary). 

hi much too favourable view to take of the proposals under The alternative proposal from Glen Innes to Inverell is 
han! consideration, and as in the case of Glen Innes-Inverell the the subject of a separate reference. In this connection it 


interest charge alone amounts to £29,895, and for the Guyra may be stated the Inverell and District Chamber of Com- 
connection £33,014, it would seem that the construction of merce wrote on 10th March, 1919, intimating that at a 


either line would only add to the already heavy burden im- numerously attended conference of delegates representing 
posed upon the railway revenue from non-paying lines, the Municipal and Shire Councils, the Pastoral and Agricul- 


= be 5 ; ar Societies Tarmers Sa ars’ Associations ‘iv: 
‘““ The Common Seal of the Railway tural Societies, Farmers and Settlers’ Associations, rival 


Commissioners for New South (Seal.) ° railway leagues and other public bodies, including rival rail- 
Wales wag hereunto affixed the way leagues throughout the north-west district, which had 
ninth day of December, one James FRASER, been called together to consider the matter of railway ex- 
thousand nine hundred and J. H. CANN, tension from Inverell to the Tableland and the North Coast, 
twenty-one, in vhe presence a resolution was unanimously carried as follows:—‘ That 
of—- in the opinion of this conference it is desirable to have a 

W. JNo. Morris, Secretary.” railway from Inverell to the Northern Line, and the ques- 


tion of joining that line at Guyra or Glen Innes be deter- 


From the time the Committee reported on the proposal in 3 plete, : : 
. I oe mined by the Public Works Committee. 


1916 the necessity for linking up the Great Northern Railway 


with the North-west system, Inverell, has been urged on In June, 1922, the Premier, in reply to a deputation on the 

* ~ fa ’ ’ 4 F = . at 7m 2 > oti Wee rere £ 2 
Wn numerous occasions by the members for the district and the question of railway connection between Inverell and the 
4 


various public bodies interested. In May, 1917, the then Northern Line, said that the Government was determined 
Minister (Mr. Ball) promised, in reply to deputations from to do all in its power to promote decentralization. In regard 
the Glen Innes and Inverell Municipal Councils, that as soon to developmental lines it was scarcely to be expected that 
as the statutory time limit would permit the question of con- they would pay all right from the start, and personally he 
nection between Inverell and the Great Northern Line would Was in favour of the Canadian system, whereby lines were 
again be submitted to Parliament with a view to reference thrown out and settlement followed. He would take the 
to the Public Works Committee. Following upon the change earliest opportunity of placing the matter before the Public 
of Government in 1920 the matter was reviewed by the suc- Works Committee after the Government hau been able to 
ceeding Minister (Mr. Estell), who decided to refer the two consider its railway policy as a whole. 
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proposals, viz., Guyra to Inverell, and Glen Innes to Inverell, I would also refer the Committee to the report of the 
i to the Committee for investigation and report. Official Committee on Land Development and Settlement re- 


The Railway Commissioners were then asked for their garding the various proposed railway connections between 
statutory report on the line. This was received on 9th De- the Northern Tablelands and the North Coast, and the possi-’ 
cember, 1921, and on 21st December, 1921, notice of motion bilities of increased settlement in the areas concerned. 


ee 








Mp Sa ee Se eS 


ee Se 
= = ———s 


WEDNESDAY, 2 MAY, 1923. 


Present .— 
The Hon. W. T. DICK (CHatrMay). 
The Hon. Joun TRAVERS. VittiaM Cameron, Esq. 
The Hon. Ropert Manony. Brian JAMES Dog, Esa. 
Francis Micnaet burke, Esq. Davin Henry Drumoonp, Esa. 


The Committee proceeded to further consider the expediency of constructing a line of railway from Guyra to Inverell, 


John Edmond Harold Kennedy, Chief Draftsman, De- Proposep RAtLwAy—GuykA TO INVERELL. 
partment of Lands, sworn, and examined :— Limits of affected area. ‘ 
2. Chatrman.]} I understand you have a statement to In accordance with instructions received, the limits of the area 
submit to the Committee with regard to the proposed rail- which would be influenced by the construction of the proposed rail- 
rps ray (I TAP , bp] v i , . 

way from Guvra to Inverell ?—Yes, it is as follows :— way, Guyra to Iny erell, have been restricted to 12 miles from each 
? side of the proposed line, and are shown on map produced by a firm 
Prorosep RAILWAY—GuyRA TO INVERELL. red band. Owing to the existing railways, Moree to Inverell and 


Aacres Sydney to Brisbane, the limits referred to on the western and 
(about). eastern sides of the affected area are indicated on map about 


a bn vob ap treo ope midway between these existing railways and the proposed line. 


Including conditional purchases, conditional leases, conditional 





purchase WEA BES toned Erk selections, si6.\00 The 12-mile zone is shown on the northern and part of the 
s olk 8, Stead Lars! 32s... cette ee ane 3 ; . : ‘ = ‘ - 

Reserved lends, shou’ 160,400. aches = ; southern side of the proposed line. Extension beyond the other 

* bout 94,100 acres not held under any tenure (tinted green) . .... 94,100 limits indicated to cover that zone on each side of the proposed 

», 66,300 acres held under lease and license (edged green). railway would include lands within the sphere of the existing 





Ss 160,400 acres, railway lines referred to above. 


—- Concerning the lands within the limits shown, the following 
Leased lands (hatched blue)— particulars ate subiniteed += “ fee 














) j 4 
Settlement leases (including about 100 acres reserves) rey ; 
2 ee yk as ioem seat ’ 71800 4 Untenanted Crown lands. : 
cy eh 3 ; u a2 ae ea ; pied » 101,300 The area of the untenanted Crown lands is about 7,100 acres, the i 
i meee 44 ee ee major part of which, about 6,900 acres, was from time to time set ; 
i (About 58,500 ,, ,,)Ab’E 101,300 ,, - apart, under the provisions of the Crown Lands Consolidation Act, e 
\ bale ; Fess 1913, between December, 1809, and July, 1921, for the following 
pire rks hos 8 eee forms of tenure :—About 3,100 acres (remnants) for additional 
' : é license (including about 7,800 ,, ,, ) 7,800 ,, } 1a. 800 conditional purchases ; about 3,500 acres for Crown leases 3 and $ 
/ Uiitenanted ywicai hee iec sencta tennessee Fe 7100+ ;, : about 300 acres for additional holdings, all in county of Hardinge. 





The capital value of these lands, excepting those set apart for Crown 
leases, varies from 10s. per acre in parish of Buchanan to 30s. in 
—— parish of Mayo. Out of the total area available for settlement 





(About 66,300 acres reserves) about 14,900 ,, 








Total area aboub.............2++-+ 550: _ 580,400 within the limits referred to, about 300 acres have been applied for 
“It is probable that part of these reserved and untetanted Crown lands may 8 additional Crown lease. No confirmation of the applications has 
be held under annual leases, particulars of which are not available at Head Office, yet been reported at Head Office. 


. J, E. H. KENNEDY, > og he 
i | Ghist Deattawan; Country.—Level to undulating; rough and rocky ridges in 


Department of Lands, parts ; granite and porphyry formation, generally suitable 
Sydney, 2nd May, 1923 for cattle or dry sheep when improved. 














qt 4 
Soil.—Gravelly, sandy, and stony ; poorly grassed. 
limber.--Gum, ironbark, stringybark, pine, messmate, pepper- 
mint, apple, blackbutt, with oak, wattle, and broom-brush 
serub, 
Forest Rescrves. 

There are twelve forest reserves, with a total acreage of about 
22,200 acres, Ten of these reserves, two of which are only partly 
within the limits of the affected area, have been dedicated as State 
forests, and have an aggregate area of about 21,000 acres, 


Country.—Generally undulating, rough, stony, and hilly in 
parts ; poor to fair for grazing. 

Soil.—Poor to average; clay subsoil, red and white granite 
sand in parts. 

Timber.—Stringybark, white and red gum, blackbutt, pepper- 
mint, messmate, ironbark, box, currajong, and apple. 


Improvement Leases, 


There are three improvement leases, having a total area of about 
3,100 acres, about 1,100 acres of which is covered by reserve. 


Term.—One lease has a tenure of ten years and about two and 
a-half years to run ; and the other two have each twenty- 
eight years’ tenure, but one has about seven and a-half 
years and the other about nine more years to run. 

tentals.—The rents are :—2d. per acre, I.L. 41, in parish of 
Herbert ; 1}d. per acre, I.L. 1,243, and 1:79d. per acre, 
I.L. 1,331, both in parish of Elsmore, all in county of 
Gough. 


Power of withdrawal by the Crown for purposes of Settlement. 


Under the conditions embodied in I,L. 41, the Crown has power 
to withdraw for purposes of settlement without compensation, except 
for lessee’s interest in improvements on the land so withdrawn, the 
whole or any part of the land leased in the event of the whole or any 
part or parts of covering reserve being revoked. 

It may be pointed out, however, that apart altogether from the 
specific conditions regarding withdrawals for purposes of settlement 
in this lease, the Crown has also a general power under the Closer 
Settlement (Amendment) Act, 1912, as amended by the Closer 
Settlement (Amendment) Act, 1914, to acquire for Closer Settlement 
any land comprised in any improvement lease, wherever situated, 
on pay:nent of such compensation as may be agreed upon or deter- 
mined in accordance with the provisions of section 4 of the first- 
mentioned Act, or under the amending Act of 1916, may purchase 
by agreement with the lessee. 


In the other two leases, I. Ls. 1,243 and 1,331, the right of with- 
drawal by the Crown for purposes of settlement became operative 
on 9th August, 1913, and 13th January, 1914, respectively. 

Mention may be made that under the provisions of the Crown 
Lands Consolidation Act, 1913, the holder of any improvement 
ease may, at any time during the last year of.the lease, apply for 
the portion of the leasehold, if then unreserved, which contains the 
lessee’s dwelling-house, not exceeding a home-maintenance area, as 
homestead selection, provided that the area be improved with 
permanent, fixed, and substantial improvements, including dwelling- 
house, to the value of £1 per acre, but not necessarily exceeding 
£640 in all. r 

Tt will be noticed that the area affected by the proposal under 
review contains three closer settlement purchase areis within its 
limits, as shown by firm white bands on map produced, with a total 


Witnessea—J. E. H. Kennedy and B. P, Pearson, 2 May, 1923. 


area of about 2,406 acres. ‘They were acquired by the Government 
under the provisions of the Closer Settlement Acts, the information 
concerning which is detailed in the following schedule :— 








| Disposal | 3 % 2 
Settlement Purchase Area. | ACTe Date of No. ef Average gt og 
| age. | Acquisition. Farms.| Price per & 2c 8 
| Acre. ats 
| 
| | | 
| Acres. £5, d..] £ 
Mitchell's 4” ...............| 199 | 18 Sept., 1920 | 1 6 0 Of} 1.196 
Armstrong's: 87%) oaaeienes | 380 1 April, 1921 1 1. 37. @ 2,605 
Auburn Park “2” and “3”! 1977 |{ 1 May, 19211) 417 6| 9,150 
Auburn Par 2” and 3") 1,877 | 9June, 1922 | 417 6} 9,15 


(about) | 

Jae ee ee ee ee 

It may also be pointed out that within the limits of the atlected 
area, in addition to the 7,100 acres of untenanted Crown lands, 
referred to above, there are about 94,100 acres of reserved lands not 
held under any tenure, other than annual tenure ; about 7,800 acres 
of other Crown lands held under occupation license ; and about 4, 100 
acres held under incontrovertible leases, making a grand total of 
about 113,100 acres of unalienated Crown lands. 


Rainfall. 


The average annual rainfall on the affected area varies from about 
354 inches at Guyra to 304 inches at Inverell. 





Benjamin Parkin Pearson, Compiler, Bureau of Statistics, 
sworn, and examined :—- 

3. Chairman.| I understand you have a statement to 
submit to the Committee with regard to the proposed rail- 
way !—Yes, it is as follows :— 

ProvoseD RAILWAY :—GuYRA TO INVERELL.—AGRICULTURAL, 

PASTORAL, AND DAIRYING STATISTICS. 


Holdings of 1 acre and upwards used for Agricultural 
and Vastoral Purposes, 





{ 5 
| | Area Occupied. 














, Hold- |———— Tote! 
Police Patrol Districts. Seagon. rpc | Grown | Ateacul- 
NSS. | Alienated. Grown tivated. 
| Lands. | 

No. | Acres. | Acres. |Acres. 
{| 1919-20 | 37 71,914 | 29,844 | 307 
Guyra (part) ......... )| 1920-21 | 37 | 71,904 | 29,544 | 437 
(| 1921-22 | 36 | 72,252 | 29,097] 306 

(| 1919-20 | 23 35,663 | 25,560 ee 
Bundarra (part)...... 1920-21 | 23 35,683 | 25,560 | 374 
{ 1921-22 | 23 | 35,683 | 25,5°0| 55 
{ 1919-29 95 45,862 | 81,736 | 874 
Tingha (part) ......... | 1920-21 | 93 | 47,410 | 67,699) 810 
U 1921-22 93 | 47,850 | TY; 745: (1,174 
| 1919-20°)) 16° | 1;006 |» 9,633 24 
Howell (part) ....... ¥ 1920-21 | 19 1,006 | 11,263 | 28 
1971-22 | 18° | 1,026 | 11,457] 45 
) 1919-20 | 171 154,445 | 127,773 | 1,205 
SUMIMALY acai venseos ss 1920-21 | 172 156,003 | 134,066 | 1,649 
(| 1921-22 | 170 | 156,11 | 137,859 | 1,580 

| 








ee ec 


DETAILS OF CULTIVATION. 





| Wheat. 
Pelice Patrol] Districts. | Season, ——————— 
| | Area, Yield. 














Acres. | Bushels, 
1919-20) S. 
1920-21 |} ... wes 
1921-22 | 





AUD CAO AL Gleitacss etiaesserdasensascapeya 


1919-20 








Bundarra (Part) ...... .... Re aretae 4 | 


1920-21 48 | 1,302 
{1921-22 4 | 120 
| 1919-20 | 217 | © 255 
PRION AAT)! “sascledenccsssesevverssccs : 1920-21 245 | 4,731 
1921-22 | .319 | 2,868 
1919-20 
Howell. (Part) ./0.4::...: See aes: 1920-21 i 
(| 1921-22 - 
1919-20 | 217 255 
SUNIMALY Weare eee Peter A beck evhece 0c 1920-21 293 6,033 
1921-22 | 353 | 2,988 























Maize. Oats. | Hay. | 
es ey 2 ess ee oe et es ft Greer | LOURLOeS, 
17> to oe | Food. | Fruit, wc 
Area, | Yield. Area, Yield. | Area, Yield, 
} : eS ay ee a ee | ee 4 
| | 
Acres. | Bushels. | Acres. | Bushels. | Acres. | Tons. |Acres.| Acres. 
2 18 a Se 293 | 126 2 10 
14 345 50 1,380 555 | 364 eeu 18 
16 138 EE ee 274 327 af 16 
| 
143 | 1,470 15 976 | 193°] a2 | 40 5 
ane ah oa 40 37 1] 
176 2,502 12 Nil 354 128 55 60 
156 | 2,733 an 2 308 6u8 | 37 | 64 
190 2,832 aa 530 pas 39 66 
16 45 . 8 y- 
17 255 8 l4 3 
36 500 : 4 4 5 
194 2,565 12 Nil 655 256 67 70 
330 4,803 65 1,656 794 1,188 ie 90 
249-1  Sa7Or iw - *848 643 | 50 87 

















| | | 


*Hay.—Wheaten, 853 acres=144 tons. 


Oaten, 
Lucerne, 





453 ,, =464 ,, 
42 , #385 4, 
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Witness—B. P. Pearson, 2 May, 1923. 


PROPOSED RAILWAY : GUYRA TO INVERKLL. 
ce gs SESE ST SS 


Live Stock at 3Cth June. 


Wool Production 
during year 
ended 30th June. 




















govioe’ ’ x Cattle. Pe ; 

olize Patro 5 OP eae rer 8 |. a Suet} seep rreasy 

District. = 5 Mileb! All Sheep. |Swine shorn, wool, 

= |Cows. | other 
Soe ee ee 4, sav. é 
| No. | No. | No. | No. | No.]| No. | No. 
1920 | 268 45 | 1,684 | 52,432 6 50,363 826,453 
Guyra (Part) ....- | 1921 | 295 42 | 1,669 | 71,261 | 10! 68,245 | 390 606 
1922 | 261 70 | 1,870 | 62,621 | 14] 59,798 425,197 

(| 1920)|*° 214°]) 39+} 2.043} 33,105 }7...3. 29.896 | 210,358 

Bundarra (Part)../ | 1921 | 207 | 73 | 1,897 | 49,099 | S| 33,254 | 286,812 
(| 1922 | 15°] 57 | 1,322 | 33,993 | 2} 31,980] ¢$238,10) 
(| #920 | 503 2L | 2,361 | 59,688 | 76 51,199.| 320,813 

Tingha (Part) ..- | 1921 | 466 12 | 2,945 | 60,217 113 50,080 348,559 
(]| 1922 | 562 45 | 4,157 | 69,099 | 122 | 57,457 439,154 
(| 1920] 92 if], 100) B338t) 33") S00 16,60 

Howell ¢Part) ae] 1921 101 22 247 4,477 | 36 4,220 | 27,871 
A] LO22 R120) G20 eeas2 878885 M30 |b. 2 50a le: mB 110 
( 1920 | 1,077 9) | 6,279 |139,/59 95 | 134,513 | 874,334 

Summary.. as 1 LOBE) LLY 149 | 6,758 |185,054 167 | 160,799 | 1,053,853 
(} 1922 | 13004 | 192 | 7,681 |172,951 | 177 | 154,485 | 1,118,141 











LL 8 I I NE I ET TE TD 


Dairy PRODUCTION. 


SAS A ENE RY RT A TE ET 


| 


Police Patrol Districts, | 





Guyra (Part 


Bundarra (Part) 


Howell (Part) 


Summary 


( 
) 
() 
Tingha (Part) aor 
ii 
| 
| 





- - SSC EEE eineEtnerceens 


Year. 


1920 
1921 
1922 
1920 
1921 
1922 
1920 
1921 
1922 
1920 
1921 
}922 
1920 
1921 


1922 





Preduction during Year. 


Milk. 


Gallons. 
15,189 
11,740 
19,895 

4,940 
30,850 
4,289 
4,100 
1,400 
16,460 
8,330 
7,335 
5,495 
27,500 
Silesia 
46,130 





Butter, 


Bacon, &e. 
| 


lb. lh. 


3,130 930 
1,698 600 
3,605 740 


1,102 
4,490 
840 
509 
2,980 
100 
290 
950 
4832 | 
6:578ea 770 
7,615 1 ~ 740 


eerees 


po 


Proposed RAILWAY—GUYRA TO INVERELL. 


Holdings of 1 acre and upwards used for A gricultural and Pastoral 

Vurposes, 1921-22. 
LL — — —— ——— —— 
Area occupied. 


Area series based on alicnated 
ar.a of holdings, 


Holdings. 


Alienated. 


Crown Lands 
attached to 








Alienated 

Holdings. 

Acre:. No Acres. Acres. 

1 to BU Pinusreeeaeee ; 7 $8 1,328 
Sly 5) Ore itn tanh 7 280 4,412 
BE ogy WLW, 5 423 8,606 


10Lz, 


QO, eEOUU 

oi MENG en eee 
ane um h0O nie eran 
S01 s0e B00 tate ee, 
GOL Oo eee ee 
OL eat ee eee 


801 ,, 1,000 
1,001 
UG tsh0 Las 94 
2.001 
3,00 10e, os O00 Maracncemettinacs 
4.20 1h), S000 xg ened ie 
Over 5,000 acres 


ee ee 


Total alienated holdings.. 


Consisting of Crown lands 
OBLY yiiides Met aoe 





1,630 
1,473 
1,360 


2,752 


2,798 
2,478 
3,082 
8,600 
12,937 
11,964 
24,504 
13,643 
12,831 


55,968 


3,178 


9 475% 


DL ie 





2,668 
4,862 
2,829 
8,945 
5,340 
10,510 
5,070 
5,141 
3,400 
3,680 
7,003 
3,947 


——_—_ —  _ | 





156,811 


83, 694 


54,165 





170 


156,811 


ee 


137,859 





| 


MONDAY, 












MONDAY, 7 
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MAY, 1923. 


{iresent: 
The. Hon. W. T. DICK (CuHarrmay). 


The Hon. Joun Travers. 
The Hon, Roperr Manony. 
Francis Miciaet Burke, Ese. 


* 


WiLtua Cameron, Ese. 
Brian JAMES Dor, Esa. 
Davin Henry Druwmonp, Esa. 


‘The Committee proceeded to further consider the expediency of constructing a line of Railway from Guyra to Tnverell. 


William Hutchinson, Chief Engineer for Railway and Tramway Construction, Department of Railways, 
sworn, and examined :— 


9 


3. Chuirman.| You have a statement to submit to the Committee 1—Yes, it 1s as follows :— 


NEW SOUTH WALES GOVERNMENT RAILWAYS AND TRAMWAYS. 


GUYRA TO INVERELL. 


Esti atep Cost of a sin sle line of Railway, 57 miles 69 chains in leagth, with 69-1b. rails. Ruling grade, 1 in 40 wich and againat the load, 
sharpest curve, 10 chains radius. 
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| 




















| Average 
Description, E-timated Cost. Summary. | cost 
| per mile, 
— _— — — — ——$—$_____—__—_ —— —_—-——_ — — — 743 —-- — ~ ~ —-_ - - > 
| 
£ Spaiel a & 
TST ah G2 5S), oso dese capt abbas oe SoS aa RR n ore aR Sgr OARICIa Ean GABE igen GuEeUra Gat aew Gene er Penne ent ae L3H 902 OSGI ey ees aanass | 2,347 
Bruvannara nun DEL IDA CESr ar acatacuirels singaeds «chee coallene velesnsvuldeh sal deni ainaeusieank kaseuies sabi ecanaatiinses Hered: Sic me le, a Oem Mey Sentcame caer | 794 
EIN ECA Wel ree tea Se i a Bs s/alnn a hett taes umes Gqa tity Beaktap es vesliaieGaruuiacnaianeaaginde doy en8 SOMOS Za aww IE Marner nse sa 347 
Overbridges....... Picks SABRE OO LCS BORN BEER acon BoD COE OF eon A ae ORR a Orb ap tec tn SORE P ORM CCT Mr eae ame AUR ARS Aly we sree artnet 19 
Movelrerossiigs, .catule Stops, fencing, AMM TOLAIGIVELSION scree secs rcdececsies voeusetsnaectecteseeroaeses LE SSO LOS Oe eesti teen te | 283 
Henmmememitayy a Vala DLeLia loa g.ac cotec sin scout eeteg ese datae seekccnnmaaect MEE a PATS Mote ye O72 om Oe OM Ry. carte Sec | 1,685 
IPRs TUT yee aeesceaoon Jeno Lc CONROANE Cr Cs: PAU OHCORHIEN CORD hor saponer« itch Sacer Sacra crane AFP a Haeatiioivet ses VU Stee eyT SUR 4) 8 Gann cetione 66 
LPS PEST? 3.6. cemc0 SRE ROSES SAR GO DEUS CA ABEE.NO HIGGS C DCC Cte cr aBCCCRNBRE Arc ntg con nCradenon ere ae £8,893 10 0 ) 
[oo ST chy ae ile et aaa Ara ene Plain Se RYO Ses Re Ren re Pap ee SHU 068) CaO vet. 0027 9 Oe ex drrvansse | 2,041 
LUOOLSN ny TOME MIL) ip meese reenter tadanoreees onsacess use meu rorteods wees Veweleayiocns. o> £48,02f 18 0 \ ——- 
_ 437,873 13 0 | 7,582 
Stauon works, including junctions, two sidings, and signals! oi.cc..ccscncecccsssecccenennonesucnsavanivel  saneeceines | 41,801 0 0 | 724 
Station buildings—Passenger stations, £3,040; platform, £1,774; loading banks, £2,437 ;| 
goods shed and platform, £1,606; 5-ton cranes, £520; 20-ton weighbridge, £3,150 ;) 
feaeking yards, £2. 000) 25. ivie teiies teneen I Rae nts A AL iro ete a cds tases 14,5219 0 07 | 251 
NERS TLD DL Vilmericaatesd cere ine tri Mee rcciaceim nar aciece onsite se ulveaclusie tales tmeticas Petes aalascereaie cnorets | Specoe Peer 8,000 0 0 129 
VGH CAT OSOSIN oesetene seme atneh astern tee oo Ors, “dale giatiacteainectne too ndirie tsetse detache sinetidelbiidadtonessiaa|tl © opeeaslsiaree 185 12 0 3 
eee eee eee aa et APs hes 0s {54s Ong whe osliee ok CNG 8h deeds) caGeoieGvancanrhetecaoadver|n- | quad eames ones ie Oss JomtU 100 
OA InEO7 DEPEND GRE TIVES 355 ceeascniead doctdbieeih anosonnt son sec cong cc gdGn Con kOCnEOeNACeOMCURAH Gy Garni ar cnrneAneT en canenr sconces 540 0 0 | 9 
508,696 5 0 8,808 
Engineering and contingencies, 18 per Cent......0.00.caceoeeressrneroess HOGeQOBU ASCH An coc heC CaacUBEnDOaeeGn tt we aro Re sudo: 91,565 15 0 1,586 
Habel eat trestoevedt enet cane. opulcrbeccer tarecrpiy acer Scpe ter can PPL OrEe Mimalir rE ‘saeaa 0 0 Bere 

















Average cost per mile, £10,394. 


4. The estimated cost of this railway has gone up since 
1914 considerably, and I suppose that is due to the causes 
which have increased the cost in the case of the proposed 
railway from Glen Innes to Inverell?—Yes; it is due 
entirely to the same causes. 


5. Mr. Burke.| When was the present estimate made ?-— 
In 1920. Wages to-day are practically the same as then, 

6, There would not be much appreciable difference in the 
cost of material 1—I do not think so. 





THURSDAY, 17 MAY, 1923. 


[The Committee met in the Council Chamber, Armidale. ] 


Present: — 
The Hon. W. T. DICK (CHAirMAN). 


The Hon. Joun TRAVERS. 
The Hon. Ropert Manony. 
Francis Micuart Burke, Esa. 





Winuiam Cameron, Esq. 
3RIAN JAMES Dor, Esq. 
Davin Henry Drummonp, Esa. 


The Committee proceeded to further consider the expediency of constructing a Line of Railway from Guyra to Inverell. 
} h g i 


Henry Weir Graeme, District Surveyor, Armidale, sworn, 
and examined :— 

7. Chairman.| Haye you a statement to read regarding 
the proposed railway ?—Yes, as follows:—The limits of 
area 12 miles on each side of this line, for a distance of 
about 50 miles, embrace an area of about 592,000 acres. 
Of this area there are about 505,000 acres of alienated and 
long-termed leased lands. About 10,600 acres are suitable 
for agriculture ; about 394,000 acres are suitable for dairy- 
ing and grazing, and about 101,000 acres comprise poor 
grazing land. There are about 58,000 acres of Crown 
lands ; the area of agricultural land therein is nominal ; 


about 12,000 acres, mostly covered by mining reserves, 
would provide fair grazing land ; and about 46,000 acres 
are inferior rocky granitic hills affording poor pasturage, 
The area of State Forests is about 17,000 acres, and as 
commercial timber is scarce in this zone, these State I’orests 
will be required to partly fulfil requirements. There are 
about 12,000 acres of reserves, most of which are required 
for the gazetted purposes. All reserves containing land 
of any grazing or agricultural possibilities have recently 
been reduced to the lowest limits, and the excised areas 
have been alienated. This line would serve considerable 
mining interests, and for a distance of 15 to 20 miles south 
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Witnesses—H. W. Graeme, 17 May, and B. M. Wade, 24 May, 1923. 


and south-east from Inverell, there are numerous occupied 
residential leases scattered through the bush. The follow- 
ing villages would benefit consider rably should this Guayra 
to Inverell line be constructed, viz., Gilgai, Stannifer, 
Kimberley, Tingha, Howell, and Wandsworth. Tingha is 
an important tin-mining centre. This proposed railway is 
on a fairly direct line ‘with that proposed from Guyra to 
Dorvigo, and these two lines traverse the least ditticult, 
most dire ect, and shortest route from Invere!l to the Coast 
for the Warialda-Moree and north-wes'ern districts. 

8. Afr, Doe.| What mineral is to bs found in the mining 
reserves within the influence of the proposed railway ¢— 
Principally tin, lead, silver, asbestos and others. The dis- 
trict has wonderful mining possibilities. 

9. Is any mining work being carried on now ?-——-Not much 
because of the drought and because tin has come down in 
price. As soon as tin rises in price a fairly large popula- 
tion will be engaged in the tin-mining industry. 

10, Mfr. Druwmmond.| Are you person: ally acquainted 
with the district about which you are giving evidence ?— 
Yes, I know the Gayra- Inverell route fairly well. IT have 
also been at the Ebor end, although not over the whole route. 

11. What is your opinion of the country along the pro- 
posed rout e from Glen Innes to Inverell and alonz that 
from Taree to Guyra?-—L have no hesitation in saying 
that in the public interest generally, but not for agriculture, 
the Inverell-Guyra line is the line thac should be constrt feted. 

12. Is not the proposed line from Glen Innes to Inverell 
aonewhat shorter than that from Glen Innes to Guyra !— 


Yes, 


’ serves!—There is not an abundunce. 


13, Do you consider that the land between Glen Innes 
and Inverell would settle more people than that between 
Inverell and Guyra?—Yes, not taking the main interests 
into consideration. From an agricultural standpoint the 
land along the proposed route from Glen Innes to Inverell 
is better than that from Guyra to Inverell. 

14. Do you consider that mining is at a standstill be- 
tween Guy ra and Inverell because ‘the field is worn out, or 
is it merely suffering from want of transport facilities = 
I consider that it is not worn out. If the district were 
given transport facilities it would be a good thing for tin 
mining and it would increase that and other industries. 
Transport from the Howell end is fairly considerable as it 
has to go t0. Tnverell and round by Moree. 


15, Mr. Travers.| Are the forest reserves to which you 
have referred within eayy distance of the line ?—Yes, within 
a 12-miles radius. 

16. Has much of the timber been cut out ?—Yes, near 
the mining centres. The good mining timber has practically 
been destroyed. In all mining reserve leases for grazing 
there is a clause that all timber suitable for mining shall be 


preserved, but there is and will be as population increases: 


a great lack of timber on that land whichever way you go. 
17. Is there now an abundance of timber in the re- 
That is why it 
should not be destroyed. 

18. Has that timber any present commercial value ?— 
Only for mining purposes—hardly any for building or saw- 
mill purposes, but of course it will grow. 





THURSDAY, 24 MAY, 1923. 


[The Committee met in the Council Chambers, Inverell. ] 


Present; — 
The Hon. W. T. DICK (Cwarrmay). 


The Hon. Jomn Travers. 
The Hon. Ropert Manony. 
Francis Micuart Burke, Esa. 


The Committee proceeded to further cons 


Benjamin Martin Wade, alderman, and builder, contractor, 
and sawmiller, Inverell, sworn, and examined :— 


Chairman.| Have you prepared a statement regard- 
ing re proposed railway ?—Yes, it is as follows: I am 
Chairman of the Railway League Committee. Our Com- 
mittee as a body have decided to advocate a connection 
with the Northern line, leaving the point of connection to 
the departmental engineer, our object being to secure 
an outlet to our natural markets. I am a sawmiller and 
timber merchant, brickmaker, builder and contractor, and 
have been in business for eighteen years. Good hardwood 
is unobtainable this side of the Northern line, supplies 
having been cut out, and the present timber is not matured. 
At present hardwood has to be carted actross via Glen Innes 
or railed round through Werris Creek. The latter way 
is slightly cheaper. Cypress pine is nearing extinction. 
Owing to unfavourable seasons very little ‘building has 
been done in Inverell and west of Inverell for the last 
eight years, hence arrears of work are accumulating. After 
a couple of good seasons and this work is started, hardwood 
will have to be obtained. I owned a sawmill out from 
Bolivia until last year. There are millions of feet of timber 
of all classes there. It cost me 20s. per 100 super. to put 
hardwood on rail Bolivia, and from 9s. to lls. per 100, 
to bring to Inverell by rail through Werris Creek. If a 
line were connected with the Northern line, either at 
Deepwater, Glen Innes, or Guyra, it would cost 3s. 3d., 
3s. 6d., and 4s. 6d. per 100 at present rates. Richmond 
River pine should be largely used here, but owing to 
carriage it is cheaper to use oregon. W hat we use how, 
comes from Killarney and Newcastle, There are large 
supplies at Bonalbo and Sandilands. It is cheaper to 





WituiamM Cameron, Esa. 
Brian James Dor, Esa. 
Davin Henry DrummMonp, Esa. 





‘der the expediency of constructing a line of Railway from Guyra to Inverell. 


cart from those places to Tenterfield than Casino, where 
it presently goes, because it would not have to be carted 
over the mountain at Sandilands. From Killarney to 
Inverell wia Werris Creek is 583 miles. If rail connection 
were made at Glen Innes it would be 205 miles. Bonalbo 
to Inverell, via Werris Creek, is 518 miles; va Glen Innes, 
150 miles. This timber now goes va Byron Bay to New- 
castle, thence to Inverell, a distance of 841 miles. As all 
our doors, mouldings, and internal fittings could be made 
of Richmond River pine, it will be seen what a difference 
in building costs there would be by a connection with 
the Northern line. A line connected with the main line 
would pay to re-establish a mill, say at Bolivia, or many other 
places along the Northern line. Local cypress pine is 
getting very scarce and hard to procure, and is bound to 
rise in price. If hardwood could be landed at a reasonable 
rate it would mean that cypress pine could be conserved 
for linings and floorings, for which it is unsurpassed in 
Australia, being ant, borer, and vermin proof, durable, 
gives off at all times a healthy, sweet odour, does not 
readily take dry rot, and is not splintery. Hardwood will 
compete with pine over the present routes, when pine 
reaches 33s. per 100 for rough. It will reach that price 
next year or the year after. During the war, Sydney 
builders became aware of the qualities of cypress pine, 
with the result that two-thirds of the output of cypress 
pine is going to Sydney markets to-day. If seasonable 
conditions had not reduced building over the west during 
the last eight years, cypress pine would have been cut out 
by now. While I had a mill at Bolivia, I paid in freights 


from there from lst September, 1920, to 30th June, 1922, 
£678; or from lst September, 1920, te 30th December‘ 
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1921, £501. Timber costs too much to land here, so I 
had to sell the mill. Had there been rail connection with 
the Northern line, I could have kept the mill going, and 
increased its size, and freights would have been approxi- 
mately £270 in that time. If I had had the out-put and 
spent a small amount on the road over Mount Speribo, | 
could have reduced the landed cost of timber materially, 
and thus reduced the cost of building here. I consider 
hardwood can be delivered here if a connection is made for 
about 25s. per 100. Assuming this to be correct, and the 
proposed connection is made, | estimate 150 tons of timber 
per week will come to Inverell and the north-west. The 
north-west is on the verge of a timber famine, and in view 
of that fact, Inverell should be connected with the Northern 
line. Most of the hardwood forests are nearest the line 
between Guyra and Tenterfield. Uf this connection is not 
made all the hardwood will have to be hauled over Ben 
Lomond through Werris Creek to Inverell. 

20. What price do local builders pay for oregon landed 
here ?—Approximately 42s. per 100 super. feet. Hardwood 
costs 29s. to 31s. 

21. Is much oregon brought here for building purposes ? 
—Not just now, but in the past there was. For cottage 
building pretty well all cyrpess pine is used. For shop 
building, one-third oregon, one-third hardwood, and one- 
ae cypress pine would be used. 

. Would the building of the proposed railway lead 
ee an increase in colonial hardwood trade in the district ?— 
Yes. At present scarcely any hardwood is used here 
except on special jobs. If the railway were constructed, 
more hardwood would be used. 

23. Would it mean a reduction in the use of oregon and 
in cypress pine ?—Yes. 

24. Mr. Burke.| At present oregon is cheaper than 
hardwood ?—Not for joinery work. We should use 
Richmond River pine if we could get it direct by rail. The 
cartage on it is prohibitive. 

25. ° Mr. Doe.| Would a connection with Glen Innes be 
preferable to one with Guyra from a timber-cutting stand- 
point ?—I do not think it would make much difference, 
There is good hardwood all along the road. <A great deal 
depends on whether we could get Richrnond River pine. 
A line from Tenterfield to Casino would enable us to get 
timber supplies. If only one line is to be constructed, 
I suppose it is a matter for the engineers to determine 
which is the easiest and best route. 


Lance Bereford Peacocke, Forest Guard, Inverell, 
and examined :— 


SWOrU, 


26. Mr. Cameron.| Have you prepared your evidence 
in writing ?—Yes, I have a statement as follows :—I wish 
to give evidence on the timber question as it affects the 
vase for railway communication between Inverell and the 
tablelands, 

Supplies of milling and splitting timber are now prac- 
tically exhausted within distances at which they can be 
profitably drawn to areas which would- be served by a 
railway from Inverell to a point north of Guyra, and only 
very small supplies are available along the Guyra-Inverell 
route. There are 6,167 acres of permanent hardwood 
forest reservation within the limit of profitable haulage 
from Inverell at the present time, but if a railway were 
built from Inverell to Guyra this would be increased to 
14,167 acres. About half of this contains timber of species 
which could be described as first class, and the balance 
inferior species, such as New England blackbutt (/. 
Andrewsii) and in addition there is 6,750 acres permanently 
reserved under cypress pine. The matured timber upon 
the State Forests mentioned is now practically cut out, and 
I estimate that a period of about 20 years must elapse 
before any considerable quantity of matured hardwood or 
cypress pine will again be available, and even then the 
supply as compared to the probable demand will be trifling. 
Tae chief value of our local hardwood forests now lies in 
their supplies of pole timber for mining and other purposes, 
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and I think the demand for such should a revival in the 
mining industry occur, will effectually prevent the maturing 
of the different species of hardwood to milling or splitting 
sizes. In addition to the State Forests, large areas not 
under such reservation in the Tingha district { carry very 
valuable hardwood forests, but these cannot be depended 
upon to relieve the situation, as under the Mining Act any 
person—not necessarily a miner—who cares to obtain a 
miner’s right at a fee of 5s. per annum is authorised to 
strip bark and cut down and waste timber for his own use, 
without other restriction than that it be for his own use, 
and under cover of this privilege the waste of timber is 
appalling, and it is mainly due to this legalised abuse that 
the cost of mining timber in this district is almost pro- 
hibitive, and matured hardwood for milling and mining 
purposes is practically unprocurable. For the purposes of 
this inquiry its most important feature is that it will 
effectually put many thousands of acres of stringybark 
forest outside consideration as a future source of timber 
supply owing to the fact that as soon as a sapling is large 
enough to supply a sheet of bark it is generally stripped and 
destroye ‘d, so very few reach maturity. I have endeavoured 
to show that we cannot reasonably expect to supply our 
own district timber requirements from our own forests, 
and the questions that now arise are :—{1) What are these 
requirements likely to be? (2) Whence can they be 
supplied? It is almost impossible to answer the first 
question, but I can perhaps give an nad AU idea of 
what they may be by stating that the area suited for mixed 
farming between Waterloo and a few miles east of Warialda 
is reliably estimated at 960,000 acres, and if this were sub- 
divided into farms of approximately an average area of 
400 acres, and each farm subdivided into four “paddocks, 
28,800,000 super feet of timber would be required for 
buildings, 21,120,000 split posts, 316,800,000 super feet for 
fencing (which would require renewing at intervals of 
about 30 years), and about 6,815,000 lineal feet of round 
timber would be required for yards, in addition to which 
huge quantities of timber would be required for culverts, 
bridges, telephones and telegraph poles and for many other 
unspecified purposes. Of course, in many instances one fence 
would serve as a common boundary, but this would be offset 
by lanes and roads within the blocks requiring double fences, 
and the fact that a four paddock subdivision is a modest 
estimate. Towns included within the area would reduce 
the number of farms, but their requirements would swell 
the timber consumption figures. The town of Inverell 
consumes about 6,000 tons of fuel timber annually, and a 
ereat deal of this. must shortly be transported here by rail. 
Whence can our timber requirements be supplied permits 
of only one answer, which is mainly from east of the table- 
lands. A very small and decreasing quantity of timber is 
available for the use of the district from sources west of 
the dividing range, and the main factors which prevent a 
very large fina Wer trade between this centre and the eastern 
watersheds are costs of haulage per road or rail via Werris 
Creek from the tablelands, and the general stagnation and 
decay of rural industries in the north-west, with a conse- 
quent financial stringency, which we believe to be transient 
and not normal, but which has the effect of causing the 
settlers to carry on with rotting and inadequate buildings, 
and decaying or falling fences, because they cannot ‘at 
present replace t them or erect additions. Shire authorities 
are in the same predicament regarding culverts, &c., and 
after maintaining present work fave little funds for new 
ones. We believe railw ay communication with our natural 
markets will promote closer settlement and _ prosperity, 
and with these the demand for and uses of timber in this 
district must be enormous. Most of the timber we would 
use must be hauled along the railway we now ask for. As 
evidence of the amount of timber necessary to mining, I 
might state that during the year 1913 six of the pri incipal 
local dredges consume .d 600 ‘drec lge legs and 3,682 stays, 
representing 4,282 separate trees, “and eight mines (seven 
deep leads and one lode formation) consumed 66,600 lineal 
feet of round timber and 25,955 laths. The consumption 





a 
~~ oom ose 





eae 








672 


Witnesses —L. B. Peacoek and B. C. Bexley, 24 May, 1923. 


during this year was below normal. During a period of 
three years the principal local mine working on lode for- 
mation consumed 364,802 lineal feet of round timber, 
620,139 split laths, and 26,599 cords of fuel, the total 
amount paid out by the mine for the purchase of this 
timber being £19,999. 

27. Is there a good supply of timber on the north- 
western slopes ?—There is a certain quantity there, but it 
would be too expensive to transport it by team. A great 
deal of timber could be obtained on the eastern side of 
the tablelands. Road transport makes all the difference. 
There is good timber to be obtained in this district, but 
as it is too far from the railway it does not pay to exploit 
the forests. Matured cypress pine has been practically 
oak nas in the near districts. 

Could you draw supplies from the Pilliga Serub ?— 
I te rstand the supplies there are not very great. Cypress 
pine grows very slowly. I estimate that it grows in cir- 
cumference one half inch per annum. A fair milli ing log is 
between 60 and 70 years old. 

29. Mr. Doe.| What do fencing posts cost here ?— 
Average sized hardwood posts £5 5s. per 100 landed at 
Inverell. Ironbark posts cost about £8 per 100. 

30. Have cement posts been made in the district ?—No. 
Most of our district is basalt soil, which swells and contracts 
in wet or dry weather, and the posts would ev entually fall 
over. Even hardwood is inclined to fall over in places, 
The expense of cement posts would be very great, and I 
believe they would be unsuitable in the farming portion 
of this district. 

Is there any blackbutt between Guyra and Inverell ? 
bv I icalyptus Andrewsii, which is different from the 
coastal blackbutt Mucalyptus pilularis. In the Tingha 
district there are 15,000 to 20,000 acres suitable for growing 


conifers. If that timber were grown there would be a. 


softwood supply for the north-west. Pinus insignis, 
which grows in that district, is suitable for butter boxes, but 
it takes twenty-eight years to mature into a fairly thick log. 

32. Does the possession of a miner’s right give a man the 
right to go practically anywhere and destroy - the timber ?— 
It gives him carte blanche ‘to go where he hkes upon 
ordinary Crowa lands. 


Brian Charles Bexley, grazier, near Inverell, sworn, and 
examined : 

Mr. Doe.| 1 understand you have a considerable 
mining experience ?--Yes, I have been a mine manager 
for many years. I lived at Howell, and for seven years 
was general manager and chairman of directors of the board 
which controlled the mine there. There is one level 400 
feet deep at one end, and 800 feet at the other end, the 
length being 6,000 feet. It has been proved to be a big 
and payable mine. or many years we had great diffi- 
culty in treating the ore because it was very complex. We 
used to sell copper, silver, tin, lead, and arsenic. The 
mine if started again would employ at least 300 men. 
The ore has to be treated on the mine. You cannot send 
it to any other works because it is too complex. A piece 
of our ore the size of an ink-stand may contain fifteen 
different metals. We sold bullion and matte worth 
£50,000 each year the mine worked. We treated about 70 
tons a day. All that was wanted to make the concern 
a@ success was a railway to Inverell or direct means of 
getting to the coast. At that time we shipped nearly 
all our metal to Germany. We spent many thousands of 
pounds. Germany paid us a better price than we could 
get anywhere else. The main thing now is that there is a 
very large quantity of ore in the mine, but with the present 

rate of wages and the absence of railway communication 
it does not pay to work it. If we had reasonable transport 
facilities there would be traffic to and from the mine in 
coke, bullion, matte, and arsenic, to the extent of 10,000 
tons a year. We used to make 3 tons of arsenic a day. 
The railw ay would make mining a booming industry. The 
mine would last for one hundred years. Mr. Pittman 
und other authorities say that it is a true fissure lode. J 


Om 


have proved it for 6,000 feet at a depth of 800 feet, and 
it is only reasonable to suppose that it runs on. We used 
40 cords of wood or about 12 ton a day. For the last 
two years we worked on a small scale and paid out £1,200 
a week in wages. The sections show an even grade of 
ore right through. The lode is in granite country. The 
value of the ore would be roughly £7 per ton. I used to 
pay all my underground men fla day. We paid every man 
on the mine 2s. a day over the award rates. 

34. How much country did you hold for mining ?—About 
120 acres. 

35. Can you give the Committee an idea of the value of 
the body of ore ?—One would be safe in estimating it as 
a £7 proposition for crude ore. 

36. Is the mine still working ?—It is only just dodging 
along sufficient to carry out labour conditions. It requires 
a new plant which would cost £30,000. About £10,000 
working capital would also be necessary. It would take 
£50,000 or £60,000 to start the mine going again. There 
is no plant there now, the mine being only working in a 
crude way. Developments at the further end have proved 
richer. About 250 feet is the deepest we have gone, and 
at the bottom the assay is good. 

37. Is there any wood suitable for underground work 
handy to the mine ?—No, the nearest is 12 to 13 miles 
away. If the railway were constructed we could get it 
from the Guyra slopes. 

38. If you had direct connection with the coast would 
you run your bullion over the railway and ship it at a 
port on the North Coast ?—Yes, and copper ore and arsenic. 


39. I take it you favour the Guyra-Inverell proposal ? 
—Yes, from a mining point of view, but any railway from 
Inverell to connect direct with the coast would benefit us 
tremendously. We have to send our stuff 500 miles to 
Sydney, and we have to pay storage in the warehouses. 
Sydney is too congested for anything on a big scale, the 
cost of handling and other charges on big parcels being 
excessive. 

40. How many men have you employed on the mine 
now ?—About six. But about 1911, I had 600 there for 
a long time. We closed down in 1913, when I had 300. 
A gentleman representing an English firm asked if they 
could get a concession to run a narrow-gauge railway from 
the mine to Inverell. The Howell mine is not the only 
line of lode in the district. There are several lodes which 
would pay to work, but it is a complex proposition. With 
the construction of the railway, five or six mines in the 
Tingha district would start work. The other mines have 
not been developed sufficiently to determine whether they 
are going to be big things. There is no mine in Australia 
like the Conrad for quantity. It is a true fissure lode 
running across granite country. 

41. How far is the Conrad mine from Tingha ?—-About 
12 miles. 

42. What would be the position of Tingha if a railway were 
constructed from Glen Innes to Inverell ’—It would 
benefit Tingha a little. 

43. Mr. Travers.] From a mining standpoint, would a 
line from Glen Innes to Inverell place you in a much better 
position than you are in to-day ?—Yes. Coke takes a 
long time to reach us by rail. The trucks were shunted 
on to a side line and sometimes we did not get it for a 
fortnight. 

44. What relief would a direct line to the North Coast 
give you ?—It would give us direct shipment oversea. 
There would be no storage charges and no extra handling 
in Sydney. We should ship at Coff’s Harbour. 

45. You would have storage and handling charges 
wherever you went ?—Nothing approaching that in 
Sydney. 

46. I suppose the price of metal is almost as important 
a factor in working a mine profitably as railway communi- 
cation ?—Yes, but cheap feight means that you can sell 
at a lower price. If I got £1 per ton for 10,000 tons, it 
means £1,000 profit. 

47. What is the lowest price of silver at which you could 
afford to reopen the mine ?—About 2s, 3d., with a railway. 
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48. Mr. Burke.| What is the average daily output of 
your mine ?—About 70 tons of ore a d: ay. 

49. How many men would that keep going ?—-You 
would require from 250 to 300 to keep the water jacket 
and furnace going. 

50. As far as direct communication with the coast is 
concerned, I take it you are not particular which way the 
line goes 1—That is so, except that the Guyra-Inverell 
proposal would suit the mining industry better. 

51. Chairman.| Do you expect large oversea steamers 
to go to Coff’s Harbour and take your loading, if the pro- 
posed line is constructed ?—Not for a while , Lsuppose. It 
would be a matter of time. 

52. Mr. Cameron.] Have you considered the possibility 
of shipping your output at Newcastle 2—We did go into 
that once or twice. Germany wanted. our output, and 
we shipped direct. 

53. Are not the shipping facilities at Ne weastle infinitely 
better than anything Coff’s Harbour could offer for m: ny 
oy to come ?—Yes, | suppose so. 

54. Mr. Drummond.| Is the backward tendency of 
mining in this district due to unstable conditions or because 
exclusive of your own mine, the field has been worked out 2 
—Mr. Hughes’s Act has killed mining during the past 
five years. I refer to the War Precautions Act which 
has been a curse to the mining industry. It has done 
more to kill mining in Australia than anything else. 

55. Have you reason to believe that the base metal 
industry will improve in the near future ?—Yes, there will 
be a big impetus in the mining industry. 

56. Do you consider that the tin-mining industry of 
Tingha is worked out or is the present slump in tin re- 
sponsible for the cessation of operations there ?—The 


country around Tingha has only wes scratched. There 
are years and years of mining in the Tingha district. 





Will am Henry Seccombe, retired farmer, Rosshill, Inverell, 
sworn, and examined :— 

57. Mr. Burke.) Will you read your statement ?—Yes, 
it is as follows : Over 10,000,000 feet of timber was sapped 
from Cofi’s Harbour last year; most of that was hauled 
from Dorrigo. A great deal of that timber is used in this 
town and district, but it has to go nearly 300 miles to 
Sydney, then 500 miles up here. Almost every kind of 
soft wood, including pine, beech, and Molly gum, can be 
obtained. Splendid hardwood ae Dorrigo, through Guy 
Fawkes towards Guyra. could be had, w hich would be ¢ a great 
asset to this district. There is potato and general farming 
land from Dorrigo Wrough to Guy Fawkes. In 1918 and 
1919 I paid up to £23 for wheaten and oaten chaff, the local 

value here, I understand, being about £13. Lucerne chaff 
and hay was also a fea .rful price. It was not bought by the 
bag. I often bought 3and4 tons atatime. It was common 
for teamsters and dairymen to do that through drought 
times, and always through the winter. Paspalum orass 
goes off about May, and is the principal grass grown from 
the Nambucca River to Tweed Heads. It means four or 
five months heavy feeding every winter. We could be 
connected with the coast in 150 or 180 miles. When I 
arrived here last November twelve months the lucerne 
patches were locking splendid. Maize will yield up to 
50 or 60 bushels a year here, This district will also grow 
oats, wheat, and barley. 

58. Which in your opin ion is the better route to the 
treat Northern railw: ay ?—-] understand that Inverell is 
willing to leave it to the experts to decide, but no doubt 
the shortest and cheapest route would be to Glen Innes, 
The land from Glen Innes to Inverell is the better for 
agricultural purposes, but there is eood fruit land from 
Inverell to Guyra. Fom Guyra through to Ebor and in 
the Guy Fawkes district there 5 some excellent land. 
From what I know of the country I would say that the 
Glen Innes route is the best. A ‘and deal of timber 
7 2607—B 
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W. H. Seccombe, G. T. 


T. Butler, and W. A. Kook, 24 May, 1923. 


required in this diatee ‘t, and the Dorrigo scrub could supply 
pine, beech, Molly Gum, which is e qual to beech, and other 
scrub woods. Hardwood is also required. 

59. Would a railway from Glen Innes to Inverell give an 
impetus to lucerne growing ?—Much of that country is 
suitable for lucerne. 

60. Mr. Doz.| Is there a demand for lucerne in the upper 
parts of the North Coast ?—Yes. 

61. Why does not Grafton supply that district with 
lucerne ?—Because other crops pay better. 

62. Is Grafton good lucerne country ?_T came from the 
Macleay River and I would not call it good lucerne land. 


George Thankful Thomas Butler, mixed farmer, Ormond 
Vale, near Inverell, sworn, and examined : 


Mr. Mahony.| For how many years have you been 
farming in this district ?—About sixty years farming and 
grazing. I first saw Inverell in 1861 when it was a shee p 
and cattle run, and the only cultivation carried on then was 
confined to small farmers in the populated areas. After 
mining commenced to dwindle the farmers did not eTow so 
much. We are really only 400 miles from Sydney, yet the 
r as is 500 miles long. The freight is crushing. I put in 

. lot of lucerne and went in for fat lamb raising, and we 
grew a bit of produce. I used to pay £8 15s. per load to send 


lambs t to Sydney, and the cost now is £15 2s. 6d. Teannot 
stand the fre ight and the taxation. Thera is is gh? no profit 
pak [ am now 78 years of age. I hold 688 acres, and 


have one son and two daughter: 5, my wife being dead, and 
I am no better off than I was as a younger man. 
64. Which would be the most suitable line from Inverell 


to the tablelands ?—The country between Inverell and 
Gl en Innes is rich basalt, and between Inverell and Guyra 


bis granite. I should say a line from Inverell to Glen Innes 
is ibe most suitable. 

How would you suggest that a connection should 
A peo with the Great Northern line and the North 
Coast ?—Via Tenterfield and Casino. From Tabulam there 
is splendid agricultural country suitable for dairying and 
farming right into Casino. If we had that connection we 
could get to Casino in about 210 miles from Inverell. The 
Richmond, Clarence, and Tweed districts must have a 
population of over 96,000. On the North Coast they grow 
no fruit worth speaking of. With the railway there w rould 
be a big trade in fruit. They would consume 17,000 tons of 
wheat and 255,000 sheep a year. 

66. Has the price of land in this district increased ?— 
Shghtly. Lambs which I have sent to Sydney have lost as 
much as 10 lb. in weight after two days and two nights in 
the trucks, so [ gave it up. My lucerne is a growing. I 
have an irrigation plant which cost me £406 Brisbane i is a 
market for our chaff. The land on W se Ma Newstead, 
and King’s Plains is first class. I managed King’ s Plains 
estate for ten years, and I believe, if cut into 400 acre blocks, 
it would provide living areas for many farmers. To carry 
coal to Guyra and north to Tenterfield is not a good pro- 
position. To Glen Innes and then north and south is the 
economical way. Our nearest coal-mine south is at C™ 
Innes. Distances are as follow : 


rom Ashford to Glen Innes, via Inverell............. 85 miles. 
vit. Tenterfield ....... 143 
iF mn ire Grater ati re aualsen 122 
: via Armidale ......... 149 
From Curlewis Coal Mine to.-Gien: Timease, kceaneeke L98 
Ps RONDSEHOLD fs ccchucvevce 256 
* GALY PHP daduriascchewcder cans 161 
fs PIII ca h.s cae ticanes oe 134 


William August Kook, farmer and gzazier, near Inverell, 
sworn, and examined :— 

67. Mr. Drummond.| What area do you hold ?—TI have 
about 600 acres about 4 miles from Inverell. 1 have 
prepared the following statement :—I consider there are 
close on a million acres suitable for wheat, maize, oats, 
barley, and other cereal crops, also lucerne, which are 





_ 


aa 


= ———— x 





a 
-_—s= < os -~ —_ —— — on 
et en ee eS ee ee 





st ——- Z 
- = = = = a 





ea ee 











Witnesses—W. A- Kook and J. Ditvali, 24 May 1923. 


affected by rail connection with the Northern system and 
the coast. I should say there are not much more than 
100,000 acres under crop. With proper access to our 
natural markets, we could treble the area sown each year. 
Naturally this is an enormous loss to the district. The 
whole of the area sown in normal seasons would yield 
about 7 bags per acre of wheat. Of maize the average 
rould be about 40 bushels. Oats and malting barley 
ulso do very well and give yields up to 60 bushels per acre. 
About half of the area could be classed as suitable for 
maize, and a much larger area could be found for wheat, 
oats, barley, and other cereal crops. Wheat is chiefly 
grown for hay and chaff; and 2 tons per acre is quite a 
common return. By a connection with the coast, an 
enormous impetus would be given to mining and will be 
passed on to the chaff and fodder industry. We used to 
sell about 100 tons of chaff every year when the mines 
were working, but in normal seasons without the aid of the 
mines, chaff is a drug on the market. With an outlet to 
the coast we should be able to market enormous quantitres 
of wheaten chaff, also lucerne chaff and hay, as well as 
other fodders. Practically the whole of the area will grow 
lucerne. About one half could be classed as good lucerne 
land. In normal seasons we get three to four cuts, each 
cut going from 10 cwt. to a ton per acre. In some cases 
on very good soil it would go more. We should find a 
ready market for a large quantity of lucerne on the coast, 
as generally we could make a much primer sample than 
they can in the coastal areas. The reasons are that the 
growth here is not quite so rank, owing to lesser rainfall. 
We get much more favourable weather for curing the hay. 
With an outlet to the coast we could also consider the fat 
lamb industry. At the present to truck dumb animals 
round by Moree should be made a criminal action, as the 
journey is absolutely cruel, and quite prohibitive in the 
warmer weather. When we have fats to truck we have to 
wait till the cool weather comes or stand a chance of 
losing large numbers owing to the severe heat on the Moree 
line. I am sure that is the reason why so few lambs are 
reared for market purposes. That applies to all stock 
and anyone trucking in the warmer months should be 
prosecuted for cruelty to dumb animals. The Glen Innes 
route is suitable for wheat, maize, lucerne, and other cereal 
crops. The Guyra route is suitable for fruit, potatoes, 
onions, oats, and all kinds of vegetables, being adapted 
to intense culture. Trials with tobacco have proved a 
success on this soil. I am of opinion that both flax and 
cotton will be largely grown here in the future as experi- 
ments have proved up to expectations, where weather 
conditions have been favourable. Under adverse con- 
ditions quite a number of orchardists are making good. 
Tons of fruit that could be trucked to the coast are allowed 
to rot each year. Fruit growing in this district would 
become a live industry if the growers were sure of an outlet 
for their surplus fruit. There are thousands of acres along 
the Guyra route suitable for fruit and vegetables. We can 
erow magnificent chaff in this district and we could send 
fine lucerne to the coast. I never saw better lucerne than 
that which has been growing here for twelve years. We 
have grown flax for two seasons, and I think flax will 
become an important industry here. Cotton has also 
been successfully grown in the district. If we had a 
reasonable outlet we could truck hundreds of cases of 
fruit to the North Coast. 

68. What particular connection with the coast have you 
in mind ?—To my mind any connection with the North 
Coast would benefit us. We want to do away with dead 
ends. 

69. What do you estimate is the loss on fat lambs in 
travelling them from Inverell to Sydney ?—Five or 6 lb. 
via Moree. i : 

70. If the railway were built would there be an outlet 
for your fat lambs on the coast ?—I think so. Why not 
have abattoirs there to treat fat lambs? There is an 
enormous market on the coast for mu¢ton and lambs for 
jocal consumption and they could be exported. 
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71. Do you consider that the whole of the Inverell 
district could grown lucerne ?—Yes, even onthe ridges. It 
crows well in granite soil. 

72. Is much lucerne hay made here ?—Very little. The 
farmers want educating up to it. Proper markets would 
give that industry a big impetus. There is not much 
sale here for lucerne chaff or lucerne hay, but there would 
be a ready sale for it out Moree way. Iam certain we 
could market a very large quantity of produce on the 
North Coast. We used to have a big trade at the door. 

73. Is any fruit grown in Inverell ?—Yes; one man I 
know has 12 or 15 acres and is making money out of it. 
His market at present is chiefly around Tingha. We 
should be able to send our produce away in refrigerating 
cars to the northern rivers. If we could do that we 
would find a big market. 

74. Mr. Doe.| The North Coast people believe that 
paspalum is not a properly balanced ration, and they 
would be prepared to buy from you lucerne delivered on 
the North Coast. At what price could you send it there !— 
If we could get £4 10s. a ton for lucerne hay, we should be 
on a good wicket. 

75. Mr. Cameron.| Have you ever sent lambs to the 
Aberdeen Meat Works within 250 miles of Sydney ?—No 
I do not know that they have gone there. 

76. Is not the fat lamb market governed by the export 
trade ?—I would not truck fat lambs to Sydney from 
Moree in the hot weather as I consider it.is inhuman. 





John Ditzall, farmer, near Inverell, sworn, and examined :—- 


77. Mr. Travers.] What is the area of your property ¢— 
230 acres. I grow chiefly maize and wheat. I have 
prepared the following statement :—I am a native of the 
district, and with the exception of eleven years, have 
followed farming pursuits all my life. My land is typical 
of thousands of acres throughout the district, and though 
most of it has been under cultivation for half a century or 
more it still yields good average crops. With proper 
farming, land of this description can be maintained in a 
highly fertile condition indefinitely. All cereal crops can 
b> successfully grown; but wheat, maize, and hay crops 
predominate. Lucerne also does well. The wheats pro- 
duced are of good milling quality, consequently we need 
have no fear of competition in the open market for our 
flour. In supporting a connection with the Northern 
Railway system, and thence to the coast, I would strongly 
emphasise the fact, that if our agitation bears fruit we can 
supply all the wheat and flour that the people of New 
England and the coast from Kempsey to the Queensland 
border require, together with all the fodder they want, 
provided the freights are reasonable. The coast popula- 
tion in the area mentioned is approximately 120,000, and 
reckoning the flour requirements per head per year as 
equivalent to 5 bushels of wheat, it means 600,000 bushels 
or 16,000 tons. From Armidale to Tenterfield we have 
30,000 inhabitants, who grow practically no wheat, whom 
we could supply. They need 4,000 tons of wheat. Queens | 
land does not always produce enough for her own people, 
and there too would be an opportunity for us. Thousands 
of tons of chaff and lucerne hay could be placed on the 
coast. A farmer in this district could have sold 100 tons 
of lucerne hay at £6 per ton on trucks, Inverell, toa North 
Coast agent a year ago, but as the cost of conveying it to 
its destination was prohibitive no sale was made. Minirg 
always played an important part in the prosperity of this 
district, and railway facilities would have a very material 
effect for good on that industry. The linking up cf this 
important centre with the coast would result in great 
progress and prosperity, } 

78. Have you any choice of the two proposals to counect 
Inverell with the tableland ?—No, although possibly the 
Inverell-Geln Innes connection is the better one. 

79. How would you describe the country as far as 
Swanvale ?—In the Swan Brook valley there is some very 



































































‘ini 





that includes Swanoak and _ portion 
In the 


good farming land ; 
of Newsetad, down to Ellesmore and Inverell. 
Swanbrook valley a fair amount of wheat is grown. 

80. Is much wheat grown 10 miles east “of Inverell in 
the vicinity of the proposed railway ?—Yes, on the main 
ee Innes road there is a fair amount. 

. Is much grown SEs of Inverell in the direction 
on your own property ?—Yes. 

82. Is the country further north and north-west of 
Pharell better for wheat-growing than the land between 
Inverell and Swanvale ?—Not better, but there are greater 
areas. In 10,000 acres the percentage of wheat land 
would be greater. 

83. What area would be required for wheat-growing 
b>tween Inverell and Swanvale ?—From 200 to 500 acres, 
aid for grazing from 700 to 800 acres. 

84. Is the wheat grown in the direction of Swanvale as 
g od a wheat as that produced in your district and further 
west and north-west ?—Yes, I think so: the soil is much 
the same. 

85. Is wheat grown in the black soil country as good as 
that produced on the red soil ?—Yes, 

86. Do you look upon a railway from Glen Innes to 
Inverell largely as a developmental line ?—Yes. 

87. Woulda good deal of the produce grown in the district 
between Inverell and Moree find its w ay over the Inverell- 
Glen Innes railway to Queensland ?—Yes, I think a good 
deal would. 

88. It would give you the choice of another market in 
Queensland ?—Yes. 

89. Do you consider that a railway from Inverell to 
Glen Innes is complementary to a connection between 
the tableland and the North Coast ?—I have an open 
mind on that question. No doubt it would enable another 
market to be opened up. Personally I would prefer a line 
from Inverell to Guyra, but I do not press that on the 
Committee. A line from Guyra to the coast would give 
us the option of sending our produce north or south. The 
following agricultural statistics are for the police patrol 
district of Inverell : — 














Cultivation Cs bea 

Total area cultivated ...... Acres| 36,603 70,383 

WHE SGTATORE .cs¢+esmesene 5006 5 17,753 40,405 

VIOLC eee ceveescms paca bushels; 204,957 459,954 

Hien UTES eee cc acscin.b s tlate eio'pis acres) 8,295 13,258 

Wir ldleee eter eta access ee 146,694 224,088 

Other grain area ............. acres) 1,419 1,926 
Hay—area cut, Wheaten, Oaten,| 

and Barley acres| 5,247 7,969 

= se Lucerne “3 1,964 3,246 





90. To what districts do those figures approximately 
apply ?—-Torrington, Deepwater, Emmaville, Tingha, Ash- 
ford, Kingstown, Howell and Delungra. 

91. What w ae be the general average over a period of 
five years ?—From 12 to ve bushels. If we capture the 
markets we can produce the wheat. 





92. At what distance from rail does it pay to grow 
wheat ?—Some growers are carting 20 miles at a cost of 


Is. 5d. per bag. 

93. Can it be produced profitably at that distance ?— 
At 5s. a bushell it can. 

94. Would a railway from Glen Innes to Inverell stimulate 
wheat production in the district ?—Yes, if we captured the 
markets. 

95. Mr. Doe.| I understand you have been farming for 
many years ; have you been cultivating the same land all 
the time without giving it a rest 2 We tl, it might be 
thrown out occasionally. I have used no artifical manure, 
nor have any of the other settlers immediately around me. 

96. Mr. Burke.| What does it cost you per bushel to 
send wheat to Sydney ?—6d. 

97. Is it worked on the zone or the mileage system ?— 
On the flat rate system, 
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Witnesses-— J, Ditzvll and J. Lyall, 24 May, 192 


and grazier, near Inverell, sworn, and 


examined :— 


farmer 


John Lyall, 


98. Chairman.| You have a statement to read ?—Yes, 
as follows :—I desire to point out the difficulties of farmers 
in this district situated without railway communication 
with our natural markets. These disadvantages would be 
overcome by an efficient service and the prospects of the 
district would be 100 per cent. brighter. Wheat, which is 
our main crop, grows to perfection in this district. At 
present it costs 6d. per bushel freight to send it to Sydney. 
This charge, for want of competition, 1s imposed whether 
sold to the local mill or not. If we had railway connection 
with the coast not only should we save in freight, but we 
should have a better market, and it would benefit the 
people here. More maize is grown here than in any other 
part of the State. Being of much better quality than that 
grown on the coast, there is a bigger demand for it in the 
eastern districts. Oats is a very heavy yielder in the dis- 
trict, but not profitable if same has to be sent to Sydney 
to compete with southern grown oats, which is of better 
quality. With less freight and a good demand for oats on 
the coast, larger crops would most assuredly be grown. 
The Inverell district is a very strong hay centre, “heav y 
crops being the rule. As evidence of the value of the district 
for hay I was informed by Mr. Staggs of Inverell that when 
the mines were in operation at Howell he used to cut up 
to 1,500 tons of chaff in a year. He was only one of many 
with chaffcutters on contract with the farmers. Now the 
mines have closed he does not cut more than 100 tons. 
If a railway line existed to the coast this chaff industry 
would not be lost, as at present, and there would be a much 
greater quantity grown. The district is eminently adapted 
to lucerne growing, but practically no lucerne is grown 
except for grazing purposes. It is out of the question to 
send lucerne to Sydney costing 30s. per ton freight and 
having to compete with Hunter River lucerne. There 
are thousands of acres of heavy black soil in the district 
really being wasted. There is no better lucerne land in the 
State. A thriving industry is latent for want of a market. 
Regarding machinery, a header costs £15 freight to land in 
Inverell from Sydney. Oil, farm, and station supplies cost Is. 
1d. per gallon freight. This expense could be greatly reduced 
if machinery when imported could be landed on the sea 
board direct and railed straight across, then the ine 
would show a profit for his labour instead of continually 
working on an overdraft, as is the case with the large 
majority of farmers to-day. The district is really in its 
virgin state and for mixed farming there is no better. 
For the want of an access to our natural markets and the 
xpense of sending our produce to Sydney a lot of good 
farming land is lying idle. I have a lease on which there 
are 300 acres of the best lucerne land being grazed. I am 
at a loss having to graze same. A few months ago I had 
100 cattle quite fat enough to be railed to the seaboard, 
but not prime enough to send to Sydney with the ruling 
prices and cost of icucking, The result is that they have 
lost condition and may die during winter. This is not only 
a loss to me, but to the State. By having an outlet to our 
natural markets that land, and thousands of acres in the 
district, would be put to more profitable use by the owner, 
which, in turn, would bring more revenue to the State. 
As a returned soldier, the quession of defence strikes me 
very forcibly. In the event of an attack troops inland could 
not be quickly transported to any point desired, and as 
quickness of action is one of the main factors in successful 
military operdtions, railway connection with the coast is a 
matter of urgent necessity. 

99. You maintain that as far as lucerne, hay, and maize 
are concerned Sydney is not a satisfactory market ?— 
That is so. You have to pay 303. a ton freight on hay t 
Sydney. The freight on maize is also too high. If we hada 
cross-country line we could get rid of our maize much more 
easily. The freight to Sydney is 6d. a bushel. It costs 
1s. 3d. a bag to get wheat to the station. Wheat grown in 
New England i is not as good as wheat grown here, and there 
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J. Lyal, T. H. Kook, and A. F. Sweaney, 24 May, 1923 


Witnesses 
is a big demand for wheat in New England and on the 
North Coast. We supply the market along the Northern 
line. Once you get over the range the wheat is not so good. 

100. Have you in mind any particular port oa the North 
Coast for the shipment of your produce overseas ?—No; 
I suppose Coffs Harbour would be the best place. TI housands 
of acres of agricultural land now lying idle would be culti- 
vated if the railway were built. 

101. How much land are you cultivating ?—350 acres, 

102. Do you make that pay ?—Yes. 

103. Why could not you make 600 acres pay ?—1I should 
have to put another man on. At present I can work the 
land myself. We sell our wheat to the local mill, but there 
is only one here. 

104. What does it cost you to transport your wheat 
from the paddock to Sydney ?—Generally the teamsters 
work by contract. 

105. Is the cost of getting wheat to market a serious 
handicap ?—Yes. 

106. At what price per bushel does it pay you to grow 
wheat ?—About 4s. 

107. What is your average yield ?—For five years 
21 bushels. I do not grow much maize, but maize has 
yielded, over five years, ‘about 28 bushels. 

108. What does your lucerne yield in a normal season ?— 
I grow enough only for my own use. Ina year I would take 
off about 2 tons to the acre. 


109. Mr. Burke.| How far is your place from the railway ? 
—Seven miles along a heavy black-soil road. 

110. Have you worked out what it costs you to produce 
wheat ?—Only at the end of the year when I find out how 
much money I have in the bank. 

111. Have you been to Sydney during the year ?—Yes, 
Ihave, but I cashed my gratuity bond. 1 have been twelve 
years in the district, but was at the war for four years. I 
ss Ag: *n on my present holding three years. 

. Have you got out of the ruck ?—Yes. We had 
Pts prices for or wheat. I do not grow wheat on the 
heavy black soil. That is more suitable for lucerne. I 
would cultivate 650 acres if we had the railway. 

113. IT suppose your objective is the coast ?—Yes, the 
more markets you have the better prices you get. No 
more pools for me. 

114. Do I understand that the farmers in this district 
are mostly living on overdrafts ?—Yes, I think the majority 
are. A line to the coast would help the farmers very much. 

115. ts Inverell in a better position than Glen Innes ?— 
Well, they can send their produce north and south by 
train. We have the land which Glen Innes has not. They 
cannot grow wheat like Inverell can. 

116. Do you knew of many farmers 1a this district who 
are in a state of semi-bankruptey ?—Yes. 

117. You are not in that position ?—No, I have not had 
time yet. So far I have done well, but wheat has done it. 
In some wet years we cannot grow wheat for yrain, 

118. Mr. Doe.| To whom did you sell your wheat ?—Tt 
was sold in the v slautinbs pool last time. — 


119. Mr. Drummond.| Do you consider that the question 
of freight to Sydney is the most important factor or is it 
the matter of another market ?—The market is most 
important. Freight even to Sydney does not stop us from 
vrowlng wheat, 

120. Mr. Cameron.] Is not the wheat market governed 
almost entirely by oversea prices ?—No, because we might 
sell on the coast. 

121. Wheat is grown profitably at Ungarie and at 
Wyalong, just as far from Sydney as you jaa ¢—Yes, but 
farming out there is a different proposition. A farmer out 
there with 600 acres could probably grow wheat on every 
acre. It is not likely that wheat would go past Sydney to 
the North Coast when we could supply that district, 

122. Do you believe you could compete with the west 
aad south-western wheat districts and that you could 
supply wheat cheaper to the North Coast ?—Yes. 


Theodore Herman Kook, farmer.and grazier, near Inverell, 
sworn, and examined :— 


123. Mr. Travers.} Have you prepared a statement ?— 
Yes, it reads as follows :—I have for the past ten years been 
growing and ee enintind with vegetable crops, such as 
tomatoes, cauliflowers, green peas, cucumbers, pumpkins, 
marrows, water and roc ic melons, french beans, and onions. 
These are the varieties I handle for the best returns, but 


almost any vegetable crop thrives well in this district. 


There is at present a very limited market for these products, 

and when there i is a glut in any one of these crops there is 
no get away for the s surplus, which means loss to the grower. 

If we were connected by rail with the northern line the 
difficulty of placing produc ts would be largely overcome, as 
a erower aS | then send his products north or south, to 
whichever market offered the best inducement. I pay 2s. 
per bushel case to the northern line by motor, which is 
hard to both grower and consumer. I might also mention 
that as our district is six weeks earlier than the tablelands. 
there is a ready market there for early vegetable crops such 
as those mentioned. I have kept a ‘record of many crops 
grown on granite sandy soil, of which we have in this 
district thousands of acres, superior to that on which I am 
producing my crops. The following extracts are from my 
record book and show what returns can be had from crops 
in this district :-— 
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Tomato Sales, 1918.—Ffrom 3,500 vines there were har- 
vested 280 bushel cases of tomatoes, the weight bee's 6 
tons 7 ewt. This crop was sold in the early market at 
16s. per case or about 4d. per Ib., the gross return being 
£227 7s. 6d., and net return of £200 per acre. 

Cucumber Sales, 1918.—From less than } acre of land 
there were harvested 150 bushel cases of cucumbers. The 
crop was sold in the early market and averaged I1s. per 
case, the return for the crop being £82 12s. 

Pumpkin Sales, 1919.—From 9 acres of land in all 404 
dozen pumpkins were harvested, and sold at the rate of 
Id. per lb., making an average of 8s. per doz., or there- 
abouts, the gross return being £151 16s., a return of £16 
15s. 6d. per acre. 

Green Peas, 1$20,—¥From 1 acre of green peas 323 kero- 
sene tins of peas were harvested. These were sold in the 

y market at the rate of 34d. per lb., weight bei ing 
5,814 lb., gross return £88 &s. ; Is. 1 per tin of 18 lb. was paid 
net retura of 
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or the pulling of the crop, £16 és., leaving 
2 5s. per acre. 

Canlifowers, 1922.—From about 1 acre of land 4000 
cauliflowers were sol 1, giving " urn of £156 12s. 9d. 

Shop trade (Inverell), 1920—vegetables only. 
paid into the bank, £361 12s. ad. 1921 
£406 19s. 2d. (vegetables only}. 

[These returns are the extract of bank dockets and are 
correct. | 
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124. Do you ouy port the proposed railway from Glen 
Innes to Inverell ?—Not particularly. T want to see con- 
structed a railway to the main northern line. 

Is most of what you produce consumed locally ?-- 
Yes, because freight charges to the northern line of 2s : ves 
bushel case is too high, e especially for tomatoes. A railway 
would make a great difference to me. If many more fae 
mers went in for the same lines as I do there would be no 
sale for our produce under present conditions. 
126. Do you send any of your produce to Moree ?—Not 
a great des al. I would expect a new market on the table- 
lands if the proposed railway were constructed. 


Armand Edmund Sweaney, manager 
and Bacon Factory, Inverell, « 


, Co-operative Butter 
orn, and examined :— 

127. Mr. Mahony.| Where * your main market ?— 
We do an export trade. I have prepared the following 
statement: The dairying industry in this district dates 
back to 1901, practically from the inception of closer 
settlement. For a large number of years, progress was 
slow, probably owing to our isolation making us-more or 










ee ;. a 
i©8S conservative and unknown, and also to the great 


versatility of the district which. unlike most, gives settlers 
a wide chceice in their calling. With the influx of coastal 
settlers in recent years, skilled in dairy work, the industry 
has received a considerable impetus an d is steadily deve lop- 
ing on sound lines notwithstanding dry spells. As a 
matter of fact, these partial droughts have played a big 
part in proving the economic advant: ages of the industry 
in the district. The mixed farmer and agriculturist have 
on many occasions “ saved their bacon” by turning crop 
failures into butter successes per medium of the dairy 
cow, and there is no disputing the fact that the district 
is essentially suitable for butter and bacon production. The 
periodically recurring dry spells can be more than counter- 
balanced by the fac ilities offered for the growing and 
conservation of fodder crops. The richness of extensive 
areas easily accessible to cultivation, the great variety of 
artificial fodder crops that can be produced, viz., lucerne, 
maize, sorghums, millets, pumpkins, and principal cereals 
such as wheats, oats, bar tleys, and ryes, together with the 
wealth of natural erasses s and herbage, giv e greater selection 
than any other dairying district in the State. The climate 
facilitates the conservation of fodders by the cheapest 
possible methods, viz., pitting as silage and stacking as 
hay. With these natural advantages, given reasonable 
means of transport, Inverell district could produce and 
conserve fodder of the highest nutrative value in the 
lightest portable condition, and with a little Governmental 
assistance, could, form a large part of the State’s insurance 
against drought. It is doubt ful whether any district 
in the State contains such vast areas of lucerne land, and 
there is certainly none richer. Proof of this can be found 
in the Government Gazette. The agricultural inspector's 
report showed that after several years of field experiments, 
with and without fertilisers, the soil was suf ficie mntly rich 
and did not require the addition of fertilisers. The records 
of our Co-operative Company show that for the first ten 

years, 4884 tons of butter were produced, the value of 
which was £47,827 Os. 9d. For the next ten-year period 
ended June, 1922, which included the big dr rought, 2,1354 
tons were produced, t realising £239,136 3s. 8d., an increase 
of approximately 400 per cent. During the latter ten 
years, bacon-curing has been engaged in, and 16,504 pigs 
have been treated, realising £62,221 1 5s: Id. Adding the 
returns for both departments the total sales for the ten 
years amounted to £301,357 18s. 9d. Taking any one 
year’s results in the Company’s history, that ended June, 
1922, has been the most successful, the turnover amounting 
to £51,703 5s. 2d. for butter and bacon. The largest year’s 
butter output was 250 tons, and the largest number of 
pigs treated in any one year was 3,400. Our isolation 
through want of railway connection with the Main Northern 
lie is the ‘ndustry’s drawback. Our products suffer 

material deterioration every summer through having to 
withstand the excessive heat in transit over the north- 
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west plains. Repeatedly our butter is reported to be 
running from the oats on arrival in Newcastle or Sydney. 
Likewise our bacon is appreciably affected by the heat, and 
decreased in selling value. We certainly have the alter- 
native of sending in refrigerator cars pe r goods train, but 
our experience has proved that consigning per the faster 
service is preferable. The other method takes several 
days longer in transit and seriously taints the flavour of 
the butter by the stuffy mouldy odour, which develops in 
the car through being shut up in a heated condition. The 
first day’s journey to Moree exhausts the ice. We have 
only to take a two-hours’ trip over the 42-mile route to 
Glen Innes to find that butter manufactured during the 
day is placed on the evening train, and has to withstand 
only a cool night’s transit to the same markets. The 
Committee, knowing the extremely perishable nature of 
our products, will readily realise the handicaps placed on 
the industry by the present transport system. Through 
the want of railw ay connection we are denied a very valuz ible 
local market, which geographically belongs to us, viz., 
Tenterfield to Werris Creek, for our bacon products. To 
reach these markets by rail requires travelling 480 miles, 
whereas, with connection, we could reach them in 100 
miles. Our disability in this regard allows Queensland 
factories to supply these valuable markets. By several 
times winning the Commonwealth District Troj phy Com- 
petition at the Royal Sydney Show, the woudartal i resources 
of this district were widely advertised, but this advertise- 
ment is greatly discounted when prospective settlers view 
our isolation. Many valuable dairy-farming families 
have migrated from the North Coast into Queensland, 
who would have been attracted to this district but for our 
want of direct railway connection with the Main Northern 
line. If the proposed i railway were built, we should escape 
the heat in transit over the north-west plains in summer. 
I believe the Glen Innes route would facilitate dairying 
operations because of the better land there. 

128. Do you look further than the main line for your 
sea 2 Yes, we believe that the industry wiil progress 


to such an extent that we shall largely.increase our e xport 


trade. We are looking forward to a coastal connection. 

129. Mr. Drummond.| We have a good deal of evidence 
that fodder from the tablelands and west is needed on the 
coast at different periods ?—My experience on the North 
Coast was that every winter we required fodder. The 
paspalum does not grow well after the frosts until the 
spring. It is nota balanced ration. 

130. As some of the richest land in New South Wales is 
on the North Coast, why cannot the North Coast farmere 
erow their own fodder supplies ?—Lucerne requires lime 
in the soil, and that is lacking in the lucerne land on ths 
North Coast. 

131. As a butter-factory manager and dairy expert, where 
would you say the best undeve loped land lies east of the 
Main Northern line ?2—The whole of it is good country. 
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FRIDAY, 25 MAY, 1923. 


[The Committee met in the Council Chamber, Invercil.] 


Present :— 
The Ton. W. T. DICK (Ciratraay), 


The Ifon. Jomun Travers. 
The ITon. Ropert Manrony. 
Francis Micuart Burke, Esa. 


Witi1aAM Cameron, Esa. 
Brian James Dor, Esa. 
Davip Henry Drummonp, Esa. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Guyra to Inverell. 


Robert John Polk Higgins, farmer and grazier, near Inverell, 
sworn and examined :— 


132. Chairman.| Have you a statement to read ?—Yes, 
as follows :—I have been a resident in this district about 
seventeen years. I know the proposed railway routes, 
Inverell-Guyra and Inverell-Glen Innes. I am a member 
of the Inverell Pastures Protection Board and of the 
MacIntyre Shire Council. I produce the stock returns for 
the district from 1916 to 1922, as follows :— 











Year. Horse. Cattle. | Sheep. 
es ee | 11,934 11,908 | 583,983 
VOLT. ee 12,330 27,641 | 85,759 
1951S. hota 12,467 31,687 | 525,147 
TOG 5. es | 9,597 25.615 | 413,961 
1920:.400e. Fa 8,837 26,005 | 482,886 
1921 Gr teresa 9,410 -| 30,693 499,807 
1999 Fe cl | 9,448 30,372 | 513,255 





In 1921 there were railed from the Inverell district, 
exelusive of what may have been railed from Barraba and 
Glen Innes, from properties more conveniently situated to 
those railway stations, 30,657 sheep for metropolitan 
slaughter. Upon these sheep there was a loss in weight of 
183,942 lb., and in money of £2,299. That is taking the 
loss in weight at 6 lb. per sheep, and the lost value at 3d. 
per lb. An annual toll is extracted from the sheep growers 
of this district as a sacrifice to the centralisation of the meat 
industry. The wool production can be taken at 9,996 
bales, the value of which at a conservative estimate is 
£199,920. Crown lands to the south and south-east of 
Inverell embrace about 80,000 acres, of which about 20,000 
acres are forest reserves. Of these lands there are probably 
10,000 acres fit for agriculture. The grazing lands, though 
frequently classed as ‘* poor,” respond very readily to the 
axe. Land that fifteen years ago was considered fully 
stocked when running a beast to 30 acres, is now, under 
improved conditions, 7.e., ringbarking, scrubbing and sub- 
dividing, carrying a sheep to the acre and over. To the 
south of the proposed line from Inverell to Glen Innes 
there is an area of approximately 20,000 acres of Crown 
lands. This is rough in parts, but perhaps half that area 
would be good grazing land, if improved. Upon both pro- 
posed routes the travelling stock reserves and camping 
reserves have been curtailed to a minimum. The whole of 
the Crown lands, except the rocky hills, grow excellent 
fruit and vegetables. I advocate a connection with the 
Northern line from a grazier’s view for the following reasons. 
It would cut out long distance in the journey to Flemington. 
It would do away with a lot of the loss caused by the long, 
hot trip round by Moree. It would enable us to land sheep 
at Flemington without the sap being wasted. It would 
give the consumer a tender and better class of mutton. It 
would give us a second market in Brisbane. It would 
lessen the mileage, and so cheapen the rate on stock to 
market. The reduced mileage would also cheapen the 
freight upon goods from Sydney. It is the first step 
towards opening up our natural market on the North Coast, 
where there is already a market for most of the commodities 
we produce. They grow neither wheat nor mutton. All 
they consume has to come from Sydney, some 500 miles, 
while we, who are only 150 miles away, cannot supply them. 
A connection with the tableland would enable stock owners 


in the west and north-west to get their starving stock on to 
relief country. It would enable stock men along the North 
Coast to get a market for their male calves, instead of 
killing them, because land is too dear in those districts aid 
holdings are too small to rear them. 

133. What are the limits of the land you have described ? 
—In the Inverell Pastures Protection district it extends to 
Ashford, Gramam, and Delungra, east to the foot of the 
range, and south to near Tingha. The loss is most serious 
in summer, due to sheep having to travel over the hot 
plains, as a result of which much of the sap in the meat is 
lost. Recently we had to shift two trainloads of stock 
from the western district, via Werris Creek, to the table- 
lands. We lost 630, which were store sheep and mostly 
ewes. 

134. I gather that you want not only a connection with 
the great northern line but also a coastal connection ?— 
Yes, a connection from Guyra down. 

135. Mr. Travers.|_ By how much would a railway from 
Inverell to Glen Innes shorten the rail distance to Sydney ? 
—Not a very great deal, but it would cut out travelling 
through the heat of the plains. A connection between 
Inverell and Guyra would materially shorten the distance. 
It would obviate the long train journey to Sydney via 
Moree. 

136. Would the.construction of a railway from Inverell 
to Guyra or from Inverell to Glen Innes cause cattle to go 
to Queensland ?—Occasionally, because the Brisbane market 
is at times better than the Sydney market. I get quite as 


good and sometimes better results in Brisbane than in 


Sydney. 

137. Would not a great deal of trade be diverted to 
Brisbane ?—Dead trade, like wool, might go there, but a 
good deal of live stock and farm produce would be diverted 
to Toowoomba and Ipswich. 

138. Would the proposed railway be of any use to people 
north of Inverell around Ashford and Bonshaw ?—Yes, 
they truck both cattle and sheep to this district, and the 
same thing applies to them in regard to the trucking of 
sheep over the hot plains insummer. Thorc is a coal-field 
in the district which would supply pretty well the whols of 
this part of the State with coal. Limestone can also be 
obtained in the district. 

139. I presume you look upon a line from the main 
northern line to the coast as complementary to a corinec- 
tion between Inverell and the great northern railway ?2—I do. 

140. Mr. Cameron.| Do you anticipate that you would 
get more for your produce on the North Coast than at 
Flemington ?—Under present conditions they have to be 
sent via Sydney to Grafton and Casino. If the railway 
were constructed it would be a matter of 50,50. Lambs 
have lost 15 Ib, in weight in being sent to Casino. 

141. Have you ever made use of the lamb market ?— 
Yes, you often get better prices in Maitland than you do in 
Sydney, but it is a very tricky market. You have only to 
keep the Newcastle butchers away and the Maitland 
market is in the air, 

142. Would not more people be supplied from the Mait- 
land market than from the North Coast market ¢—_Yes, 
but the Maitland market is in touch with the whole of the 
west. 

145. Do you consider the market for your fat stock is 
better on the North Coast than at Maitland ’—Yes, for 
sheep it is more stable, not for cattle. 
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144. Have you ever considered the bringing of carcases 
from Sydney in the cold storage vessels that carry butter; 
would not that militate against a good market on the 
North Coast ?—There are facilities for them to do that if 
they want to, but they have never done it. ‘Frey prefer to 
truck from this district to Sydney and then se nd by boat. 

145. Mr. Burke.] Are stock from this district sent by 
road to the North Coast ?—Very seldom. Some would go 
via Tenterfield and some wa Glen Innes. 

146. You referred to a number of sheep being sent away 
by truck; how many were there ?—-6,700. There is no 
land between Inverell and Glen Innes that will produce 
the quantity of fruit and vegetables that the land along a 
line from Inverell to Guyra would produce. Good straw- 
berries can be grown there too. 

147. The trend of evidence seems to be in favour of the 
Inverell-Glen Innes route ?—Yes, from an agricultural 
standpoint, but there is a large area of Crown land available 
south-east of Inverell. 

148. Mr. Mahony.| Is the district between Inverell and 
Glen Innes suitable for mining ?—Yes, in the vicinity of 
both the proposed routes mining is going on. Large 
mineral deposits at Ellesmore have been worked in the past 
and will be worked again with railway facilities. On the 
Guyra-Inverell route there is an immense area of mineral- 
bearing country, and if a railway were constructed one of 
the largest mines in the State would start work. That is 
the Conrad mine, near Howell. 

149. Mr. Doe.| What area of land do you hold?—About 
170 acres here. I have some elsewhere. 

150. Cannot something be done to promote country 
killing and the sending of chilled meat to Sydney for dis- 
posal ?—While there are so many vested interests and the 
abbatoirs and allied works are at Flemington, I do not 
think there is the slightest chance of it. 

151. Is there anything to prevent graziers organising so 
as to send their meat to Sydney ?—There is no law to 
prevent it, but there are vested interests, which when 
works were established at Werris Creek, Gunnedah, and 
Narrabri, absolutely crucified them. Only recently a man 

came here and gave us a demonstration of the “ Bullot ” 
system of preserving meat. He treated meat and kept it 
for a fortnight and invited us to partake of it. You eel 
not have got better meat. That man has now gone to 
America with his process because Sydney turned it down. 

152. The reason was that the Board of Health was 
doubtful whether meat treated in that way was digestible 
and healthful ?—That may be so. Where you can put 
eight or nine live stock in a truck you could put forty or 
fifty frozen carcases. 

153. Mr. Drummond.| Do you consider that the esti- 
mate of the District Surveyor of Armidale that there are 
about 20,000 acres of cultivable land within the influence of 
a railway from Glen Innes to Inverell is correct ?—The 
District Surveyor should know, but I think he has under 
estimated the area. There are 10,000 acres of valuable 
Crown land that have never been scratched between Kan- 
garoo Camp and Wandsworth. It is suitable for wheat, 
corn, fruit, and vegetable growing. 

154. Where would your principal outlet be for produce 
and stock—Brisbane or the North Coast ?—The coastal 
market. There are 150,000 people on the North Coast 
hungry for mutton, wheat, and flour. That is our market, 
because they cannot grow those commodities. 

155. In what area are those 150,000 people ?—From 
Coff’s Harbour to Glenreagh and from Acacia Creek to the 
ocean. . 

156. If you had to pay practically the same freight to 
deliver your stock to Murwillumbah or to Lismore as you 
have to deliver it in Sydney, do you consider you would 
still be on a better wicket ?—Yes, because the grower 
bears the burden of freight all the way no matter where he 
ae 

157. Mr. Cameron.| Would you say 9,996 bales of wool 
is the average yearly production for the last ten years ?— 
We run from 410,000 to 580,000 sheep per annum. The 1921 
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return showed 499,000 sheep. That is the average over 
ten years or more. There are 1,600,000 acres of Crown 
land in the district. 


Herbert Thomas Hadley, managing director, Inverell 
Milling Co., Ltd., sworn and examined :— 

158. Mr. Doe.| Have you prepared a statement ?—Yce, 
it reads as follows :—I am strongly of opinion that if tle 
Inverell district was connected with the North Coast by 
rail the local flour milling industry would be considerably 
exte nded. Under present conditions not ne arly sufficie t 
wheat is grown in this district to enable the local mill 1 
work up to its full capacity. Practically all local grown 
wheat is sold to the Inverell Malling Cop Tide. but tle 
average annual local yield within a radius of 20 milcs 
for the past ten years amounts to only about 70,000 bags, 
The mill is capable of gristing 135,000 bags per annun. 
With a railway from Inverell to the coast doubtless 
thousands more acres of good wheat land would be ee. 
up and put under crop. Consequently much more whea 
would be grown in the district, and instead of working ce 
mill one shift, with an occasional short run of two shifts, it 
would be possible to work three shifts through the year, 
thus Be employment to many more men, As the 
cost of production while working full time would be much 
less than under present conditions, the selling price of mill 
products would be reduced in proportion and the whole 
community would be benefited. Under normal conditions, 
owing to the fact that this district is usually well supplied 
with natural grasses and herbage, there is only a com- 
paratively small local demand for bran and pollard, and it is 
necessary for us to send more than half our production of 
these commodities to Sydney forsale. That is not a paying 
proposition, as freight for such a long distance is very high. 
If Inverell were connected by rail with the North Coast 
our surplus offals would probably find a ready market there, 
as considerable quantities of bran and pollard would le 
required by the coastal farmers for feeding purposcs. 
Similar remarks apply to surplus flour. Inverell wheat is 
noted for stwength and quality, and flour made from it hes 
an excellent reputation. It can always be sold in com- 
petition with any flour in the State. The Sydney Chamber 
of Commerce calls on us every year for an average samp!e 
of locally grown wheat for the purpose of fixing the “ fair 
average quality standard,” and on all occasions we find 
that the sample sent from Inverell is above the average 
fixed for the State, which shows that this district is very 
suitable for wheat-growing. Hf we had a railway direct 
to the coast we should have an outlet for our produc e. 
Our surplus produce now goes to Sydney and some of it 
to the Northern line. 

159-160. Would you get better prices on the Nort& 
Coast than in Sydney ?—We should get better returns and 
we should have an advantage in freight. I suppose prices 
would be about the same. If the proposed railway is con- 
structed I hope this district will be connected with the 
North Coast. 

161. What fuel do you use ?-- 
than firewood. 

162. If the North Coast people used electric power would 
it not give them an advantage over you ?—No. The cost 
of fuel is a small item compared with the cost of production, 
The proportion is about one-tenth or one-twelfth. 

163. Can you give the Committee some idea of the 
quantity of wheat grown in the vicinity of your mill ?— 
About 70,000 bags per annum within a radius of 20 miles 
of the mill for the last ten years. Ifa line were opened up 
to the coast more wheat would be grown here than the 
mill could use. We have other buyers here now. 

164. Mr. Drummond.] Is there much land in this district 
suitable for wheat-growing ?—I understand there are many 
thousands of acres. 

165. The Committee recently recommended a railway 
from Camurra to Boggabilla; would that line add to your 
wheat supplies ?—No, the freight from Pallamallawa 
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Wilnesses— H. I. Hadley, F. A, Lewin, and T. J. Bowling, 
would be about 4d. a bushel to Inverell, which has to be 
added to the cost of production. To the seaboard it is a 
fraction over 6d. 

166. How far is Pallamallawa from Inverell ?—About 
60 or 80 miles—430 from the seaboard. 

167. Mr. Cameron.| Do I understand that not sufficient 
wheat is grown within 20 miles of your mill to keep it going 
to its full capacity ?—Yes. 

168. Could your mill absorb all the wheat grown within 
20 miles ?—At present we absorb all the wheat grown 
suitable for milling. A little chick wheat may be sent to 
Sydney. 

169. Mr. Mahony.| It has been stated that wheat pro- 
duced in the Inverell police patrol district amounts to 
459,000 bushels ?—Yes, within a radius of 20 miles of 
Inverell for the record season 1920-21. 


170. What freight do you pay per ton on flour ?—19s. ld. 


Francis Alexander Lewin, fruit and produce merchant, 
Inverell, sworn and examined :— 

171. Mr. Drummond.] Have you a statement prepared ? 
—Yes, it reads as follows :—I am a member of the Inverell 
Railway League, and at present am in business as a fruit 
and produce merchant. I have had considerable experience 
in the growing and marketing of fruit. I claim that seat rerell 
sista is very suitable for fruit growing. There is an im- 
mense area of good land suttable for the further extension 
of the 1e industry provided proper railway facilities are avail- 
able. The climate is also very suitable, and we claim this 

be the only district in the State where cherries and 
oranges grow side by side. Most of the fruit grown. locally 
is marketed here and in the towns of the north-western 
system. No good results have obtained by sending stone 
fruit or grapes to Sydney on account of the long journey, 
part of which 1s over the plains during the hottest periods 
of the year. Very few apples and nen are grown in the 
district, but they do well on the tablelands. Freight on 
fruit from the tablelands amounts to as much as getting 
fruit direct from Sydney. This district could send grapes 
and oranges to the tableland towns, and if the line, were 
extended to the Northern rivers, grapes and stone fruits 
could be marketed, and an interchange of bananas and Brien 
apples grown there could be made. In getting pineapples 
direct from Queensland it has often happe ned that freight 
exceeds cost of fruit. I think whatever point tapped on 
the Northern system would benefit the fruit-growing in- 
dustry, as it would give us our choice of north or south. 
As far as the coastal cennection is concerned I favour 
serving the greatest centres of population. Classification 
of fruits and areas required, of suitable land in this district 
to enable a decent living to be made. 


| | 














Varieties Acreage. Gross Returns, 

Navel. oranges ...... eh SR LO. acres. ...... £600 
Valencia oranges eeeeeeee eee eteeseeces HOV ser adund seod Pr 
Mixed citrus cherries ......0....cs.0005 es. % 

55... GHMOS ANCE DSR DES ccierseucsesae 1 AN ae sank | 3 
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QHeRNIAS. We isacadastne go steaarenteemane autee hte | chest cece FS 
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These figures represent trees in full bearing. I recom- 
mend 20 acres for cultivation and for crops, and 20. to 30 
acres grass paddock to enable two horses and one cow to be 
run. These figures tend to show what a large population 
the fruit-growing industry will support on a small acreage, 
and i believe that with railway communication a big 
xetus will be given the inx lustry. 

172. What has been yc on experience of this district ?- 
The place I was on was held by one peek for thirty-five 
years, during which time ve successfully carried on fruit 
growing. I have never been off the place 
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173. Does the fruit land extend right to Guyra ?—No, 
not quite. Good fruit is grown between the halfway house 
and Glen Innes. The land between Inverell and Guyra is 
suitable for apples, pears, and grapes. 

174. What is the reason for the non-success of the 
soldiers’ settlement at Clinton ?—There are a good many 
reasons. Incompetence is one. Men were put on the 
land who did not understand the work. 

175. Could a man expert at orcharding make a good 
living at that in this district ?—Yes, I am sure of it. The 
trouble is that gluts occur in stone fruit and grapes. You 
have only from one to three months in which to harvest 
your crop. The local market cannot absorb the stuff and a 
big wastage takes place. With the railway the surplus 
could be marketed. We have a large area of land suitable 
for stone fruit and grapes. 

176. Are tropical fruits from the North Coast brought 
here ?—Bananas and pineapples are brought to Tenter- 
field by motor lorries and come round by Werris Creek. 
It is cheaper to get bananas and pineapples direct from 
Sydney. 

177. What connection would be most suitable for this 
district ?—Either would be beneficial. 

178. Mr. Cameron.| How long would it take an orchard 
in this district to become a paying concern *—Stone fruit 
or vineyard about three years. Oranges take iii but 
you could grow crops in Bir ecek your orange tre 

179. What does clearing cost in this district | ‘From 
5s. to £3 10s. per acre, according to the class of country. 


Thomas John Bowling, grazier, Arrawatta, near Inverell, 
sworn and examined :— 

180. Mr. Cameron.} What has been your experience in 
this district ?—I have had twenty years’ experience of lucerne 
growing, and am satisfied that this district vields as good 
lucerne as any other part of the State. I have 900 acres 
under lucerne, but marketing is the great difficulty. I am 
10 miles from the railway. 

181. What is the cost of marketing ?—15s. to the truck. 
I sell my lucerne as chaff. 

182. Where is your best market ?—Inverell is the only 
market I have. It is impossible to send to Sydney at a 
pee 

183. Is there any more land in your district that will 
grow lucerne ?- —Thousands of acres. 

184. Which would be more profitable—growing lucerne 
for hay or using it on the hoof ?—It is more profitable to 
use 1t on the hoof at present, but it should not be so if we 
had facilities for marketing it. If the railway. were con- 
structed our distance to ie ¢ oast would be reduced by 
300 miles. 

185. For Hunter River grown lucerne there is water 
carriage to the North Coast _Y es; we could compete with 
that bes: ause land is so much cheaper here than it is on the 
Hunter. During the last three years a tremendous quantity 
of lucerne has been consumed on the North Coast which 
vith the railway could have been delivered there profit- 
ane 

186. i suppose a connection with the main Northern line 

vould give you access to the New England market ?—Yes, 
and to the Brisbane market. 

187. Would the country frem Inverell out towards Texes 
produce much lucerne ?—-Yes, thousands of acres. Within 
a few miles of Inverell there are 60,000 acres suitable for 
lucerne growing. At present all we can do is to feed our 
lucerne to our stock. It does not pay to send if to market. 

188. Do you mean that lucerne will grow on this land 
without much rain ?—It will grow to a certain extent on 
the flats without rain, but as a rule it is necessary to have 
rain. 

189. In dreught it docs not grow ?—-It will grow to a 
certain extent in drought time, Wie vou would not get a 
profitable cut, 






































































190. Will not standard lucerne land grow lucerne at all 
times ?—I am very doubtful about that. There are 
many small areas in Australia which will grow lucerne in 
drought, but I have seen the Nemingha and Hunter River 
flats in dry times and I believe lucerne will grow almost as 
well here in a dry time as it does there. There are little 
pockets that will grow lucerne in dry times. I have seen 

the Hunter in dry times when there has been no lucerne 
cut. For lucerne there must be lime in the soil. 

191. Which lal route do vou prefer ?—TIJ perfer to 
leave it to the Committee. Any railway would be better 
than none. Some years ago | had to send some 400 head 
of cattle to the coast by way of Maitland and Tenterfield. 

192. Was not a considerable area of land in the Arra- 
watta district subdivided some few years ago and sold as 
farms ?—Yes; on the whole it was not altoge ther a suecess 
owing to seepage in dry seasons, but otherwise it has been 
all right. People there are making a living, and when the 
seasons change they will do remarkably well. 

193. Would you say that this district is suitable for 
dairying and agriculture ?—I believe there is no better 
district, in spite of its present climatic condition. The 
last ae years have been unusually bad. 

194, Why has farming failed at Arrawatta ?—-I would not 
say that it has failed, but the last three or four years have 
been very strenuous. The seasons have been so bad. We 
have had 3} inches of rain since. January. I made £00 
tons of lucerne hay on 900 acres. 

195. What is a reasonable living area in this district with 
the proposed railway ?—200 acres—100 acres of cultivated 
land, and 100 acres of grazing land. That is as much as any 
family can do unless other labour is employed. 





Raymond John Doolin, auctioneer, Inverell, sworn and 
examined :— 

196. Mr. Travers.| Lunderstand you have a statement to 
read ’—Yes, as follows:—There are two proposed lines 
from Inverell to Glen Innes, 47 miles, and from Inverell to 
Guyra, 57 miles. From the northern line there are three 
proposed routes from Glen Innes to Grafton, 128 miles; 
from Glen Innes to Tenterfield by rail now constructed, 
and then 6 miles from Tenterfield to Casino, 85 miles; and 
from Guyra to Coffs Harbour, via Dorrigo and Glenreagh, 
184 miles. For years there was a big difference of opinion 
in the district, as to which way the railway should be built, 
but several years ago at the most representative Railway 
Conference ever held in the north-w est, 16 was unanimously 
decided to leave the matter of route to the Public Works 
Committee, and the two rival railway leagues Inverell- 
Glen Innes, Inverell-Guyra were disbanded. Since that 
date only one railway league has been formed with a “ war- 
cry of any line better than none.” The same applies to 
the connection from the tablelands with the coast, provided 
such connection is not farther south than ( Guyra to Cofl’s 
Harbour. I intend dealing chiefly with the area as men- 
tioned above, but before passing to that, I must express my 
opinion of the Inverell district regarding its capabilities of 
settlement and production. Situated as we are between 
the tableland and the plains, we can produce anything that 
can be grown on the tablelands or the plains, we claim to 
have the advantages of both without the drawbacks. We 
miss the heat of the plains and the cold New England winters 
I doubt if there is any district in the State where so many 
large estates would be cut up for closer settlement, once we 
get an outlet to our natural markets. There is no district 
wien land can be purchased at such cheap prices taking 
into consideration the qualit y, rainfall, and climate. During 
the past two years many settlers from all parts of the North 
Coast and fromthe South Coast have purchased land in this 
district, and a number of Victorians have settled here from 
some of the richest districts in Victoria, such as Horsham, 
Colas, Cressey, Willaura, Warnambool, Goroke, Gippsland, 
Natimuk, Kewell: and Sheep Hills. Many more settlers have 
visited the district t, and should we get a railws ay to the coast, 
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hundreds of Victorians with capital will come this way. 
The ‘aay district is splendidly situated for the settle- 
ment of people from over-seas, owing to the mild and healthy 
climate, and the district being so well suited for mixed 
farming. The Rural Industries Commission some years ago 
said the Inverell district was the most suitable in the State 
for mixed farming and for the settlement of English immi- 
erants. It is not in the best interests of the State for three 
of its best districts, viz., the North Coast, the tablelands, 
and the north-west plains, to be isolated from one another 
as at present. There is a community of interests between 
these people and there is no reason why they should not be 
allowed to trade together. In these centres there are about 
295,000 people, the trade that would immediately spring 
up would be wonderful. About €0,000 bushels of wheat 
and about 250,000 fat sheep per annum are required on the 
North Coast. To-day the farmer at Inverell has to rail 
his wheat 509 miles to Sydney, where it is ground into 
flour. Owing to the high freights, it cannot be sent from 
here as flour. Then it has to be sent 400 miles up the coast 
by boat. The same applies to fat sheep. I have seen fat 
sheep sold in the sale yards at Tamworth, then trucked to 
Sydney and sold, and I have seen the same sheep come off 
the boat at Grafton. The loss of weight in the sheep is 
very considerable to say nothing of cruelty to stock. 
I submit here the land revenue “collections made within 


the above-mentioned areas for the year 1922.—Armidale, 
£54,001; Bellingen, £26,229; Bingara, £15,357; Casino, 


£44,895 ; 
£43, 248 - 
£1,075; 
Tamworth, 


Glen Inneg, £19,384; Grafton, £30,809; Inverell, 
Kempsey, £11,313; Lismore, £21,577; Moree, 
Murwillumbah, £18,989; Narrabri, £70,759; 

£97,834; Tenterfield, £22,245; Walgett, 
£27,553; Walcha, £16,364; Warialda, £20,294. Total, 
£622,426. This area represents 17 districts out of 92 
districts in the State, and pays £622,426 revenue out of a 
total of £2,061,272 = 30 per cent. 

Forest reserves (in eastern and central districts)— 
Grafton, 246,892 acres; Kempsey, 610,564 acres; Moree 
195,025 acres; Tamworth, 144,702 acres. Total, 257,283 


acres. This shows that the five districts have forest 
reserves of 1,257,283 acres out of a total of 2,271,205 acres. 


The other twelve districts only having 1,013,922 acree. 
Within 45 miles of Glen Innes there are 77,121 acres. Th 
value of same made by Department officers is 351,085 000 

The timber wealth of this area is over three and a hall 
times more than the rest of the State. It is often said that 
the country set apart for timber reserves is not suitable fos 
settlement, and in part this is true, but most of the timber 
reserves within this area are splendid closer settlement 
country. Once the timber is cut the land is ideal for 
dairying, fruit growing, &e. 

With a view of showing the wealth produced within the 
districts to be benefited by a railway from Inverell to the 
coast, and to show this area has been neglected in the past, 
I submit the following figures : Railway s, €CO miles ot 
disjointed railways out of 5,116 miles built in New South 
Wales. Cost, £6,720,148; surplus over working expenscs, 
£189,361 ; interest on capital invested, £219,964; showing 43 
per cent. as against £4 17s. 7d. per cent. on the whole railway 
system. The percentage of profit on capital invested in the 
whole railways has risen as follows :—1888, £2 17s. per cent. 
1907, £4 19s. 2d. per cent.; 1921, £4 O03. 2d. per cent. ; 1922, 
£4.17s. 7d. per cent. (page 13 Commissioners’ report). Return 
per average mile open after paying working expenses—1888, 
£314 per mile ; 1907, £645 ; 1921, £645; 1922, £807. Now I will 
deal with the wealth loaded and carried over this 850 miles 
of railway. Within this area as compared with the whole 
State. Wool (for the year 1922)—£00,343 bales out of 
837,617 bales; about 24 per cent. of the total for the State: 
Sheep—2,038,735 sheep out of 5,931,239; about 34 per 
cent. of the total for the State. Cattle—171,565 cattle 
out of 588,638; about 29 per cent. of the total for the 
State. Pigs—€5,€€3 pigs out of 310,700; about 21 per 


cent. of the total for the State. Wheat—1,674.589 bags of 


wheat out of 13,241,234: about 13 per cent. of the total 
Maize (1919)—-I cannot find any returns for 


for the State. 
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maize carried over the railways, but I find this area pro- 
duces—1,646,000 bushels of maize out of 2,098,921 bushels ; 
about 78 per cent. of the total produced. 

Now let us deal with the total production of this fertile 
area, and I venture to say once these three districts are 
connected by railways, the figures will be doubled within a 
very few years. Sheep—9.010,000 out of 37,381,874; 
State total. Wool 60,743,000 Ib. out of 263,585, 048 1b23 
State total. Cattle—1,423,000 out of 2.835 322; State 
total. Butter—44,674.000 lb. out of 66,003,958 Ib.; State 
total. Sugar—10,700 acres; the whole of the sugar. 
Hardwood—£330,134 out of £849,648; State total. Soft 
wood—£218.998 out of £427,384; State total. Tin— 
£329,300 out of £416,623; State toval. Maize—1,646,000 
bushels out of 2,098,921 bushels; State total. Potatoes— 
68,000 acres out of 114,582 acres: State total. Bacon— 
6,849,000 Ib. out of 16,801,666 lb.; State total. Total 
export value of products produced within the area, 
£10,240;000. (These figures are taken from Government 
Statistician’s Report.) 

We find that on railways and fe works within this 
area, only £17,500,000 out of £138,000,000 for State. 7 

A fom reasons for connection atl h ie Northern line and 
coast, are—The country between Inverell and the coast 
is capable of carrying a very big population, a safe rainfall, 
and is most suitable for the settlement of people {rom over- 
seas. In good seasons in the north-west, thousands of 
cattle would be trucked out from the coast to be fattened 
onthe herbages. To-day, owing to the long and rough road 
journey over the ra nges, it takes about six weeks for cattle 
to get over the trip. In this time they would be half fat 
if trucked over. In bad seasons most sheep and cattle 
could be trucked to the tablelands and North Coast for 
agistment country. With a railway to the coast the north- 
western would be the greatest fat lamb raising districts 
in the Commonwealth, owimg to the many thousands of 
acres suitable for growing lucerne. This district will stand 
more grazing than most districts. There are thousands of 
acres of lucerne in this district which was planted up to 
fifteen years ago, and most of that time it has been grazed. 
Once the railway is built to the coast the present fre ezIng 
works will extend or new works will open for the treatment 
of fat sheep and lambs, and with the short trip, mostly 
through cool climate, we should be able to export first- -class 
lamb and mutton, which would command top prices s on the 
markets of the world. To- day, owing to long rail journey, 
sheep receive such a rough time that the quality of the 
earcase is affected. With shorter aac quicker transit we 
should be able to compete with other countries, such as 
New Zealand. The high freights to Sydney are a very 
heavy tax on the producers. In 1910 the freight per 
truck was £9 7s. 6d.; to-day it is £15 Os. 9d. per truck. 





By linking up these three fertile districts whi ch produce 
such a big proposition of raw ea vanufacturers 
would spring up within the area. Woollen n sills will stait 
the same as in Victoria. While recently travelling through 
Victoria I saw three new woollen mulls ak erected. 
Within the three maize-growing districts, Invercll, The 
Tablelands, and North Coast, factories would open up for 
the manufacture of maize and by-products. In Victoria, 
ten years ago, the Gippsland Maizen Co. started with a 
capital of £23 000, and to-day the capital is £500,000. 
Boot factories would open. Some years ago there were 
boot factories in all the northern towns, but to-day only 
one remains at Glen Innes. High rail freights on the 
manufactured goods has crushed them out. The North 
Coast is destined to be the manufacturing centre of the 
north. It is pleasing. to note that both the State and 
Federal Governments have decided to develop the Hydro- 
electric power. On the Clarence River we have the gorge 
scheme capable of generating 100,000 horse-power. The 
line will open up the natural market for the hundreds of 
thousands of bags of wheat grown in this new wheat belt, 
north of Pallamallawa, through which you gentlemen have 
recommended the railway to be built from Curamurra to 
Boggabilla. To say nothing of the market on New England 


and the coast, there is the Queenslaitd market. That 
State has only thrice grown enough wheat for her own 
requirements. To-day Queensland is using chiefly Adelaide 
flour. One of the big problems which graziers have to 
face to-day is the saving of sheep in time of drought. By 
opening up these districts thousands. of tons of Ivcerne, 
oaten and wheat hay, and maize would be conserved by 
the farmers because they would always be sure of a market 
either in the west, east, or north in Queensland. Owing 
to the drought in the west to-day, many graziers are drawing 
their supplies of chaff from Glen Innes and Guyra. The 
following freight charges inay interest you. Glen Innes 
to Moree via Wan rls Crock: 326 miles—Chaff, 16s. 7d. per 
ton. At the same rate direct, Glen Innes to Moree, 131 
miles—Chaff, 7s. 6d. per ton. Glen Innes to’ Moree ra 
Werris Creek, 326 wiles—Potatocs, 27s. 6d. per ton. Glen 
Innes direct to Moree, 131 miles—Potatoes, 11s. 5d. per 
ton; a saving of 16s. ld. per ton. Guyra to Moree via 


Werris Creek, 326 miles—Chaff, 15s. 11d. per ton, Guyra 
direct to Moree, 160 miles—Chaff, 9s. 6d. per ton.. Guyra 


to Moree via Werris Creek, 289 miles—Potatoes,; 26s. 3d. 
per ton. Guyra direct to Moree, 160 miles—Potatoes, 
14s. 3d. per ton; a saving of 12s. per ton. Glen Innes to 
Inverell via Werris Creek, 422 miles—Chaff, 22s. 8d. per 
ton. At the same rate Glen Innes direct to Inverell, 
miles, 3s. dd. per ton; @ saving of 19s. 5d. per ton. Glen 
Innes to Inverell ea Werris Creek—Potatoes, £1 10s. 8d. 
per ton. Glen Innes to Inverell direct—Potatoes, 3s. 8d. 
per ton; a saving of £1 6s. 4d. per ton, You will note from 
these figures that the freight from Glen Innes to Moree on 
the potatoes is £1 7s. 6d. per ton, and.from Glen. Innes to 
Inverell £1 10s. 8d., so the railways carry these goods 97 
miles for 3s. 2d. per ton, to say nothing of having to haul 
the truck back a few hundred miles which often ‘happens. 
I realise that in time of drought the Railway Commissioners 
reduce the freig! ta on fodder for ea stock, but I 
understand this 16ss is made up to the Railway Department 
by the Government. With a line to the coast the railway 





rolling stock used in the north would be able to handle a | 


creat deal more produce owing to the shorter haulage. 
Now comes the question of a port of shipment on the 
North Coast. To serve these districts such port’ should 
not be south of Coffs Harbour. Personally, [am not 
worrying about a port for the reason that it will take a few 
years for all this development to take place, ‘and for fac- 
tories to be started. I feel satisfied that the Government 
will see that a suitable port is made, because the export 
business will demand an outlet even if it has to be made 
on the open ocean front. The same has been done in 
sean parts of the world. In going through the depart- 
nental figures I find that in 1£09 the value of butter alone 
baad from the North Coast exceeded £2,000,000, which 
is £500,009 more than the total value of coal exported from 
Newcastle for the same year. I have already shown from 
the Gove saci Statistician’s figures that the export value 
of the products produced within the area is £10,240,000. 
Up to the year “1910, £2,215,037 had been spent on making a 
harbour at Newcastle, and. a proposal was before the 
Government of the day to spend another £1,130,000 in 
improving the harbour. In view of these facts and from 
careful study of experts’ sworn evidence, it is only a matter 
of money to make a good shipping port of Coff’s Harbour, 
the Clarence River, or Byron Bay. I believe the best 
port will eventually be the great Clarence River. One of 
the main reasons why these rich districts should be con- 
nected is that if will enable men now on the land to do 
well, and while people are prospering they are contended. 
By linking the west with the coast, there would be sufficient 
population to run a University and several good high 
schools in central positions, whereby parents would -be 
able to give their children the same chances as city children 
have. This would tend to keep children in touch with 
rural conditions and help to pha oth drift to the City. 
Gragin, comprising 38,000 acres, 5 miles from Delungra, 
could be sold if it had railway facilities. Both the price 
and soil are right. Yamla, about 8,000 acres, Gunee, 





ee ee 











19 


Witnesses—-R. J. Doolin, A. N. Stirton, and W, Wilson, 5 May, 1923. 


about 7,000 acres, and the Myall Creek Homestead block, 
about 10,000, would probably be subdivided as the result 
of the railway. 

197. You refer in your statement to land purchased in 
the district;—where was that ?—Chiefly in the Inverell 
district, and some further west. 

198. Have you any choice of the two proposals before 
the Committee ?—No, either line would suit us. From a 
closer settlement point of view, I consider the Inverell- 
Glen Innes line superior. The land along the route of the 
Inverell-Guyra proposal is capable of a large production, 
chiefly fruit, but it would be some years before we could 
absorb that produce. For dairying there is hardly a limit 
in this district. 

199. Do you base your opinion of a line from Glen Innes 
to Inverell on an ultimate connection with the coast ?—I 
favour a connection between Tenterfield and Casino, or we 
would be satisfied with the Guyra connection. There is 
better land for settlement between Guyra and Cofl’s 
Harbour. 

200. If you had a connection between Guyra and Coff’s 
Harbour would you favour a connection between Inverell 
and Guyra ?—Yes. 

201. Is Coff’s Harbour, in your opinion, the natural port 
of the North Coast ?—I do not know that it is the best 
port. I fayour the Clarence River as a North Coast over- 
scas port. 


Alexander Nivson Stirton, grazier, Auburnvale, near 
Inverell, sworn and examined :— 


202. Mr. Burke | Will you read your statement ?—Yes, 

it is as follows:—This district is eminently suitable for 
lucerne-growing; even the hills often carry good crops. At 
‘present lucerne cultivation for the market is out of the 
‘question, but much would be grown if there were a market 
at no great distance. If a railway to the coast were built, 
T would put 1,500 acres under lucerne, and go in for fat 

lamb rearing. A present it costs 4s. per head to send fat 
lambs to Sydney, and there is great wastage in weight. I 
have tried it and found it too unprofitable to continue. 
From experience of several visits all over New Zealand, 

I know this district is as suitable as that country for fat 
lamb rearing, and it would be a most profitable industry, 
especially with freezing works on the coast. In addition 
to lucerne, we can grow rape and other fattening produce. 
I have often had three cuts of lucerne ia year, averaging 
with the high lands 15 ewt. to a ton per cut per acre. 
This is without special cultivation such as would be given 

if we had the market. | As to wheat-growing, we ‘have 
‘had some unfavourable experiences in recent years, owing 
to unusual seasons, but in the past I have averaged 23 
bushels from 1,000 acres, and, on one occasion, I had 
1,800 acres of prime wheat. This land is so rich that little 
care has been taken incultivation. If we practiced fallowing 
as in Victoria and other places, the average would be 
raised to 30 bushels. 1 have taken off 8. bags or 24 bushels 
after the crop was knocked down. With fallowing, which 
prevents undergrowth, excellent results would, be obtained. 
At present we practically do not grow chafi for sale owing 
to absence of markets. The little put on the market is 
rough and dirty stuff, cut for fire breakage, or because the 
wheat crop is too dirty. When we had a small local 
market, a great deal of chaff was produced for sale. To 
my mind, growing hay would be more profitable than 
growing wheat, with proper markets. Owing to present 
drought conditions, I would send all my big stock, and even 
sheep, to the coast with rail facilities. At Balarang, near 
Moree, we are feeding on corn and have on four separate 
occasions fed 17,000 sheep for four or five months at great 
cost. Sheep would do alright on the coast in dry seasons, 
Cattle we have to put on poor country. | With rail connec- 
tion we could send our sheep to Glen Innes, which district 
is often at its best when there is drought in the West. 
We have sent our breeders to Glen Innes, round by Werris 
Creek, at enormous eost. Apart from the benefit a railway 


would be in stimulating local production; it “ne afford 
relief regarding our purchases. At present everything 
we get is costly. We are looking forward to electrical 
developments on the Clarence. When that takes place 
this should become one of the wealthiest districts in New 
South Wales. 

203. Mr. Mahony.| What areas do you hold ?—I have 
5,000 acres at Auburnvale, and 34,000 acres at Balarang, 
and 30,000 acres near Warialda. 

204. What are you using Auburnvale for ?—-Wheat and 
sheep. I used to breed cross-breds for fat lambs. I have 
about 1,000 acres under wheat. Oregon, near Warialda, 
is used for grazing. At Balarang, I go in for grazing and 
breeding Merino sheep. 

205. What is the carr ying capacity of Oregon ?—20,000 
sheep, and Balarang, 25,000 sheep. Auburnvale is a 
little better than a sheep to the acre, 

206. Mr. Doe.| Would you be willing to subdivide 
Auburnvale if the railway were constructed 2—Yes , and 
also Oregon and Balarang. There is some wheat land on 
Oregon, but at present we can do nothing with it. 

207. What proportion of Auburnvale is arable land ?— 
About 3,000 acres. Oregon is 8 miles from the existing 
railway, and Balarang is on the railway. 





Walter Wilson, public accountant, Inverell, sworn and 
examined :— 


208. Mr. Mahony.| What are your views on the proposed 
railway ?—We are working for the construction of the rail- 
way for the development of Inverell. The proposed railway 
seems from the official evidence to be clouded by the 
estimated revenue. I believe the railway would pay, and 
that the revenue would be greater than that estimated. 
It is a question of opening up our rich land, which is an 
imperial necessity. World matters are exceedingly serious, 
and I have no desire to see my children become subjects of 
an alien race. We claim that the land in this district is some 
of the richest in the State, and possibly in Australia, and 
that it should be developed altogether apart from the con- 
sideration of revenue derived from the line. At the last 
census I find that we have lost 2,184 people from the 
district in ten years. That is not the only loss. Taking the 
excess of births over deaths in the Inverell district, in; 
cluding Inverell Municipality, and MacIntyre, Bannock- 
burn, and Ashford Shires, the figures are 967 births over 
deaths a year. That is ‘rather Premsnrica ble. because the 
average excess of births over deaths in New South Wales is 
604 per cent. The average birth rate is 26 per 1,000, and 
the average death rate 9} per 1,000. Taking the average 
mean population of this district for three years, I find th at 
we shall have about 197 excess of births over deaths. In 
this district we have 267, a matter of seven more than the 


average, which shows that this district is a very healthy 


one. “We are losing 439 people per year in the district. 
Taking the country from the Queensland border to about 
Grafton, but not including Grafton, there has been an 
increase of 14,400 people. From Gratton south to the 
Macleay the increase was 4,500, so that there has been an 
increase in ten years in the Northern Rivers district of 
189,000. It is the large population on the North Coast 
that we want to touch with our produce, and we want to 
be able to get it to them direct instead of having to send it 
around by Sydney. There has been consider: able railw ay 
development in the southern area of the State, where I 
find there has been an increase of 91,600 people in the last 
ten years. That shows the effect of railway development, 
Coming to the main Northern line, which is not supplied 
with branch lines to the extent that the Southern line is, 
there has been an increase in population of only 334, so 
that we can assume that progress on the Northern line is at 
a standstill. In the Western district there has been an 
increase in population. We are not only at a standstill, but 
west of the main Northern line we have gone back in popula- 
tion. From 150 to 200 people travel between Inverell and 
Glen Innes a week. Under present conditions it is practically 
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impossible for a man to take his family on a holiday to the 
coast. With the railway there would be passenger and 
tourist traffic from this district, the highland country, and 
the coast and vice versa. If better facilities Be: marketing 
are not provided this district must revert to a sheep run. 
The rich lands are round Inverell, and ee the south of 
Inverell there is a large mining district. The granite country 
is eminently suit able for ve egetable and fruit growing. The 
good land around Invere ell extends halfw ay betwecn 
Delungra and Warialda, north to Nullamanna, and north- 
west to the Queensland border. 

209. Mr. Mahony.| Is not the land you speak of within 
the influence of the Moree—Inverell line ?—Yes, a great 
deal of it. 

210. Cannot the people of those districts send their 
produce to market via the Moree—Inverell line, to Newcastle 
or Sydney ?—Yes, if freights were low enough, but the fact 
that it is not done is evidence that something is wrong. 
In 1913, when the Howell mine was working, Inverell 
seemed to flourish. An immense supply of locally grown 
produce was consumed. The closing down of the mit ne 
made a great difference to this town. 

211. Did not the railway from Inverell to Moree help to 
develop the country between those two points ?—Yes, 
it led to the subdivision of large areas, including Byron, 
Bannockburn, and Gunnee, and it was thought that this 
district was going to boom. 

212. Did not the line from Moree to Inverell help to 
settle people on the land ?—I question whether it had any 
such material effect. We want a further connection with 
the tablelands and the coast. Then there will undoubtedly 
be development. The Clarence River could be opened up. 
There is the probability of the construction of hydro- 
electric works in that district and the establishment of 
great industries there. It is those industries that we 
should like to be in touch with. 

213. Which connection with the tablelands do you favour? 
—I think Glen Innes. 

214. Where would you link up the railway with the 
North Coast ?—At some point on the main Northern line. 
I believe a practicable route has been found south of Glen 
Innes to connect with Grafton, along which there are no 
serious engineering difficulties. 

215. Do you refer to the Guyra—Dorrigo proposal ?—No, 
to a line somewhere about Glencoe to Grafton. If the line 
were electrified the grades would not present the same 
difficulty as they do with steam traction. If we spend 
£1,000,000 on the railw ay, and as a nation get £500,000 
worth of wealth out of the land per annum, it is good busi- 
ness; but our authorities do not seem to view it in that 
light. I believe the Guyra connection is a most desirable one, 
but to serve our particular interests I favour the other route. 

216. Chairman.| I would draw your attention to the 
report of Mr. T. R. Johnson, formerly Chief Ra ilway Com- 
missioner, in connection with the proposed railway from 
Guyra to Inverell in 1914, as follows 

In regard to the objective point Inverell, it has to be borne in 
mind that it has already railway communication via Moree. The 
merits on the route were very exhaustively considered originally 
when it was agreed that the western connection offered the greater 
advantage, and was, consequently, adopted. The country between 
Gien Innes and Inverell is admittedly good, but under present 
circumstances there is no prospect of an extension proving remunera- 
tive, and the line is not absolutely an essential requisite. Inverell’s 
claims in regard to railway communication having already been met. 

217. Do you agree with the statement that Inverell’s 
claims to railway communication are alread y met ?—No. 

218. Do you not consider that the linking up of Moree 
with Inverell has been an advantage to this- district ?—It 
is an advantage, but it does not meet our requirements. 
We have to transport our produce over the hot plains. 
That is a very serious thing. I do not agree with that 
statement of the Railway Commissioner’s. 

219. Mr. Burke.| I gather you are of opinion that the 
matter of revenue should not be taken into consideration ?— 
No. It should not be a prime factor in the development of 
this country. 


average for the State, but we are losing population. 


. How would you suggest that the line be made to 
sae ? Are you in favour of a betterment tax ?—Revenue 
must be derived from the people, but as to how it should 
be derived, whether by way of income tax and the money 
paid into consolidated revenuc, I wovld not like to say. 
Wealth is derived from the opening up of land. 

221. I understood you to say that the line from Moree 
to Inverell has not proved a gro at boon in opening up land. 
The land along the route is still largely pastoral ?—Half- 
way between Delungra and Warialda you get into pastoral 
country, but to the north of that line you enter some of the 
finest wheat country. 

922. Is the land you have in mind suitable for agri- 
culture ?—Part of it. About Pallamallawa and north it is. 

223. Did I understand you to say that the births over 
deaths here is not satisfactory 2—It is much above the 

It has 
decreased, which, to my mind, is due to lack of markets. 
224. Would you call this district a poor one ?—No, it is 
an exceedingly wealthy district, and stands unique. as 
regards agricultural productivity. I believe there is no 
other district in the State to equal it, but its potentialities 
cannot be developed until we have an outlet. 

225. What would be the chief produce of the Inverell 
district if the railway were built ?—Maize, wheat, lucerne, 
and fees The possibilities of the district are enormous. 

226. Would it be difficult to find a poor man in this 
district 2—Just now you could find a number, both in town 
and on the land. Many men are in grave difficulty here, 
AG ay ona that we have such a magnificent district. 

To what do you ascribe that 2—We have passed 
Hiobee a rather strenuous time during the last few years 
ae we have not had marketing facilities. 

928. Mr. Doc.| Was there a large mining population in 
ia district ?—Yes. Our municipality has lost population. 
The MacIntyre, Bannockburn, and Ashford Shires have 
oy lost population. 

929. Has the decrease been due to some extent to the 
eclnc in the metalliferous industry ?—Yes, to some extent. 

230. How do you account for the loss in population 
along the main Northern line where the people have railway 
facilities 2—I believe it is because that railway is not fed 
by branch or lateral lines. 

231. Mr. Drummond.| You contend that it is an economic 
waste to draw produce from this district to the North Coast 
via Sydney ?—Yes, to carry produce hundreds of miles 
when there is a market within 200 miles of Inverell. 

232. Is that a big factor in causing the stagnation of the 
district to which you have referred ?—I am afraid it is. A 
direct line to the North Coast would make all the difference. 

233. Mr. Travers.| Do you consider that a railway from 
Inverell to Guyra 
or Glen Innes—is justified on its own apart from a subse- 
quent connection with the coast ?—Yes, on the grounds of 
development, of which there would be a great deal along 
the line. Our object is to reach our natural markets. 

234. Do you consider a railway from Inverell to Glen 
Innes or Guyra as complementary to an extension to the 
coast ?—Yes, one is dependent upon the other. 








Alec Frederick Avern, solicitor, Inverell, sworn and 
examined :— 


235. Mr. Cameron.| I understand you have prepared a 
statement of your views on the proposed railway ?—Yes, 
it reads as follows :—I have been in business in Inverell as a 
solicitor for twenty years. I wish to deal with the value to 
Inverell of railway connection, first with the tablelands, 
and secondly with the coast, from the social point of view 
as a remedy for the * ‘drift to the city” which is now 
engaging serious attention, and a remedy for the present 
stagnation of the population and enterprises of the district. 
During my residence here I have been actively connected 
with the local bodies and institutions which exist for the 
purpose of providing recreation and entertainment for the 
residents of the town and district, and which endeavour to 


ala 











combat the lure of the capital city. I hold the position of 
president of the local Pastoral and Agricultural Association, 
treasurer of the local race club, and other positions, and I 
can state that owing to the lack of railway connection we 
find ourselves handicapped in a very marked way, and 
intercourse is prevented between the residents of this 
district and the tableland districts. At present we exist 
as widely separated communities. By completing the rail 
circuit of the north all our institutions would be closer in 
touch. The Pastoral and Agricultural Shows, race Pas 
ings and other gatherings would benefit creatly by the 
increased ease with which competitors, animals, exhibit 
and spectators could journey. The present gap means that 
districts can now give meagre support and patronage to 
ue another and we cannot create flourishing institutions 
which we could take a pride. Rail connection with the 
“ast must be regarded as of the highest importance in 
<ttering the lot of inland residents and making them more 
ontent. It is tantalising to us to realise that the sea, 
with all its benefits and enjoyments, is less than 200 miles 
sway but that it is de barred to us unless we travel four or 
‘ve hundred miles at great expense—first class return rail 
es to Sydney from Inverell is alone over £10, and second 
class fare about £6, so it will be realised what it costs to move 
a family. A railway to the coast would bring these advan- 
tages to the inland people at consider ably. less expense 
of both time and money, and enable short holidays to be 
taken. The impossibility of indulging in a short change is 
felt keenly as a drawback in our life in Inverell. At 
present, if families wish to visit the sea, the difficulties 
existing render it easier to go to Newe astle or Sydney than 
to any other point. It may be said that good public ser- 
vices exist between Glen Innes, Inverell, Grafton, and 
Yamba, but by utilising these services would for the return 
journey mean an expenditure of about £6 in fares and about 
ninety-six hours travelling, with four nights spent in hotels 
en route. It is not extraordinary for consideration to be 
given to these points when it is remembered how seriously 
the population of the inland districts will be affected unless 
the drift to the city is checked. Thought in this direction 
is advancing rapidly, and in Queensland the question of 
cheap or free rail traffic to enable country families to visit 
the seaside has found a place on the platform of the party 
recently returned to power there. 





William Fraser, farmer and grazier, Delungra, sworn and 
examined :— 


236. Mr. Travers.| Have you a statement to read ?— 
Yes, as follows :—I know the country east of Inverell from 
practical experience. I consider it the finest tract of 
country in the Commonwealth for closer settlement. It is 
lying dormant and comparatively in the same position as 
Delungra stood before it was served by railway. Where 
one could count the population on the fingers, and where a 
few bullock teams could cart away the whole of the produce 
grown in twelve months, I have seen in average seasons 
from 50 to 100 tons of produce per month railed away. 
There is a public school with 140 children on the roll, all 
of whom come from a 3 miles radius. This shows 
what settlement follows a railway. I believe a line east 
from Inverell should strike the main northern railway as 
nearly as possible at right angles. By doing so it will 
give the producers on this western slope the option without 
extra railage of marketing produce in north, south, or 
direct east to the coast, the latter being the natural outlet 
for our wheat, hay, chaff, fat sheep and lambs, and it 
would bring about an exchange of commodities between 
two great producing centres. 

237. What area do you hold ?—400 acres 

238. Do you favour a line from Inverell to Glen Innes ? 
—Yes, it would pass through good mixed farming country. 

239, What would be a fair living area within 12 miles of 
the line 2—About 700 acres for mixed farming, 


21 


Witnesses—A. F. Avern, W. Fraser, G. W. B. Ring, and J. 


T. Dale, 25 May, 1923. 


240. Mr. Drummond. | Do vou consider that a railwi ay 
from Inverell to Guyra would largely benefit this district 2 
= do not t think i i t would bee: ause our produc e wo uld hs 1ve 
to travel two sides of a triangle to get to the best market, 
which is directly east. 

241. What coastal connection have you in mind ?— 
Tenterfield to Casino. 

242. Would the Guyra-Dorrigo connection give this 
district an outlet for its produce ?—No, I favour that from 
Tenterfield to Casino. 


George Washington Beecham Ring, auctioneer, Inverell, 
sworn and examined :— 


243. Mr. Burke.| Will you give the Committce your 
views on the proposed railway ?—I have lived here since 
1902, and have been a station manager, bank manager, 
station owner, and mayor of the town. I know of no 
district which lends itself more to mixed farming than 
Inverell. We have had a bad time lately, but the position 
of the people here is no worse than it is in other districts. 
The climate of Inverell is the most perfect I have experienced 
and with cheap railway facilities the lot of the people here 
would be much easier. It would make them happier. 
They would get the most out of the ground, which is as 
good here as it is in any place I know. ‘Twenty-five miles 
from Inverell graziers are getting as much for their wool 
as other graziers in any part of the State, and the crops are 
equal to any. From a business standpoint we are out in 
the wilderness. 

244. Do you consider that a railway from Inverell to 
Guyra is a better proposition than one from Inverell to 
Glen Innes ?—As a wool growing proposition, I do not 
know that a line from Inverell to Guyra would not be, 
better. 

245. Which line do you consider would be of greatest 
benefit to the district ?—The Glen Innes connection would 
do me a lot of good, but I believe the Guyra connection is 
the best for the district. If a coastal connection is not 
made I would favour the Inverell-Glen Innes line. 

246. Is the Guyra-Dorrigo route the most suitable for a 
coastal connection ?—When I went over the route fifteen 
or sixteen years ago it struck me as being very food country, 
and there used to be some very fine timber: through there. 
If we cannot get a connection with the coast we want a 
connection with the Main Northern line. 

247. Mr. Drummond.| Do you consider it would be a 
business proposition to build a railway to the coast ?— 
Yes, I think so. If the Dorrigo line w ill not pay our line 
will pay. You have to look ahead, and be prepared to 
write off your losses on the railway for a certain time for 
the good of the whole community. 

248. That is to say, you regard the jroposal not from 
the standpoint of £.s.d., but from the viewpoint of the 
welfare of the State ?—Absolutely. 

249. The Railway Commissioners estimate that the 
revenue from a line from Guyra to Dorrigo will not exceed 
£13,000 per annum, or £250 per week ?—That may be a 
reasonable estimate on present population, but I anticipate 
that the population would be largely increased and, there- 
fore, trade would be increased. I believe it is a justifiable 
proposition. 





John Trappit Dale, Secretary of the Inverell Chamber of 
Commerce and. of the Inverell Railw. ay League, 
sworn and examined :— 


250. Mr. Drummond.| You have a statement to read 
regarding the proposed railway ?—Yes, it is as follows :~- 
I desire to allude to the advantage to be derived by rail 
connection with the coastal areas from a soci point of 
view. During recent years the fame of Inverell as a dairy 
farming centre has spread rapidly and has attracted the 
notice of North Coast men, so that we now number many 
of them amongst our leading dairy farmers. Having 
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Witness—J. T. Dale, 25 May, 1923. 


relatives or friends in those districts has naturally led to 
an intermigration movement, but this is as yet restricted 
because of the excessive cost and waste of time in making 
the journey from Inverell to the coast. To reach Ballina 
from Inverell by the public services occupies not less than 
twenty-nine hours, although the distance is only 223 miles, 
and the cost of the trip is over £4. This is about the cost 
of the journey from Glen Innes to Sydney. If connected 
by rail the journey would probably occupy not more than 
ten hours; and the cost would perhaps: be less than half 
what it now is. This would lead to a much greater traffic 
between the two centres, and tend to further development 
of both. As surfing has become a national pastime and 
has promoted the development and health of all who have 
the opportunity of indulging in it, we claim that for the 
health and enjoyment of our people we should be given the 
facilities which those resident in the Central and Southern 
areas possess. At present our nearest surf by rail is 
Newcastle. The long and expensive’ journey in getting 
there is a barrier to all but those who ‘have leisure and 
capital to undertake it. Many of our poorer residents’ 
health would be improved by a course of surfing, and they 
would gladly avail themselves of the opportunity if easy 
access to the coast were provided. In like manner, there 
are dwellers on the coast who, through moist and humid 
climate, have developed throat and chest troubles—these 
and families living on the Richmond who have been troubled 
with asthma, and who have’ obtained almost instant relief 
by residing in the dricr atmosphere ‘of Inverell.’ These 
sufferers are entitled to receive at the hands of the Govern- 
ment the cheapest and most rapid means of rebuilding their 
broken health. This can only be supplied by rail com- 
munication. Since the war the holding of musical festivals 
is increasing. Lismore and Maclean have their annual 
function, and we in Inverell have held two and are‘ now 
about to arrange for a third; Armidale 1s also ‘preparing 
for musical competitions this year. Much as we should 
like our Choral Society to compete at the coastal festivals 
we cannot, because of the excessive’ cost entailed:- To 
take a full choral party even to Armidale is a heavy under- 
taking. Rail connection would solve the problem, and the 
social enjoyment of our people would be enhanced. Then 
the holiday maker would be induced to spend his leisure 
at some of the magnificent resorts on the Hastern Slopes, 
but to whom, under present conditions, those beauty spots 
are a sealed book. He knows nothing of the waterfalls 
nor the views to be seen in those areas equal to anything 
at Katoomba, Blackheath, and other Blue Mountain resorts. 
We claim that the tourist has the right to be provided with 
the means of reaching these places cheaply. Is it fair that 
others should be given them while the North, which con- 
tributes so largely to the State revenues, 13s denied them. 
In this district there are large deposits of bauxite, from 
which aluminium is obtained. It is said that there are 
millions and millions of tons of this ore. The only manner 
of treating this ore is by cheap electric power. If the 
movement to provide hydro-electric power in the north 
is successful, it 1s more than probable that an important 
British company will exploit these deposits, but pending 
the installation of hydro-electricity this ore, if rail to the 
coast were provided, could be sent to the nearest shipping 


centre, and conveyed to Port Kembla for treatment. Under 
existing conditions it would not pay to rail it to the electro- 
litie works at Kembla, and consequently this’ potential 
wealth has to lie dormant owing to the neglect of past 
Governments. At Ashford there is a deposit of coal which 
Professor Pittman has described as being probably a 
continuation of the Greta seam. Its steaming qualities 
are equal to Greta coal. If this mine were connected with 
the Main Northern line, the whole of the northern rail 
system could be supplied with Ashford coal, instead of it 
having to be conveyed at heavy expense from the southern 
fields.: The Railway Commissioners complain of the almost 
prohibitive cost of hauling heavy trafic over the Moonbi 
Range and Ben Lomond. At Ashford they have the 
opportunity of getting their full requirements transported 
over a comparatively easy grade to any point desired. At 
Ashford algo there is an unlimited supply of the purest 
limestone in the Commonwealth, and mountains of ironstone 
exist within easy distance. All the elements are there for 
the establishment of iron and’ steel works. The develop- 
ment of these resources would be possible by increased 
railway facilities. If only pig-iron were manufactured 
and shipped to Newcastle for further treatment a new source 
of national wealth would be unearthed. The. nearest 
cement works to the north are: Kandos and Portland, nearly 
700. miles distant. At Ashford there are the minerals for 
the manufacture of cement, and the requirements of all 
northern :and ‘coastal towns could be supplied. In 1921 
trial plots of linseed for flax manufacture were successfully 
made, about 23 acres being sown. Last year between 600 
and 700 acres were planted, but owing to the absence of 
other green feed occasioned by the drought, caterpillars 
attacked the flax, and no crop resulted. It has been 
demonstrated that flax does well here, and it is likely in 
future to become one of the leading industries of the district. 
Had the crop this year been successful a mill for retting the 
fibre would have been erected. But the means of transport 
would have been @ severe handicap, because, there being no 
flax mill in New South Wales, the rough fibre would need 
to be sent to Melbourne for treatment. If connection with 
a coastal port were made, the preduct would be despatched 
from there, and transhipped at Sydney. The present 
motor service between Glen’ Innes and Inverell carries 
approximately 150: passengers per week, and there are 
numbers who travel by private ¢ar. Were the railway 
extended to the coast, it stands to reason that the inter- 
district traffic would increase enormously, and would form 
a valuable source of revenue. 

251. Do you prefer any particular route for a connection 
with the Main Northern railway ¢—IJt depends upon the 
connection to be made between the Main Northern line 
and the coast. If it is to be from Tenterfield to Casino, 
then the Glen Innes connection is the only one, but if a 
connection is to be made between Dorrigo and Guyra, then 
the Guyra-Inverell proposal is the better route. Our 
objective is the North-Coast. 

252. Are you of opinion that whichever connection is 
made a connection should be made with the coast !—Yes. 

253. Do you believe that if the proposed railway is built 
increased population and prosperity in this district will 
result ?—Yes. 


SATURDAY, 








SATURDAY, 26 MAY, 1923. 


{The Committee met in the Court House, Bundarra. | 


Present: — 
The Hon. W. T. DICK (Carman). 


The Hon. Jonn Travers. 
The Hon. Ropert Mavony. 
Francis Micnaren Burr, Esq, 





Witn1am Cameron, Esa. 
Brian James Dor, Esq. 
Davip Henry DrummMonp, Esa. 
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The Committee proceeded to further consider the expediency of constructing a line of Railway from Guyra to Inverell. 





Patrick Rogers Little, storekeeper, Bundarra, sworn, and 
examined :— 


254. Chairman.| Will you give the Committee your 
views of the proposed railway ?—It would be a very good 
thing for the carriage of goods to the district. We get 
from 1,000. to 1,200 tons yearly from Inverell. If the line 
were built we could become producers instead of importers 
of various lines including chaff. At present people have 
no encouragement to grow anything much. We could 
produce our own butter and bacon. Between 3,000 and 
4,000 bales of wool go out of Bundarra yearly. 

255. What does it cost you per ton on goods from 
Inverell to Bundarra ?—£2, a distance of 29 miles, which 
is a considerable handicap. We are paying £2 per ton 
to get chaff here. 

256. Do you get any goods from Uralla ?—Not much. 
Uralla is 45 miles away. We get oats and potatoes from 
Guyra occasionally. All our goods come from Inverell, 
500 miles from Sydney. 

257. Mr. Travers.| lf the proposed railway were con- 
structed Tingha would be your nearest point on the rail- 
way ?—Yes. 

258. How far are you from Tingha ?—About 18 miles. 
We should be saved about 11 miles haulage. 

259. Mr. Doe.| Would a railway to Glen Innes be of 
any service to you ?—No. 

260. Mr. Burke:|. Would wheat be grown here if the 
railway were constructed ?—Yes.. Years ago there was a 
flour mill in Bundarra, and a very fine quality wheat was 
grown here. 

261. Would more wool be grown here if the railway were 
built ‘Yes. If the line were built we should have 100 
miles less railway freight to pay and 10 miles less team 
freight. 

262. Mr. Drummond.| In the event of the proposed 
railway being constructed I suppose we can take it for 
granted that more wool would be produced in the Police 
Patrol district of Bundarra than is produced to-day ?— 
Yes, 

263. Do you. consider there is a considerable area of 
agricultural land between Inverell and Guyra ?—Yes. 
For 5 miles out from Tingha there is good country right on 
to Guyra. There is good land in the vicinity of Kangaroo 
Camp and Wandsworth. 

264. What connection with the coast do you think 
would be most beneficial to this district 2—A direct line 
from Guyra to Dorrigo and Cofi’s Harbour. The object is 
to link up the east and the west. 


265. Chairman.| What do the producers of this district 
do with their produce ?—They grow wheat for chaff which 
is stacked in the sheds. They have only a local market. 
They rely principally on wool which mostly goes to Inverell. 

266. Is wool the only continuous product of this dis- 
trict ’—Yes, because there are no proper facilities for 
getting produce away. We can grow splendid potatoes, 
maize, chaff, and wheat. This is one of the finest watered 
districts in New South Wales. We have the Gwydir River 
and six creeks. ; 

267. Is mining being carried on near Bundarra ?—No. 
Tingha and Kingstown are the nearest mining centres. 





Charles Joseph Britton, grazier, Bundarra, sworn, and 
examined :— 


268. Mr. Travers.| Have you a statement to read ?— 
Yes, it is as follows :—I have known the country surrounding 
Bundarra for the last thirty-six years, and consider it one 
of the best wool-producing districts in the State, especially 
for quality, cleanness, and staple. The wool production 
has considerably increased in this district during the last 
eight years, and it would be safe to say that within a radius 
of twenty-five miles of Bundarra there is an annual average 
clip of 4,000 bales. The wool is principally merino, and is 
noted for its high quality. The carrying capacity of the 
land is about a sheep to 14 acres, and in good seasons some 
of the holdings will carry a sheep to the acre. As a cattle 
breeding district this is unequalled in the State, and it 1s 
immune from cattle disease. As relief country it 1s one of 
the best. At present there are about 30,000 sheep on 
agistment in this district, besides hundreds of head of cattle. 
People pay as high as £40 per thousand per month for sheep 
to grass, and 10s. per acre for cattle for six months agist- 
ment. Land that could not be sold here years ago has 
now changed hands at fair prices, the buyers being western 
district men, who have stocked the runs with sheep. The 
Keera Soldiers Settlement is capable of producing high 
quality cattle and sheep, and a large tract of the country 
could be used for agricultural purposes, if there were means 
of communication with a market such as the Inverell-Guyra 
line would provide. Lucerne can be grown on most of the 
river flats, and fruit will grow to perfection in nearly any 
part of the district, but farmers do not bother about pro- 
ducing any of these crops owing to having no market. 
Fruit grown on the granite land in the district has taken 
prizes at the Uralla Show. A line from Inverell to Guyra 
and to the coast would induce graziers and farmers to produce 
more crops and to go in for fattening lambs and sending 
sheep direct to the coast. It would mean a great saving 
as regards stock travelling in drought time, as if would 
enable graziers and others to transport them quickly to 
erass country, thus saving many stock. It would save 
expense to the grazier in having to pay large sums away 
for cartage on his wool to rail, and it would induce more 
settlement in the district. 

269. Where is your property situated ?—About 6 miles 
south of Bundarra. I have about 4,000 acres devoted to 
pastoral purposes. Its carrying capacity is about one and 
a half sheep to the acre; in a good season I can carry more. 

270. Does most’ of the Bundarra wool go to Uralla ?- 
No, a good deal goes to Inverell. 

271. What is the cartage from Uralla ?—3s. a cwt. 

272. Are there any large estates within a radius of 10 
miles of Bundarra ?—Yes, there are three or four. Laura 
comprises about 30,000 acres, Abbington about 30,000 
acres, and Clarkness 17,000 acres. 

273. Are those estates being devoted to grazing ?—Yes, 
with the exception of a little farming for our owa use. 

274. Where did-the cattle which you have stated came 
here for agistment come from ?—Mainly from the west. 

275. Do they come here regularly from that quarter ?— 
Yes, 

276. What proportion of your land is suitable for agri- 
culture ?—About 1,000 acres, 
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Witnesses— C. J. Britten, A. S. Wiseman, and R, Ferris, 
977. Would you go in for wheat growing if the railway 
Yes, some. 

your neighbours do the same ?—Yes. 
3undarra country better than the average 


were built 2 
278. Would 
279. Is the 


land on the Guyra route ?—I would not say that it is near 
Guyra, but between here and Tingha it is better. 
980. What is the rainfall in this district ?—29 inches. 


Butchers come to the district from Casino and Lismore to 
buy sheep. 


981. Is lucerne grown along the river flats ?—Yes, for 
local use. 

282. Under natural conditions ?—Yes, on one _ place 
near mine I have known it to be cut four or five times a 
year. 

283. Mr. Drummond.| What would be the main ad- 


vantage to you and to stock-owners in having a connection 
with the main Northern line 2—I could rear fat lambs 
for the coast, and I should be able to transport my pro- 
duce. 

284. Which of the proposals to connect with the coast 
do your prefer ?—I think the Dorrigo-Coffs Harbour 
connection as it is more central. When we want timber 
we have to get it from Dorrigo, and to get here it has to go 
all round the country. 

Mr. Doz.| You have stated that this district is 
free from cattle diseases. How does it stand in respect 
of diseases in sheep ?—I think it is just as good. There is 
no fluke in the district. Worms may be present, but they 
are no detriment. We have no swampy land. 

286. What are the principle native grasses in the dis 
trict 2—Kangaroo grass, couch on the river and creeks 
and prairie grass on the hills. We also have red grass. 

287. Have you any imported grasses ?—Not to any 
extent. There is some paspalum on the creek flats. There 
was an agitation to sell wool at Uralla, but it was not 
proceeded w ith by the producers. 

288. Does not that show a lack of faith in the project ?— 
Well, they have had a set-back. 

289. Mr. Burke.| How do the butchers get sheep round 
to the North Coast from this district ?—They are travelled 
down from Tenterfield or from Glen Innes to Grafton. 

290. Would you say that the land within a radius of 
12 miles of the Inverell- Guyra route is as good as that 
between Inverell and Glen Innes ?—T aking one season 
with another, I think it is as good. With cqual seasons 
in both districts, I think it is superior. 

291. For mixed farming ?—No, I would not say that. 
The seasons are usually better on the Guyra-Inverell route. 
They get more moisture there and possibly the soil responds 
better. 

292. If a railway from Guyra to Dorrigo were not con- 
structed and a line from Inverell to Guyra. was built would 
your produce go towards Inverell or to Guyra ?—To the 
Guyra line undoubtedly. 





Archibald Shaw Wiseman, grazier, Bundarra, and 
examined :— 

293. Mr. Doe.| Is your holding far out ?—I am within 2 
miles of the town. I have a statement to read as follows :— 
Having known the country surrounding Bundarra for the 
list thirty-five years | consider it is one of the best grazing 
districts in the State. The more I see of other aidenees 
the more my opinion is confirmed. It is what is termed 
safe. country. With our rainfall the country responds 


quickly and holds stock in good condition, and better than 


sworn, 


most districts in a bad time. It carries well a sheep to 
14 acre, and one beast to 8 acres. It is safe breeding 


country even in drought time as most holdings have enough 
cultivation land to grow fodder to keep stock alive. The 
district. grows excellent wool, and an aver rage breeding 
flock will cut 7 lb. per sheep. Ours is excellent country 
for cattle A being absolutely free from cattle 
diseases. The hear Guyra- Coffs Harbour line will 
bring Bundarra within 18 miles of rail and 150 miles of a 
port on the North C ™% as against 30 miles to rail and 


26 May, 1923. 


500 to a port now. It will save large sums on carriage, 


encourage grazie7; and farmers to go in for fattening 
stock. It will increase cultivation, as there are large 


areas of land suitable for cultivation, which are not used 
owing to ee being no markets; and it will enable graziers 
and others to get produce from the tableland to the coast 
quickly and heat in times of drought, saving thousands 
of stock that are to-day let die owing to expense “and delays. 
It will take all the wool, thus relievi ing the main Northern 
line of the present heavy traffic. The line would carry all 
merchandise required north of Bundarra, and would provide 
quick transportation of stock from drought areas to table- 
land. The North Coast would draw its mutton supplies 
direct from the grower instead of getting them at Home- 
bush. We hold 17,000 acres. 

294. What is the name of your holding ?—Clerkness. 
We are growing lucerne on 250 acres, and I consider there 
is another 2,000 acres which could be farmed. The 
remainder is grazing land. 

295. You are about 16 miles from the proposed line ?— 
Yes, it passes about 8 miles from the back of our run. 

296. Is that cultivable land ?—No, the cultivable land 
is this end. We do not attempt to fatten because we 
have to go too far. IH we had the railway within 12 miles 
we could put our stock into trucks for ‘Homebush. 

297. Would cultivation be carried on, apart from lucerne, 
if the railway were built ¢——Very probably, because farmers 
would be encouraged to do so. 

298. Have you any thought of subdividing your land ?— 
No. 

299. Is yours merino wool ?—Yes. 

300. I understand you do not irrigate your lucerne ?— 
No, I have 50 acres which I would irrigate to-morrow if the 
railw ay were built, and I have a creek on one side and the 
river on the other. It is fine alluvial soil suitable for irri- 
gating. Homebush is our present market, and if the line 
were constructed we should be closer to the Brisbane 
market, which at present is better than the Homebush 
market for sheep. We should have the choice of two 
markets for fat stock. If a direct railway were built to 
the coast we should send our wool there as freight would be 
much cheaper. Once there was a line to Coff’s Harbour 
freights would be cut to get custom. Railway freights are 
cut so that it is just as cheap to carry 39 miles to Inverell 
and 500 to Sydney as to go 45 miles to Uralla, and 300 miles 
to Sydney. 

301. W hat is the freight per ton on wool to Sydney ?— 
£5 10s. per ton or 15s. per bale. 

302. Would it be an advantage to send your wool direct 
to Brisbane ?—Yes, it is closer. 


Robert Ferris, farmer and grazier, Strathroy, near Bun- 
darra, sworn, and examined :— 


303. Mr. Cameron.| Have you prepared a statement ?— 
Yes, it reads as follows :—I have resided in the Bundarra 
district for a number of years, and consider it one of the 


best for agriculture and grazing. Wheat, maize, oats, 
potatoes, rye, and other cereals can be grown. Lucerne 


thrives on the river flats, and most of the landholders 
could grow some. I estimate there are about 20,000 acres 
that could be cultivated, if. there were a market to take 
the produce grown. Dairying could be carried on and a 
big pig industry would grow up, the pigs being sold a 

stores on the North Coast. Fruit grows to perfection i in the 
district. Much would be grown, givings employment to 
a number of workers, and bringing population to the 
district. Under present conditions carriage to the nearest 
rail is too heavy, and does not pay. The Inverell- Guyra 
line would open up a lot of cultivation land, and it is quite 
possible farmers would go in for wheat growiig. Maize 
could also be grown in large quantities if there were means 
of getting it to market. The resources of the Bundarra 
district, so far as agricultural production is concerned, 
have not been touched. The district is one of the best for 
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honey, as shown by a sample sent to England by Mr. 
Mallise, who has a small bee farm about 8 miles from Bun- 
darra. His sample was placed as equal to the best samples 
sent away. I would say that a farm of from 1,500 to 
2,000 acres would be a paying property with the line within 
easy reach. In my opinion, our country is equal to a lot 
of the Inverell and Guyra land for agricultural purposes. 

304. What area do you hold ?—3,600 acres 

305. Do you agree with the evidence given by Mr. Wise- 
man regarding ‘treight and conditions in the district 
generally ?—Yes, I consider that crops grown in this dis- 
trict are better than what I have seen grown in the 
Armidale district, where I once lived. I have grown good 
potatoes and hay near Bundarra. Some of the soil will 
grow better lucerne, averaging | ton per cut. 

306. Would a railway from Guyra to Inverell increase 
settlement in this district 2?—Yes, a lot of land which is 
now running sheep could be used for agriculture. 

307. Mr. Drummond.| In stating that a living area is 
50 to 200 acres, what had you in mind ?—A mixed proposi- 
tion. I would say that 1,000 to 1,500 acres is a fair living 
area under present conditions. 

308. How much with the railway ?—500 acres near it 
and 1,000 further away. 

309. Would the railway at Tingha,18 miles a way, make 
a considerable difference in the area of land cultivated ?— 
Yes, more land would be farmed because there would be 
less cartage. We have no outlet for produce here. With 
the railway, farming would be a better proposition. This 
is a well- watered district, and many places are suitable for 
irrigation. 


John Richard McHugh, grazier and farmer, Bundarra, 
sworn, and examined :— 


310. Mr. Mahony.| Where is your property situated ?— 
About 4 miles west of Bundarra. I have 1,920 acres, and 
I look after my mother’s property of 3,200 acres. It is 
grazing country. We have about 25 to 30 acres under 
ciiltivation. Ifa railway were built from Inverell to Guyra 
we should be 16 or 18 miles nearer and 150 to 200 miles 
closer to Sydney. Only the other day I got 1 cwt. of stuff 
from Sydney which cost 14s., and delivered here another 
12s. The railway would encourage the fat lamb industry. 

311. What proportion of your “land 3 is suitable for agri- 
culture ?—I could grow w heat on 300 or 400 acres, but after 
a few years I Prints it would have to be fertilised. Although 
some of it is a bit stony, I believe it is wheat land. Freight 
on wool is £6 or £7 a ton from Inverell to Sydney. 

312. Would it be sufficient if the line went fOr Inverell 
to Guyra ?—No, I would sooner see it go on to the coast. 
Such a railway would be of great benefit to the north- 
western people. I believe the Dorrigo line would be more 

uitable, because it is more central. Further, it passes 
through good country. 

313. Do you support a line from Inverell to Guyra for 
agricultural purposes ?—Yes, but not for wool growing. 
The rainfall for 20 miles from Inverel ll up is not as good as 
that between Tingha and Guyra. I would like to see a 
railway built from Inverell to Guyra and on to Coff’s 
Harbour. 





Edward Albert Parsons, grazier and dairyman, Bundarra, 
sworn, and examined :— 


314. Mr. Burke.| What is the extent of your holding ?— 
2,700 acres. I wish to give evidence about timber, dairying, 
and tourist traffic. At present I am grazing and dairying. 
My land will carry about 1 sheep to 3 acres and large cattle. 
fam running principally Jerseys and merino sheep, of which 
[ have about 1 ,100. 

315. Where is your market ?—Bundarra. I have a 
market here in winter for dairy produce, but in summer we 
are short of a market. 
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Witneasea— R, Ferris, J. R. McHugh, FE. A. Parsons, and W. 


G. Davidson, 6 May, 1923. 

316. For 12 miles on each side of the proposed line what 
would you say the country is suitable for ?——Gré azing and 
farming. At Guyra it is better for potato growing. 

317. What is your opinion of the land between Inverell 
and Glen Innes ?—It is fairly good wheat-growing country, 
but it is not so suitable for mixed farming. 

318. What is a living area on the route from Inverell to 
Guyra ?—About 500 acres with the railway. Under present 
conditions without the railway 2,000 acres would be required 
for mixed farming. It is not wheat-growing land. It is more 
suitable for potatoes and other crops. 

319. How much capital would be required to start in a 
fair way on 500 acres of that land ?—£500 to £700, apart 
from the value of the land. 

320. Is the land as good from Inverell to Guyra as it is 
from Inverell to Glen Innes ?—It is better for mixed 
farming, but not for wheat. The rainfall is better on the 
Guyra route. It is about 32 inches. The Inverell-Glen 
Innes line would cost a mint of money to put it through 
the mountains. That district has a railway within 20 miles. 
Linked up with the coast the Inverell-Guyra line would 
pay from the start. For one thing there is so much timber 
to be marketed. 

321. It has been stated that 200 acres will provide 
living area along the Glen Innes—Inverell line; I under- 
stood you to say 500 acres is a living area on this route ?— 
Yes, you would have to pick your land in the Waterloo 
ranges and you have not the rainfall in that part that you 
have in this district. 

322. We have evidence that families of eight and nine 
have been reared on 200 to 250 acres between Inverell and 
Glen Innes ?—Yes, I agree with that. 

323. If a direct connection with the coast were not 
made would the Inverell-Guyra proposal be a good thing 
for the district 2—Yes, it would enable an interchange of 
commodities to take place. If the railway were constructed 
from Guyra to Dorrigo there would be a very large trade 
in timber. 

324. Do you know of any better proposition to connect 
with the coast than the Guyra—Dorrigo proposal ?—No. 
We are paying over 30s. cartage on timber from the coast. 
Timber landed here costs over £6 per 100 super feet. If a 
line were built we could get it for 4s. 

325. Mr. Drummond.| Do you consider Bundarra is too 
far from the railway to warrant the establishing of a butter 
factory ?—Yes. 

326. Would it be too far away if the railway were con- 
structed ?—No, Tingha would be close e nough to make 
dairying a success in this district. Our country is adapted 
to dairying for eight months in the: year w ithout feeding. 
Our returns show that we are in a better position than many 
others. We have had no diseases in our cows for ten years. 
Ours is a regsitered dairy and the returns are possibly 
better than many dairies on the coast. None of our cattle 
have been condemned by the Board of Health. This has 
been an exceptionally bad year, and our returns have been 
good up to the present. 


William Graham Davidson, grazier and farmer, Boxmore, 
Uralla, sworn, and examined :— 


327. Mr. Drummond.| How far is your holding from 
Rains ?—10 miles south. I hold 5,500 acres 
328. Would the railway affect you personally 1 —Yes, a 
little. My place is about halfway between Inverell and 
Uralla. It would bring me about 11 miles nearer the 
railway. It costs a great deal to cart wool, but it is almost 
impossible to get fat stock: awa y. You require to have 
them over prime before you put them on the road because 
they waste so much. I sold some fat cattle yesterday. 
I was afraid to send them away because of the distance. 
It is no use sending fat stock away under present con- 
ditions. 



















































































PSS 
=. 





SS x 


ees er we - 


— — 


—— — 


— 


ae 






































Fe Ene Soe 


+ Aa ~ = Wes 
=~ 





—T 

















690 


26 
+. Davidson, G. G. Beat, and P. R. Little, 26 May ; J. Hawkins, 28 May, 1923. 


Witnesses— W. ¢ 

529. Do you agree with the opinion that there would be 
a considerable extension of agriculture in this district if 
the railway were built ?—Yes, I favour a line running a 
little more south to connect with Uralla and Wallan. 

330. From the standpoint of serving the north-west and 
giving access to the coast is that a sound proposition ?— 
No, I think the Dorrigo-Guyra proposal is better generally 
although the other would suit me better. The land passed 
through is first class, all suitable for farming and grazing. 
The Inverell-Guyra—Dorrigo proposal would open up a 
big stock business. Stock from the north-west that suffers 
from drought could be removed direct to pastures on the 
coast. 

331. Is there a large movement of store stock from the 
west and north-west ?—Yes. Wethers are always coming 
here. 

332. Would that be a considerable source of revenue to 
the line ?—Yes. 


Glenroy Garfheld Best, grazier, Longreach, Bundarra, 
sworn and examined : 

353. Mr. Druwmmond.| 1 understand you have not been 
long in the district ?—No, I am a newcomer here. I was 
formerly in the Yass and Burrowa districts. I consider 
that the Bundarra district, if it had railway facilities, is 
as good as those other two. The land along the Gwydir 
River compares more than favourably with the land along 
the Burrowa River for lucerne, which is selling up to £40 
There is deep water and a great deal of 
land suitable for irrigation. Bundarra is too ‘far from the 
railway for mixed farming. Cartage is prohibitive. We 
used to go in for wheat, shee »p, and lucerne, and I believe 
the property I hold is suitable for that purpose. As a 
wool-growing district Bundarra compares well with the 
Yass district. I showed samples of wool grown by Mr. 
Wiseman to Eels at Yass, who said that it was magnifi- 
cent wool. I have 5,200 acres, and I honestly believe “that 
2,500 acres to 3,000 acres is excellent wheat land. In the 
souah it is said that white box timber is the best wheat 
land, and we have that timber about here. On land in 
the Burrowa district, similar to the Clarkness land, there 


per acre there. 


MONDAY, 


are farms of 200 to 300 acres, on which men are making 
a good living. This is a safe district in drought. There 
is a bigger percentage of fat stock in this district at present 
than there is anywhere in New South Wales, but we have 
no outlet. I have wethers which are fit for Homebush, 
but I cannot send them away. There is a good deal of 
land in the district suitable for fruit growing. Rabbits 
here are a curse, and rabbits which have eaten out other 
areas are coming here. 

534. What does it cost per mile to erect a rabbit-proof 
fence in your district ?—About £110 complete. 

335. How does your property compare with the average 
properties in the district ?—Mine is an average sample of 
the country 6 or 8 miles around Bundarra. 


336. Would you say 50 per cent. of the land is suitable 


ee cultivation ?—-Yes, for wheat and oats,:and lucerne 
on the frontages. 

337. Are the flats on the Gwydir River extensive ?— 
Yes, there are 200 acres quite near the town, and there is a 
large area to the north suitable for lucerne, and there is 
water for irrigation. 

338. 1 suppose Tingha would be your nearest point 
to the proposed railway ?—Yes, it would bring me within 
12 miles of the line. I could start with my sheep in the 
morning, and would be not more than 24 hours on the 
road, whereas now they would be three days. I would 
not attempt to farm under present conditions. 1 bought 
the land as a grazing proposition. 


Patrick Rogers Little, storekeeper, Bundarra, recalled, and 
further examined :—— 

339. Chairman.| Do you wish to add to your evidence ?— 
Yes. I desire to state that in this district it costs £110 
per mile to erect wire-netting on a rabbit-proof fence. To 
erect a new rabbit-proof fence it would cost not under 
£150 per mile. I notice that Mr. Best estimated it would 
cost £110. 

340. Mr. Drummond.] What is the cost of landing wire- 
netting in Bundarra to-day ?—From Sydney, about £12 
per mile. 


28 MAY, 1928. 


|The Committee met in the Court House, Tingha.] 


Present: --- 


The Hon. Jonn Travers. 
The Hon. Roperr Maneny. 
Fraxctis MicHarL Burke, Esa. 


The Hon. W. T. DICK (Cuatrman). 


Winntiam Cameron, Ese 
Brian JAMES Dog, Esq. 
Davin Henry DrumMonp, Esa. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Guyra to Inverell. 


John Hawkins, President of the Agriculture Bureau, and 
mixed farmer, Tingha, sworn, and examined :— 


541. Mr. Travers.| Have you resided long in the district ? 
All my life. We have a very live branch of the Agricultural 
Bureau here, and our object is to educate the “people as 
to what the soil will grow and to induce them to take up 
land in the district. The soil about Tingha will grow 
almost anything in the way of produce ani stone fruits. 
We can grow tomatoes by the ton. Onions also grow 
well. Our surplus tomatoes have been bought up by 
dealers at 1d. lb. Parts of the districts will grow good 
corn and wheat. If we had water and fertilised our land 
we could grow potatoes in payable quantities. This 
district is suitable for closer settlement because we can 
grow produce that cannot be grown in other places. We 
can grow cauliflowers and cabbages, but we have no market, 
except a lecal one. The distriet grows very clean wool. 
It will carry about 14 sheep to the acre. I have made 
my living for the past twenty-two years on 800 acres 
and less, ‘and I have supported a family of seyen. I run 








600 sheep, about 50 head of cattle, grow my own vegetables 
and fruit, and in normal seasons grow my own horse feed. 
I breed sheep and cattle, and sell to the local butchers. 
Before going on the land I worked in a sawmill belonging 
to my father, which ran for twelve years and averaged 800 
to 1,000 feet of timber per day. That was about 6 miles 
from here. There is a fine belt of timber commencing 
at New Valley, 7 or 8 miles from Tingha, and extending 
in a southern direction 15 miles towards Bundarra. Much 
of that timber has never been cut. I have drawn logs 
12 and 14 feet, long to the mill that cut up to 1,000 feet. 
When my father removed his mill about twenty-two years 
ago there was a lot of young timber coming on which 
should be fit for milling now. There should be from 8,000 
to 10,000 acres, most of which is forest reserve. The timber 
is chiefly stringybark, blackbutt, a little ironbark, and 
a quantity of black pine. 

342. Mr. Travers.| What area would. be suitable for 
agriculture within a 5 miles radius of Tingha ?—From 
700 to 800 acres. 
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Witnesses— J. Hawkins, W. Chisholm, W. Ayland, and W. Vickery, 28 May, 1928. 


343. How much would be suitable for wheat-growing ?— 
About half, and the balance for corn. 

344. Is your farm a particularly good block ?—lIt is a 
fair average block. 

345. Is the land not suitable for agriculture suitable for 
grazing ?—Yes. 

346. Would you say that 800 acres is a fair living area 
in the district ?—Yes, a good living area. I have never 
had more than that. I started with ‘absolutely nothing. 

347. Are there any other residents of the districts 
similarly situated ?—Yes, on smaller areas. One man 
has been making a good living on 600 acres. He started 
with very little, “and has been able to buy a motor car. 

348. Why do you not go in more for agriculture ?- 
Because we have no outside market. . 

349. Is much wheat or corn grown in the district ?— 
Yes, to the north a good deal is grown. Inverell is our 
market. 

350. How far from Inverell is the timber land to which 
you have referred ?—23 to 25 miles. 

351. Where does wool go from this district ?—Within 
a radius of 10 miles of Tingha one carrier has taken 500 
bales to Inverell. . 

352. Are the estates in the district large ?—-No, from 
3,000 to 5,000 acres would be the largest. They are mostly 
used for grazing. j 

353. Would a railway from Inverell to Guyra cause an 
increase in production in this district ?—Yes, a lot of land 
would be used for agriculture. I believe lucerne could 
be grown in places. I grew about 2 acres for eleven years 
and got three cuts a year. In the drought it thinned 
out, and I ploughed it up with the object of resowing it. It 
is on fairly poor land, and it grew about 3 feet high. 

354. Where is timber obtained for the mine ?—From 
Inverell, at present. 





William Chisholm, fruit grower, near Inverell, sworn, and 
examined :— 

555. Chairman.| Do you make your living entirely from 
fruit growing ?—I do some farming as well. I have about 
30 acres of mixed fruit trees, including stone fruit, apples, 
and citrus. The last named are young trees, but the other 
fruit | have grown for thirty years or longer. My market 
is a local one. I sell to dealers and the fruit goes from 
Glen Innes to Guyra and up towards the Queensland border. 
This district will grow almost any kind of fruit, including 
peaches, plums, apples, and cherries. Between my holding 
and Tingha the land is suitable for grapes. My place is 
about 74 miles from Inverell and about 9 from Tiigha. 
Last year half my stone fruit went rotten because 1 could 
not market it. If the railway were constructed I could 
send my fruit to Guyra. 

356. Are there any other fruit growers in the district ? 
Yes. 

357. What do you grow besides fruit ¢—Corn and wheat. 
Wheat yields about 20 bushels and corn 25 to 30 bushels. 
I do not grow much, but I used to find a market at the 
mines. I grow wheat mainly for hay. 

358. Mr. Doe.] Have you ever dried your grapes ?—No, 
although I believe they could be satisfactorily vied here. 
The climate here is generally very dry in summer. 

359. Have you ever dried stone fruit ?—A little, but you 
require to grow a special kind for drying. 

360. Mr. Drummond.| Are you troubled with diseases in 
the fruit ?—Sometimes. The year before last was a bad 
one for fruit fly, but I believe this district is not worse than 
any other district in that respect. Fruit fly is our worst 
trouble. 

361. Is it the Queensland fruit fly ?—Yes. 

362. Has any attempt been made to establish a tomato 
cannery here ?—No, although some of the best tomatoes are 
grown here. 

363. Have you tried prunes ?-—Not in any quantity. Some 
seasons are too dry for them, 


364. Have you tried to arrange for motor transport of the 
fruit grown in this district to Guyra or Glen Innes !—No. 
It would be a good thing if it were practicable. The more 
mining carried on the greater the consumption of our 
produce. 


William Ayland, orchardist and miner, Grosvenor, Gilgai, 
sworn, and examined : 


365. Mr. Mahony.| Is your place far out ?—9 miles from 
Tingha. I have 100 acres. I have prepared the following 
statement : There are approximately 2,000 acres of mostly 
Crown land in Gilgai which could grow fruit profitably and 
on which about 20 families could be settled with a railway 
to take away the surplus produce. One acre of summer 
fruit trees, at sixty-nine trees to the acre, will produce, 
when in full bearing, 140 bushels of fruit: that is to say, 
5s. per bushel will return £35, or £350 from 10 acres. An 
area of 200 acres, with 10 acres orchard and vineyard, 
10 acres for vegetables, &c., and 180 acres for grazing, 
would provide a fair living if there were a market. With 
the mines at Howell going again there would be a fair market, 
but not sufficient to take all produce grown. Land is 
now held as Crown leases, &e., which could be used for 
mixed farming and fruit growing with railway facili- 
ties. The Tingha water supply scheme will serve 
Gilgai, and vegetable growing could be profitably carried 
on. The forest reserve near Gilgait would enable bee 
farming, in addition to mixed farming, to be carried on 
profitably. With a direct line to the coast we should be 
able to get fertilizers cheaper than at present. The freight 
from Sydney to Inverell makes them almost prohibitive. 
Tobacco has been grown very successfully at Gilgai, The 
Ponds, and Tingha, the quality of the leaf being excellent. 
That is another. industry which could be develope d with a 
railway to the tableland. Intense culture could be carried 
on. Our district is five or six weeks earlier than the table- 
Jands, and there is a ready market there for early vegetables. 
It costs 2s. per bushel to send anything to the Northern 
line, which is hard on producer and consumer. I grow 
tomatoes, green peas, turnips, cabbages, and cauliflowers. 
Our local market is always over r supplied. With a railway 
to reopen the mines at Howell and Tingha, ten times more 
people would be employed than there are on closer settle- 
ment. 

366. Where would you expect to find your principal 
market if the railway were built ?—Between here and the 
coast. The small towns towards the coast cannot grow 
peaches and apricots and such fruit, and that would be 
our market. 

367. Do you support a line from Inverell to Guyra !-— 
Yes, that would be the best line from our point of view. 

368. Did you ever work as a miner /—Yes, Iam working as 
a miner now. There are a good few miners working at Gilvai 
where there are two or three small mines producing ¢ hiefly 
tin. When the mine was working at Howell about £1,200 
per week was being paid out in wages and the fruit growers 
had a good market. 1 could then sell as much fruit as [ 
could carry there in a cart with two horses. To-day I 
could not sell a bob’s worth there. 

369. Is there much land in the district suitable for the 
same culture as you are going in for ?—Yes, there are 
about 2,000 acres suitable for fruit growing. 


William Vickery, orchardist and gardener, Albion Flats, 
Tingha, sworn, and examined : 

370. Mr. Drummond.| What do you grow chiefly 
Tomatoes and watermelons. I have 20 acres of ent | 
also grow a bit of hay for our own use. I did run a nursery, 
but of late years there has been no demand for young trees, 
and | am closing it down. There is a bit of opposition 
now and we have to turn our attention to mining. I took 
£350 off two acres in a year, and there remained a quarter 
of an acre of pumpkins that we did not sell, 
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Witnesses—W. Vickery, 

371. Would a railway ar Inverell to Guyra materially 
improve your prospects ?—Yes. I could make a good 
living if I could get 2d. a lb. for my tomatoes. 

372. Have you in view ultimate railway connection 
with the coast ?—Yes, we want an outside market. 

373. Mr. Doe.| Have you ever considered turning your 
tomatoes into sauce or bottling them ?—I have often 
thought that it would pay us to do that. 

374. I suppose tomato sauce consumed in this district 
eomes from Sydney ?—Yes. 

375. Is there not an opening here for a good tomato 
sauce ?—Yes, but in order to produce that we should have 
to grow a different variety of tomato; I grow tobacco for 
my own use, which grows to perfection. I have some 
7 feet high. I have also grown cotton, but the seed was 
old when the Department sent it up. I merely dig a trench 
with my foot and drop the seed in. Tobacco and cotton 
ean be grown well in this district. 


Charles Edwin Blomfield, grazier, Wombi, near Wands- 
worth, sworn, and examined :— 


376. Mr. Doe.| What area do you hold ?—5,500 acres. 
My land will run about ninety sheep to 100 acres. The old 
surveyed line passes 4 or 5 miles from my property. 

377. Is your land suitable for grazing only ?—No, it 
might be suitable for mixed farming later on. It is half 
basalt and half granite. It is very good grazing country. 

378. What proportion would be suitable for the plough ? 
—Only a small proportion. It is more suitable for mixed 
farming. I have been on the place nineteen years. At 
one time I was in the Government service, and I think I 
pay more in taxes now than 71 used to get as salary from 
the Department. A man with 2,500 to 3,000 acres in this 
district could make a very comfortable living by grazing. 
I do not go in for agriculture. On my place ‘there is a lot 
of young timber, and in twe nty or thirty years there will be 
a large quantity suitable for milling. A former owner i 
my property erected a fence about ‘Ig 884, and some of th 
posts are still sound. If the railway were built there oad 
be a big traffic in maize from this district. 

379. Is any lucerne grown in the district ?—There was 
a patch of about 8 acres, and I believe there were others. 
I know of no one producing it on a big scale. 

380. How do you regard the Inverell district for fatten- 
ing ?—In a good season it is better than ours, but the 
further you go west the better stock fatten. We should 
have railway connection between New England and some 
point on the North Coast. 

381. Would a line from Tenterfield to Casino be of 
advantage to you ?—It would help. 


Donald Finlay Stewart, grazier, Kelso, near Wandsworth, 
sworn, and examined :— 


382. Mr. Cameron.| Do you do any farming ?—A little 
formy ownuse. Ihave prepared the following statement :— 
I am a grazier, and live close to the proposed line from 
Inverell to Guy ra. The average carrying capacity of the 
country is about one sheep to the acre in all seasons. We 
run a few head of cattle in each paddock as the grass gets 
ahead of the sheep in the hotter months. The country 
from Tingha eastward along the line has been described as 
poor grazing land. It certainly is until the axe is used 
on the timber, then it is good wool-growing country. It 
has a fair amount of good milling timber. I have noticed 
that the District Surveyor at Armidale stated that the 
timber is suitable only for mining purposes. For the last 
five years Mr. Wade has been carting logs from my property 
to Inverell, a distance of 30 miles. Other properties in 
my neighbourhood are similar to mine as regards timber 
supply. We cannot do much in the way of fat stock, as 
it costs 3s. 4d. per head for sheep and 33s. per head for cattle 
(freight and selling charges), and there are three or four 
days’ droving to rail. Stock are in the trucks from Tuesday 
(noon) till Thursday morning. Consequently they lose a 
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lot in condition. With a direct outlet by rail to the coast 
stock would meet the market in at least half the time they 
do now. We should have freezing works inland, which 
would give employment to many and save wastage. There 
is a fair area of land suitable for cultivation within working 
distance of the proposed line. It will grow oats, pumpkins, 
melons, and almost all vegetables and cold-climate fruits. 
The railway would be beneficial in getting stock to agistment 
in time of drought. You cannot get a large block of 
agricultural land in this district, but there are many places 
Ww hep the land can be cultivated. I have grown 60 bushels 
of corn to the acre, and I have grown lucerne during the 
last five years, which have been exceptionally dry. There 
are patches of land in the district that will grow lucerne 
well. This is very good wool-growing country and carries 
a fair amount of sood building timber: Mr. Wade, of 
Inverell, has been carting logs by team from his property 
to Inverell. The adjoining properties carry as much 
timber as mine. We can fatten stock, and if we had rail- 
way facilities we could send fat stock to the Grafton market. 
It costs us 3s. 4d. a head for sheep and 33s. for live stock 
marketed in Sydney. With a coastal connection, freezing 
works could be established, which would give employment 
to many men and save wastage in stock in being trucked 
from these districts to Sydney. This is very good country 
for growing oats, either for hay or for grain. The railway 
would enable stock to be removed from the dry western 
country to pasture. 

383. Generally speaking, is not the country between 
Inverell and Guyra essentially grazing land ?—Yes. 

384. Have you given consideration to the most practicable 
route between the tablelands and the coast ?—I should 
think a line from Guyra to Dorrigo would be the most 
beneficial. It is the most direct route. 

385. Mr. Doe.| What sort of timber has Mr. Wade 
carted to Inverell ?—Mostly white and red stringybark 
and a little box. _ 

386. Mr. Drummond.| Has there been much traffic in 
stock to this district in the last ten years ?—Yes. 

387. Is that traffic limited to store stock which have 
been removed for fattening purposes ?—No, there are 
thousands of wethers brought from western country for 
woolcutters, as well as sheep being taken west for fattening. 

388. As a grazier what would be your main advantage 
if the railway were built ?—Fodder would be carried by 
the railway. At present sheep at Goondiwindi are being 
fed on corn, which we get frorn Warwick. There is a 
likelihood of a railway being built from Camurra to Bogga- 
billa, and if the proposed railway were constructed there 
would be direct railway communication between that far 
north-western district and the main Northern line. 

389. Would fodder be carried by the railway from the 
tablelands to that western country ?—Yes. 

390. Would there be a movement of cattle to the eastern 
fall of the range ?—Yes, apart from the feeding of stock. 

391. Do you often have to remove stock from this 
country ?—I have shifted cattle, but not sheep. In this 
district the losses are practically nil from drought. Cold 
weather is worse when there is no feed. 


William Yule, miner and grazier, Tingha, sworn and 
examined :— 

392. Chairman.| How long have you resided in the 
district ?—Forty-five years, and have been mining pretty 
well all the time. Forty years ago most of the men left 
here, but since then more money has been made than ever. 
This is a very large mineral field, the extent of which 
nobody knows. The whole place is covered with lines 
of reefs. A reef here never seems to cut out. The shoots 
cut out, and when that happens they leave them. I and 
my son and another man sunk a shaft near Tingha, and 
bottomed on 2 ewt. to the load. That is in a place where 
nobody had any idea there was tin. Several good reefs 
are being opened up. ‘The surrounding country is a net- 
work of reefs. The difficulty is that mm the back country 
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there is no water in dry times, and it is hard to propect. 
In the event of Mr. Symes’ water sup yply scheme being 
carried out, a great impetus will be given mining. 

393. How has the mining industry progressed since 
1914 ?—Dredging was beginning to slack off a bit then. 

394. How many dredging plants are operating in the 
district ?2——About one dozen. 

595. How does the population of Tingha and the sur- 
rounding tin-bearing district compare with what it was 
in 1914 It has slacked off. Many of our people went 
to Cessnock. It did not pay to work here under existing 
conditions, when tin fell so low. 

396. In what way would a railway from Inverell to 
Guyra improve the mining position here ?—Our mining 
mac eRe ‘ry would be carried cheaper. 

597. Where is tin despatched now ?—Via Inverell. .The 
leans is 30s. per ton from here to that town. 

598. From where do you get your mining timber ?—Very 
little timber is used for mining now. If you work on the 
sarface you do not require much timber. A little is re- 
quired for the dredges. There is a timber belt five miles 
from Tingha running up a few miles. 

399. Has want of water hampered alluvial mining here ? 
—Yes, and prospecting, too. 

400, Is the tin-bearing country in the district pretty 
uniform *’—Yes. 

401. Is it a fact that not much reef work is done here 
owing to the solidity of the earth in which the tin is ob- 
obtained 2—-Yes, not much attention has been given to 
the reefs on this field. The deepest shaft sunk here is 
about 200 feet 

402. Would the railway give an impetus to reef work 
on the field ?—Yes, there must come a time when attention 
will have to be given to the reefs. That is when alluvial 
tin cuts out. 

403. You consider that the Tingha mining area is by no 
means worked out ?—It will last while the world lasts. 
There is no doubt about that. 

404. Have you experience of other tin-fields ?—No, but 
the history of this field is the same as the history of the 
Cornwall tin-fields. Men from Cornwall say that you 
cannot expect to find a big body of ore until you get into 
open country. That is their experience in Cornwall. 
pe hundred tons of tin were obtained from a little reef 
2 miles along the road. 

405. Mr. Travers.| When the Committee were in Tingha 
in 1914 it was estimated that in 1912-13, when operations 
were being carried on, the average value of tin was about 
£130 per ton. What is the average value to-day ‘—The 
local value is a little over £100 a ton. 

406. Is the difference between £100 per ton to-day and 
£130 per ton ten years ago the reason for the mines having 
closed down ?—The fall in tin made it impossiple for the 
dredges to work poor dirt, and there was a rise In wages 
and a shortening in hours of labour. 

407. Under present conditions what is the lowest market 
price of tin per ton that would allow you to carry on ¢— 
tt depends on what we can produce. 

408. What does it pan out at to-day ?—It is not as good 
because they have taken the cream off it. 

409. Does the future of the field depend more upon reef 
mining than upon alluvial mining ?—Yes. 

410. Have you formed an opinion as to the area in the 
district suitable for tin mining ?—No, it is a very large 
area. For 20 miles square there is tin around here. 

411. Has activity been more pronounced here during the 
last two years ?—There was e bit of a rise in tin for a skert 
time, which sent prespecting aliead a little. 

412. Mr. Drummond.| Have you had expert tests made 
o* the possibilities of the district ?—We know that the possi 
bilities are good, but we have not had money enough to 
co on. 

Have you had an official test by the Mines Depart- 
ment ?—No. We know that the tin is here. We have 
traced it. A mine is working at Gilgai 
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414. Are there more than twelve dredges working in the 
district @—-One has been. sold, and three others are idle. 
Some others are working. 
415. Has the drought 
in the back country. There is a drop of water in the creek. 
The dam is to be raised 4 feet to get more water. This isa 


wonderful field of tin. 


affected ope rations ?—More so 


a anh 
mining investor, Tingha, sworn, and ex- 


amined : 


James Symes, 


416. Chairman.| Are you a mine manager ?—I was for 
a good many years. I came to Australia a good many years 
ago, and have been associated with mining and irrigation 
most of my life. I came to Tingha, and from evidence | 
saw I started to investigate the district. It has cost about 
£5,000, and I have spent about another £10,000 in carrying 
out experts’ recommendations. I suppose £200,000 will 
be spent on the same work. I am not prepared to lay 
all our reports on the table. We have had London experts 
here investigating the district from a mining and agricul- 
tural standpoint, and on their recommendation our London 
people are going to act. We have not gone into the matter 
of the railway because we believe it will come in due course, 
and we have sufficient faith in the Government to build 
it. We are going on with our work irrespective of the 
rau: ‘ay. 

. Do you regard the field as one that will respond to 
inv ae nt ?—Absolvtely. 

418. What i3 the area of tin-bearing country in the 
vicinity of Tingha ?—Thirteen or 14 miles almost in every 
direction. We know that there is more tin in the Tingha 
district to be got than Be been taken out of it. 

419. Something like £3,000,000 worth has already been 
won ?—Yes, and there is more than that to be akon out. 
We have had men here for years investigating the whole 
thing. Those investigations have cost us about £5,000. 

420. I understand that a canal is being built for the 
purpose of obtaining water for tin working ?—Yes, and 
irrigation. All the information I have is at the disposal 
of the Governme nt confidentially. Bauien of one of my 
reports states ‘Apart altogether from mining, this 
water would be of great value for irrigation.’ 

421. What do you consider is the average metal content 
in the mining area here ?—Over | lb. to the yard, which is 
putting it low. 

422. The committee have been told that most of the tin 
won here is alluvial, and that when you get down to the 
lode formation the expense of mining has practically 
stopped development ?—The lode formation has never 
been opene sd up. Tingha has always been looked upon as 
a mining town as here to-day and. gone to-morrow. I 
went to Cornwall, where there is the oldest tin mine in the 
world. I can assure you that the Tingha field is twenty 
times bigger than the Cornwall field. This district has 
never been properly tackled. I know of no place in the 
world where there are such huge possibilities for tin mining 
as there are in the Tingha district. I say that after eleven 
years of investigation, and my opinion is corroborated by 
the best brains we can employ. 

423. Would the construction of the railway make much 
difference to mining here ?—Yes, it would make the distance 
per rail shorter, and we have to consider the low price of 
tin. But I do not pin my faith to mining altogether, | 


look ahead and sce what the land i; cap ble of. The 
eericultural posvibilities of the Tingha district, from a closer 


has been 


settlement standpoint, are wonde rful. The canal 
eis out the water 


laid out for that purpose. Ii 
is at such a height as to command Ce Li and the surrounding 
districts of Inverell. I believe this district will grow 
almost anything. An excellent specimen of cotton has 
been grown here. Tobacco will also grow here. 

424. What could be grown here w ith irrigation ?—T'ruit, 
lucerne, and vegetables. I have seen pumpkins grown 
here which you could not lift. 
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425. Where would you look for a market for that pro- 
duce ?—Not nec essarily a close market. We have certain 
things in view which we intend to work out, and we intend 
to go to the world for our market. We could can our 
stuff and send it out. Our idea is to go in for something 
big. 

426. Are there many landholders in the district who are 
prepared to go in for irrigation ?—I know what they will 
do when the time comes. 

427. You referred to some experts who came here at 
your solicitation; were they Government experts ?—Yes, 
agricultural expe rts. 

428. Have you had Government mining experts here ?— 
Yes, the chief i inspector of mines spent five days here with 
me. You can get evidence from the Government expert 
relating to the whole of the Tingha district. His report 
bears out the report of our own private experts regarding 
the Tingha district. ? 

429. Mr. Travers.| What number of dredges are working 
here at present ?—There are twenty-six in the district, but 
because of want of water it would not surprise me if only 
four or five are working now. 

430. How long has the water problem been acute ?—It 
has been bad ever since Tingha was Tingha. That is what 
made me start investigating the district. I suppose £2,000 
a fortnight is being lost in this town because of want of 
water. But enough water has come down the creek in 
twenty-four hours to keep the miners going for years. 

431. Has mining shown any activity during the last 
four or five years ?—Tin has dropped. conside erably and 
wages have risen. When the water scheme is completed 
hundreds of men will begin fossicking. This is the biggest 
: eme field in the world. 

132. Have you considered the question of timber supply ? 
_y es, I am satisfied there is sufficient timber here. 

433. In 1914 the Committee were informed that timber 
would probably have to be obtained from the Inverell 
district ?—Timber could be grown almost as fast ag it 
could be cut, but there is no re-afforestation here. The 
we supply is the pulse and heart of the whole thing. 

434. Will it be any length of time before your water 
Bane scheme is in full swing ?—No. 

435. What is the lowest niarket price of tin which would 
enable you to carry on ?—It would have to be lower that 
we have ever seen it here. The market will not affect us. 

436. Mr. Drummond.| In the oMicial evidence submitted 
to the Committee there is the following paragraph : 

When these proposals were previously dealt with it was con- 

silered that the Guyra route hal more to recommend it than the 
Glen Inne3 route, bnt since then the mineral indus stry to be served 
by the former has shown a backward tendency. 
Are you sure that is dua to market conditioas and 
insufficient water rather than to the field being played out ? 
—It is due to the low market price, the rise in wages, and 
90 per cent. 15 due to want of water. 

437. Then the inference that the field is depleted is not 
correct ?—It 13 not correct. The chairman of directors 
of our company was here the other day. H> went over 

the district with me, and was amazed to see such a field 
stagnant for want of water. 

438. Would the construction of the railway prove a 
considerable factor in the cost of production and the ulti- 
mate success of your enterprise ?—Yes, a railway would 
have that tendency 

439. Mr. Doe.| How is it proposed to distribute water 
from the canal ?—That has been worked out by our 
experts. 

440. It would be necessary to moke available a lot of 
land along the route ?—Yes. 

441. Have you control of that land ?—No. 

442. Where is the tin smelted ?2—Some in Sydney and 
th> balance in Singapore. 

443. What is the present value of tin in Ragland ?— 
It is not too bad. 

444. Do you include the Conrad mine in speaking of the 
Tingha mines ?—-No. 
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445. I understand you are not working lode ore ?—No, 
it is alluvial so far, 

446. Mr. Mahony.| Are wages an important factor in 
the production of tin ?—Yes. 

447. The average price of tin from 1875 to 1900 was a 
per ton, the highest wage during that period being 7s. 
day; -—what is the rate to-d: ay 114s, 

448. If tin were £92 per ton it would be a paying proposi- 
tion ?—In those days it was all hand work. The dirt was 
shovelled out. The ground worked to-day was abandoned 
by those people, but it is being worked by expensive 
machinery. 

449. Will wages be a factor if more mineral is to be 
won ¢—It depends upon the method adopted. With the 
most up-to-date method present wages will not effect it. 

450. Have you tried cotton in the district ?—It has 
been growa here about 2 miles out. The samples were 
very fair. 

451. What about tobacco ?—Tobacco has been grown 
on Cope’s Creek. I do not know of any being grown now. 

452. Have you an interest in any mining company in 
the district ?—No. 

453. Mr. Drummond.| What is the cost of landing tin 
ore at the rail ?—303. per ton. It is sent to Sydney, at a 
charge of £4 per ton. 

45 rb What would you save per ton if a railway to Guyra 
were built ?—I have not bothered much about that part 
of the business. 

455. Mr. Travers.| As far as your investigations have 
gone the question of railway connection between Inverell 
and Guyra has not entered largely into them ?—No. It 
would enhance the thing, but even without the railway, 
1 think we should find a way out. 

456. Do I understand that you do not consider the 
construction of the proposed railway is an appreciable 
factor in the development of mining here ?—Yes, most 
decidedly it is, but if the railway is not built we shall still 
plod along. 

457. Mr. Doz.| You referred to supplying the world’s 
market with produce;—had you in mind food supply ¢— 
Yes. We should supply the worll’s market with tin and 
poduce. 


James Connor, farmer and grazier, near Tingha, sworn and 
examined :— 

458. Mr. Dr winmoid.| T understand you are interested 
in a fluorspar mining proposition ?— Yes. 

459. The documents which you have handed to the 
Committee refer to a communication received by you from 
three differens companies dealing in that mineral ?—Yes. 

460. According to one letter ieee from the Broken 
Hill Proprietary Company the company makes an offer 
that it is prepared to pay £6 per ton f.o.r. for the mineral 
at their works ?—Yes. 

461. Will you inform the Committee why that would 
not be a paying proposition to you ?—Freight is too high. 
Carriage is too far. We should have to cart the mineral 
18 miles to Inverell, at a cost of £2 per ton. 

462. What woulds it cost you to vail it from there to the 
Broken Hill Company’s works ?—I understand it would 
go at the same rate as tin. 

463. Do you consider that would be too big a levy ?— 
Yes. 

461. Have you had an official test made of the mineral 
to show what its extent is ?—No. I have opened the 
show to a certain extent, and it shows well. It is a big 
lode. 

465. Is there much of it in the district ?—That is the 
only show that I know of. 

463. If the railway were constructed could it be worked 
successfully ?—Yes. Under present conditions the expense 
is too ore at. 
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467. Arthur H. Hassal & Co., import merchants and 
mine-owners, state in their letter to you: 

Ww e are sorry we could not undertake to work the deposit our- 
seives, We also think the position too far from rail. 

You want to place that information before the committee ? 

Yes. If the line were built from Tingha t» the ce ast 
we could get our product away much cheaper. 

168. Mr. Mahony.) What does it cost you to produce 
fluorspar ?—A miner can obtain half a ton aday by manual 
labour. 

469. What is the market value per ton ?—£6 f.o.r. 
at Newcastle. About 1,000 acres of my land carries 
valuable young timber, cn an average about six good trees 
to the acre, a number of which are suitable for milling now. 

470. Chairman.| Is that important, having regard to 
the future of mining in the district ?--Yes. TI have enough 
timber on my ground to build the railway station. Both 
Mr. Stewart and Mr. Blomfield, who are my neighbours, 
have as much timber on their property as I have. 


Sydney Cooper, miner, Stanifer, near Tingha, sworn and 


examined :- 


171. Mr. Doe.|Are you in favour of the proposed railway ?- 
Yes, not only to Guyra, but to Cofi’s Harbour. I aina 
niner of 40 years’ experience. I have been working in mines 
11 this district since 1888, and have found that the great 
drawback is the cost of production. Our railway freight 
is much too high. It costs me to send a ton of tin ore to 
Sydney about £5 or £5 10s. I pay 30s. per ton from here 
to Inverell as a first charge. If we had a railway from 
Inverell to Guyra and from Guyra to the coast probably that 
cost would be reduced by £2 or £2 103. per ton. At present 
this isan alluvial field, but there is plenty of tin underground. 
I am working ground to-day that will yield 4 cwt. to the 
yard. It is the same ground which, worked years ago, 
gave up to 44 ewt. per yard. Where formerly the price 
of tin was £45 per ton, to- day I am getting about £120 
per ton in Sydney The local price is £108 perton. Iam 
working an underground mine, and am paying at the rate 
of 500 per cent. more for mining poles than what I did in 
1914. Then I could buy a shovel for 3s. 6d.; now it costs 
me 18s. 6d. What with that and the price of rope and 
candles, I find it a great handicap. The alluvial tin on 
this field is being worked out, and our future lies in the 
deep leads and reefs. That will take capital. With assist- 
ance and railway facilities there is a big future for the 
Tingha district. I know the country between Tingha 
and the Dorrigo scrub and I consider that on the eastern 
fall some day one of the best goldfields in the State will 
be opened up. There is a line of reef which extends quite 
a long way. That reef has been traced to Nundle. and 
crops up at the Hillgrove mine and at Mihi Creek. At 
Glenmorran the reef has been opencd up. By means of a 
line to Coffs Harbour men could go into thet cot ntry 
prospecting, and get all the necessaries they re quired. 

472. Do you go in for cultivation ?—Yes, at Stanitk orpe 
Thavea garden. Ona small plot I marke ted 150 cabbages, 
for seven dozen of which I got Is. each in Inverell, 
Tomatoes will grow anywhere there. Crcumbers also grow 
well. I had half an acre of wheat in, end tcok two cuts 
of green stuff off it, then let it run to hay, and made 46 bags 
of chaff. I have taken as much as 10 bags of potatoes 
off quarter of an acre. Regarding mining, we want a 
diamond drill to test the leads. The Government grants 
us aid but it is practically of no use to ts. 

473. In the event of the alluvial tin being worked out 
will not mining here for the pocr man become a thing of 
the past, having regard to the ordinary miner or prospector ? 
--Yes. If we had the use of a diamond diill the small 


miner would find plenty of work. 

474. Has the field been tested by the Mincs Department 
in the deep leads ?—-No. 
diamond drill, 


The only way to do go is by 
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475. By how much would you expect the freight to 
Sydney to be reduced if the railway were built ?—If we 
could ship direct to Cofl’s Harbour it would cost us con- 
siderably less because water freight is cheaper than rail. 
Minerals would go to Morpeth or to Sydney. Much of 
our mineral is railed to Morpeth. 

476. Mr. Travers.| Have you been doing much mining 
on your property ?—Yes, continuously, but for the last 
two vears I have been held up for want of water. 

477. What arca are you mining ?—I have two 
leases. 

478. I understand you have averaged 28 lb. to the cubic 
vard ?——Yes. 
~ 479. Does the cost of freight you have mentioned 
include cartage ?—-Yes, that and rail. I am unable to 
earry on for want of water. 

480. Would a railway from Inverell to Guyra be of use 
to you without a connection to the coast ?—It would be a 
small benefit. I would probably save 20s. per ton cartege 
to Inverell. 

{81. Would that stimulate vour enterprise ?— Yes. 

182. It has been stated that the average output over 
the whole miming area would be about 1 lb. of tin to the 
cubic vard. Is that a low average ?—Yes. 

483. What hecomes of your tin when it reaches Svdney ? 

Most of it 1s sold in England. 


40-acre 


Henry Donald M:K ¢, railway engiacor, and mine manager, 
Tingha, sworn, and cxamined : 


484. Mr. Travers.| What property do you manage ? 
The Cope’s Creek Central Mine, w hich started work in 1906, 
and has worked continuously ever since, except for a time 
when we could not sell our tin at the commencoment of the 
war, and during some months when the price of tin became 
toolow. I have taken over a tribute from the Cop 
Central Company, and am working it on tribute now. 

485. What has been the output of your mine since 
1903 2—It has varied. It was about 106 t> 110 tons every 
half year. It would average about 70 tons a half year. 
Lately it has nit been so much as that. 

486. Where does your tin ore go to ?—Tin goes to the 
Straits Settlement and a good deal to Sydney. 

487. What does it cost you in freight 2—-30s. a ton 
cartage. About £5 10s. a ton to Sydney via Inverell and 
Werris Creek. 

488. Over what area is your mine opcrating ? 
300 acres. 

489. How much of thatarea have you worked? 
or 40 acres. 

490. How much in value has been taken out of your 
property since 1905 ?—It has cost us over £150,000. 

491. Where do you get your wood ?—About 3 miles out. 
Some years ago I used to ‘have to go 8 miles, but recently 
the Forestry Department has thrown open a lot of land. 

492. What does it cost you for firewood landed at the 
mine ?—16s. 6d. a cord. 

493. Is there sufficient available timber to tide you over 
a number of years ?—I always keep about 750 cords oa 
hand, and that quantity is co: nstantly being added to. 

494. What is the average yield of tin per cubic yard on 
your property ?—-About 14 lb. Now it would go about 
1 Ib. which is not too bad. I can do all right if I get 1 Ib. 
to the yard. 

495. What relicf would the railway give you ?—A good 
deal. At present all our tin gocs around by Werris Creek 
to Newcastle. A railway to Coffs Harbour by way of 
Guyra would mean a difference in freight of at least £2 
per ton. 

496. Would a railway to Guyra, apart from a coastal 
connection, afford you any relief ?—I think it would, because 
we could get all our spare parts here by way of Guyra, which 
would be a great saving. 

497. What does it cost you to land machinery on the 
mine ?—I am constantly getting spare parts up. A liner 
which goes inside a pump weighs about 30 ewt. and costs 
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£10 to £12 to get here. Anything got out from Inverell 
costs 30s. per ton. Jf we could get our tin to Coffs Harbour 
direct it would mean a very hie saving to us. We should 
get out parts up that way too. I should say it 
would be much cheaper to send all our poets from here to 
Coff’s Harbour and be transhipped from there to Sydney. 

How many dredges have you ?—-Only one here, 
and three at Skeleton Creek on the other side of Glen Innes, 


4 


sty 


498. 


499. Which is the most important to you—water, fuel, 
or the railway ?—Water and fuel. 
500. Mr. Doe.| You mentioned that tin ore from this 


district finds it way to the Straits Settlement and to Sydney. 
Does that mean there is a balance wae: those two 
centres as regards ms irket values or is 1t that the company 
has a monopoly, and sends to one place or the other ?— 
Kelly does the smelting 3 in Sydney. Lempriere sends his 
tin to the Straits Settlement to be smelted becatise he has 
no smelting works in Sydney. It is cheaper to send to the 
Strait Settlements. 

501. What does it cost per ton ?—It would almost go as 
ballast. Ships see ‘+k that sort of ballast. I have been 
interested in a very big bauxite proposition around Tingha. 
I took up 4,000 acres. That is nothing compared with the 
bauxite country in this part of the State. From a rough 
estimate I gather that there are over 200 000,000 tons of 
bauxite available. Here they make roads of it, and very 
few roads are as good. An American firm, the biggest firm 
working bauxite in the world, which commands the whole 
of the bauxite deposits of France and other countries, were 
interested in the field, through me, but when I told them 
there was no railway to it they put it out of their mind. If 
there had been a railway here they probably would have 
zone further into the matter. Their investigations have 
ceased for the time being since there is no railw ay. 

502. Would it not be well to keep it as an Australian 
concern ?—Well, it would cost about £200,000 to erect 
your plant. I first offered it to Mr. Delprat. It was out of 
the question to bring power long distances because bauxite 
has to be worked cheaply. The railway would be a very 
great help, but we should need electric power and a ood 
water supply. 

503. Mr. Drummond.| Have you 
tested for its aluminium content ?—Yes, 
Department. 

504. How does it compare with bauxite deposits in other 
parts of the world ?—Very well. 

505. At what could electricity be delivered here ?—Dr. 
Page in a letter to me stated that he thought electric power 
could be supplied here from the Gorge scheme at ‘4d. a 


had the bauxite 
by the Mines 


unit A 

506. Would that be cheap enough ?—Yes. 

507. You are of opinion that if the railway, electric 
power, and water supply were provided huge deposits of 
bauxite could be commercially worked in this district ?— 
Yes. 

508. Are you satisfied that the American company has a 

cenuine interest in the scheme ?—Yes, from their corres- 
pondence with me. 

509. I gather you are satisfied that the mineral deposits 
of this district are sound ?—Yes. When I came here 
fifteen years ago someone said the mines would be finished 
in about five years. There is enough tin left in the Tingha 
district to last for many years. The reefs have yet to. be 
They go down to 175 feet and pinch out. The 
Tingha is a net 
never 


worked. 
miner has no means to go any further. 


work of reefs. The real quantity of tin here has 
been proved. 

510. Mr. Travers.| According to a graph handed in to 
the Committe? the ore taken out of this mine amounts to 
54,000 tons an! the value to £5,568,000 or approximately 
£66 per ton. ‘ihose figures relate from 1875 to 1920. Do 
you think mining will continue in the Tingha district on 
those averages ?—-Mining here will go on for a good many 
years, but it will be on a more scientific basis. There is a 
dredge coming uP now which has cost a good many thousand 
It is to bring the cost down to 6d. a yard which 


pounds. 


vill pay very well. It is a hydraulic suction plant. If I 
can do it at 8d. or 9d. a ie yard it is good work. The 
general cost is about 1s. to Is. 6d. You do not get that 
for your tin to-day. 

511. Even if the price of tin comes down you will still 
be able to operate ?—Yes, under different circumstances. 

512. Mr. Drummond.| What was the bauxite analysis 
for aluminium content ?—The following is from a news- 
paper extract :— 

An officer of the Mines Department has inspected the deposit of 
bauxite clay in the Inverell district and has sccured samples for 
analyses. ‘The percentage of fiee alumina obtained in the six 
analyscs made from picked deposits varied from 34°84 to 57:00 per 
cent, . 


John Braissett, miner, Tingha, sworn, and examined :-— 
513. Chairman.] Have youa long experience of mining!— 

I started mining in 1865, and have been at it ever since. I 
came to the Tingha field over fifty years ago. Up to the 
present somcthing over 100 lodes have been proved to be 
very rich. They have been worked down to a certain 
depth. The granite cuts the lodes out at depths of from 
20 to 100 odd feet. Many men argue that that is the 
bottom, but I say it is not. The formation still continues. 

When they hit the granite the tin is cut off, but the forma- 
tion still continues. One of our noted geologists, Father 

Curren, some years ago spent some time on the field and 
pronounced it a Bevond Cornwall. A few years ago Mr. 

Pittman, formerly Government Geologist, came hove and 
inspected the field, and also expressed the opinion that the 
Tingha field was a second Cornwall. When we get through 
the granite Tingha will become one of the richest fields. 
We want a dintiond drill to cut through the granite. There 
are three or four basalt leads to be opened up. One runs 
in the direction of Gilgai. We should develop the lode 


first as that is Tingha’s main source of wealth. Tingha 


does not know its wealth in tin and silver. 
George Thomas Whiteman, miner, Tingha, :worn, and 
to) ’ dD ’ ’ 
examined :— 


514. Chairman.] Do you in the main corroborate Mr. 


Brissett’s evidence regarding the possibilities of this mining 
field ?@—Yes. On the Guyra road there is a reef froin 


which about 120 tons of tin was taken in twelve months. 
The best of the stone yielded as high as 18 ..-t. per ton 
That stuff was yielding 18 cwt. of tin to the ton. You can 
trace the lode into the town and probably further on. 
515. What distance ou is it 2—About 2 miles. I sunk 
a shaft there 85 feet. I got a little Government aid and 
then went to 145 feet. According t» gealogists the man 
body of lide tin lay under a hard granite be’t which 
would be from 100 to 50) feet in thickness. 
516. Is it a fact that the possibilities of this district as 
a mining field cannot be properly gauged until a diamond 
drill has been used on it 2—Yes. Sixty telegraph poles 
were recently taken from this district, and last week tw enty 
more were obtained for the dam. Over one hundred have 


been obtained within a }-mile radius. 


. 





Garabaldi Welsley Browning, Tingha, sworn, and 


; examined :— 
517. Chairman.] Will you give the Committee your 
views regarding the proposed railway ?7—Yes. It: is 


necessary to connect the north-western portion of New 
South Wales with the eastern portion. As the climatic 
conditions in both portions are different, the western 
part being subject to drought, we can grow different pro- 
duce. The eastern portion is subject only to dry spells. 
Unless a man has railway facilities to get rid of his stock 

they must die during the drought. If possible three or four 
connections between the west and the eas) are neces -ary. 
Fodder is often required by the graziers who have great 
difficulty in getting it. It has to be brought. via Werris 
Creek and. Moree. That north-western district would 
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consume our fruit, potatoes, and vegetables if they could 
get them. Both Tingha and Inverell draw their potato 
supplies from Guyra. We have chaff coming here from the 
main line. Geologists say that the Conrad mine is the only 
mine in the world of the same formation as the Cornwall 
mine. They expect it to become another Cornwall. One 
reson why the mine closed down was because mat rial 
had to be earried too far, including wood and coke. The 
Tingha district will grow both vegetables and fruit, but 
we have no proper market. We have tried raisins, for 
which the climate here is very suitable. A few currant 
vines have also been tried here. I believe both currants 
and raisins could be dried in this district. No irrigation 


WEDNESDAY, 


is necessary to grow grapes or other fruit here. In 1918-19 
drought apples as large as you could wish to see were grown. 
here. Fruit land at Stantthorpe is selling up to £30 to 
£40 per acre, yet you can get just as good land here cheaper. 

518. Mr. Drummond.] Do cherries grow well here ?— 
Yes. There are half a million acres of Crown land around 
Tingha, only a few thousand acres of which have been 
alienated. That land is in practically the same condition 
as it was when I gave evidence on a previous occasion. 
One hundred and fifty acres would be sufficient for a 
living area for fruit growing and some other things. 
From Inverell to Glen Innes there are basaltic ridges 
and agricultural flats in many places, 


30 MAY, 1923. 


[The Committee met in the Council Chambers, Guyra.] 


Present:— 
The Hon. W. T. DICIS (CHatasray). 


The Hon. Rosperr Manony. 
The Hon. Joun Travers. 
WituiamM Cameron, Esa. 


Francis Micnae, Burke, Ese 
Davip Henry Drum™Monp, Esa. 
Brian JAMES Dog, Esq. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from 


Guyra to 


Thomas Edward Sole, auctioneer, Guyra, sworn, and 
examined :— 


519. Chairman.| L understand you have some experience 
of the land ?—Yes, I did about twelve years’ farming. 

520. How would you describe the country to be served 
by a railway from Guyra to Inverell ?—There is some 
very good country and there is some not so good. It is 
good sheep country. There is good agricultural land at 
Stratton, Ollera, Tenterden, anid Briar Brook. I consider 
the land to be generally more suitable for grazing with the 
exception of the first three holdings mentioned. 

521. What advantage would the construction of the 
railway from Guyra to Inverell have over one from Glen 
Innes to Inverell ?—Not much. The main thing is that a 
line from Guyra to Inverell would connect with the line 
from Guyra to Dorrigo 

522. I presume you have in mind railway connection 
suet a port on the North Coast ?—Yes. 

523. What advantage would this district reap by being 
linked up by railway with the North Coast !—Such a line 
would open up a great deal of good country. At Ebor 
there is a very large area of good agricultural land which 
extends to Wongwibinda, 39 miles. Until you cross the 
Snowys the land is more suitable for dairying and fruit 
growing. It is rather rough country, but it is well watered. 

524. Would such a railway give the people of the Inverell 
district a better market for their produce ?—Yes, there 
would be an interchange of produce, including potatoes. 
Hay and oats are not grown on the coast to any extent. 
There would be a traffic in fat sheep and timber. At 
present our fat sheep have to go to Maitland and be retrucked 
up the coast. Wool and ctrer poducts would be carried 
to Coffs Harbour direct if Cofi’s Harbour were the deep sea 
port. There is beautiful timber in the Dorrigo district, 
and in the Inverell district there is practically none. The 
further west you go the less timber there is both for build- 
ing and fencing. On the coast millions of feet of timber 
are being burnt because it cannot be got to market. Regard- 
ing the proposed railway and the district to be served I 
have prepared the following statement : 

Formation.—Basalt. Proportion suitable for agriculture, 
one quarter of the area. 

Suitable Crops.—Potatoes, oats, wheat, corn, barley, 
hay, rye, peas, beans, pumpkins, millet, sorghum, and all 
root crops. 
2607—E 


Inverell. 


Average Yields.—Potatoes 3 tons saleable, oats 36 
bushels, wheat 20 bushels, corn 40 bushels, barley 40 
bushels, rye 45 bushels, hay 14 tons, peas, beans, &c., not 
largely grown, but grow to perfection. Turnips ¢0 tons 
per acre. Millet and sorghum grow prolifically. 

Living Area.—1l4 miles east of Guyra, 10 miles north, 
10 miles south, farms under 600 acres 42 farms, total area 
10,712 acres, average area of each farm 255 acres. Five 
miles west of Guyra, 10 miles north, 10 miles south, &3 
farms under 600 acres, total area held 21,067 acres, average 
area of each farm 255? acres. 

General Statement.—Potatoes considered main crop in 
the district. The quality and soundness is unsurpassed 
in Australia. Oats is the most largely grown graip. crop. 
Wheat is not largely grown, but what is grown is of excellent 
quahty. 

Dairying.—The district is particularly suitable for 
dairying, practically every class of fodder can be grown 
most successfully. Compares more than favourably with 
any other part of the State, as land values are much cheaper 
than the coast and other parts. Artificial grasses of every 
variety grow to perfection, making the district more 
suitable for dairying than many other parts of the State. 

Lamb raising can also be carried on profitably, owing to 
the growing. of “artificial grasses. 

Grazing— This district, on account of the richness of 
the soil, is more suitable for dairying, agriculture, and 
mixed farming, although the capabilities for grazing are 
very considerable. The outstanding feature as regards 
grazing is the fact that stock bred in this country have 
wonderful constitutions, are immune from diseases, especi- 
ally tuberculosis,.and are very keenly sought after by 
fatteners in other districts. The district is particularly 
suitable for fattening lambs on artificial grasses, and wool 
shows a handsome return per sheep, as the richness of the 
soil gives greater weight in the wool at slightly reduced 
prices. 

Carrying Capacity.—On natural grasses, one beast to 
5 aeres, and one ue ue sheep per acre. On artificial 
grasses, one beast to 2} acres, and three sheep per acre. 
Living Area.—5 miles west of Guyra, 10 miles north, 
10 miles south, there are twenty- four fatms under 1,000 
acres; total area held 18,256 acres. Average area cach 
farm 760} acres. Fourteen miles east of Guyra, 10 miles 
north, 10 miles south, there are thirteen farms under 
1,000 acres; total area held 9,404 acres, Average area cach 
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farm 723} acres. The number of larger areas on the western 
side in the same radius holdings 1,000 acres and over, there 
are fifteen holdings held, total area 21,889 acres. Average 
area of each holding 1,459 acres. The number of larger 
holdings on the eastern side in the same radius, 1,000 acres 
and over, there are seventeen holdings held, 52,110 acres. 
Average area of each holding 3,065} acres. 

Fruit Growing.—All English fruits grow very well in the 
district because of the richness of the soil. It is better to 
grow fruit on the less valuable granite soil. Varieties that 
grow to perfection—apples, pears, plums, cherries, goose- 
berries, strawberries, raspberries, quinces, melons, and 
other fruits. 

General Statement.—This district is generally suitable 
for mixed farming, the average rainfall is 32 inches, natural] 
surface water is plentiful in all parts of the district and 
practically free from drought. Good water can be obtained 
Timber for 
buil ding and fencing purposes is very scarce and we look 
to an adjoining district for our future supplies. Access 
to the coast for the poorer people who cannot afford to go 
to Sydney is urgently needed. A health resort for the 
north-west people is wanted. 

525. How far would the agricultural country to which 
you have referred extend in the direction of Inverell ?- 


Not ve ry far. Five miles west of Guyra you enter a 
Be Mae: range suitable for grazing. At Kangaroo 


Camp, 28 miles from Guyra, there is some good agricultur al 
land, but it is not very extensive. 

526. Practically the whole of the land where 255 acres 
is a living area is within the influence of the existing rail- 
way ?—Yes. The soil in the Hbor district is much better 
than it is round here. For potato | growing it 1s especially 
suitable. They can easily grow three times the crop we 
can. Dairying would also be carried on at Ebor. 

527. Mr. Burke.| lf a railway from Guyra to Dorrigo 
were not constructed, which is the better connection with 
Inverell ?—It would be better to construct a railway from 
Inverell through Guyra to the coast, via Dorrigo. Glen 
Innes is only 42, miles from Invere ll, so that not much of 
that country is not served. 

528. Do you know the country along both 
routes ?—Yes. The best land is between 
Glen Innes. 

529. Mr. Mahoney.] Would there be any increase in 
potato production in this district if the line were con- 
structed ?—Yes. The Ebor district would grow almost 
half the output of potatoes of Tasmania. 

530. Whereabouts in the Ebor district is the good timber 
to ne had ?—At Marango there is quite a lot. That is 12 
miles north-east of Ebor. 

Would there be a fair market for coastal timber 
west of Guyra ?—Yes. The construction of the railway 
would affect stock as far out as Mungindi, which could be 
travelled to the coast in bad times. i 


proposed 
Inverell and 


532. Mr. Travers.| How far west of Inverell does the 
i icaltaedt country extend ?—About 28 miles. The 
Tingha district is a great fruit and vegetable place. On 


the eastern fall there are large undeveloped mineral deposits. 
Both tin and gold are there. You can get tin almost any- 
where out there. 

533. What area of land in this district is under potatoes ? 
—Between 6,000 and 7,000 acres. 

534. Is it mostly on the western side of Guyra ?—Yes. 
The farmers grow potatoes and oats. We used to grow 
as much as 45 bushels of wheat to the acre, but we could 
not harvest it as they do on the plains. 

535. Is there fairly good potato country 10 miles west 
of Guyra ?—Yes. 

536. How far on the eastern side does the potato country 
extend ?—As far as Wongwibinda. 

Would you expect to get as good results from the 
country 14 miles east of Guyra to Ebor as you would from 
Guyra to that point ?—Yes, although the land is not deep 
Potatoes grown on red soil are mort saleable 


Vol. 


than those grown in light soil. Sixteen or 17 miles out you 
run into light soil, and until you come within 2 or 3 miles 
of Ebor, when you enter red soil. 

538. Is the Ebor country better than the Guyra land ?— 
Yes, for potatoes. 

539. What is a living area 14 miles out to Ebor ?—Not 
less than 500 or 600 acres. At Ebor about 50 acres on the 
good land. 

540. Is there much traffic between Guyra and Inverell ?— 
Not a great deal. 

541. Where do most of the potatoes grown in the Guyra 
district go to ?—Queensland. 

542. Do they find a local market ?—Maitland takes a 
certain quantity of seed potatoes for the northern rivers. 

543. Is the quantity going to Queensland very large ?— 
Yes, a big percentage goes there. 

544. Would a line from Guyra to Inverell affect the 
tratid of traffic in that way ?—-1 do not think so, because 
there are not enough people in Ho west to consume such a 
great quantity. 

- 545. Would a line from Guyra to the coast alter the trend 
of trafic ?—-No, Queensland can take the bulk of the stuff 
grown. 

546. Are better prices obtained in Queensland than ia 
Sydney ?—Yes, our price here is usually on a par with the 
Sydney price. 

547. Do your potatoes go to Brisbane ?—They go as far 
as Rockhampton. From 20,000 to 30,000 tons are erown 
here PAnually: 

548. Is the tendency here to put more land under culti- 
vation ?—-Yes, pretty well all the old farms are on the 
western side in the voleanic soil. 

519. Generally you support a railway from Guyra to the 
coast on the ground that it would dev relop the intermedi: ry 
country and open up new markets for the Guy ra produce ?— 
Well, we can dispose of our produce, but I suppose we could 
dispose. of more if we had the coastal connection. There 

are thousands of-acres of agricultural land here not culti- 
vated. 

550. Why not more DobaLon grown here for the 
Queensland market ?—This is only a small district. 

551. Mr. Drunimond.| Would you say that the country 
east of Guyra is better for settlement than that to the 
west !—No, only portions of it. I think it is more suitable 
for small farming on the eastern side. After you pass 
the Stringy Bark range 5 miles out on the west you enter 
some good lind suitable for closer settlement. There is 
some of the best land in New England out there. 

552. Should the Committee regard a railway from Guyra 
to Inverell as complementary to a connecting link with the 
North Coast ?—Yes, from a national standpoint. We 
want to be able to run our stock from the west to the coast 
quickly. , 

553. If a railway from Guyra to Dorrigo were built is 
there much land along the route suitable for small 
settlers?—Yes, good land. 

554. Mr. Doe.| What proportion of the 250 acre farms 
to which you referred would be suitable for potato grow- 
ing ?—One-quarter. That land is worth from £5 to £6 
per acre. 

555. What is potato land alone worth ?—We have sold 
it with all improvements up to £36 per acre. 

556. Would you say that t the EKbor country would produce 
9 tons of potatoes to the acre ?—Yes, it is very rich land. 
Compared with that soil, a lot of poor soil is‘ cultivated 
nae 


are 


. Do the potato 
ahentt the early crops. 
558. Do you think the line would become a paying one 
before long; a very large deficit is estimated by the railway 
Commissioners 2—Yes, I consider that it would devleop 
itself hke any other line. It would develop the country. 
When the Main Northern line went. to Guyra this place 
was; Only a cattle station. Now we have about 2,000 
people within a.radius of 2 miles. Thirty-nine years ago 
there was practically no one here. 


crops here suffer from frost ?—No, 
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959. Chairnian.| Do you consign goods by road from 
Guyra to Inverell 2—Yes, potatoes and chaff. Tingha 
has bought all its chaff about Ollera and Tenterden this 
year, 

560. What are the rates ?—-About £3 per ton from Guyra 
to Inverell, but very few carriers will take it on because 
it is not permanent. 

051. Do you get any Inverell wheat ?—No. we get our 
wheat from Tamworth. 


Harold Fletcher White grazier Bald Blair, sworn and 
? 
? , ’ 
examined :— 


562. Mr. Drummond.] What area do you hold in this 
district ?—My father, my brother, and myself hold 48,000 
acres of freehold land. It is situated 8 to 25 miles due east 
of Guyra. The route of the proposed railway to Dorrigo 
goes through the middle of it. 

563. Do you support the proposed rail vays from Inverell 
to Guyra and Guyra to Dorrigo ?—Yes. 

564.. What reasons do you advance for the construction 
of those railways ?—New England is essentially a breeding 
district. The hotter districts look to New England for 
young stock. The tableland, because of its cold climate, 
tends to produce a hardier and more robust type of stock. 
Messrs. McKinnon Bros., of Victoria, buy great numbers 
of stock in New England, and truck them to Victoria at 
enormous cost. I have known them pay £2 17s. 6d. per 
head more for cattle in New England. This tableland 
country is wonderfully free from drought. It is natural 
relief country for the western dlstricts. But the difficulty 
in getting cattle here is very great. The stock routes 
are inadequate, and do not carry enough feed. During 
the last four years large numbers of stock have passed 
through this district to the coast, which carries some 
thousands of cattle. The loss along the routes is very 
great. The railway would be of great assistance in the 
removal of stock. 

565. Do you consider that the land between Guyra and 
Dorrigo is suitable for closer settlement ?—Yes. 

566. Have you carried on farming operations ? —Yes, 
I have five share farmers, and have done a considerable 
amount of farming. 

567. What area are they cultivating ?—They get as 
much land as they can work. They are working from 80 
to 100 acres. 

568. Is that sufficient on which to make a living ?—Yes, 
it is quite enough as regards production, but they have 
just about held on up to the present. They have not 
done as well as they should have done. I attribute that 
to our distance from natural markets and to the high 
freights they have to pay. 

569. What are they growing ?—Potatoes, oats, wheat, 
and corn. 

570. What is the principal product out there ?— 
Potatoes, with oats as a spell crop. 

571. What is considered to be an economical distance 
to cart produce to the railway ?—Not more than 10 miles. 

572. In the event of the proposed railway from Guyra 
to Dorrigo being constructed, would you be willing to 
subdivide your property, and do you know of other land- 
owners who are prepared to do the same ?—I have spoken 
to my father and brother on that matter. We ourselves 
would sooner not subdivide. We would sooner deal 
direct with the Government. We should be prepared to 
accept part cash and part bonds. Personally, I should 
be prepared to accept 25 per cent. cash and bonds. We 
should only ask the current rates at which land is selling, 
and we should not consider ourselves entitled to an enhanced 
value owing to the building of the rail vay. I would like 
to maintain 5,000 acres for my own home and stud which 
we established. : 

573. What is a living area in the Aberfoyle district ?— 
For farmers from 200 to 300 acres, where there is a pro- 
portion of farming and a proportion of grazing land. A 
farmer must have enough land to maintain his horses and 
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a few cows. As a grazing and farming proposition 640 
acres, and as a purely grazing proposition 1,280 acres, 
would be required. 

574. Is any of that land suitable for dairying ?—Yes, it 
nearly all carries a proportion suitable for fodder crops. 

575. Would a 640-acre block be suitable for dairying ?— 
Yes. 

576. What of the 200 to 300 acre blocks ?—In the basalt 
country one quarter would be suitable for farming. The 
basalt country is suitable for mixed farming. It earries 
about 25 per cent. of ploughable land. From a national 
standpoint the Inverell-Guyra-Dorrigo railway must 
serve the whole of this northern area. We must give 
due consideration to the problem of absorbing a large 
number of immigrants from overseas to build up ov 
young nation. To absorb a large number of immigrants an¢ 
to develop our country we want markets, which are ¢ 
two sorts—home consumption and overseas. For ¢z- 
tensive increase in production we must look for export 
markets. Home consumption does not reap wealth. 
The real wealth factor in production is the export- 
able surplus which gives us credit overseas. We want 
a scaport on the North Coast, which is one link in the 
transport chain to our market. We want to create centres 


_of home consumption close to the producer, so as to 


reduce the cost of haulage to the producer and the cost 
of transport to the consumer. We also want manufacturing 
centres in the country to deal with our primary products. 
The question of defence is also important in connection with 
these railways. A line from Inverell to Guyra and from 
Guyra to Dorrigo and Coff’s Harbour would assist in that pur- 
pose. It would serve the whole of the New England table- 
land and the western hinterland, and connect that part of the 
State with the coast. Such a railway would be fairly 
equally situated between Armidale and Glen Innes, which 
are large centres of population. The distance from Guyra 
to Sydney is 387 miles, and from Guyra to Coff’s Harbour 
from 140 to 150 miles. A railway from Guyra to Coff’s 
Harbour would thus reduce our haulage considerably, In 
my opinion, Cofi’s Harbour compares favourably with 
other deep-sea ports I have seen, including Durban, Cape- 
town, and Colombo. A prominent engineer has expressed 
the opinion that enough electric power can be generated 
at The Gorge to supply the whole of our needs. Timberis 
another important factor. All our towns on the tableland 
and west are handicapped for want of building timber. 
At Armidale it is impossible to get a house. I have heard 
of people having to go to other towns to live bevause they 
could not get accommodation at Armidale. Unless we 
have cheap transport we cannot hope to absorb the type 
of population we want. The proposed Dorrigo railway 
would pass through some of the finest forest country in 
the north. Production along the line would be uniformly 
good. There are no large gaps of unproductive land. 
There are no engineering difficulties from Ebor to Inverell. 
On the tablelands we grow produce that cannot be grown 
in the east or the west. We can grow any variety of fodder 
crops. Potatoes cannot be grown satisfactorily on the 
coast. The seed must be obtained from.a cold climate. 
Large quantities of seed potatoes are sent from New 
England to the north coast via Maitland, by boat or by 
the north coast railway. Fruit production might become 
one of our staple industries, because we can grow fruit 
that cannot be grown in either the east or the west, and 
for which there is a big demand. The mining factor is 
important. Tingha would carry a large number of labour- 
ers if there were reasonable freights and facilities to get 
the ore away. At present freight there is prohibitive, 
and work cannot be carried on. Rockvale mine has been 
worked for many years, and is being re-opened. New 
lodes are being worked. 

577. Mr. Drummond.] Where is Rockvale 2—10 miles 
south of Aberfoyle, which is 25 miles east of Guyra. That 
field, with a railway, will carry a very fair population, 
At Bear Hill and Kookrabookra 500 men were once em- 
ployed, and I am assured by old miners that the best of 
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the field has not been worked. There is also a large extent 
of low-grade copper ore from 3 to 10 miles north of a 
line from Aberfoyle. When copper fell in price work there 
had to be discontinued. At present our wool is carried 
387 miles to the seaboard. If that rail carriage were 
reduced to 150 miles it must be a great benefit to the wool 
industry. We must look overseas for a market for our 
surplus meat, and we must look for the export trade. It 
has been estimated by competent authorities that a beast 
trucked from this district loses 1 ewt. by the time it gets 
to Sydney. It is a loss not so much of weight but of the 
cream of the meat. It is the juices and the fats that make 
meat palatable. If our stock could be marketed closer 
the meat would command higher prices overseas. Another 
important thing is the creation of country industries. 
With hydro-electric power much of our wool could be 
manufactured into articles in country centres, and our 
hides could go to those centres to be made into articles 
of commerce. All the produce from this northern area 
is being carried to our large centres, the effect. of which is 
congestion. Produce is held up along the line, and the 
farmer cannot realise on it. Wool is held up. That con- 
gestion retards development of the country. Producers 
would have the advantage of a reduction in the cost of 
haulage. For potatoes in truckload the freight per 100 
miles is 1-38 of a penny; 200 miles -865 of a penny; 400 
miles -532 of a penny; and 500 miles -456 of a penny. 
Our produce is being carried a long distance at a quarter 
the freight of the short distance. If we can reduce the 
haulage by 100 miles or more, as we should if the line 
were constructed, it is going to increase the revenue 
to the railways, and it will decrease the cost to the pro- 
ducer. At present we are paying ontoo much long haulage, 
our revenue is decreasing, and the cost to the producer and 
consumer is increased. The proposed railway to Dorrigo 
would make a tremendous difference to our railways. 
{t would make a non-paying line pay. That is because 
of short haulage as against long haulage, although the 
length of the Dorrigo proposal is about 85 miles and the 
estimated cost of construction is about £1,500,000, the 
line taps a huge hinterland of rich country suitable for 
closer settlement. On the Tenterfield-Casino line the 
hinterland is restricted. At the end of the line there is 
a less suitable port, and the country lacks hydro-electric 
power that is a feature of the Guyra-Dorrigo line. 

78. Having had considerable military expericene, what 
in your opinion is the value of the proposed railway from 
a military standpoint ?—It is very considerable. Our 
defence of Australia must be a coastal defence. Coff’s 
Harbour is fairly central between what must be our two 
nearest bases—Sydney and Brisbane. Our main railway, 
being so near the coast, is vulnerable and would be attacked. 
We must have a connection from the main line with the 
less vulnerable towns. <A line from Guyra to Coffs Har- 
bour would serve that purpose. We should require to 
have our base inland, and it must have an outlet to the 
rear, and this line would serve that purpose. Any other 
line under consideration would not serve the purpose so 
well, and it would not be sufficiently central. Cofi’s 
Harbour would become the centre of defence between 
Sydney and Brisbane for the launching of submarines, 
destroyers, and eroplanes. 

579. Regarding wool, you have in view direct export, 
rather than the establishment of a selling centre on the 
north coast ?—No, if we had direct communication with 
the seaboard, say at Cofi’s Harbour, I believe a selling 
centre would be established there. 

580. Do you believe a selling centre would be established 
at the terminus of the line ?—Kaulling centres would be 
established on the line. 

581. Would western stock be trucked across to that 
killing centre rather than southward to the big killing 
centro at Sydney ?—Yes, undoubtedly, because the dis- 
tance is so much shorter, provided there were an outlet 
on the north coast. 


582. Do you consider Coff’s Harbour is superior to 
Byron Bay as an overseas port ?—Speaking without expert 
knowledge I should say yes, and money is being expended 
at Coff's Harbour. 

583. Is the Commissioner’s estimate of £250 per week 
revenue on the proposed railway, in your opinion, a fair 
one ?—No, I think it is far too low. The revenue from 
timber alone would be considerable. 

584. Mr. Doe.| How much of your 43,000 acres is suitable 
for agriculture ?—I cannot answer that on the whole. 
About 10,000 acres of basalt country would carry 25 per 
cent of agricultural land. The remainder would carry 
15 per cent. of such land. That land is improved in so far 
as it is fenced, and the timber has been killed. It is sub- 
divided into two blocks by a rabbit-proof fence. From 
a grazing standpoint it is fully improved, and the water 
supply is adequate. 

585. Would it cost much to bring the cultivable land 
to production ?—About £2 to £3 per acre to make it fit 
for the plough. 

586. Is much of that land suitable for dairying /—Any 
of it is. 

587. Would there be a big traffic in seed potatoes to 
the coast ?—Yes, and in ordinary potatoes. 

588. What is being mined at Rockvale ?—Silver and 
gold. I was assured by practical men that if the freights 
were suitable the field could be worked profitably. 

589. Mr. Travers.] Does your 25 per cent. of agricultural 
land apply to the whole area ?—No. There is an area of 
country to the north which is only suitable for grazing 
and which will not stand improvement. 

590. Is the better agricultural land on the south side ?— 
Yes, the basalt country, as you go east, works to the south. 

591. You mentioned 1,280 acres as being a living area 
in your district for grazing. Does that apply to the whole 
area ?—No, it is too large for the whole area. Except for 
the poor country I mentioned, there is a very small extent 
of land that will not carry that. A very large area will 
carry 640 acres from a purely grazing standpoint. 

592. How many sheep could a man run on that {—About 
a sheep to the acre to a sheep to an acre and a half. Not 
much country would go below a sheep to an acre and a 
half. 

593. How many sheep are you carrying on your 43,000 
acres ?—Up to the present it is purely a cattle place. It 
carries a beast to 6 acres on the basalt country and a beast 
to 7 acres on the remainder. 

594. Mr. Cameron.| That would be equal to a sheep to 
the acre ?—Yes. 

595. Mr. Travers.| Does any df your wool go to Queens- 
land ¢—No. 

596. Mr. Cameron.| Can you tell me where in any part 
of the world there is a naval base in an open roadstead ?— 
I do not know of any. My knowledge of ports is limited 
to what I saw when travelling overseas with the A.LF. 

597. You did not see a naval base at Durban, Capetown, 
or Colombo which are open roadsteads ?—No. 

598. Would you compare Coff’s Harbour as a naval base 
with Port Stephens ?—No. 

599. It would be fair to assume that if a naval base were 
established on our coast north of Sydney it would be at 
Port Stephens ?—Yes, but for aeroplanes and submarines 
I would say that Coff’s Harbour would be adequate. 

600. Seeing that there is so much finance attached to 
the export of wool would not most of the wool have to go 
to Sydney to be dealt with ?—No. 

601. Why are not wool sales carried on at Newcastle ?— 
Because fecilities have not been provided to make it a 
selling centre, and it is too close to Sydney. Having got 
to Newcastle, the freights are so arranged that it is Just as 
cheap to send wool to Sydney. 

602. Have the wool growers of this northern and north- 
western district made any strenuous effort to create wool 
sales at Newcastle ?—No, but there has been a movement 
to create a selling centre somewhere in this area for wools 
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that come in at a period different from the wools of the 
Temainder of the State, and wools which are more sought 
after. If there were a harbour on the North Coast for 
overseas trade northern growers would make every effort 
to create a selling centre there. 

603. The buyers would have something to say about 
that ?—Yes, but I fully believe they would go anywhere 
if a sufficie ntly large quantity of New E ngland wool were 
made available under right conditions. 

604. It is reasonable to suppose that wool would go 
where the buyers were. It woald cut both ways ?—-Yes, 
but Brisbane has established a wool centre and at first wool 
buyers were dubious about going there. 

605. Is that due to the fact that Queensland, which was 
a cattle country, has to a large extent become a woel 
producing State ?—Yes, that would have some effect. But 
there is such a high class wool industry in the district that 
is served by the proposed railway that we could, more or 
less, dictate to the buyers, and they would have to come 
tous. There is a shortage of wool, and we are in the position 
of being able to dictate to them more than they can dictate 
to us. 

606. It is not every wool grower who is in the fortunate 
position to be able to dictate to the buyer. Generally the 
boot is on the other foot ?—To a large extent, but the wool 
industry in this northern district is very strong, and I 
venture to assert that if the line is built and there i is direct 
outlet overseas through a port on the North Coast we shall 
get the buyers. The northern wool growers are unanimous 
that we should establish a selling centre in New England 
whether we get the line or not. 

607. Do you not consider that financial reasons would 
compel wool to be sent to Sydney ?—Not in most cases. 

608. Would you say that the bulk of the wool produced 
in New England would not be affected by financial con- 
ditions ?—Yes, the type of our wool is an answer to that. 
We produce the highest class wool in Australia. It com- 
mands a more ready sale and freer competition than any 
other wool. It is a fine wool, which the world is short of 
at present. 

609. Has there been a serious effort on the part of the 
graziers to create a killing centre on the North Coast ?— 
No, because we have no access to the coast. The Ramornie 
Meat Works has been going for a number of years, but 
supplies are not available because of the distance to go and 
lack of facilities to get there 

610. Why has not some effort been made to go to New- 
castle ?—Well, there is so little difference in freight between 
Newcastle and Sydney that it is better to send to the centre 
of consumption. Freights are so arranged that it is no 
cheaper to land at Neweastle. 

611. What about Aberdeen ?-—Freights ‘operate against 
Aberdeen. They should have a coneession so that they 
Can Carry OL. 

612. Mr. Drummond.| From a military standpoint do 
you consider that the proposed railway from Guyra to 
Dorrigo should be constructed so as to form a connecting 
link between the west and the coast ?—Undoubtedly. 
Our railway system does not lend itself to defonce. 


Arthur William Everett, grazicr, near Guyra, sworn, and 
examined :— 


613. Mr. Travers.| Where is your property situated ?—- 
About 12 miles west of Guyra. I hold 5,000 acres. Ollera 
was taken up in 1838. We have run as many as 30 000 to 
40,000 sheep. The land has been selected and my block 
is part of the original holding, which comprised 100,090 


acres. From 80 000 to 100,009 ‘sheep are now run by thirty 
settlers. On the property there is some very good farming 


land, insluding some black soil flats good for oats. Not 
much farming is done at present, scttlers growing cnough 
only for their own use. Thirty years ago there was prac- 
tically nothing at Guyra. We used to run our cattle up 
here. Present development shows what the railway will do. 


F, White, A. W. . Dutton, 50 May, 3922. 
614. Is any portion of your 5,090 acres suitable for agri- 
culture ?—Yes, pretty we 11 1,000 acres. There is some v ery 

good potato land and the black flats are good for oats. 

615. Is 12 miles too far to profitably cart produce to 
the railway ?—Yes, although you can do it with potatoes 
if you get a good price. The hé aul ge rate from my place to 
Guyra is £1 to 303. per ton, 

616. What has been your yield ?—About 3 tons to the 
acre. Of oats you get t about 30 bushels. 

617. I underste ind. that about 3,300 acres is a living area 
in the district ?—It is quite enough. Graziers carry about 
one sheep to the acre. A man could live on less than that. 

618. What would be a fair grazing area ?—About 1,500 
acres. 

619. How would you describe the country halfway 
between Guyra and Inverell ?—About 20 miles from Guyra 
there is fair farming country and then you enter rougher 
country as you approach Tingha. 

620. Is this district good re slief country in drought time ¢ 
—Yes, as a rule a great number of + sheep come here from 
the west in drought time. 

621. Would you expect better results from a line from 
Guyra to Dorrigo than from a line from Guyra to Inverell ? 
Yes. 

622. How far from the railway is it profitable to grow 
potatoes ?—12 miles if you can get £7 per ton. About 
200 acres above Guyra would be sufficient for mixed farming. 

623. What would that land be worth per acre ?—£4 to £5 


Everett, and L, 


Leslie Phillip Dutton, Erandangie, near Guyra, 
sworn, and examined : 


orazier, 


624. Mr. Cameron.| What are your opinions regarding 
the proposed railway ?—I believe that it should be built as 
it would provide facilities for transport to the coast. A 
line from Guyra to Dorrigo passes through better country 
than would a railway from Glen Innes to Grafton. You 
Me ave only one junction at Guyra. Lf you go from Inverell 

» Glen Innes you have two junctions and it is a more 
ee line to construct. 

625. In your opinion the main service to be renderod by 
a connection between Inverell and the coast 1s to conn2ct 
the north-western railway service with the coast ?—Yes. 

626. Are you ac quainted with the Pee -_ route from 
Guyra to Dorrigo via Ebor ?—I know it as far as Aberfoyle. 
For 12 miles east of Guyra, on the southern side of the line, 
you run into a granite country move suitable for grazing. 
‘A basalt belt runs south to Rockvale Creek, and Brook lyn 
east of Armidale, which is heavy basalt country, 25 per 
cent. of which is suitable for farming: Many young cattle 
i3 district, which is e3 entially a breeding 
OLe, | believe no portion of New South Walk 5 13 as free 
from tuberculosis in cattle as New England. I have had 
only two cows destroyed as suspects in thirteen or fourteen 
j [ milk a3 many as ninety cows and my dairy herd 
i3 pure bred. 

627. I gather that a coanection between Inverell and the 
main northern linc would give you the best Beryio8 2— Yes. 

628. How long have you beea dairying ?—Fourteen years 
on the share system. I send my cream to Glen Tee 

629. Have you difficulty in getting fodder in winter ?— 
ae ie the basalt country I have not known 1¢ fail. 

Would there be an opening in the district affected by 
the nee railway ?—Undoubtedly. Farmers would grow 
corn and make it into ensilage at 83. perton. One ton of 
ensilage with a bit of ruffage would do for the winter. I milk 
about nine menths of the year and spell for three months. 

631. What does your share dairyman do when the cows 
are out ?—He does some farming. 

632. Has he any souree of income during those three 
months ?—No; the dairying industry is good enough to 
carry him over that period. 

633. Is the land on which you are dairying better than 
the surrounding land ?—No, although it is more highly 
improved. It would take a man a couple of years to put 
his land into decent condition. 
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634. Which is the more staple industry in this district— 
dairying or potato growing ?—It depends largely on the 
individual. Many men do not like dé airying because it is a 
continuous drag, while potato growing is not. Dairying 
is more staple because you get your monthly cheque. 
For potatoes you only get your che que when you send to 
marke at. An immigrant came to me nine or ten years ago. 
Last year he left me and bought his own farm for £1, 400. 
When he arrived here he started contract fencing with me. 
When finished he had about £20, which was all he had in 
the world. In seven years he has been able to purchase a 
farm. His total area is 60 acres, with the right to run his 
draught horses in the sheep paddock. He is a thrifty, 
careful man and understands farming. As a share farmer 
he got two-thirds and I got one- third. 1 supplied the 
seed and ploughs and harrows for the first year. He left 
me with a waggon and six horses. Other men have done 
similarly in the district. Practically no manuring is done. 
Two or three farmers who have manured their soil have 
done well. 

635. What is the value of potato land in the district ?— 
£10 per acre if it is good ground. There is land worth more 
than that and other land worth not as much. 

636. What is the carrying capacity of the land for 
sheep ?—In the basalt country over one sheep to the 
acre t, you keep your rufiage down. 

637. Mr. Burke.| Is the land suitable for lucerne grow- 
ing ?—No, except on some isolated areas. I can grow it, 
but as a market proposition the land is not suitable. 

638. What area have you ?—7,000 acres crepho I 
have five tenant farmers. We ae about 300 acres on 
the place every year. 

639. Mr. Doz.) Would there be a any large trade besides 
the potato trade if the line were built 2 —There would be a 
traffic in sheep, fodder, stock, chaff, and corn. On the 
experimental plot on my place 69 bushels of corn to the 
acre have been grown. 

640. Mr. Drummond.| If the proposed railway were con- 
struc te -d to Dorrigo and the line were continued to the coast 
would stock from southern Queensland come by rail ?— 
Yes, from as far out as Goondiwindi. Between 5,000 and 
7,000 bales of wool leave Guyra yearly for Sydney and 
Newcastle 


Hulton Smythe King, farmer, Llangothlin, sworn, and 
examined :— 


641. Mr. Mahony.] What is the size of your farm ?— 
365 acres freehold, and I have adjoining 405 acres of C.P. 
There are great fruit- growing possibilities between Inverell 
and Tingha. A large proportion of the land between Tingha 
and Guyra is anita le for grazing and some is suitable for 
fruit. About Ollera there is some fine country, but it is 
too far from the railway. With railway facilities it could 
be used for dairying in small areas. It is ideal country 
for mixed farming, and, in parts, for potatoes. 

642. Is the land ge nerally within the influence of the 
proposed line from Guyra to Inverell as good as yours ?— 
No. I am dairying and I have some sheep. T also gTOW 
potatoes, but I am only 2 miles from the railway. 

643. Do you know the Tenterden district *—Yes, it is 
suitable for mixed farming. At present it is all under sheep. 

644. What would be a decent living area there ?—400 
yr 500 acres if it contained a proportion of arable lard. s 
Ae from Inverell to oe would be practic ally 
unless we had a railway direct to the north coast so ie 
we can carry on an interchange of products. The present 
cost of transport is too high. A potato farmer on the coast 
prapaply has to pay £30 per ton for his seed. 

645. What area had you under agriculture ?—214 acres, 
I have 20 acres of corn in this year which is really an ex- 
perimental plot. I also have 60 acres under potatoes, but 
the yield has been poor owing to the bad season. J have 
two share farmers. My yield would not be more than 
30 ewt. of saleable potatoes, which is under the average. 


useless 
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potatoes are retained for seed. The 


646. What area have your share farmers ?—They are 
working the whole place. Personally I do no farming. 

647. Do you ponsider Guyra is a better potato-growing 
district than yours ?—-No. I have averaged as high as 
6 tons to the acre and have gone as low as | ton. 

648. Mr. Drummoud.| Does much produce go from this 
district to the north-west ?—At present much of our chaff 
finds a ready market there. 

649. Do yon agree that $0 per cent. of farm produce 
grown on the tablelands finds it way to southern Queens- 
land ?—No. 

650. Where do you find your principle market ?—In the 
north-west, a good quantity of potatoes goes to Queens- 
land and to the coast for seed. It costs the North Coast 
farmer £20 or £30 per ton to get it. 

651. Is the soil im this district specially suitable for 
small settlers ?—Yes. 

652. Are the farmers fairly presperous here ?—Yes. on 
the whole. Most of the cultivable land within 12 miles of 
the railway is already under cultivation. I think we have 

reached our maximum area under cultivation for potatoes 
rithin that radius. 

653. Could you compete with Tasmanian growers whose 
potatoes are largely imported into this State 2—Yes, but 
it depends upon the method adopted. We have not 
reached our maximum production. We are practically 
the only growers in the State who have potatoes to sell in 
large quantities. There would be all the outlet required 
on the North Coast if we had a railway. 

654. Chairmar.| Is there a regular market for your chatt 
on the North Coast ?—Yes, it is used there largely for 
feeding working horses. 

655. Mr. Doe. Have you a large proportion of small 
potatoes ?—Yes, too sm all for market. 

How do you account for the small crop this year ?— 
Tt is due to the drought. Up to a certain size the small 
balance mixed with 


tae 


rufiage makes good cattle fecd. 

657. How many crops of potatoes can you grow in 
succession 2—A number of farmers eTOw , them year after 
year with no thought of rotation. They may put ae toes 
in for four years and then throw the land over to oats. 

658. Do the farmers keep i gs ?—No, there is no bacon 
factory here. 

659. I understand peas grow well in this district 2—Yes 
From 6 acres of peas two brothers made £240, 


Robert Simpson, farmer, Guyra, sworn and examined :- 


6€0. Mr. Doe.] What area do you hold ?—393 acies. i 
am growing potatoes mostly. My average yield fora number 
of years is about 2 tons of potatoes to the acre. 

661. Where do your potatoes go ¢—Principally to the 
north-west and some to souitiaene Queensland. 

662. What area have you under potatoes 2—50 to 60 
acres. I generally rotate my crop with oats. I do not 
think many growers crop potatoes continuously. With 
the railway the Inverell people would have a much closer 
market in Sydney. 

663. Does the country between Guyra and Dorrigo lend 
itself to closer settlement ?—Yes, especially about Guy 
Fawkes. There is better potato land about that district 
than there is at Guyra. It is redder and deeper soil. I 
understand the eyeregs yield there is about 9 tons to the 
acre, but they hav: no mcans cf ectting their 
away. 

664. What is the country like hetween Qi yra and Guy 
Fawkes, starting 10 miles fe va Aiea is 2 great deal of 
mixed farming country and splendid grazing land. 
W hile we were selling 1x tatocs at £5 FS per ton they were 
eerne g at £20 per ton to Grafts n and Tweed Heads. 

665 | What would you expect in the way cf hack k ading 
if Pie, railway were built. ?—Fruit, including bananas and 
oranges and oie things. The Guy Fawkes and Deervale 
country is the best for closer settlement. 


100 acres there 
would be ample for a living area at potato growing. 
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666. What is the average value of potato ne in this 
district ?-—-T have taken as “tttich as £100 worth of potatoes 
off an ecre of land. I suppose the land 1s Beith £15 per 
acre. 

What is the average value of mixed farming land 
here ¢(—About £5, but it depends on its distance from the 
railway. Iam within 2 miles of the railway and I consider 
my place is worth £10 per acre. 

668. Mr. Burke.| Do you consider the route from Guyra 
to Dorrigo is the best for a connection with the coast ?- 
Yes. 

669. Mr. Drummond.| Have you noticed any marked 
increase in farming activity in this district ? —Ye: 
more land has been taken up and there is more st ilaticdt 

670. Have your market prices improved in the last few 
years ?—Yes, 

671. Is the market in southern Queensland developing 
to any extent ?—Yes, although I do not think i¢ has in- 
creased much in the last ten years. 


s. because 


James Wallace, Postmaster, Guyra, sworn and 
examined :— 

6.2. Mr. Travers.| How long have you been here ?— 
: little over a year. I wish to give evidence as the repre- 

tative of the New Settlers’ League, which has selected 
me to go before the Committee in support of a line from 
Dorrig) to Inverell via Guyra. 

674. How many settlers are there in the New Settlers’ 
League ?—Thirty or forty. The idea of the league is 
to recommend mixté farming in the country between 
Guyra and Dorrigo, but that cannot be done unless a 
deep-sea port, with facilities for the shipment of produce 
overseas, is established on the North Coast. The apple- 
growing industry in this district has been neglected. 
Exports recommend the planting of four or five varieties 
here. I have kept in my house for four months a case of 
apples taken from my own trees, and found hardly a bad 
one. The New Settlers’ League believes that 100 acres 
between Guyra and Dorrigo 13 sufficient for a living area. 
About 10 acres of that area could be put under apples, 
which, if there were a port on the North Coast, could be 


profitably sent to the London market. We recommend 


. Telfer, 31 May, 1923. 


planting the Granny Smith, Tame ian, and Rome Beauty 
varieties, which have been proved to do well on the northern 
tableland. Ten acres is sufficient to plant 900 trees. 
Fruit of all deontisious can be grown here, but there is 
no available market. We can grow better apples than 
the Tasmanian apples. Dairying can be carried on, too. 
California is one of the most prosperous States in America, 
due to its number of small landholders, and we could 
do the same. We believe that on ae 100 acres judici- 
ously surveyed along the route of the proposed railway, 
95 acres would be suitable for fa ‘ming and fruit growing. 
Wool from the west would go to Coft’s Harbour for shipment. 

674. Mr. Travers.| Does the name of your 
indicate that there are a number of new settlers in the 
district ?-Very few new settlers come here. The league 
was established by Sir Arthur Rickard with the object 
of advising the Government on tlement matters in 
the various country districts. 

675. Are many apples grown on the tableland ?—Yes. 

676. Do you consider the present flow of traffic to 
Sydney handicaps the export of apples, as you suggest ? 
Yes, and the fruit exchange is a bigger handicap. 

677. Has your league considered what would be the 
saving in freight on a line from the tableland to Coff’s 
Harbour as against that by the existing railway ?—Yes, 
it would be much chea aper by the proposed line, as the 
distance is so much fone: 

678. I understand that the policy of the New Settlers’ 
League is to support the proposed railway from Guyra 
to Inverell, and from Guyra to Dorrigo, having regard 
to the establishment of a deep-sea port at Cofl’s Harbour ? 
—Yes, From Glen Innes to Inverell there is rich land 
but it is black; it is not good potato-growing land. It is 
good straw land. 

679. Do you favour a line from Guyra to Inverell 
rather than from Glen Innes to Inverell ?—Undoubtedly. 

680. Mr. Doe.] Are the apples to be seen in the shop 
windows here of local Precuttion 2__No, 

681. Mr. Mahony.| Do 1 understand that unless a 
deep-sea port were constructed at Coffs Harbour the 
proposed railway from Guyra to Dorrigo would be of no use 
to you ?—My opinion is that it will be not of much use. 
A railway from Glen Innes to some point on the Clarence 
River would be of no use to us. 


league 





THURSDAY, 31 MAY, 1928. 


[The Committee met in the Shire Council Chamber, Guyra.| 


Present:-— 


The Hon. \ 
The Hon. Joun Travers. 
The Hon. Ropert MAnony. 
Irancis MiciaErw Deere. Esq 


T. DICK (CuarrMay), 


WILLIAM CAMERON, Esq. 
Brian JAMES Dog, Esa. 
Davin Henry DrummMonp, Esa. 





The Committee proceelted to further consider the expediency of constructing a line of Railway from Guyra to Inverell. 


David Kennedy Telfer, shire engineer, Guyra, 
examined :— 


sworn, and 


682. Chairman.| Will you give the Committee your 
views of the proposed railway ?—Yes. A line from Guyra 
to Coffs Harbour would run mid-way between Newcastle 
and the Queensland border. it would be the best line 
for a connection to the north coast. If a line from 
Guyra to Dorrigo were built, it follows that the connection 
with the west should be from Guyra to Inverell. If a line 
from Glen Innes to Inverell were constructed, people 
ec ming on the west and north-west would have to change 
t Ins rlen Innes and at Guyra, when travelling through 
0 the ecat by the Guyre- Dorrigo line. I have a large 
experience of tho north- west, and know that people there 
for health’s sake want to travel to the coast at various 
times. They can only travel there by train by going 
round by Byaabe a 


683. Do you consider that passenger traffic for health’s 
sake would bulk largely in the revenue of a north coastal 
connection ?—No,' but in. the north-west droughts are 
frequent and sheep have to be fed. The most profitable 
way of feeding sheep is with corn, which is grown on the 
northern rivers. To reach the north-west that corn has 
to be sent via Sydney or Newcastle. Wheat is not suitable 
for feeding sheep, as it is too small. Half a pound of corn 
a day with some roughage will keep sheep alive. Many 
people in the north-west cannot afford to send their sheep 
away for agistment. It would be cheaper to get produce 
by a line from the north coast. 

684. What other traffic would you expect to materially 
benefit the railway 2—There would be a considerable 
general traffic. Produce could be conveyed to the north- 
west much cheaper. All potatoes, butter, and othe 
produce consumed in the north-west has to be carried there 
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Witnesses—D. K. Telfer, and G, A. Butt, 31 May, 1923. 
via Newcastle. Most of that produce is produced on the 
north coast. It would mean a saving to the consignees. 
Between Inverell and Guyra there are several large black- 
soil flats, which are not cultivated because produce cannot 
be profitably sent to market. About Tenterden and 
Wandsworth there is some very good land. 


George Albert Butt, storekecpor, Guyra, sworn, and 


oxamtined : 


685. Mr. Doz.| Have you resided long in the district ?— 
Twelve or thirteen years. I support the proposal to con- 
struct a line from Guyra to Dorrigo. 

686. Do you deal in potatocs ?—Yos, they are markoted 
north and south andin Queensland. At present 60 per cent. 
goes to Queensland and 40 per cont. is distributed around 
here. They go to Sydney, Newcastle, and the North Coast. 

687. Would a railway from Guyra.to Dorrigo be of material 
advantage to the potato growors of this district ?—It would 
change the whole position as far as the north was con- 
cerned, because we are considerably hampered by the 
long haulage, plus the high cost of transport. To reach 
Lismore and Casino produce from this district has to travel 
387 miles by rail and 200 miles by steamer. By the pro- 
posed railway it would reach the North Coast in about 
140 miles. People would prefer to deal here, but they are 
not prepared to pay the extra charges. Growers on the 
North Coast prefer New England seed. 

688. What would bs the traffic in se2d potatoes betwocr 
this district and the coast ?—If we commanded the business 
it would run into 3,000 to 4,000 tons per planting. Last 
year we sent round over 500 tons and we had to meet all 
charges. Consequently that business was not as good to us 
as the Queensland business. 

6°9. Would you expect a better price for seed potatoes 
if the railway were built ?—Well, that is governed by the 
price of table potatoes. 

690. Do you send away smal] potatoes for seed ?— 
Small and largo. 

€91. How doos tho prices of s-aall potatoes wamarketabl> 
for table purposes compares with that of seed potatoes ?— 


It depends upon the variety. In some cases the small 
sclected seed potatoes are dearer than table potatoes. 
Guyra is practically the centre of the New England district. 
and I look on the proposed railway not from a purely local 
standpoint. We want some scheme “to create expors 
markets for our produce. Sydney to-day is crammed. 
Everything goes there, and without direct railway com- 
munication we are in a hopeless position. 

692. Have you scrious difficulty in getting potatoes to 
Sydney ?—Yes, it is an absolute nuisance. Supposing we 
truck on Tuesday, if we are lucky they may catch Saturday’s 
boat, and if we are not lucky they may be held up for a 
week, for which we have to pay handling charges, and 
extra charges in and out. The district through which the 
proposed line would pass is beautiful and fortile, and the 
railway must tend to increase population. Our land is no 
use unless it has railway facilities. I could take you to a 
property 10 miles from Guyra that would accommodate 
100 farmers. There aro thousands of people on the North 
Coast who want our produce, yet we cannot get it to them 
reasonably. 

693. Is there a possibility of the motor traffic being 
developed between Guyra and Coff’s Harbour ’—No, the 
roads are too heavy. Motor traffic can never compete 
with the railway. Jf it did there would be something 
wrong with the railway. 

694. Motor traffic competes with the railway in places ? 
—Only in isolated places. The construction of the line 
would tend to lessen congestion on the existing railway 
between Sydney and Newcastle, and would overcome many 
difficulties under which we have been labouring. 

695. The estimated receipts from the proposed line 
from Guyra to Dorrigo are £13,000 per annum ?—-I think 
that is a ridiculous estimate. They would amount to 
much more than that. 


696. If the receipts were only £13,000 per annum it 
would leave an annual loss of nearly £100,000 ?—That is 
ridiculous. In my opinion the line would become in a few 
years one of the best paying lines in the State. The pas- 
senger traffic would be exceptionally heavy. Receipts 
from that source would be much more than £13,000 per 
year. Car loads of people travel between Tenterfield and 
Glen Innes, and between Glen Innes and Grafton, every 
day. 
697. Do you consider that the passenger traffic of the 
southern end of the tableland would cqual that of the 
northern end ?—Once the railway were constructed traffic 
on the northern end of the tableland would probably 
diminish considerably. You go fair into the eentre of the 
North Coast by the Dorrigo railway. Besides passenger 
traffic there would be traffic in produce, goods, and stock. 

698. Mr. Drummond.| Is there a demand in the north- 
west and west for chaff and oats from this district ?—Yes, 
elways. We could sell everything we have here to-day 
to the north-west and North Coast if we could get it there 
reasonably. It pays them to buy in Sydney at present. 

699. Have you inquiries from the north-west for fodder 
and what quantities are asked for ?—-We could sell about 
200 tons of chaff to the north-west from Guyra. That is 
the normal demand. 

700. What would be the increase from there as a result 
of droughts ?—It would be colossal. This part of the State 
would send over 1,000 tons of chaff a month. 

701. Have you much demand from southern Queenslard 
for produce ?—No, although we do from Brisbane. Some- 
times we have heavy inquiries from there. 

702. Does it pay you better to send there than to 
Sydney ?—-Freight is dearer to Brisbane than to Sydney or 
Newcastle. 

703. Do you think the coast would become an active 
competitor with Brisbane and south Queensland for your 
produce ?—Yes. 

704. Would the tendency be to divert produce to the 
coast rather than to Brisbane ?—Yes, a great deal would 
be Ccivezted mat swe 

705. Have you reason to bcheve thas produse from this 
district to Brisbane goes back to the North Coast ?—Well, 
Brisbane ships every week to the Tweed River. 

706. Do you know whether any move has been made 
in this district to stabilise industzies by the manufacture 
of power alcohol ?—It has been discussed. 

707. Does the Kbor country compare favourably for 
potato growing with the Guyra country ?—About Guy 
Fawkes the land is equal to any about Guyra. They are 
growing splendid potatoes on Aberfoyle. 

708. Mr. Burke.| What is your opinion of the land 
between Inverell and Glen Innes ?—It is very nice country. 

703. What effect would the construction of a railway 
between Inverell and Glen Innes have on the proposed line 
from Guyra to Dorrigo ¢—It would benefit this district. 

710. Mr. Mahony.| Where is the land 10 miles from 
Guyra on which so many new settlers could be placed ?2— 
It is between Bald Blair and Brockley. It is one estate, 
but there are a lot of smaller estates there. Some of it is 
being farmed. 

711. What rate do you pay per ton on potatoes to 
Sydney ?—17s. 7d. To Brisbane it is 14s. 8d. to the border, 
and 18s. 10d. from there on. 

712. Mr. Travers.| Considering that freight from here 
to Brisbane is nearly twice as much as it is from Guyra to 
Sydney, why do potatoes go there ? Is Brisbane a better 
market ‘—Sometimes. Brisbane is largely dependent 
upon Victoria and Tasmania for potatoes. 

613. Do you send potatoes to Brisbane because you 
get a better price, which more than compensates you for 
the additional freight ?—That is one reason. 

714. What is the difference in pric of potatoes per ton 
in the Quecnsland market and the Sydney market ?—I 
should say they are occasionally from £1 to £2 per ton 
higher in Brisbane. It is the law of supply and demand. 
Sometimes the Sydney market is better than the Brisbane 
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market and vice versa. We should always be able to send 
potatoes to the North Coast except at the end of the year. 
The population there is increasing and the consumption 
must be greater. 

715. Do you think a line from Guyra to Dorrigo would 
have a marked effect in increasing the population of the 
North Coast ?—Between the commencing point and the 
terminus of the line it would. 

716. You have expressed the opinion that £13,000 per 
annum revenue for the line is a ridiculous estimate. Have 
you sufficiently studied the railway revenue returns to 
justify that opinion ?—I have had over twenty years’ 
experience of railway traffic conditions and fre ights. The 
line would pass through a thickly populated area and the 
best part of New South Wales, I cannot see how the 
returns would not be more than £13,000 per year. Passenger 
traffic would return more than that. 

717. The Railway Commissioners’ view is that two- 
thirds of the country along the Guyra—Dorrigo route is 
pastoral land and will remain so ?—I am sure it is not. 

8. Chairman.| What is the total tonnage of potatoes 
trucked at Guyra in a normal season, north and south ?— 
Seven or eight years ago it ran into over 450,000 bags or 
over 30,000 tons of table potatoes. You can reckon on at 
least 25 per cent. in addition as seed. 

719. Do you send potatoes from Guyra by road ?— 
Occasionally they go to places like Tingha. 

720. It has been stated that as you approach Guy 
Fawkes and Dorrigo you enter country of greater value 
for potato growing than any land around Guyra ?—I 
suppose there is more virgin country in those parts than 
there is here. Guyra land has been farmed for more than 
half a century. In virgin soil you naturally get greater 
production. 

721. If the Guyra—Dorrigo line were built what chance 
would the Guyra potato growers have of successfully com- 
peting with the northern river and south-eastern growers 
who have less distances in which to supply the same 
market ?—I am not parochial. I do not worry about 
Guyra. Let the Dorrigo people get that traffic if they can. 
The railway must tend to increase our markets. We 
should lose a little in haulage, but if they absorb one 
market we should have another market. 

722. Do you mean that the growers along the Guyra— 
Dorrigo line would be unable to supply the whole of that 
market ?—I suppose we could not always supply it. 


Thomas Neil Rae, grazier, near Si) ra, sworn, and 
examined :— 

723. Mr. Travers.| What is the area of your property ? 
—1,058 acres. I have been in New England all my life, 
with the exception of seven years. As valuer for the 
Guyra Shire for fifteen years 1 have valued thousands of 
acres around here for probate purposes. From Bald 
Blair to Aberfoyle the land is very good for grazing, and 
there is a good deal of cultivation ground. There is any 
quantity of land there which will grow potatoes, but it 
is not all red soil. In some seasons it will grow a heavy 
crop af potatoes, while in other seasons it will not grow 
so much. It is a rather light soil. 

724. Have you formed an estimate of the proportion 
of agricultural land there ?—I should say one-third would 
be suitable for agriculture. 

725. What is it like from Aberfoyle on to Ebor ?— 
After you pass Aberfoyle and go through Kangaroo Hills 
the land is good for sheep and dairying, but for cultivation 
it is not too good there. It is good grazing country. 

726. And from Ebor to Dorrigo ?—About Ebor there is 
the best potato ground in the district, although it has not 
been worked as our Guyra soil has. The red soil is 10 feet 
deep in places. The Ebor country for potato-growing 
is better than the Guyra land. 
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J, MeMullin, 31 May, 1923. 

727. Is there a large area of that land around Ebor ?- 
I do not think there is so very much. There are hills of 
red au that will grow potatoes. 

123. What would you say is a fair living area for mixed 
farming along the route of the proposed Guyra-Dorrigo 
line 2—50 acres of good potato land, and with another 
100 acres for dairying a man would be pretty comfortable. 

729. What is a living area from Bald B lair to Abe rfoyle 
200 acres for mixed farming. 

730. How much for grazing ?—500 acres. 

731. What number of sheep would that carry ?—I 
carried 800 sheep on 600 acres for three years. 

732. How many sheep can be carried in the Aberfoyle 
Sure 2__One sheep to the acre. 

Would the same area do in the country from 
Meine to Ebor 2—No. You would want a larger area. 
There is some poor land further on. It is a sort of mining 
country. In the Ebor district [ have known 19 tons of 
potatoes to the acre to be grown. 

734. What is the unimproved value of the land to 
be served by a line from Guyra to Dorrigo ?—From 30s 
up—some 25s., and some £2. 

735. What is the unimproved good agricultural land 
in the Ebor district worth ?—Twelve years ago land there 
was worth about 35s. per acre, the unimproved value of 
which is now up to £3 per acre. There is some potato 
land there worth £10 per acre, 

736. What would be the improved value of the land 
to which you have referred ?—From £1 to 30s. per acre 
more. 

737. Do you look to a connection with the coast for 
an outlet ?—Yes, I think it would be a splendid line. In 
my opinion it would suit the whole country very well. 
I believe the Coff’s Harbour connection is the best. From 
Guyra for about 12 miles west there is good agricultural 
land. Further on you enter cultivable and grazing land. 
Right on to Kangaroo Camp there is good grazing country. 
Much of that land will grow corn. Further on you enter 
tin-mining country, which is not so good. Many years 
ago you could have bought land here for 8s. per acre, 
You could have bought mine at that price, and I have 
refused £8 per acre for it. 


. Rae, and. 


Joseph McMullin, storekeeper, 
examined :— 


Guyra, sworn and 


738. Mr. Burke.] Do you favour a railway from Guyra 
to Dorrigo ?—Yes, through to the coast. It would pay 
to send potatoes and other produce that way to market, 
and there would be traffic in stock in drought time. Cattle 
are knocked about a good deal being driven on the road 
and some die. By the railway they could be conveyed to 
the coast in a few hours. 

739. Do you know the route of the proposed railway 
from Guyra to Inverell ?—Yes. For 15 miles this end 
there is first-class grazing land, a good proportion of which 
is suitable for agriculture. Some of it will grow potatoes. 

740. What would be fair living area 12 miles out ?—An 
industrious man could do well on 200 acres. 

741. Do you think a filip would be given the mining 
industry round Tingha if the line were built ?—It seems 
to me that want of water is the greatest trouble there. 

742. What effect would north-western traffic have-on 
the proposed line from Guyra to Inverell ?—A tremendous 
one. There would be a direct route to the tableland, 
and the journey would be much shorter to the coast. 

743. Would there be sufficient trade from the north-west 
to Dorrigo to make lines from Guyra to Inverell and Guyra 
to Dorrigo pay ?—Yes, within a reasonable time. I 
believe there is land about Dorrigo superior to the Guyra 
land for potato growing. 
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W. Youman, 31 May, and M Morrison, 6 “eptember, 1923. 


Witnesses—J. McMullin ’ 
744. What would be a fair cultivation area about 
Dorrigo ?—On 50 acres a man could make a splendid living. 
18 tons of potatoes to the acre have been grown there. 
Is Guyra a prosperous district 7—Yes, with fair 
seasons it is the pick of the lot. 

746. Do you agree with other witnesses that with the 
construction of a railw ay from Guyra to Dorrigo you would 
find a market on the north coast ?—Well, it depends on 
the seasons on the coast. Every season a good deal of 
produce goes from Guyra to Sydney and Neweastle to 
be shipped up the north coast. I have sent chaff to 
Murwillumbah through Newcastle. 

747. Do you believe that a Jine from Guyra to Dorrigo 
is the best connection ?—I believe it stands on its own 
by reason of the country through which it would pass, 
and I was reared on the land. There would be a good 
market in the north-west, not only for Guyra, but for 
Dorrigo, in produce and timber. 


Robert William Youman, farmer, Black Mountains, sworn 
and examined :— 


748. Mr. Mahony.| Do you support the proposed 
railway from Guyra to Dorrigo ?—Yes. The country 
as far as Guy Fawkes is very suitable for agriculture. I 
hold 722 acres, and go in for mixed farming. The Inverell- 
Guyra-Dorrigo railw ay would give us a shorter route to 
dispose of our potatoes. At present we have to send 
them such a long way round to market. Our potatoes 
were once carried to Inverell by waggons, but not of late 
years. Now they go by train a long way round. I have 
had to pay 18s. 6d. a bag for chaff, when we were getting 
os. cwt. here. 

749. Is there a market for chaff in the Dorrigo district ? 
Yes, they grow no chaff there. We do a little dairying 
here, but it is not strong enough to start a pig industry. 
We used to have a butter factory at Black Mountain. 





THURSDAY, 6 SEPTEMBER, 1923. 


Present :— 
The Hon. W. T. DICK (Cuairman). 


The Hon. Joun Travers. 
The Hon. Ropert Manony. 
Francis Micuarn, Burke, Ese. 


WILLIAM CAMERON, Esq. 
Brian JAMES Dor, Esa. 
Davin Henry Drummonp, Esq. 
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The Committee proceeded to further consider the expediency of constructing a line of Railway from Guyra to Inverell. 


Malcolm Morrison, Geological Surveyor, Department of 
Mines, sworn, and examined :— 

750. Mr. Burke.| Do you wish to make a statement with 
regard to the mineral possibilities on the route from Guyra 
to Inverell?—Once you get away from the Tingha to 
Inverell district, there is not much mining apart from 
those two places. The line would travel over basalt country 
for about 10 miles towards Tingha. Then you pass on 
to granite, in which there are small veins of tin and 
patches of alluvial tin and deep leads scattered throughout 
that area right through to Inverell. Most of the surface 
alluvial in that part has been worked. There is practically 
nothing in mining on the way to Guyra until you get 
towards Tingha. Then you come into the dredge country 
and deep-lead country. 

751. Is there not a gold proposition near Inverell ?— 
There is a gold proposition about 50 miles out -towards 
oe 

52. What are the possibilities of the Tingha field?’— 
If improved dredges which they are now putting up 
prove successful—as I think they will—the Tingha field 
will last for some considerable time. 

753. Do you think the construction of a railway from 
Inverell to Guyra would stimulate the field in any way, 
or do you think it will go on just the same whether there 
is a railway or not?—The field will go on whether there 
is a railway or not. The railway would slightly cheapen 
their costs, enabling them perhaps to work their lower- 
gerade ground. The field is not very good; it is a dying 
field. 

754. If that is the case, I presume eventually it will 
not be much good to the railway from a revenue point 
of view?—If the dredges are not successful the life of the 
Tingha field will be very limited. They will produce 
material for the next forty years in a small way. 

755. What do you consider the approximate life of the 
Tingha field?—]t would depend entirely upon the amount 
of work done per year. 

756. At the rate of work they are performing now?—In 
about the year 1900 it was thought that Tingha was practi- 
cally settled as a mining centre. The dredges came in 
and revived Tingha. It is now at about the level it was 
in 1900. I think it will still hang on at the same rate as 
at present for another twenty years. There is always a 
chance of one or two of the deep leads around Tingha 
being worked and lasting for some years. 


iy 


757. A witness at Tingha gave the following evidence: 
Has mining shown any activity during the last four or 
five years?—Tin has dropped considerably and wages have 
risen. When the water scheme is completed hundreds of 
men will begin fossicking. This is the biggest fossicking 
field in the world. 
What would that really mean: that they would simply 
fossick from place’ to place in anticipation of having’a bit 
of luck?—That is all. Most of the men know that there 
are patches where they could get 4 cwt. or 1 ewt. of tin. 


That is likely to continue for the next forty or fifty years. 


758. He also gave the following evidence: 


Then the inference that the field is depleted is not correct? 

—It is not correct. The Chairman of Directors of our 
Company was here the other day. Ele went over the district 
with me, and was amazed to see such a field stagnant for 
want of water. 
Do you think, if the water problem were got over in 
Tingha, it would develop in a more marked degree ?—It is 
not the water problem that has held them up; it is the 
low price of tin. 

759. The statement that it was stagnant for want of 
water, in your opinion, would not be correct?—No. When 
I was there they had plenty of water, but the dredges were 
all closed down. During the last twelve months there has 
been no water. Tin did go up fairly high, and one or two 
started; but they did not have water. During the last 
five years, however, it has not been the want of water, but 
the price of tin that has been the trouble. 


760. You would not say that the Tingha fields would 
be a great acquisition to the railway if constructed ?—No. 
Those big deposits of complex ore at Howell, between 
Tingha and Inverell, would be very close to the line. If 
they could get over the metallurgical difficulty of treating 
that ore, there would be a big tonnage of stuff there. The 
ore is very complex. It contains silver, tin, arsenic, 
and copper, and the problem of extracting them has not 
been solved. The ore,is worth from £10 to £20 per ton. 

761 Is ore of that description being treated in Germany 
at present 7—No. 

762. As far as the Howell ore is concerned, its future 
is somewhat obscure ?—It is. 

763. Mr. Mahony.| Do you know the Conrad mine?—I 
was referring to the Conrad and King Conrad mines at 


Howell. 














764. Mr. Yule, in speaking of the tin fields, compared 
it with the Cornwall tin fields. What is your opinion on 
that matter?—If it were like the Cornish mines it would 
be worked at present. We have minerals there which they 
have not in the Cornish ores which preclude the possibility 
of their being treated. 

765. Another witness said: 

A few days ago Mr. Pittman, formerly Government 
Geologist, came here and inspected the field, and also 
expressed the opinion that the Tingha field was a second 
Cornwall. 

—I am sure Mr. Pittman never expressed such an opinion. 

766. That witness further said: “When we get through 
the granite Tingha will become one of the richest. fields.” 
He holds the opinion that the granite cuts out the lode, 
and that if they had a diamond drill to cut through it, 
they could test it. They hold the opinion that the ore 
would continue on under the granite?—We consider that 
the granite is bedrock, and you can bore till the crack of 
doom, and will not get out of the granite. 

767. You think the lode is cut off when it reaches the 
granite ‘—No; the lode is in the granite itself. 

768. Mr. Travers.| Myr. Symes, who described himself 
as a mining investor, gave this evidence before the Com- 
mittee at Tingha: 





What is the area of tin-bearing country in the vicinity of Tingha? 
13 or 14 miles almost in every direction. We know that there is 
more tin in the Tingha district than has been taken out of it. 

Something like £3,000,000 worth has already been won?— 

Yes, and there is more than that to be taken out. We have 
had men here for years investigating the whole thing. Those 
investigations have cost us about £5,000. 
Would you care to express an opinion on that?—There 
has been £4,298,567 worth of tin taken out of the Tingha- 
Inverell district. With regard to the statement that there 
is more tin there than has ever been taken out, is 
rather a wild statement to make. I say that the field is 
certainly not worked out, and is likely to continue some- 
where about its present level for some years to come. 
That would mean there will be a production of tin to the 
value of £5,000 to £10,000 worth a year. 

769. Mr. Symes gave this evidence with regard to the 
Tingha field: 

I can assure you that the Tingha field is twenty times 
bigger than the Cornwall field. This district has never been 
properly tackled. I know of no place in the world where 
there are such huge possibilities for tin-mining as there are 
in the Tingha district. I say that after eleven years of 
investigation, and my opinion is corroborated by the best 
brains we can employ. 

Do you agree that there are very big possibilities in the 
future for tin-mining in the Tingha district?—No. 

770. Can you say whether, in your opinion, the future 
of tin-mining in Tingha is such that the Committee 
could consider the output there would be anything like a 
valuable contributor in freight to the railway ?—No, I do 
not think so. 

771. Mr. Drummond.| Has no definite scientific attempt 
been made by the Department of Mines to test the Tingha 
field for deep leads?—Not beyond granting mining aid. 

772. It has not carried out any tests?—No; we do not 
usually do that sort of work. We might test an area of 
ground. 

773. Do you think the geological indications are such as 
to bear out the statement made by witnesses that the deep 
leads do exist?—We are certain the deep leads do exist 
there; but whether they contain values sufficient to war- 
rant working them is another matter. That can only be 
demonstrated by sinking shafts and prospecting the wash. 
There is one thing I omitted to mention in connection 
with Tingha—that was in regard to the bauxitic deposits. 
There will be a possibility of those being worked in the 
event of a railway going through there, and that would 
mean a very big tonnage of stuff. 

_ TTA. Mr. Beasley gave this evidence in regard to the 
tin-mining operations at Tingha: 
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Witness—M. Morriscn, 6 September, 1923. 


Do you consider that the tin-mining industry of Tingha 
is worked out, or is the present slump in tin responsible 
for the cessation of operations there?—The country around 
Tingha has only been scratched. 





Do you think that is a fair statement of fact in relation 
to the tin taken and with respect to the tin which might 
reasonably be expected to be left?—The commercial tin 
occurs in shallow alluvial ground, and miners commonly 
eall that scratching. Most of the tin has been won from 
the alluvial ground 3 or 4 feet deep. In the way that 
miners use the term, that has only been seratched. The 
top is made up of concentrates of the denuded material 
from all around, hence it is richer than the main mass 
of granite itself. 

775. Do you know the Howell silver-lead deposit ?—Yes. 


776. Mr. Beasley has a very high opinion of those de- 
posits. He stated that, if rail transport were reasonably 
close, the big deposit there would be worked. Would you 
express an opinion as to how accurate that information 
may be?—There is a big deposit there; but it has yet to 
be proved that they can treat it economically. I think 
Mr. Beasley was manager of that mine for a time. 

777. Was it regarded by the Mines Department as a 
very rich deposit originally’—Of that class, we would 
say it was a rich deposit; but it is a complex ore, and 
they have never been able to devise any means of treating 
it on a commercial basis. 

778. That was largely the reason of the original mine 
being closed down ?—Yes. 

779. Has mining science found any means of effectually 
dealing with that ?—Not up to the present. 


780. One witness said he had made inquiries with 
regard to fluor spar, and the price quoted apparently in- 
dicated there was a demand. Can you inform the Com- 
mittee whether there are deposits of any extent?—I do 
not know of any fluor-spar which would be of commercial 
value in the Tingha field. There are some deposits near 
Emmaville. 

781. Would that be 8 or 10 miles to the north of Tingha? 
—No. The fluor-spar is essentially a mineral occuring 
in the granite, and would pass out of the granite in about 
8 or 10 miles. I do not know of any fluor-spar in that 
district except at a place called The Gulf, to the north. 


782. A mine manager of Tingha, referring to the bauxite 
deposit at Tingha, stated: 

I have been interested in a very big bauxite proposition 
around Tingha. [I took up 4,000 acres. That is nothing 
compared with the bauxite country in this part of the State. 
From a rough estimate I gather that there are over 
200,000,000 tons of bauxite available. 


From your knowledge of the deposits there, do you think 
that is a sound statement of facts?—The Department 
made an attempt to estimate the quantities of the bauxite 
available there, and we found that without very systematic 
prospecting it was quite impossible to make any estimate. 
In the first place you could not tell the area by looking 
at it. We got some samples which went up to 46 per cent. 
of free alumina. We had other samples which we thought 
were the same which only went up to 3 per cent. of free 
alumina. We had to give up the attempt to estimate the 
quantity. 

783. Is it correct that there is a fairly large deposit of 
bauxite there?—It extends over a fairly wide area, but 
the deposits are very irregular. It has possibilities. 

784. A witness, in giving evidence, said that as far as 
sending it in its natural state to the world’s market was 
concerned, the cost would be practically nil, as it would go 
almost as ballast. Are you sufficiently conversant with 
transport conditions to express an opinion on that?—I 
do not think many ships go away from here in ballast 
now. 

785. Mr. Doe.| Mr. Beasley made a statement at Inverell 
that “there is'a very large quantity of ore in the Howell 
mine, but with the present rate of wages and the absence 
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Witness—M. Morrison, 6 September, 1923. 


of railway communication it does not pay to work it. If 
we had reasonable transport facilities there would be 
traffic to and from the mine in coke, bullion, matte, and 
arsenic, to the extent of 10,000 tons a year.” Do you 
know sufficient of that mine to say the railway would be 
likely to get anything approximating 10,000 tons of 
freightage to and from Tingha per annum ?—The mine is 
big enough. 

786. Under present conditions would it be a payable 
mine?—They have first to determine whether they can 
recover those metals and whether they can treat the ore. 
The mine was worked extensively when Mr. Beasley was 
manager. Wages were then very low, yet the mine closed 
down. One of our best metallurgists was manager at the 
time, and he could not make a success of it. 

737. And he had considerable experience of the complex 
ore?—Not exactly that class of ore, but of ordinary sul- 
phide ores. The tin with the copper was the trouble 
there. 

788. Everything will depend upon whether they can 
treat the complex ore before they can state anything about 
the tonnage ?—Exactly. 

789. Under present conditions, and as far as metallur- 
gical science has gone, looking at the matter from a rail- 
way point of view, we could not depend upon anything 
worth mentioning from that district ’—I think there is 
very little doubt that the metallurgical difficulty will be 


overcome. 


790. Mr. Beasley was asked: 

How many men have you employed on the mine now ?— 
About six. But about 1911 I had 600 there for a long time. 
bel Ste The Howell mine is not the only line of lode in 
the district. Thre are several lodes which it would pay to 
work, but it is a complex proposition. With the construction 
of the railway five or six mines in the Tinght district would 
start work. .. There is no mine in Australia like the 
Conrad for quantity. 

Gan we depend on the Conrad mine as one which would 
be likely to give us any freightage for the railway ;—does 
not the same difficulty exist in the Conrad mine as exists 
in the Howell mine?—I consider them as being the same. 

791. The fact of constructing a railway to those mines 
would’ not add anything to making freightage available 
from those mines, unless they could first discover a means 
of treating the ore commercially ?—Exactly. A large 
body of ore has been proved there, and it awaits the find- 
ing of a means of economically treating it. 

792. When that has been done, there will be a possibility 
of big freightage being obtained from those mines ?— 
Exactly. 

793. Is there silver there ?—Yes. 

794. Mr. Doe.| Have I rightly gathered that the nearer 
alluvial tin is to the surface the richer it is?—That has 
been so. All the surface material has been rich stuff. 
The tin occurs in pockets. 
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PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS. 





RAILWAY FROM JERILDERIE TOWARDS DENILIQUIN. 


REPORT. 








Toe ParniAMentary SranpNG Commirrer on Pusric Works, appointed during 
the Second Session of the present Parliament, under the Public Works Act of 
1912 (3 George V No. 45), and the Parliamentary Standing Committee on Public 
Works Election Enabling Act of 1922 (13 George V, No. 19), to whom was teferred 
for consideration and report “ the expediency of constructing a line of railway from 
Jerilderie towards Deniliquin,” have after due inquiry resolved that it is expedient 
the proposed railway be constructed, with a deviation to the south, as shown in 
the plan accompanying the report; and in accordance with subsection (d) of 
clause 34 of the Public Works Act of 1912, report their resolution to the 
Legislative Assembly :— 


INTRODUCTORY. 
1. From the official evidence submitted at the opening of the inquiry, and 
‘also from a report of the Committee in 1916, it appears that a proposal to construct 
a railway from Jerilderie to Deniliquin was considered in 1892, when the following 
resolution was passed :— 


“That the Committee do not consider it expedient to recommend the con- 
struction of the railway from Jerilderie to Deniliquin, as referred to them by 
the Legislative Assembly; but are of opinion that its consideration should be 
postponed until it shall be determined by Parliament that as a matter of public 
policy the private railway between Deniliquin and Moama should be purchased 
in terms of the Deniliquin to Moama Railway Act.” 

Subsequent agitation led to a further reference of the proposal in 1914, when 
the Committee, in their report presented to Parliament in 1916, again expressed the 
opinion that further consideration of the proposal should be postponed until the policy 
of the Government in regard to the purchase of the private line from Deniliquin to 
Moama had been determined, and a decision arrived at regarding the recommendations 
of the Royal Commission on Border Railways for the construction, inter alia, of a line 
from Moama to Moulamein. 


Both conditions mentioned have been met by the passing of the Border Railways 
Act, 1922. This Act, which came into force on Ist January, 1923, ratifies 
an agreement made between the New South Wales and Victorian Governments, 
under which Victoria is authorised to construct a railway on the 5 feet 3 inch gauge 
from Moama or any point on the Deniliquin-Moama Company's railway between 
Moama and a point 1 mile north of Mathoura Railway Station to Moulamein and Bal- 
ranald, and to secure the running rights over or to purchase the said Deniliquin-Moama 
Railway. * 


After the submission of the Committee’s report in 1916, the matter of railway 
communication with Deniliquin appears to have been allowed to rest for some time. 
but in December, 1919, following on representations by deputations at Finley and 
Deniliquin as to the necessity of railway communication with the Tuppal Soldiers’ 
Settlement Area, the then Minister (the Hon. R. T. Ball) intimated his intention to 
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refer to the Public Works Committee, when reappointed, the alternative routes to serve 
the Soldiers’ Settlement, viz., Jerilderie to Deniliquin and Finley to Deniliquin. Sub e- 
quently the Railway Commissioners were asked to furnish a report on the two proposals, 


With regard to the Finley-Deniliquin proposal (which is the subject of a separate 
reference), further representations were made from time to time by various local public 
bodies, and in May, 1921, the succeeding Minister (the Hon. J. Kstell) stated in reply 
to local deputations at Finley and Deniliquin that he would refer the question of a 
railway from Finley to the Soldiers’ Settlement Area and thence to Deniliquin to the 
Public Works Committee, and he felt sure that if the longer proposal were rejected that 
would not be the case with the Soldiers’ Settlement line, as the construction of the latter 
would only be carrying out a distinct promise made when the land was cut up. 


With regard to the statement that the construction of a railway was promised 
when the Soldiers’ Settlement Area was being subdivided, the Public Works Department's 
papers have been examined and inquiries have been made at the Lands Department, 
but in neither case can any record be traced of such a promise having been made. 


A deputation from various local branches of the Farmers and Settlers’ Association 
urged construction of a railway from Jerilderie or Finley wa the Tuppal Soldiers’ Settle- 
ment Area in 1922, when the Minister (the Hon. R. T. Ball) pointed out that the matter 
would have to be submitted to the Public Works Committee, and he would see if he 
could submit it in such a way that evidence could be taken on both routes to enable 
a recommendation to be made either for a line to the Soldiers’ Settlement or right on 
to Deniliquin. 


Upon receipt of the Railway Commissioners’ Statutory Report (referred to 
elsewhere), the Minister decided to refer the proposal to the Committee as now submitted, 
viz., from Jerilderie towards Deniliquin—a length of 25 miles—and at the same time 
also to submit the proposal for a line from Finley to Deniliquin, co that the two schemes 
(both of which will serve the Tuppal Soldiers’ Settlement Area) could be considered 
concurrently and that recommended dealt with without inyolving further reference, 
as would be the case if the Jerilderie towards Deniliquin proposal were alone submitted 
and a recommendation made in favour of the other route. - 


The proposal was referred to the consideration of the Committee on 22nd 
November, 1922. 


THE PROPOSED LINE. 

2. The proposed railway commences at 412 miles 4 chains from Sydney, and at 
the end of Jerilderie Station site proceeds in a westerly direction between Coonong and 
Nowranie streets, and crosses Kennedy and West streets, and at 40 chains curves south- 
westerly and follows the northern bank of Algudgery Creek for about 5 miles. The line 
crossing this creek, continues south-westezly, passes about 5 miles south of the village 
of Coreen, and terminates at 437 miles 4 chains from Sydney. The works are light, 
with a ruling grade of 1 in 220; the sharpest curve is 80 chains radius.” 


ESTIMATED COST. 
3. The estimated cost of the proposed line, with a length of 25 miles, a ruling 
grade of 1 in 220, and the sharpest curve of 80 chains radius, 1s £125,000, or £5,000 per 
mile. ‘The estimate is based upon the cost of the line from Griffith to Hillston, which 
passes through similar country. 


ESTIMATED REVENUE AND EXPENDITURE. 


4. The estimated annual expenditure includes £5,600 for working expenses 
and £6,875 for interest at 54 per cent. 


The estimated revenue is £7,000, leaving a difference of £5,475. 


RAILWAY COMMISSIONERS’ REPORT. 

5. Reporting on the proposal on 10th November, 1922, the Railway 
Commissioners state that within a distance of 10 miles of Finley, 34,695 acres of 
land 
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land were purchased by the Government in 1910 for closer settlement purposes, and 
disposed of in eighty separate farms of an average value of £2,016 7s. 6d., and that 
in 1917 a further purchase was made by the Government of 23,434 acres, upon which 
forty returned soldiers were settled, the average value of the farms being ! 2,494 10s. 


The Commissioners do not favour the proposal to serve the area indicated by 
the construction of a line from Finley to Deniliquin, as the proper connection of Deniliquin 
with the New South Wales railways should be made via Jerilderie; and as such con- 
nection would serve the area under review it is considered that if railway facilities are 
to be given it should be done by constructing 25 miles of the proposed Jerilderie- 
Deniliquin line, which will form part of the through connection that will undoubtedly 
be wanted later on. 


THE AREA TO BE SERVED. 
GENERAL DESCRIPTION. 


6. Generally the country to be served, particularly to the south, is uniform in 
character and adapted to the growth of wheat and to mixed farming. This area extends 
for several miles beyond the zone of influence of the proposed line from Finley to Denili- 
quin, and with an average rainfall of 16 inches per annum is capable of great production. 
Much of the country, although of agricultural character, is being used for wool production. 
To the north of the route the country changes and becomes more open and patchy, and 
suitable for grazing only. The area is well watered by means of dams and wells, water 
being obtainable at shallow depths by sinking. 


LANDS INFORMATION. 


The area the proposed line will serve is estimated at 427,000 acres, and consists 
of alienated lands (including conditional purchases, homestead selections, and settlement 
purchases), 412,800 acres ; leased lands (including settlement, special, and 18th section 
leases), 4,900 acres ; Crown lands, 7,900 acres ; and reserved lands. 


The limits of the area which would be influenced by the construction of the 
proposed railway have been restricted to 12 miles from each side of the proposed line. 
On account of the existing railways, Narrandera to Tocumwal and Deniliquin to Moama, 
the limits referred to on the western end of the proposed line and on the eastern and 
south-eastern sides of the affected area have been fixed about midway between the 
existing railways mentioned, and the proposed line. he 12-mile zone is on the north- 
western and southern sides of the proposed line. Extension beyond the other limits 
indicated to cover that zone on each side of the proposed railway would include lands 
within the sphere of the existing railways referred to above. 


Untenanted Crown Lands. 


There are three farms within Tuppal Soldiers’ Group Purchase Area, with an 
ageregate area of 1,700 acres, which have been provisionally allotted, but as the pur- 
chasers have not signed the relative securi ies they have not been confirmed. On 
that account they have been considered, for the purpose of this report, as untenanted 
Crown lands. The country is generally level; low-lying in parts; the soil is of red loam, 
with red and grey clay in parts; the timber consists of pine, oak, box, and needlewood, 
and is partly ringbarked. 


Forest Reserve. 


There is only part of a forest reserve dedicated as State forest within the affected 
area's limits, the extent of which is about 400 acres. This country is gently sloping, 
and suitable for wheat-growing. The soil is mostly red and sandy, and the timber is 
yellow box, pine, and oak. 


18th Section Lease. 


There is part of an 18th section lease (about 200 acres) covered by reserve within 
the limits of the affected area with a tenure of twenty-eight years, and about nine more 
years to run. Its rental 13 4d. per acre. 
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CLOSER SETTLEMENT PurcHase AREAS. 

The area affected by the proposal contains three closer settlement purchase areas, 
two wholly and one partly, within its limits; also a soldiers’ group purchase area (Tuppal 
21). Their aggregate area amounts to 26,700 acres. T hey were acquired by the Govern- 
ment under the provisions of the Closer Settlement Acts, the information concerning 
Which is particularised in the following schedule :— 
pip ne eS oes Ee a tn oe 








| | Disposal Dis 1 
Ix gates posal 
Settlement Purchase Area, Acreage. Date of No. of ASerage Average Price 
= Acquisition, Farms. Price Nea 
: per acre, 
per acre, 
; Wa ght a? ne aye 5 Py kai ele 
Deppal 15 200 er ee ee Small part 26 Nov., 1910 1 414 6] 2,004 0 6 
about within 
900-0 Si 3 
| partly. | 
Thprputntss ote seb tiaras ied eae 959) \0. -0 ] June, 1920 2 £216 80 ee 2D oF ay 
CHAM COGS <5, eee el 1 eeb Oo 02) tS eh onl 020 2) 4h '0 3,028 13° 8 
| (about) 
| 
Tuppal * 21,” Soldiers’ Group Pur-| 23,422 0 0 29 June, 1917 40 495 10 i 25415 8 eo 
chase Area. | (about) (about) 
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All the farms in the above settlement and soldiers’ group purchase areas were 
epplied for, and allotted by the Minister, excepting three farms in the latter area, which, 
28 already stated, have been only provisionally allotted and not yet confirmed, as 
securides by purchasers have not, so far, been signed. 

It may be mentioned that within the limits of the affected area, in addition to 
the 1,700 acres considered as untenanted Crown lands referred to above, there are 1,400 
acres of reserved lands not held under any tenure, other than annual tenure; 6,200 acres 
of other Crown lands held under occupation license; and 200 acres held under 18th section 
lease, making a grand total of about 9,500 acres of unalienated Crown lands. 


Rainfall. 


The average annual rainfall on the whole of the affected area is about 16 inches. 


THE INQUIRY AND EVIDENCE. 


7. The Committee have considered this proposal in conjunction with one from 
Finley to Deniliquin, and have inspected the country both lines would serve, extend- 
ing from Jerilderie and Finley on the east to Deniliquin on the west, and from the 
Billabong Creek on the north to Tuppal Creek on the south. Within this area are 
extensive tracts of agricultural and pastoral country, the latter lying principally 
along the Billabong Creek to the north of the proposed line from Jerilderie towards 
Deniliquin, whilst the bulk of the wheat area is north and south of the proposed line 
from Finley to Deniliquin. 

The construction of a line from Jerilderie to or towards Deniliquin has been urged 
on the ground that it will open up an extensive tract of wheat country unserved by 
railway communication, and at present used for grazing. It is claimed, however, that 
the starting-point should be at Wunnamurra Siding, 4 miles south of Jerilderie, this 
being regarded as a better take-off into the agricultural area, and one which would 
involve shorter length of construction. Although there is a considerable area of aorl- 
cultural land immediately to the north of the proposed line and towards the Moulamein 
or Billabong Creek, the bulk of this class of country lies to the south, which has in parts 
been improved by ringbarking and fencing, and is fairly well settled. 

For the first few miles along the route the holdings are comparatively small, 
the nearest point at which they increase to any extent in area being beyond what is 
described as the “ profitable wheat-growing distance from railway transit of 12 to 14 
miles’ These include Langtry Park, 4,000; Coree, 6,000: Lyndhurst, 38,000; the 
Willows, 5,500; and North Yathong, 14,000 acres. In 1911, 70,000 acres of Coree, 
situated from 13 to 20 miles west and north west of Jerilderie, were cut up and sold 
to settlers in areas of from 200 to 6,000 acres, and much of this country is now being 
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cultivated. Adjoining Coree is Hartwood, 40,000 acres of which also have been sold 
in farming areas, and are producing wheat in small quantities. Generally, however, 
the holdings referred to are being used for grazing; and it has been urged as an argument 
in favour of the construction of the proposed line that with railw: ay facilities they would 
be largely cultivated and the produce despatched to the Sydney market. 


Successful results from wheat-growing have been obtained from. areas within the 
influence of the existing railway for several years, the production reaching in average 
seasons, 20 to 21 bushels, and in one or two isolated instances 40 bushels to the acre. 
Wheat is being grown, except in a few places where clearing has not yet been effected, 
along the whole of the route, and to within a few miles of Deniliquin principaliy for hay 
for home consumption. According to the evidence, wheat cultivation cannot be carried 
on profitably at a greater distance fom ~ailway influence than 12 miles. Wheat p:o- 
duced within that distance of the existing line is conveyed to Jerilderie and Wunna- 
murra Siding, the team charges amounting to approximately 1s. per ton per mile. 


Ten years ago wheat was not delivered at Wunnamurra Siding. During the 
intervening period, however, cultivation has been progressive, and 10,0 0 bags were 
received there in 1922, and 22,000 ba_s at Mairjimmy, the adjoining railway station, 
most of which came from portions of the a-ea to be served by the proposed line. Frem 
the easte:n side of Deniliquin wheat is also drawn in large quantities to these centres. 
The experience of the district in regard to wheat growing 1s stated to have been such as 
to lead to the conclusion that with fertilising and faliowing it will be possible to ob ain 
average yields 0° 25 bushels per acre. 


An argument used in favour of the construction of a line from eithe: Je1ide_ie 
o- Wunnamurra in preference to a line from Finley to Deniliquin is that it will serve 
at leas: 80,000 acres of mixed farming country north and south of the route, which 
cons‘ruction from Finley would not influence. This country includes portion of Hart- 
wood and Coree. The line, however, would also serve the northern portion of the 
Tuppal Soldiers’ Settlement, the south-eastern portion of which is claimed to be already 
within the influence of the existing line at Finley. The nearest point of Hartwocd 
and Coree, and the balance of the 80,000 acres referred to, is at least 18 miles from the 
Finley--Deniliquin connection, and would extend only 6 miles north of a line fom 
Jerilderie to Deniliquin, the bulk of the area being on the southern side. 


Traffic in stock is anticipated from the construction of the proposed line, par- 
ticularly in times of drought. Under normal conditions stock and wool raised between 
Jerilderie and Deniliquin are sent to the Melbourne market. This traffic has been 

accelerated by the completion of the line from Finley to Tocumwal, and the construction 
of the proposed line is not likely to divert it. At the same time it is considered that if 
the freights to Sydney and Melbourne are equal, much of the traffic will be confined to 
New South Wales markets, in order to avoid branshipment to Victorian lines. In diy 
peziods large consignments of sheep and other stock—approximatety 800,000 to 
400,000—rea ach Jerilderie from the south, west, and other districts, including Moree 
Coonamble, Forbes, Goulburn, and Braidwood for des atch to Deniliquin and Districts 
west and south of that place. During the six weeks prior to the Committee’s local 1 ae. uly 
one firm alone was stated to have despatched 47,000 sheep and 4,000 to 5,000 cattle from 
Jerilderie to Deniliquin, and the districts south a al west of it. ie ndcnon 12,000 sheep 
and 1,500 cattle were paddocked around Jerilderie awaiting despatch westward, but which 
could not iravel on account of wet roads and the depletion of the stock routes, due to so 
many sheep and cattle having been driven over them during the preceding few weeks, 


Tne proposed line passes approximately 4 miles north of Langtry Park at « 
di ‘ance of 14 to 16 miles from Jerildetie, and traverses a rich area of agriculiur. | count y 
used for agriculture and grazing. This portion of the disirict is a in sreas ranging 
up to 7,000 acres, and in addition to being within easy reach of the proposed ce is 2/8) 
within the 12-mile zone of the route oid Finley to Deniliquin. Some first-class c_0} $8 
of wheat have been obtained in this area, the yields ranging up to 9 bags to the ac_e. 
With railway construction larger areas than those at present cultivated would be put 
under crop, including country at present used for grazing, and carrying 2 sheep to the 
acre. Portion of the wheat of the district is conveyed to Finley at a cost of 1s. 2d. Hos 
bag. and is despatched thence to Sydney; but the bulk of the wool production Is tor- 
warded to Melbourne. . 
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It is generally admitted by settlers in the Langtry Park district that the country 
is too good to be allowed to be retained in the existing large holdings, and that with 
railway construction a fair living area would be 640 acres. It is also claimed that both 
Langt y Park and the bulk of the country lying between Billabong Creek on the north 
and Tuppal Creek on the south would be served by a deviation ‘of the proposed line 
in the direction of Pine Hills and.the Soldiers’ Settlement, and thence to Deniliquin. 
The construction of a line from Finley to Deniliquin, however, is not favoured, on the 
ground that even with a deviation northerly it would lcave unserved a large area of 
agricultural and grazing country. 

Farmers and settlers in the neighbourhood of Deniliquin are desirous of obtaining 
direct communication with the New South Wales railway system with a view to trading 
with the markets of the State more effectively than they are able to do under present 
conditions. Trade with New South Wales can now only be carried on by means of 
long and costly road haulage to Jerilderie o- Finley, or over the Deniliquin-Moama broad 
gauge private railway, and thence to Tocumwal. Consequently, the greater pait of the 
trade of Deniliquin and the district to the north and west is confined principally to 
Victozia. Aline to Deniliquin from either Jerilderie or Finley—the former for preference, 
on account of its shorter distance to the met:opolis—would enable produce to be con- 
veniently carried to the New South Wales markets. The proposal, however, to construct 
a line from Jerilderie for a distance of 25 miles only is not general'y approved of, on the 
eround that it will not result in extra development in the Deniliquin district, and will 
leave trading conditions exactly as they are at present. 

It is estimated that during the last season 100,000 bags of wheat grown locally 
and west of Deniliquin were forwarded to Melbourne; and it is questionable whethe’, 
on account of the shorter distance of carriage the position would be materially altered 
by the construction of the proposed line from Jerilderie and its ultimate extension to 
Deniliquin. At the same time the local farmers claim that an opportunity should be 
afforded them of taking advantage of either the Sydney or Melbourne market. 

With regard to wheat grown on the Soldiers’ Settlement and the Pine Hills 
district, and between Deniliquin and Tocumwal, there is a difference of opinion at 
Deniliquin as to whether the necessity for, and cost of re-trucking, owing to the break 
of gauge at Deniliquin, would result in its conveyance to Sydney. 

An argument used at Deniliquin in favour of construction with either Finley or 
Jerilderie is that the railway will be greatly used in periods of drought, of which it is 
estimated two occur every decade. In 1914, during a dry season in Victoria, when large 
numbers of stock perished, seed wheat and fodder had'to be conveyed to the district 
from New South Wales via Albury at great expense and loss of time. Droughty con- 
ditions are stated to frequently prevail west of Deniliquin at times when grass towards 
Jerilderie and Narrandera is plentiful; and under such circumstances railway connection 
would mean extensive conveyance of produce from districts between Jerilderie and the 
north, and a large saving of stock in the drought-stricken region. 


CONCLUSION. 


8. As stated in another portion of the report, the Committee have considered 
the proposed line in conjunction with one from Finley to Deniliquin, both of which 
pass through country of excellent quality for wheat-growing. The area embraced 
by the two proposals extends from the Billabong Creek on the north to Tuppal Creek 
on the south ; and the evidence, which is supported by the Committee’s inspection 
of the country, shows that north of the route from Jerilderie towards Deniliquin 
there is a large area suitable for agriculture as well as grazing. ‘To the south, 
however, there is an almost unbroken stretch of wheat land extending practically 
to the limits of the area which would be served by the proposed line from Finley 
to Deniliquin, and many of the settlers upon which find difficulty in reaching a 
market owing to the distance from railway communication. 

A line direct from Jerilderie to or towards Deniliquin as proposed would run 
in close proximity to the northern border of the good country above described, 
whereas a deviation to the south would enable it to pass through the centre of it, 
and serve as much of the Soldiers’ Settlement area as would a direct line from Finley 
to Deniliquin, and give at the same time a shorter route than would the latter to 
the Sydney market. 

In these circumstances, the Committee have arrived at the conclusion. that 
the proposed line should be constructed, with the deviation referred to; and they 
have negatived the construction of a line from Finley to Deniliquin. 
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RESOLUTION PASSED. 


9. The resolution passed by the Committee is shown in the following extract 
from the Minutes of Proceedings :— 


Mr. Dick moved,—‘‘ That, in the opinion of the Committee, it is expedient the proposed 
railway from Jerilderie towards Deniliquin, as referred to them by the Legislative 
Assembly, be constructed with a deviation to the south, as shown in the plan 
accompanying the report.” 

. Doe seconded the motion, which was passed on the following division : 
Ayes, 4. Noes, 2. 
Mr. Dick, Mr. Cameron, 
Mr. Doe, Mr, Drummond. 
Mr. Mahoney, 
Mr. Travers. 


AW Pee DIGI 


Chairman. 


Office of the Parliamentary Standing Committee on Public Works, 
Sydney, 20th June, 1924. 
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RAILWAY FROM JERILDERIE TOWARDS DENILIQUIN. 


TUESDAY, 16 JANUARY, 1923. 


Present :— 
The Hon. W. T. DICK (CaHairmay). 


The Hon. Joun Travers. 
The Hon. Robert Manony. 
Francis Micoart Burke, Esa. 


WILLIAM CAMERON, Esa, 
3RIAN JAMES Dor, Esa. 
Davip I[enry Drumaonp, Esa. 


I'he Committee proceeded to consider the expediency of constructing a line of Railway from Jerilderie towards Deniliquin. 


Thomas Bryce Cooper, Under-Secretary, Department of 
Public Works, sworn and examined :— 


1. Chairman.| Have you prepared a statement with 
respect to the proposed railway ?—Yes; it is as follows:— 


PROPOSED RAILWAY FROM JERILDERIE TOWARDS DENILIQUIN, 


Estimated eost, £125,000, or £5,000 per mile, exclusive of 
Jand and compensation. 

Length, 25 miles; ruling grade, 1 in 220; sharpest curve, 
SO chains radius. 

On 22nd November, 1922, the Secretary for Public Works 
and Minister for Railways (Hon. R. T. Ball, M.L.A.) moved 
in the Legislative Assembly, ‘That it be referred to the Par- 
liamentary Standing Committee on Public Works to con- 
sider and report upon the expediency of constructing a line 
of railway from Jerilderie towards Deniliquin.” 

Question resolved in the affirmative. 

Following is the official description of the line :—‘t This 
proposed railway commences at 412 miles 4 chains from Syd- 
ney, and at the end of Jerilderie Station site it proceeds in 
a westerly direction between Coonong and Nowranie streets 
and crosses Kennedy and West streets, and at 40 chains 
curves south-westerly and follows the northern bank of 
Algudgery Creek for about 5 miles, crosses that creek, and 
continuing south-westerly passes about 5 miles south of the 
village of Coreen and terminates at 457 miles 4 chains from 
Sydney. The works are light with a ruling grade of 1 in 
220; the sharpest curve is 80 chains radius.” 

The Railway Commissioners’ Statutory Report 
10th November, 1922, and is as follows :— 


is dated 


PROPOSED RAILWAY FROM JERILDERIE TOWARDS DENILIQUIN. 


In accordance with the request of the Hon. the Minister 
for Railways, and in pursuance of the provisions of the 
Public Works Act, 1912, the Commissiners beg to submit 
their report on the abovementioned proposal. 

A map (marked “A”) is forwarded herewith showing 
that within a distance of 10 miles of Finley, 34,695 acres of 
land were purchased by the Government in the year 1910 
for closer settlement purposes, and disposed of in eighty 
separate farms of an average value of £2,016 7s. 6d., and 
_that in 1917 a further purchase was made by the Govern- 
ment of 28,484 acres, upon which forty returned soldiers 
were settled, the average value of the farms being £2,494 10s. 

The Commissioners do not favour the proposal to serve 
the area indicated by the construction of a line from Finley 
to Deniliquin as the proper connection of Deniliquin with 
the New South Wales railways should be made via Jeril- 
derie, and as such connection would serve the area under 
review it is considered that if railway facilities are to be 
given it should be done by constructing 25 miles of the pro- 
posed Jerilderie-Deniliquin line, which will form part of the 
through connection that will undoubtedly be wanted later on, 
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The financial prospects of the 25 miles of suggested line 
are as follow :— 


HStiniaLedecost OF CONSECUCLION® ssi smenceene. « £120,000 
Istimated annual expenditure— 

Interest on cost of construction 

EZ OOF aueow Deby CON tee. ay aes ela £0,010 

Working @xpGnSesm ans. cee searces tee « sie 5,600 12,475 

TESEDIN NEOs NOVEMIICH creates) « lene slo alah lererce ores. a ore: cletete ete 7,000 
DiTLErenGey oer eteaicis saat wears aratlare £5,475 

The Common Seal of the Railway 

Commissioners for New Sot ‘ 

one I e South (Seal) 


Wales was hereunto § afhixed 


he 1¢ Ay * Nove \y" a UY = 
the 10th day of November, one | JAMES FRASER, 


housant ine 1dre ane : - 

t c a L nine hundred and | J. H. Cann. 
twenty-two, in the presence |} 

OL 


W. JNO. Morris, Secretary. 


A proposal to construct a line from Jerilderie to Deniliquin 
was reported upon by the Public Works Committee in De- 
cember, 1916, and negatived, the Committee being of opinion 
that further consideration of the proposal should be _ post- 
poned until the policy of the Government in regard to the 
purchase of the private line from Deniliquin to Moama had 
been determined, and a decision arrived at regarding the 
recommendations of the Royal Commission on Border Rail- 
ways for the construction, inter alia, of a line from Moama 
to Moulamein (vide Committee’s report of 20th December, 
19a), 

It may here be stated that both of the conditions men- 
tioned have been met by the passing of the Border Railways 
Act of 1922. This Act, which comes into force on Ist Janu- 
ary, 1923, ratifies and approves of an agreement made be- 
tween the New South Wales and Victorian Governments, 
under which Victoria is authorised to construct a railway 
on the 5 feet 3 inch gauge from Moama or any point on the 
Deniliquin-Moama Company’s railway between Moama and 
a point 1 mile north of Mathoura Railway Station to Moula- 
mein and Balranald, and to secure the running rights over 
or to purchase the said Deniliquin-Moama Railway. 

After the submission of the Committee’s report in Decem- 
ber, 1916, the matter of railway communication with Denili- 
quin appears to have been allowed to rest for some time, 
but in December, 1919, following on representations by depu- 
tations at Finley and Deniliquin as to the necessity of rail- 
way communication with the Tuppal Soldiers’ Settlement 
Area, the then Minister (Mr. Ball) intimated his intention 
to refer to the Public Works Committee, when re-appointed, 
the alternative routes to serve the Soldiers’ Settlement, viz., 
Jerilderie to Deniliquin and Finley to Deniliquin, Subse- 
quently the Raflway Commissioners were asked to furnish a 
report on the two proposals, 
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Witnesses—T. B. Cooper, 16 January, and W. Hutchinson, and J. E. H. Kennedy, 5 June, 1923. 


With regard to the Finley-Deniliquin proposal (which is 
the subject of a separate reference), further representations 
were made from time to time by various local public bodies, 
and in May, 1921, the succeeding Minister (Mr. Estell) stated 
in reply to local deputations at Finley and Deniliquin that 
he would refer the question of a railway from Finley to the 
Soldiers’ Settlement Area and thence to Deniliquin to the 
Public Works Committee, and he felt sure that if the longer 
proposal were rejected that would not be the case with the 
Soldiers’ Settlement line, as the construction of the latter 
would only be carrying out a distinct promise made when the 
land was cut up, 

With regard to the statement that the construction of a 
railway was promised when the Soldiers’ Settlement Area 
was being subdivided, this Department’s papers have been 
examined and inquiries have been made at the Lands De- 
partment, but in neither case can any record be traced of 
such a promise having been made, 

On 22nd August, 1922, a deputation from various local 
branches of the Farmers and, Settlers’ Association, accom- 
panied by Messrs. M. Kilpatrick and W. J. O’Brien. Ms.1L.A., 
waited on the Minister (Mr. Ball) to urge the construction 
of a railway from Jerilderie or Finley via the Tuppal Sol- 
diers’ Settlement Area to Deniliquin. 

Mr. G. Eyans (Deniliquin Farmers’ and Settlers’ Associa- 
tion) said that apart from the Soldiers’ Settlement there 
were some fifty or sixty settlers on the Tuppal Settlement 
Area, some of whom had to cart their wheat from 15 to 22 
wiles to Finley. There was a difference of opinion as to 
the route, but he thought it mattered little, so long as the 
line went through the centre of a great wheat-growing part 
to Deniliquin. 

Mr. H. Hughes (Iinley-Tuppal Closer Settlement Farmers 
and Settlers’ Association) said he had been on the Tuppal 
Settlement since 1911. So far as his association was con- 
cerned they would be quite satisfied for the line to branch 
off anywhere between Jerilderie and Berrigan, where it 
would serve the greatest number of people with the least 


expenditure. Of the areas that could be resumed for closer 
settlement purposes, there were Langley Park, of 5,000 
acres, Correy Park, of 5,000 acres, and other areas of 2,000 
acres (Alexander’s), 85,000 acres and 6,000 acres, also a 
public watering place of 3,000 acres that might be of benefit 
for a siding. 

Mr. L. W. Moore (Pine Hills Farmers and Settlers’ Asso- 
ciation) said that in the Pine Hills last year there were 
30,000 bags of wheat which had to be carted 20 miles. His 
farm was 20 miles from Finley, and it cost him 1s. 5d. per 
bag for cartage. 

Mr. A. Sleeman (Jerilderie Farmers and Settlers’ Asso- 
ciation), while wishing to see the Soldiers’ Settlement Area 
connected with the railway, pointed out that if the line 
went from Jerilderie it would serve some 80,000 acres at 
the back which would not be touched by the Finley con- 
nection. He thought the line should commence at Jeril- 
derie, run about 4 miles and take off from Wunnamurra in 
a south-west direction on to the Soldiers’ Settlement and 
thence to Deniliquin, 

The Minister, in reply, said that the matter would have to 
be submitted to the Public Works Committee, and he would 
see if he could submit it in such a way that evidence could 
be taken on both routes to enable a recommendation to be 
made either for a line to the Soldiers’ Settlement or right 
on to Deniliquin. 

Upon receipt of the Railway Commissioners’ Statutory 
Xeport, as set out above, and in view of the recommendation 
therein, the Minister decided to refer the proposal to the 
Committee as now submitted, viz., from Jerilderie towards 
Deniliquin—a length of 25 miles—and at the same time also 
to submit the proposal for a line from Finley to Deniliquin, 
so that the two schemes (both of which will serve the 
Tuppal Soldiers’ Settlement Area) could be considered side 
by side, and that recommended dealt with subsequently 
without involving re-reference, as would be the case if the 
Jerilderie towards Deniliquin proposal were alone submitted 
and a recommendation made in favour of the other route. 


TUESDAY, 5 JUNE, 1923. 


Present: — 
The Hon. W. T. DICK (Cuairman). 


The Hon. Joun TRAVERS. 
The Hon. Ropert Manony. 


I’rancis MicuaeL Burke, Esa. 
WituraAM Cameron, Esa. 


Brian James Doe, Esa. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Jerilderie towards 
Deniliquin. 





William Hutchinson, Chief Engineer for Railway and 
Tramway Construction, Department of Railways, 
sworn, and examined :— 


2, Chairman.) Have you any particulars to place before 


the Committee ?—No ; I have no details to give the Com- 
mittee. There was a survey of the proposed line made. 
At the time the Minister was submitting the estimate to 
the House there was no time to go into details. I simply 
based the cost of £5,000 a mile on the cost of the line 
from Griffith to Hillston. JT may say that this is one of the 
flattest lines I have known for a long time. 


John Edmond Harold Kennedy, Chief Draftsman, 
Department of Lands, sworn, and examined :-— 


3. Chairman.| You have a statement to submit to the 
Committee /— Yes, it is as follows :— 


PrRoposeD RAILWAY—JERILDERIE TOWARDS DENILIQUIN. 


acres 
Alienated lands (tinted blue)— (about) 
Including conditional purchases, homestead selections, and settle- 
ment PULCHASES. 5 d05c6 Se dwases siete keds. erie Oa nro ate ed 412,800 
Reserved lands, about 9,300 acres —- 
About *1,400 acres not held under any tenure (tinted green)........ 1,400 
$ 7,900.,, held under lease and Jicense (edged green). 
» 9,800 ,, 
Leased lands (hatched b!ue)— about 
Settlement leases’... /\n... cc enet cee Oe ee eeres 3,000 acres )} 
Special leases (including about 1,500 acres reserves).. 1,700 ,, | 
18th section leases $5 200 y Ne 200 ,, 4,900 


About 1,700 ‘3 Ab’t 4,900 ,, J 


Crown Jands (tinted brown)— 
Ileld under Occupation License 
(including about 6,200 reserves) Ab’t 6,200 axes 
Win tonahted vanectees cose See cae ee eee ee tee One RL ATUL 


About 7,900 


” 


sak! 7,900 
3 Ab’t 7,900 ,, j 


Total areaigbout, aecnmace dese eee eee : 427,900 


* It is probable that part of these reserved Jands may be held under annual 
lease, particulars of which are not available at Head Office. 
J. E. H. KENNEDY, 
Chief Draftsman. 





Deyartment of Lands, 
Sydney, 5th June, 1923. 


Limits of Affected Area. 


The limits of the area which would be influenced by the 
construction of the proposed railway, Jerilderie towards 
Deniliquin, have been restricted, in accordance with in- 
structions received, to 12 miles from each side of the pro- 
posed line, and are shown on map produced by a firm red 
band. On account of the existing railways, Narrandera to 
Tocumwal and Deniliquin to Moaina, the limits referred to 
on the western end of the proposed line and on the eastern 
and south-eastern sides of the affected area are indicated on 
map about midway between the existing railways mentioned 
and the proposed line. 

The 12-mile zone is shown on the north-western and 
southern sides of the proposed line. Wxtension beyond the 
other limits indicated to cover that zone on each side of the 
proposed railway would include lands within the sphere of 
the existing railways referred to above. 

Concerning the lands within the limits shown the follow- 
ing particulars are submitted :— 


, Untenanted Crown Lands. 
There are three farms within Tuppal (21) soldiers’ grow 
purchase area with an aggregate area of about 1,700 acres 
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Witnesses--J, E. H. Kennedy, 5 June, and J. Tl. Mackie, 27 July, 1993. 


which have been provisionally allotted, but as the purchasers 
have not signed the relative securities yet they have not been 
confirmed, On that account they have been considered, for 


the purpose of this report, as untenanted Crown lands, 


Country—Generally level; low lying in parts. 
Soil—Generally red loam; red and grey clay in parts. 
Timber—Pine, oak, box, and needlewood., partly ring- 
barked. 
Forest Reserve. 

There is only part of a forest reserve, dedicated as State 
forest within the affected area’s limits, the acreage of which 
is about 400 acres, 

Country—Gently sloping: suitable for Wheat-growing. 
Soil—Mostly red sandy soil. 
Timber—Yellow box, pine and oak, 


18th Section Lease. 

There is part of an 18th section lease (about 200 acres) 
covered by reserve (18th section lense 14 ), parish of Puckae- 
widgee, county of Townsend, within the limits of the affected 
area; it has a tenure of twenty-eight years and about nine 
more years to run. Its rental is 4d. per acre. 

Under the conditions governing this lease, the right of 
withdrawal of the whole or any part or parts of its area by 
the Crown for purposes of settlement without compensation, 
except for lessee’s interest in improvements on the Jand 
Withdrawn, became operative after 16th November, 1914, 

: Closer Settlement Purchase Areas. 

It will be noticed that the area affected by the proposal 
under review contains three closer settlement purchase areas, 
two wholly and one partly, within its limits; also a soldiers’ 
group purchase area (Tuppal 21), as shown by firm white 
bands on map produced. ‘Their aggregate area amounts to 
about 26,700 acres. They were acquired by the Government 


FRIDAY, 27 


under the provisions of the Closer Settlement Acts, the in- 
formation concerning which is particularised in the follow- 
ing schedule :— 


a 











Disposal | Disposal 
Settlement Purchase Marana Date of | No. of | Average A serage 
Area, niphoshot fel Acquisition. |Farms.| Price Price 
per acre, per acre, 
| 
San 16> D: fs Gote 2 = ands 
Tuppal “18” ........| Small part | 26 Nov , 1910 | 1 414 6/ 2,004 0 6 
about | }withn 
900 00 3 
| partly 
CHORDUPT Wes tees eee 939 0 0 1 June, 192) 2 $16 0 | 2,253 11 0 
| | 
Charlton’s............| 1,425 2.0 | 19 Oct., 1920 | 2 4 5 0/| 3,028 13 8 
(about) | 
| 
Tuppal “21,” Soldier’s/23,422 0 0 | 2) June, 1917 | 40 he ON 24toe 8.0 
Group Purchase Area | (about) | (about) 
if 
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All the farms in the above settlement and soldiers’ group 
purchase areas were applied for and allotted by the Minister, 
excepting three farms in the latter area Which, as already 
stated, have been only provisionally allotted and not yet 
confirmed, as securities by purchasers have not, so far, been 
signed. 


It may be mentioned that within the limits of the affected 
area, in addition to the 1,700 acres considered as untenanted 
Crown lands referred to above, there are about 1.400 acres 
of reserved lands not held under any tenure, other than 
annual tenure, about 6,200 acres of other Crown lands held 
under occupation license, and about 200 acres held under 
18th section lease, making a grand total of about 9,500 
acres of unalienated Crown lands. 


Rainfall. 


The average annual rainfall on the whole of the affected 
area is about 16 inches, 


JULY, 1923. 


[The Committce met in the Mechanics Institute Building, Jerilderic. | 


Present:— 


The Hon. Joun Travers. 
Francis Micuarn Burke, Esa. 


The Hon. W. T: DICK (CHammax), 


Brian James Dor, Esa. 
Davin Henry Druwnoxp, Esa. 


The Committee proceeded to further consider the expediency of constructing 
Jerilderie towards Deniliquin. 


James Thomson Mackie, grazier, Wunnamurra. sworn, 
and examined :— 

4. Chairman.] How far out from Jerilderie is your 
holding situated ?—Five miles south, on the Berrigan line. 
I hold about 16,000 acres. As far as my property is con- 
cerned I have no personal interest in the proposed rail- 
way. The boundary of my holding is about 30 yards 
from the line. I have known this district since 1865. 

5. Will you describe the country along the proposed line 
25 miles from Jerilderie in the direction of Deniliquin ?— 
About a mile on from my place there is good forest country 
all the way. 

6. I understand that, in your opinion, the proposed rail- 
way should take off at Wunnamurra, on the J erilderie- 
3errigan line, and run in a south-westerly direction to- 
wards Tuppal, swingine over to Deniliquin; why do you 
prefer that route?—Because the line would pass through 
better and more agricultural land. 

7. Do you agree that north of a direct line between 
Jerilderie and Deniliquin there is towards the river much 
agricultural land ?—Yes. 

8. Does the bulk of the agricultural land lie to the south 
of a line between those two points /—Yes, 

9. In what areas would that country be suitable for 
agricultural occupation ?—From 600 to 800 acres. 

10. How is it generally held’—There are a good many 
small holdings there, but some comprise 4,000 to 6,000 
acres. 

11. Do you regard the Tuppal area as being the best of 
that agricultural land?—The line I suggest from Wunna- 





ga line of Railway from 


murra would go through just as good land as the Tuppal 
land. It would run through the Murray forest country, 
where there is a good deal of pine and box. 

12. How far along the proposed line does that zood 
country extend’—It is good from a mile or a mile and a 
half south of Wunnamurra to the Tuppal Soldiers’ Settle- 
ment on both sides of the line. 

13. Would the line you suggest serve the agricultural 
land on both sides for at least half the distance to Denili- 
quin?—Fully ; possibly a little more. 

14. Is any of the ccuntry close to Wunnamurra held in 
small holdings for agricultural purposes ‘—Practieally all 
of it. The whole of Wunnamurra has been cut up within 
the last twelve years. 

15. Are the settlers who have taken up land on Wunna- 
murra in a fairly prosperous condition ?—Yes. 








16. Do they grow much wheat ?—The smaller men do. 

17. Where do they truck their wheat?—At Wunnamurra 
anl Mairjimmy sidings. From Wunnamurra to the 
soldiers’ settlement, with the exception of small patches, 
it is all good agricultural land. 

18. Would the line you suggest from Wunnamurra, say 
to the soldiers’ settlement and a little further on, meet the 
immediate requirements of the district from an azricul- 
tural standpoint ?—I think go. 

19. If the line were constructed would there be necessity 
later on to extend the Finley line towards Deniliquin ?— 
No. Because 10 miles out from Finley the line would go 
west to that place, passing through good agricultural 
land, 
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Witness—J. T. Mackie, 27 July, 1925. 


20. What is the size of the holdings within 10 miles of 
either side of the proposed route?—For the first nine 
niles out there are small holdings, but they are larger as 
you get away from the existing railway. From what I 
know I believe the larger landowners are prepared to cut up 
their land if the line is built. 

21. Do you know the Langtry Park country ?—Yes; 
that is all good agricultural land. 

22. How is that situated with respect to your suggested 
route ‘/—The line would go almost through it on the north 
side. It comprises about 38,800 acres. Further west the 
areas are larger. 

23, How many large estates would your line go through, 
and what is their area?—I think the only one is Langtry 
Park, which is suitable for agriculture. The line would 
go close to other large estates suitable for agriculture. 

24. What is the value of that forest country in its 
present condition ’—£6 10s. to £7 10s. per acre. 

25. Then a man would require from £3,500 to £4,000 
worth of land in order to take up farming in that district. 
At that capita! value, with wheat at a normal price, could 
a man make a fair living there?—Yes, he should. 

26. What is the average yield per acre there? 
yield has been as much as 10 bags. 

27. Mr. Burke.] To what use. do you mainly put your 
land’—Grazing, although I have 400 acres in this year, 
and I am getting another 300 acres ready for cultivation. 
Mine is nearly all plain country. I am testing the black 
soil plain now. My land is nearly all black soil, and is 
very good grazing country. 

28. How far from Jerilderie is the country being culti- 
vated ’—From about 6 miles out. There is cultivation land 
right down to the soldiers’ settlement. 

29. Supposing a railway were constructed from Jeril- 
derie towards Deniliquin, and the Finley-Deniliquin pro- 
posal were not carried out, would the Tuppal settlement 
be reasonably served?—It would if it went through the 
area. I think it would serve the north end. 

30. What is a fair distance to cart agricultural produce 
in this district?—12 miles; perhaps further, if you have 
good roads. 














The 








31. Is the forest country to which you have referred 
being worked?—Yes, a good deal of it is. 

32. Is the timber marketable?—Very little, except for 
firewood and fencing. The Murray pine is marketable. 

33. Is much of it used for house construction ?—Yes. 
lor a long time a mill worked there. 

34, Is that timber sufficiently thick to be worked profit- 
ably ?—No, not now. 

35. Does the cypress pine grow again after it has been 
cut’—No. Down here no young pine is coming on. 

36. Is there much box in the district to which you 
refer?—Yes; and there is a goud deal of jellow jack suit- 
able for firewood, 

37. Where does produce from this district find its way? 
——Wheat goes to Sydney. Stock and wool go through 
Tocumwal to Melbourne. 

38. What is the distance from Jerilderie to Melbourne 
via Tocumwal?—A little over 200 miles, It is 430 miles 
from Wunnamurra to Sydney. 

39. Would the proposed line, if constructed, give you 
easier access to the Melbourne market ?—No. My direct 
route is through Tocumwal. The proposed line would be 
of no use to me personally. J am satisfied with the 
existing railway. 

40. What is the average price of agricultural land in 
the Jerilderie district through which the proposed line 
would pass ?—£6 10s. to £7 10s. improved. 

41. Are you willing to cut up your land if the line were 
built ?—Yes, if I can get buyers, and the black soil experi- 
ment turns out satisfactory. 

42. What is the average rainfall in this district?—1¢ or 
17 inches. 

43. Mr. Travers.] What advantage has your suggested 
line over the proposed line?—I think it would open up 
more agricultural land. 














44. Then what advantage has the line you suggest over 
the proposed railway from Finley to Deniliquin ?—It would 
open up more good land. 

45. Do you contemplate a future extension of the line 
right to Deniliquin ’—Yes. 

46. Would the construction of a railway from Jerilderie 
25 miles out alter the flow of traffic?—It would give the 
settlers a nearer terminus in drought for trucking stock. 
In drought time up to 400,000 stock would come through 
from west of Deniliquin, They mostly go to the Tumut 
mountain country. 

47. How many times has that occurred in the last ter 
years /—About three times. 

48. Would the carrying out of your suggestion obviate 
the necessity of a future railway connection between 
Finley and Deniliquin ?—Yes. 

49. Would the line you suggest serve the whole of the 
good country that would be served by a railway from 
Finley to Deniliquin ’—Yes. 

50. Is any wheat grown 10 or 12 miles out of Jerilderie? 
—-Yes, a good deal—8,000 or 10,000 bags. 

51. Excluding that portion of the country served by the 
Jerilderie-Berrigan railway, what percentage of the land 
to be served by the line you suggest is suitable for agricul- 
ture ’—Practically all of it. 

52. Has stock traffic to Melbourne been accelerated since 
the railway was built from Finley to Tocumwal ’—Yes, I 
think so. 

53. Have you given consideration to the linking up by 
rail of Jerilderie or Finley with Deniliquin ?’—Yes, in 
drought it would be a big advantage. 

54. Does the country west of Jerilderie suffer from 
floods?—Since it has been cleared it does not so suffer to 
any extent. There is not a great area there not suitable 
for agriculture. 

55. Are many fat lambs raised in the distriet?—Not a 
great many. 

56. Does your wool go to Melbourne ?—Yes. 

57. Mr. Drummond.] According to the map there are 
several watercourses to the south?—Yes, there is a good 
deal of water there, but I have never seen that country 
flooded. 

58. How does that country compare with the country 
to the north on the Jerilderie side—I do not think it is 
as good for agriculture. 

59. Where do Coree, Langtry Park, and Alexander’s — 
property le-—Between Jerilderie and the soldiers’ settle- 
ment; about half way. 

60. Is not that land within the influence of the existing 
line?—It is within 12 to 13 miles of it. 

61. What is the typical country west of Jerilderie?—It 
is mostly red soil. You enter loamy country out there. 

62. The Chief Commissioner states that a line from 
Jerilderie to Deniliquin or one from Finley to Deniliquin 
would serve the soldiers’ settlement?—The Finley to 
Deniliquin line would go through the heart of the settle- 
ment. 

63. Mr. Ilutchinson, Chief Engineer for Railway Con- 
struction, has stated that the proposed line is one of the 
flattest he has known. Would that flatness of the country 
tend to lower the value of the land from an agricultural 
standpoint’—No, not the forest land. It would the black 
plain country in’a wet season. 

64. Mr. Doe.| Would it be possible to obtain timber for 
sleepers within a reasonable distance of a railway from 
Jerilderie towards Deniliquin or from Finley towards 
Deniliquin?—You could get red gum from the Murray. 
The river is about 13 miles from Finley. 

65. Is 10 miles from the railway a reasonable 
to cart produce ?—Yes. 

66. It appears from the map that the furthest point of 
the soldiers’ settlement from the proposed terminus is 10 
miles, so that the soldiers’ settlement would be reasonably 
served ’—Well, one end of the settlement is only some. 
10 miles from Finley. 
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67. Would not the Finley to Deniliquin line give the 
soldiers’ settlement a slight advantage?—As a whole, it 
would. 

68. Would you say that the Tuppal land at £4 5s. per 
acre was reasonably cheap?—Yes, I think the soldiers’ 
settlement land was reasonably cheap. 


Andrew Glenn, grazier, North Yathong, sworn, and 

examined :— 

69. Mr. Burke.] Do you favour the construction of a 
railway from Jerilderie towards Deniliquin?’—Yes. We 
are directly interested in the land south-west towards 
Deniliquin. JI favour a line from Wunnamurra siding’ 
towards Deniliquin. I hold 1,880 acres, my brother-in-law 
has 6,400 acres, and my sister holds 5,700 acres. JI am 
grazing at present. 

70. Is your land suitable for agriculture?—Yes, every 
acre of it. It is red soil timber country and is very easily 
worked. Sir Samuel McCaughey, the late owner of the 
station, said that my land was the pick of the run. 

71. Where is the nearest point on the railway to your 
land?—At Mairjimmy siding, about 12 miles across. It 
is some of the finest land in Riverina, extending for about 
40 miles. It will carry one sheep to the acre, and if spelled 
from the middle of September to the middle of October, 
one sheep and a quarter to the acre. On 1,880 acres last 
year I ran 2,260 wethers. The land for 10 miles on each 
side of a railway from Wunnamurra would feed the line 
with produce. If you construct the line from Finley, 
you would, as you get towards Deniliquin, enter flooded 
country. 22 miles from Deniliquin there is low-lying 
country. 

72. How does the land along the proposed route from 
Jerilderie towards Deniliquin compare with the Tuppal 
land ?—It compares favourably with the very best of it. 

73. If a line were constructed from Jerilderie towards 
Deniliquin, would the Tuppal settlement be fairly well 
served ¢—J think it would. It would be within 10 miles 
of the railway, and 10 miles in this flat country is not too 
far to cart wheat. A farmer wants to get in and back with 
his load in a day. 

74. If a railway were constructed from Finley towards 
Deniliquin, would the country to the north, about which 
we are now speaking, not be served?—The line would be 
too far south. 

75. Does the land to be served compare favourably with 
the agricultural land about Wagga?—Yes, it is equal to 
any land in Riverina. 

76. If the railway were built, would you put the whole 
of your land under cultivation?—Yes. It would cut up 
into thirteen or fourteen good farms, which would give 
each man a good living. They could run 5,000 to 6,000 
sheep and produce 40,000 bags of wheat a year. 

77. If the line were constructed, where would your 
market be for wheat ?—It depends upon rail rates, but | 
would say Melbourne. The New South Wales Railway 
Commissioners used to carry our wheat for 13s. a ton. 
The Victorian railways could not look at that. Our wool 
and sheep go to Melbourne. 

78. Does the break of gauge at Tocumwal make much 
difference to you ?—No, the expense is not very great. We 
have sent our wool to Melbourne for years. We used to 
send it to Sydney at one time, when the companies sent if 
on to Melbourne free in order to get the trade. It went 
to Sydney for a few years after the line to Tocumwal was 
built. 

79. Do you send all your stock to Melbourne?—As a 
rule. 

80. I take it your opinion is that an extension of the 
Victorian gauge line into New South Wales is not justi- 
fied ?—For handling stock it would be a great advantage, 
I do not know that it would be of benefit as regards 


Witnesses— J. T. Mackie and A. Glenn, 27 July, 1923. 


handling wool or wheat. <As it is they put the Victorian 
trucks up against the New South Wales trucks, and there 
is not much difficulty. 

81. What would be a fair living area in your district 
with the railway ?@—About 1,000 acres on land such as IL 
hold to-day. 

82. Are you using your land for grazing because it does 
not pay you to cart wheat so far to the railway /—Yes. 
We bought the land for £4 per acre, and consider it a 
splendid investment. My land is more adapted to wheat- 
growing. Victorian farmers went on to Coree land who 
had been working on land worth £15 to £17 an acre. They 
were good farmers, and started work on land close to 
Finley, on blocks of from 600 to 1,000 acres. They took 
up land under the same conditions as I did, and there was 
only one defaulter. Every man, with the exception of one, 
was able to meet his final instalments in eight years. A 
number of those farmers, who came from Rochester, had 
only sufficient money to pay one instalment, and had to 
wait till the next wheat crop in order to pay the next. 
They have grown from eight to twelve bags of wheat to 
the acre, and to-day they are in a prosperous condition. 
We had a property at Elmore which we sold in 1911 for 
£12 per acre. Similar land which is bringing £20 per acre 
to-day is not as good as our land in this district. I could 
buy better land here for £2 10s. per acre than that in 
Victoria for which the owners want £20 per acre. The 
Rochester men thought that the land here, because it cost 


only £4 4s. per acre, must have something wrong with it. 


They could not understand why it was so cheap. We are 
willing to cut up our land on reasonable terms. My rela- 
tives are prepared to do so to-day. 

83. Do you think that within a reasonable time £249 
receipts per week from the line, which is the official esti- 
mate, would be obtained?—TI believe that if any land in 
tiverina can be made to pay under cultivation it is the 
land within the influence of the proposed line. No other 
land in Riverina compares with it. 

84. Mr. Doe.] Where do you consider the line should 
start off’—From Wunnamurra, in the interests of the 
community interested and of the State. 

85. Have you grown any wheat?—No, but I am satisfied 
that my land is suitable for wheat. The Rochester men 
on the Coree land have proved that it is the best agricul- 
tural land. 

$6. What is the transfer charge at the break of gauge! 
—About 1s. 6d. a ton for wool. 

87. What is the land like between Tuppal and Denili- 
quin’—About Arawatta it is low-lying and inclined to be 
cold. On the Jerilderie-Deniliquin route it is better. 

88. What is your reason for suggesting that the line 
should take off at Wunnamurra?—Because the country 
from Wunnamurra to Deniliquin is good enough for 1¢ 
miles on either side of the line to well serve a railway. 
Such a line would serve better land than would a line 
from Jerilderie to Deniliquin. About Jerilderie it is plain 
country. You enter the good country at Wunnamurra. 

89. What is the value of the land in the district along 
the route of a railway from Wunnamurra towards Denili- 
quin?’—From £5 5s. to £5 10s, per aere, without residence. 

90. What effect would the railway have upon the value 
of land out there?—It would increase the value to £9 per 
acre within close proximity to the railway. 

91. Mr. Travers.| How does the wool grown in the 
country between Jerilderie and Deniliquin, roughly, 23 
miles out, reach the border ?—-By team. All the Quimong, 
Mundiwa, and Wandook wool goes to Deniliquin. Hart- 
wood and Coree wool comes here. 

92. Would any appreciable quantity of wool from mid- 
way between Jerilderie and Deniliquin go to Finley ?— 
No, except that of some of the Coree scttlers, because 
Finley is their town. 

93. Would the construction of the proposed railway 
divert any of the wool traffic which now finds its way 
from Deniliquin to Melbourne over the proposed line?— 





I do not know that it would, 
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Witnesses—A, Glenn, W. M. Mackenzie, and M. P. Fenaughty, 27 July, 1933. 


94. Would the building of a railway 25 miles out 
encourage wool trafic to Sydney ’—If freights were equal 
J think it would go to Sydney. 

95. Does the same thing apply to stock?—The southern 
Riverina people, I think, regard Melbourne as a better 
market for stcck. It is a steadier market. 

96. From where do you get your stores?—Locally. In 
some instances they are obtained from both States. 

97. Are the trading relations of this district more with 
Melbourne than with Sydney ?—We deal large'y with both 
cities. 

98. Do you prefer that the line should go right on to 
Deniliquin instead of terminating 25 miles from Jeril- 
derie ?’—Yes. 

99. What value in the main would railway connection 
be between Jerilderie and Deniliquin?—It would provide 
a connection between the two States. 

100. Chairman.| Do you know whether any New South 
Wales wheat goes through Tocumwal to Melbourne? 
No. I think it practically all goes to Sydney. 





Walter Murray Mackenzie, stock and station agent, 
Jerilderie, sworn, and examined :— 

101. Mr. Travers.| How long have you been in the dis- 
trict?—Ten years. 

102. Do you support the proposal before the Committee? 
—Yes. During the last six weeks our firm has unloaded 
47,000 sheep at Jerilderie to go to Deniliquin. and dis- 
tricts west and south of that place. 





103. Where do those sheep come from?—From Moree, 
Coonamble, Forbes, Goulburn, and Braidwood. They have 
come in as the result of the drought. We have also handled 
between 4,000 and 5,000 head of cattle. We have paddocks 
here to-day in which are some 12,000 sheep and 1,500 head 
of cattle, which are waiting to go to Deniliquin, but which 
cannot be sent owing to the wet roads, and no feed as the 
result of drought. A large number of stock go west to 
Moulamein. Some go north, and some south to Moira, and 
some to Barham. Seventy-five per cent. go to Deniliquin 
and south and west. 

104. Is the number of cattle to which you have referred 
large or is it usual?—It is not usual, but it is not any 
larger than we have sent on other occasions during the 
time I have been here. 

105. The proposal before the Committee is for a line 
25 miles out. Would that help you?~Yes, but it would 
be better if it went to Deniliquin. 

106. Do many cattle and sheep pass through here on 
their way to Melbourne?—Yes, but not as many as go 
towards Sydney. More cattle are trucked from here to 
Sydney than to Melbourne. 

107. I understand that generally there is a good traftic 
in stock between this district and Melbourne?—Yes, and 
the same thing applies to the Deniliquin district in regard 
to stud stock, which go to Queensland and the north of 
the State. In the Deniliquin country there are the biggest 
studs in Australia. They have to walk from the Denili- 
quin district to be trucked here. 

108. What is your opinion of the proposed line from 


Jerilderie 25 miles out towards Deniliquin ?—A line from 
Jerilderie towards Deniliquin would serve a greater area 
of good country than would a line from Finley to Denili- 
quin. <A lot of the country near the soldiers’ settlement 
is served by the Tocumwal line. 

109. Would it be better to take off the line at Jerilderie 
than at Wunnamurra?—Personally I cannot see much 
advantage in taking off the line at Wunnamurra, The 
Jerilderie line would serve the country to the north. 

110. Would you swing the line south towards Tuppal as 
suggested ?—I think not. 

111. You favour the line recommended by the Railway 
Commissioners?—Yes. In the vicinity of that line there 
are six estates, including Langtry Park, 4,000 acres, Coree 


Park 6,600 acres, Lyndhurst 38,000 acres, and the Willows 
5,000 acres. There is also an area of 14,000 acres, some of 
the finest country in the Riverina. 

112. It much of that land under cultivation?—No. The 
construction of the railway would undoubtedly bring about 
cultivation there. 

113. How far is that land from a railway ?—The nearest 
point of Langtry Park is about 13 miles from Mair Jimmy 
siding. jv hae 

114. What is the country like north towards Moula- 
mein Creek?—It is good grazing country. It is the 
general opinion that the black plain country is not good 
for agriculture, although I do not know. 

115. Is it the general opinion that the best of the wheat 
land hes to the south of the proposed line?/—About 6 miles 
south from Jerilderie you are in the heart of it. 

116. Is there a large fat lamb trade in the district ?— 
Yes. Last year 75 per cent. of the fat lambs went to 
Melbourne. The previous year more than that percentage 
went to Sydney It depends on the market. There is 
probably in this town the largest sale yards accommodation 
of any town in Riverina. Between 70,000 and 80,000 
sheep and 7,000 and 8,000 head of cattle go west and south 
of Jerilderie, principally west, annually. 

117. Would a line from Jerilderie to Deniliquin have 
the effect of diverting towards Sydney trafic which now 
goes to Melbourne’—Yes, at times. Many people have 
sent stock to Sydney for so long that they could not be 
persuaded to send them to Melbourne. They would put 
them on the railway to Sydney. We have a big cattle sale 
taking place at Jerilderie on Wednesday. The majority 
of the stock go to Deniliquin buyers and buyers south and 
west. Because of the condition of the roads, owing to wet 
weather, we have had to arrange to bring buyers here by 
special train. We shall have to arrange for a special train 
to take them back. 

118. Are the roads bad every year?—In some years you 
can get through, 

115. Have you noticed that the country between Jeril- 
derie and Deniliquin is often under water?—No. The 
water lies on the plain country for some time, but you 
will sce scarcely any water between here and Deniliquin. 


Martin Patrick Fenaughty, landowner and agent, 
Jerilderie, sworn, and examined :— 

120. Mr. Doe.| What area do you hold?—530 acres, 8 
miles out on the Finley-road. I support a line from 
Wunnamurra or Mair Jimmy siding to Deniliquin. By 
starting the line at either of those places you go off into 
wheat country which is the pick of Riverina. At present 
it is held up through want of a railway. 

121. Do you favour the line going right through to Deni- 
liquin?—Yes. Wheat would go to Sydney. Stock would 
probably go Sydney way, too, and a very good revenue 
would be obtained. 

122. Do you know the Tuppal estate?—Yes. There is 
good land there, and there is also good land to the north. 

123. Does it extend to the Billabong’—No, not quite. 
As you reach Jerilderie you enter plain land. It is, how- 
ever, mostly wheat-growing land right through. J have a 
long experience of wheat-growing in the Goulburn valley. 

124. How does the land within the influence of the 
proposed railway compare with that which you knew in 
the Goulburn valley?—I consider the land here is much 
better. When I left Victoria, ten years ago, land there 
was offered for sale at £16 per acre. It was afterwards 
sold at about £18 per acre. 

125. How much wheat land are you cultivating ?—200 
to 250 acres. 

126. Do you use artificial manure ?—Yes, as we believe 
we get better results by doing so. We have got good results 
without manure, but it pays to use it. Our average crop 
is about seven bags. 

127. What is the sale value of land along the route of 
the proposed line?—Ahout £6 per acre, 40,4 
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Witnesses—M., P. Fernaughty, M. Carrigan, and A. SV. Sleeman, 27 July, 1923. 


128. Have you a few sheep ?—Yes, we have to run a few 
sheep. 

129. How much wheat is produced along the route of 
the proposed line further than 10 miles from Jerilderie /— 
Not a great lot is produced once you get 14 miles out, but 
6 miles from Jerilderie a good deal is grown. Last year 
10,028 bags were delivered at Wunnamurra siding and 
22,000 at Mair Jimmy siding. Practically all that wheat 
came from the west side. 

130. Do the farmers do their own wheat-carting ?— 
Pretty well. 

131. What does it cost for cartage?—12 miles out you 
would pay from Is. to 1s. 3d. a bag. 6 miles out farmers 
would cart their own wheat. 

32. Do you know the forest country within the influence 
of the proposed line?—Yes, between here and Pine Hills. 
It is nice, virgin, loamy soil, suitable for wheat. It is 
fairly well timbered with pine and box, and is land easy 
to clear. JI favour a line from Jerilderie tapping the 
soldiers’ settlement. 





eee 


Michael Carrigan, farmer, near Jerilderie, sworn, and 
examined :— ~ 

133. Chairman.]|, Do you agree with the suggestion that 
a line running slightly south from Wunnamurra would 
open up more land for agriculture than would either the 
direct route or a line from Finley to Deniliquin as referred 
to the Committee ?—Yes. 

134. How would you describe that country ?—It is timber 
country—pine and box—suitable for mixed farming. 

135. What area do you hold?—1,100 acres. I grow 
wheat. My average yield is from 20 to 25 bushels. I grew 
wheat on new land without manure for the first two years. 
I use a small percentage of superphosphate. 

136. Could you, by the use of artificial manure, maintain 
an average crop of 20 to 25 bushels to the acre/—Yes. 

137. Where do you cart your wheat ?—To Wunnamurra. 
I do it myself. 

138. How would you describe the country 6 miles from 
Wunnamurra in the direction of Deniliquin for 25 miles ? 
—As practically all agricultural land. The good land 
extends right through to Deniliquin. 

139. Would a line from Jerilderie or Wunnamurra serve 
the greater portion of that agricultural country /—Yes, 

140. In a statement submitted to the Committee in 1911 
by the Chief Railway Commissioner there is the following 
paragraph: 

Having travelled through the agricultural land lying be- 

tween Finley and Deneliquin aud Jerilderie and Deniliquiu 
I am of the opinion that the location of the proposed line 
could be materially improved in the interests of existing and 
prospective settlement by making the connection between 
Finley and Deniliquin instead of Jerilderie and Deniliquin. 
Such a line would fully serve the whole of the agricultural 
land, and would, in the first instance, pass through the ceutre 
of the recent Government resumption of 50,000 acres of the 
Tuppal estate. It would also be a feeder to the proposed 
line between Finley and Tocumwal, giving the producers the 
option of the Victorian markets from the nearest and 
cheapest point of connection. 
Do you agree that the Finley towards Deniliquin line wolud 
better serve the good agricultural land to be served by 
either or both lines than would the Wunnamurra connec- 
tion /—No; not as well as a line from Wunnamurra, }-c- 
cause a lot of that country is within touch with the Finley 
line, and a great deal of this country is not in touch with 
it. 

141. Look at the direct line from Jerilderie as shown on 
the map; how would you describe the country north of 
that to the Billabong?—A good deal of it is low-lying. 

142. Do you favour swinging the line a bit south?— 
Yes, I think it would serve better country. A line from 
Wunnamurra siding would pass through the whole of the 
good agricultural land, 

143. Would the Wunnamurra suggested line serve that 
portion of the soldiers’ settlement not now served by the 
Finley line?—Yes, I think so. The great disadvantage 
of the farmer is having to haul wheat over long distances, 








That is why I moved nearer the railway. I grew wheat 
14 miles from the line in the Finley district, but found it 
too great a handicap. I came from the Rochester district. 

144. Do you believe that the land to be served by the 
suggested Wunnamurra deviation is better, irrespective 
of price, than the land in the Rochester district /—Yes, I 
believe the land between Wunnamurra and Deniliquin is 
as good as the Rochester land. The selling value of the 
land here is from £4 to £6 per acre, but want of a railway 
is the great drawback, 


Arthur Westlake Sleeman, farmer, South Coree, sworn, 
and examined :— 


145. Mr. Travers.] Have you a large holding ?—About 
3,900 acres, It is not allin one block. My place is about 
7 miles from Jerilderie. A line from Finley would pass 
through the Faulkner closer settlement area of 60,000 
acres made available some years ago, on the further side 
of which is the soldiers’ settlement. A line from Jeril- 
derie or from Wunnamurra siding would serve land equal 
to any on the Tuppal estate. It would open up about 
80,000 acres of agricultural land which the Finley line 
would not touch. It would also serve the soldiers’ settle- 
ment. I have grown wheat in this district since 1886. 
When I first came to Riverina I was told that this land 
would not grow wheat. There is a tract of Coree country 
which wouid not be served if the line went from Finley. 
That land is equal to any on Tuppal. Land on the Billa- 
bong caries in quality. 

146. How far would the nearest point of the 80,000 
acres to which you have referred as being untouched by 
the Finley line be from that line?—18 miles. About 6 
miles north of the proposed line through to Deniliquin 
the land is good, 

147. Is that 80,000 acres all good agricultural land ?— 
Yes. 

148. Where does the better agricultural land lie—north 
or south of the proposed line to Jerilderie?/—I would not 
say there is any difference in it. 

149. If a line were constructed from Wunnamurra 
siding would any good land further south be left out ?—A 
very small proportion. 

150. Would the line you suggest serve the greater por- 
tion of the good country that would be served by a railway 
from Finley /—Yes, and it would serve the soldiers’ settle- 
ment. 

151. Of your 3,500 acres how much have you under 
wheat ’—Up to 1,000 acres. We are working now from 


Wunnamurra siding, about 7 miles from my place. 

152. What are your yields?—The average for about 
thirty-five years has been 20 or 21 bushels. Of recent 
years, with superphosphates, we have gone as high as 40 
bushels, after fallowing. 

153. Taking the whole of the country influenced by a 
line from Wunnamurra towards Jerilderie, 10 miles north 
and south, and excluding that portion of country served by 
the Jerilderie-Berrigan railway, what percentage of the 
land is suitable for agriculture’—The whole of it. 

154. What would be a fair living area in that district 
within 10 miles of the line?~About 800 acres, 

155. What would that land be worth per acre?—About 
£5. Its carrying capacity is one sheep to the acre. 

156. Do you go in for fat lamb raising ?—Yes. 

157. Is it a standard industry here?—Yes. During the 
last two years, wool having gone up, a number of graziers 
have gone in for merino sheep. Before that many of 
them went in for fat lamb raising. 

158. Where were they sent?—To Melbourne and Shep- 
perton, and sometimes to Sydney. But lambs do not 
stand too well the long journey to Sydney. 

159. Does any wheat grown in this district go to Mel- 
bourne ?—No, to Sydney. 

160. Is there any timber in the district suitable for rail- 
way purposes’—No, At Wakool there is some red gum, 
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Witnesses— A. W. Sleeman, J. R. Firth, M. D. Horgan, and G, D, Theakstone, 27 July, 1923. 


161. Ilave the settlers in the district difficulty in getting 
water?—No. At 120 to 140 fect you can get water any- 
where here. | 

162. Where does wool from this district go?—A great 
deal to Sydney and some to Melbourne. 

163. Have any large estates in the district been cut up 
in the last five years!—Most of them were cut up prior to 
that. Coree was cut up in 1911. 

164. Would the line you suggest serve a great por- 
tion of the soldier settlement area?—It would serve the 
whole of it. The furthest point would not be more than 
5 miles away. 

165. Would such a line serve it as well as a railway 
from Finley ?—Yes. . 

166. Into what areas was the Coree estate subdivided ?— 
6,000 to 8,000 acres for grazing and 640 to 1,000 acres for 
agriculture. Some blocks were smaller. 

167. What were the 200-acre blocks used for?—I think 
they were tacked on to other holdings. 

168. Mr. Doe.| Where does your superphosphate come 
from’—Port Kembla. | 

169. Mr. Burke.]| Is it extensively used in the district ?— 
Yes. Superphosphate is carried here for 10s. a ton. 
Freight on superphosphate from Melbourne to Jerilderie 
and from Port Kembla to Jerilderie is about the same. It 
is really in favour of Port Kembla. 

170. Mr. Doe.| Would a railway from Port Kembla to 
Moss Vale benefit you in regard to the carriage of super- 
phosphate ?—Yes. 

171. Mr. Travers.| How far out from Jerilderie is wheat 
being grown?—Right through to Pine Hills, but not in 
large quantities. We consider that 12 miles is quite far 
enough to cart wheat. 

172. Is the country west of Jerilderie and Berrigan 
fairly well cultivated?—Yes. Finley has no water supply 
for locomotives. They have to get water at Tocumwal 
and at Jerilderie. 


James Robertson Firth, tailor, Jerilderie, sworn, and 
examined :— 

73. Mr. Burke.| How long have you resided in the dis- 
trict ?—Over twenty-nine years. The country south of 
Coree is some of the finest in Australia. I favour the 
building of a railway from Wunnamurra, rather than from 
Jerilderie, towards Deniliquin. It would go straight into 
the agricultural land. By opening up the country from 
Wunnamurra a large area of land would be served which 
would not be served by the Jerilderie proposal. 

174. Do you endorse the evidence of the previous wit- 
nesses ?—Yes, I believe the line would become a national 
asset. 





Miehael Daniel Horgan, grazier, near Jerilderie, sworn, 
and examined :— 

175. Mr. Doe.| How much land do you hold?—3,000 
acres. The country between Wunnamurra siding and 
Pine Hills is suitable for wheat-growing and closer settle- 
ment. 

176. Would a line from Wunnamurra siding, running 
practically straight to Deniliquin, touch the centre of the 
Pine Hills district?—No, with a shght deviation south 
it would. 

177. Would it then benefit the soldiers’ settlement ?— 
Yes. It would influence the land in the parishes of Coree 


South, Booraboorilly, and Currabunganung. All of that 
land is suitable for agriculture. It is as good as any wheat 
land in New South Wales, being rich, loamy country, 
easily worked. 

178. What is the cost of clearing that land for the 
plough?—About £1 per acre. It would average about 15s. 
per acre. Its present value is about £4 10s, per acre. 

179. Have you experience of wheat-growing in this dis- 
trict?Yes. I have worked as a farm hand, and have 
grown wheat. 

180. What is a fair living area in your district ?—About 
1,000 acres. 

181. Are many people growing wheat in your district? 
—No. The seasons have not been favourable. JI have 
sufficient land to keep me as a grazier. JI would say take 
the line off at Wunnamurra. 

182. In the event of the line going from Jerilderie you 
are of opinion that it should not go direct to Deniliquin, 
but that it should swing a little south so as to pass nearer 
the Tuppal Soldiers’ Settlement and the Pine Hills 
country ’—Yes. . 

183. If the expense of taking off at Wunnamurra is not 
too great from an administration standpoint you prefer 
that it should go from there?—I do. 


« 





George Dodston Theakstone, farmer and grazicr, 
Jerilderie, sworn, and examined :— 


184. Chairman.| Where is your property situated ?—Six 
miles south-west. I prefer a railway from Wunnamurra 
siding. It would save 30 miles trainage to Sydney, and 
it would run through as good, if not better, land as that 
along the proposed route from Finley, and also make 
about 25,000 acres of first-class agricultural land available 
for closer settlement. The owners are prepared to sub- 
divide. ae 

185. The Railway Commissioners previously pointed out 
that a line from Wunnamurra would skirt only the 
northern edge of the good agricultural country, and I 
notice that in 1916 Mr. Uphill, station manager, who 
knows this district well, stated in evidence that he agreed 
with that opinion. Do you agree with it?—No. Along 
the proposed route there is good agricultural land on both 
sides. On the old survey it was mainly to the south. 


186. I take it you are of opinion that a line from Jeril- 
derie or a little south to Deniliquin would not merely 
skirt the northern edge of the good country?—No. The 
proposed line runs through good agricultural land on both 
sides. 

187. Do you consider that a line starting at Wunna- 
murra and swinging slightly south would enter the heart 
of the agricultural country ?—Yes. According to the map 
it should serve the soldiers’ settlement fairly well. 

188. Do you agree that if a railway were constructed 
from Finley to Deniliquin a considerable area of good 
agricultural land to the north would be deprived of rail- 
way facilities?—Yes, although it is a matter of distance. 
By the Finley line all the country north-west would be 
left out. 

189. Is any wheat trucked at Jerilderie?—Nearly all the 
wheat grown south is trucked at Wunnamurra and Mair 
Jimmy sidings. 
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Che Committee proceeded to further consider the expediency of constructing a line of Railway from Jerilderie 
towards Deniliquin, 


Charles Austin Hodgson, Chief Traffic Manager, 
ment of Railways, sworn, and examined: 


Depart- 


190. Chairman.| Have you any statement to present to 


the Cx mmittee ?- Y es, as follows :— 


On the Gth November last I reported to the Commissioners 
that the length of line from Finley to Deniliquin would be 
36 miles 14 chains, estimated to cost £180,6u0, the ruling 
grade being 1 in 110 and the sharpest curve 20 chains radius. 

A map was forwarded showing that within a distance of 
10 miles of Finley 24,695 acres of land were purchased by the 
Government in the year 1910 for closer settlement purposes, 
and disposed of in eighty separate farms of an average value 
of £2,016 7s. Gd., and that in 1917 a further purchase was 
inade by the Government of 23,484 acres, upon which forty 
returned soldiers were settled, the average value of the 
farms being £2,494 10s. 

I did not fayour the proposal to:serve the area indicated 
by the construction of a line from Finley to Deniliquin as 
the proper connection of Deniliquin with New South Wales 
railways should be made vie Jerilderie, and as such con- 
nection would serye the area under review, I expressed the 
opinion that if railway facilities were to be given it should 
be done by coustructing 25 miles of the proposed Jerilderie- 
Deniliquin line, which will form part of the through connec- 
tion that will undoubtedly be wanted later on. 

Basing the estimated cost at £5,000 per mile, the financial 
statement for a length of 25 miles would work out as 
follows :— 


Psehmnatedk GOS Of CONStTUCTLONG 22. « x2 +,.0% e+ 0-0 0's £125,000 
Interest on above at 5% per cent....... £6,875 
Working expenses ......... ROOT Oe : 5,600 

—_—— Oe 

Estimated revenue ........ Cnt OPA ote wi eee hata s 7,000 

Peerence 2s. core. Pet oor 9 ap inreteaeret s £5,475 


As previously stated, the estimated cost of a line from 
Finley to Deniliquin (86 miles 14 chains) was given as 
£180,000, but in regard to the financial aspect of the two pro- 
posals, my opinion was that, although the line from Jeril- 
derie for a length of 25 miles, plus 22 miles to make a 
through connection with Deniliquin (if it be decided to give 
Deniliquin railway communication) would be 11 miles longer 
than the line proposed from Finley to Deniliquin, the results 
of working would not be adversely affected by the increased 
distance, having regard to the proper connection to serve the 
New South Wales system, apart from local considerations. 

191. When we were taking 
suggestion was thrown out by a number of the witnesses 
that a better taking-off point would be Wiunnamurra. It 
was suggested that a line from that point, swinging out 
somewhat, would more easily divide the mixed-farming 
country than a direct line from Jerilderie in the direec- 
tion of Deniliquin?—There is not a great deal in that 
suggestion, because Wunnamurra is fairly close to Jeril- 
derie. It would probably be found better to take-off at 
Jerilderie and sweep round so as to carry out what the 


evidence in the country a 


local people want. If the take-off were at Wunnamurra 
we should have to make additional junction arrangements, 
There 
is no reason why the line should not follow very much 
the same track as the local residents ask for. Their 
object apparently is to bring the line a little further south, 
and it would not be advisable for the line to go so far 
south that it would come within the influence of the 
Jerilderie-Berrigan line. The district south of Jerilderie, 
towards Berrigan, is already served by that line. What 
they want is a line from Jerilderie to Deniliquin, dipping 
a little further south. If the line from Jerilderie were 
brought round in a southerly direction from the route 


+1511—B 


whereas we now have a junction staff at Jerilderie. 
J 


shown it would do what the local residents want. The 
piece of land immediately to the west of the Jerilderie- 
Berrigan line is already served. 

192. Do you know the eountry well enough to offer an 
opinion on this point. The local residents say that be- 
tween Tuppal Creek on the south and the Billabong on 
the north there is a certain area of land suitable for 
mixed-farming. Hight miles south of the Billabong the 
country is not suitable for farming, and on that account it 
is thought that a direct line from Jerilderie would only 
skirt the more northerly portion of the good mixed-farming 
Is that so?—I would not like to say anything 
against that view. I know the country about Coree. | 
have been out there and know what a beautiful place it is. 


country. 


193. Are you acquainted with the previous history of 
this proposal ?—I have not looked it up. 

194. In 1914 and 1916 ‘Mr. Harper and the Chief Com- 
missioiner, then Mr. Johnson, both favoured the lne from 
Finley towards Deniliquin as against Jerilderie as a tak- 
ing-off point?—That may be so. My view is that the 
eonnection should be made from Jerilderie, and the Chief 
Commissioner has coneurred in the report I have sub- 
mitted to him. If,*later on, there is a connection made 
from Finley through to Deniliquin the people who want to 
get to Narrandera or Hay will be penalised by having to 
go through Finley. The people who want to get to Vic- 
toria from Finley already have a connection with Tocum- 
wal, but anyone wanting to go to Echuca, for example, 
would not want to be taken all the way round by Berrigan 
if they could get a direct route from Jerilderie to Denili- 
quin. Any longer distance they might have to travel 
would have to be paid for according to the additional 
mileage. 

195. You suggest that the proposed line should be cen- 
structed for a distance of over 25 miles at present ?—Yes. 
There is already a connection with Victoria via Tocumwal. 
I do not think the time is ripe for another connection via 
Deniliquin, but I think it will certainly come, and when it 
does core it should be made via Jerilderie. If at any time 
we get rid of the break of gauge it will make a great 
difference to that area. 

196. Do you think the trafie will go to Melbourne /— 
Undoubtedly. If I were there that is the way I would 
send my traffic. The break of gauge makes all the dif- 
fer nce. 

197. Mr. Drummond.| At the previous inquiry in 1914 
you stated: 

faving travelled through the agricultural land lying be- 
tween Finley and Deniliquin, and Jerilderie and Deniliquin, 
I am of the opinion that the location of the proposed line 
could be materially improved in the interests of existing and 
prospective settlement by making the connection between 
Finley and Deniliquin instead of Jerilderie and Deniliquin. 
Such a line would fully serve the whole of the agricultural 
land and would in the first instance pass through the centre 
of the recent Governinent resumption of 50,000 acres of the 
Tuppal Estate. It would also be a feeder to the proposed 
line between Finley and Tocumwal, giving the producers the 
option of the Victorian markets from the nearest and cheapest 
point of connection. The proposal between Jerilderie and 
Deniliquin as submitted to me merely skirts the northern 
boundary of the agircultural land, and from a financial point 
of view would not be nearly so satisfactory as the line sug- 
gested from Finley. 

Has your subsequent observation caused you to alter your 
opinion?’—I can only explain that conditions have been 
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Witness---C. A. Hodgson, 3 August, 1923. 


very considerably altered since then, as I daresay you are 
aware, in connection with the desire to open up the Riv- 
erina to the Victorian railways. At that time—1914— 
the policy was to keep the trade in the State, and it was 
not the policy of the Railway Commissioners to encourage 
traffic from New South Wales to go to Victoria. That 
somewhat provincial spirit has disappeared, and it is recog- 
nised that the producer should be given the benefit of 
the nearest market: As the members of the Committee 
are aware, railways are to be built from the Murray into 
New South Wales on the Victorian gauge, and this will 
have the effect of causing the whole of the traffic from the 
districts affected to pass into Victoria. The opening up 
of the connection via Toeumwal is another example of 
the change of policy. If we wanted to keep our trade 
within the State we would not conneet up with Deniliquin, 
but I am looking further ahead than that. I realise that 
it will become necessary to make a connection with Denili- 
quin in order to give access to Victoria via that town. 
This being so, one has to look at matters from a somewhat 
different standpoint. 


198. If the proposed line were constructed from Finley, 
instead of Jerilderie, to Deniliquin it would assist the 
interstate trade to a greater extent?—No, I do not think 
so. On the other hand it would penalise interstate trade. 
Anyone wanting to send goods direct from the Riverina— 
from, say, Jerilderie, Narrandera, Hay, Grong Grong, or 
Coolamon to Victoria would have to pay the additional 
mileage, 

199, In what way would it be more advantageous to send 
goods from Grong Grong or Narrandera via Deniliquin 
father than via Finley to Tocumwal?—That would all 
depend. If all the traffic is going via Tocumwal there will 
be no need to connect up with Deniliquin, but I look 
forward to the time when a trunk connection with Denili- 
quin will become neeessary, and we should not be placed 
in the position of having first built a line from Finley and 
then having to subsequently build a line from Jerilderic 
to give us a through run. J am trying to look upon the 
railways of Victoria and New South Wales as mercly 
railways of Australia. 


200. In view of the statements made by witneszes in the 
country closely tallying with the statement made by you 
in the evidence given in 1914 that the best agricultural 
lend lies directly between Finley and Deniliquin, where a 
line would equally divide the good lands, whereas if the 
Iine proceeds beyond ‘the 10 miles direct north inferior 
land will be tapped, do you not think that if as suggested 
by the Chairman the take-off were a little lower down and 
the line were to strike the proposed line from Finley to 
Deniliquin near the Tuppal Soldiers’ Settlement, the new 
railway would serve the land lying to the south towards 
Tuppal and avoid some of the stiff country to the north ¢— 
[ have not the slightest objection to that. I understand 
that that would meet the views of the local people. If 
the people who are farming on the soldiers’ settlement 
about half-way between Finley and Deniliquin have to 
send their traftic to Finley and then to Berrigan they will 
have to pay more than if they can avail themselves of a 
direct line from Jerilderie. ‘They will have to pay the 
increased mileage all the time. 


201. Mr. Burke.| You are of opinion that apart from the 
passenger trafie a line running direct from Jerilderie to 
Deniliquin would serve the whole of the country between 
that point and the Murray?—Yes. Of course the Murray 
traflie will undoubtedly be taken over the river. 


202. Ilow much of the country intervening away from 
the 10 or 12 miles limit would fail to be served if the line 
were built from Jerilderie to Deniliquin ?—It is not sug- 
ge-ted that the line should be built as shown on the plan, 
but that it should dip towards the south. <A suggestion 
has just been made that the line should run in a south- 
westerly direction, strike the Finley-Deniliquin route, and 
then run on. 


203, Would that ensure that tho whole of the area would 
be fairly well served?—Yes. The direct line from Jeril- 
derie to Deniliquin would run along the northern border 
of the good land. If I were to look at this matter from a 
purely provincial point of view I might say that it 
would be well to take the line from Finley, but I am 
looking upon the proposed railway as part of a future con- 
necting link. 

204. Your preference for the Jerilderic route would be 
much more impressive if you could say that the line would 
serve a better tract of good country ?—I cannot say that 
it would serve a better tract. 

205. You are looking at the line from the standpoint of 
its usefulness as a linking-up medium?—No, I am not. 
The first thing we have to do is to give accommodation to 
the settlers who have been put on the land by the Govern- 
ment. The proposed line will give them railway access. 
The second thing we have to consider is the making of a 
proper arrangement so that in the future we may give 
access to Deniliquin. The soldiers who have been settled 
on the land will require to send their produce to market, 
and they will be able to send it direct to Jerilderic, thence 
to the seaboard, or via Jerilderie, Finley, and Berrigan to 
Toecumwal. 

206. The Finley line would serve the soldier settlers, but 
the charges would be heavier?’—Yes; heavier than if we 
give them a direct line. . 

207. You are considering the two factors?—Yes, 

208. Mr. Travers.| If the line suggested from Jerilderie 
working south towards the soldier settlement is constructed 
will your traffic figures be appreciably affected?—I do not 
think so. It may affect the cost to the settlers who will 
not have such a long cartage. 

209. Would you expect to get better traffie mile for 
mile ?—I do not think our receipts would be atfected ycry 
much. 

210. The line would be somewhat longer if the sugges- 
tion is carried out?—Yes, a little bit. 

211. What is the nature of the trade you would expect 
between Riverina and Victoria if the line were carried on 
to Deniliquin ?—Quite likely wheat and stock going to the 
Melbourne market. 

212. Under present conditions does any wheat from Nar- 
randera or Grong Grong find its way to Victoria ?—Prac- 
tically none—that is on account of the break of gauge. 
If there were a uniform gauge wheat would be sent from 
those places to Victoria, 

213.- You would have the same trouble at Deniliquin 
in regard to the break of gauge?—I quite agree that there 
would be the saine trouble until a uniform gauge is intro- 
duced. 

214. Then the traftie prospects in the respect I have 
mentioned would have to be held over until the gauges 
were made uniform’?—Yes, with regard to wheat. 

215. You have not given us any figures relating to the 
traffie prospects. Looking at matters from the parochial 
point of view would you expect to get better traffic results 
from a line from Finley to Deniliquin than from a rail- 
way taking off at Jerilderie?—I do not think we would. 
We might possibly in the future, but not at present. 





216. When you were previously giving evidence you 
said: 

The Chief Commissioner favours an extension froin Finley 
ultimately to reach Deniliquin, as such a line woukl create 
the most development and earn at least 30 per cent. more 
revenue than the one suggested from Jerilderic. 

Yes. The Commissioner was looking to the future. 

217. The country has not altered?—No. It stands to 
reason that if you have a belt of good agricultural land 
and you run a railway through the middle of it you are 
likely in the future, when the land is cut up, to get more 
traffic than if the line were run along one boundary. ‘The 
most admirable arrangement for a railway line is to have 
good agricultural land on both sides. 

218. The recommendation of the Chief Commissioner 
was that the line from Tinley should be extended only 
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about 12 miles out towards Tuppal?—Yes. At that time 
the question of connecting up with Deniliquin was not 
favourably regarded, as it was looked upon as a means of 
diverting traffic from New South Wales to Victoria. 


219. You are not in favour of the connection with 
Deniliquin until such time as we have a uniform gauge? 


—Practieally so. 
22 


to Victoria. The rate is cheaper for wheat sent to Sydney 


than for wheat sent towards Victoria. If you send wheat 


from New South Wales you have to pay the local rate to 
the border. That is only a short distance, and the short- 
distance rate is higher per ton per mile than the long- 
distance rate. 

221. Are you expecting to get much traffic from the 
western end of this line if it stops 25 miles from Jerilderic 
or within 22 miles of Deniliqun ?—No. 

222. Does the wheat grown 15 miles to the eastward of 
Deniliquin go to Victoria?—] do not know that any wheat 
is grown there, but if it were it would go to Victoria. 
Deniliquin is looked upon as a Victorian town, and the 
extension of the line to Deniliquin would not bring us 


0. You have already stated that no wheat finds its 
way at present from Finley .to the Victorian border ?— 
Exactly. There is no through rate for wheat being sent 


much traffic, because that town is so favourably situated 
with regard to Melbourne that we would have no prospect 
of successfully competing. 


) 


223. Chairman.| Local witnesses pointed out that there 
would be a fair traffic in stock from Deniliquin 7—Stock 
traffic is a very difficult thing to estimate, because it docs 
not follow any definite lines, as is the case with ordinary 
traffic. It is not like wheat, You know where wheat is 


going, whereas you cannot say the same with reeard to 


stoel 
Sometimes stock will flow towards Melbourne and some- 
times elsewhere. That is so in regard to fat stock, and my 
remarks apply even more forcibly to store stock which is 
sent wherever required regardless of distance. Tf Reverina 
graziers want to stock up they may get stock over from 
Victoria, whereas if there is a good market for stock in 
Victoria and they want to get rid of what they have in 
order to avoid losses through drought or owing to other 
considerations the tide will set in from this side to the 
other side of the Murray. You cannot lay down any hard 


‘ 
“ 


<. The traffic depends upon so many considerations. 


and fast rules in regard to stock movements. Everything 
depends upon the weather, and upon whether there is a 
surplus or a shortage at a given point, It is likely that 
there will at times be considerable movements of stock. 





WEDNESDAY, 26 


SEPTEMBER 1923 


Present:— 
The Hon. W. T. DICK (Ctratewran), 


The Hon. Joun Travers. 
The Ifon. Roperr Marony. 
Francis Micnarn Burke, Esa. 





WiLLiAM CameEron, Esa. 
Brian James Dor, Esa. 
Davin Henry Drummonp, Esa. 


The Committee proceeded to further consider the expediency of constractine a line of Railway from Jerilderic towards 
Deniliquin. 





Alexander Wilson, stock and station agent, Sydney, sworn, 
and examined :— 


224. Chairman.| The Committee has before it two routes 
.or consideration: one from Jerilderie towards Deniliquin 
and the other from Finley to Deniliquin. You have a 
preity extensive knowledge of the district ?2—Yes, I have 
known it over fifty years. I lived there a good many years, 
and represented the district in Parliament for many years. 
The suggestion I wish to make is that the line should go 
from Finley, approach Deniliquin from the south, and 
cross the Edwards River above the town. Another reason 
I favour that proposal is that I feel certain Berrigan 
should be connected with Henty in the near future. That 
would be the natural route through from Sydney. Another 
reason is that it would pass quite close to Oaklands, where 
they have discovered what appears to be a useful seam 
of coal. The line would be practically on a dead level. 
One reason why I suggest keeping lower down is that the 
nearer you keep to the Murray water system the more 
agricultural land there is, By keeping north you get on 
to the wet, cold plain, and the same thing would apply 
approaching Jerilderie. I have seen 6 or 8 miles ‘of that 
plain under water for some time in the wet season. _ It 
is practically all agricultural land, and there js a consider- 
able area of land south of Tuppal Creck fit for dairying, 
some of which is liable at times to inundation: Tt is very 
fine grazing country, and there is some agricultural coun- 
try as well. 

225. Is it not a fact that the closer you go to the ereeks 
or rivers, the more unsuitable the soil is for agriculture, 
and the more suitable it is for grazing ’—When you are 
right on the westem country, that is so. Tor instance, 
along the Billabong and Edwards, the frontage is nearly 
all cold wet soil; but it is not the case near the Tuppal 
Creek, which is good arable land right to the creek, where 
it is not actually liable to inundation, 


226. Do you suggest that your route going further south 
will tap more agricultural country than a direct line from 
Finley to Deniliquin ?—There 18 Very, little difference 
except in the approach to the town. By taking a line for 
the Deniliquin-Moama railway to the north of the town, 
there is a considerable area of land liable to inundation, 
and there is a big ereeck as well as the river to cross. bY 
crossing south of the town you would get over at one go, 
and there would be good hard dry land on both sides. It 
ought to save a good deal in getting into the town. As a 
matter of fact, it would brine the railway station into 
Deniliquin, where I think it ought to be. At present it 
is out to the west of the town. 

227. With respect to your further reason that there 
should be an extension from Berrigan towards Oaklands, 
are you aware that an arrangement has been arrived at 
between the New South Wales Government and the Vic- 
torian Government for railwaying that portion of the 
country near Oaklands on the Victorian gauge by an ex- 
tension of the Victorian system from Mulwala or Yarra- 
wonga’—Yes. But that would not affect the general prin- 
ciple of tapping the coal, because if that place is to become 
anything it will be the main junction. There would he 
the line to Victoria, the line to Urana, and the line run- 
ning east and west through it. 

228. Wihere would the Berrigan-Oaklands line provide a 
market for the Coorabin coal’—It would go to Deniliquin 
and into Victoria by that route, and the further contem- 
plated lines towards Balranald and the west: it would bring 
them within very much easier reach of the coal. 

229. Do you think the district could stand two lines— 
one from the Victorian border on the Victorian gauge up 
to Oaklands, and another from Rerrigan to Henir2— 
think so. That country will be very closely settled before 
long. It is country which will easily keep a family on 640 


acres, Some of it will keep a family on Jess than that area 
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Wétness—A. Wilson, 26 September, 1923. 


with the improved methods of farming in operation to-day. 
It has one of the most reliable rainfalls on the wheat area 
that we have in the State. From the rainfall map of the 
last week or month, it will be seen how frequently the 
showers have fallen on the area of country lying between 
Deniliquin and Wagga. ‘The rainfall is not very much 
greater than it is in other areas where they are growing 
avheat, but it comes at a time when it is wanted for the 
crops, that is between April and October. 

230. Have you considered how much lengthening in tae 
line would take place if your route were adopted from 
Finley to Deniliquin ?—I think it would be a mile or per- 
haps two miles shorter, 

231. In going south. to Tuppal, it certainly looks as if 
it would lengthen the line?—I do not suggest going any- 
where near Tuppal, but simplx to deflect the line so as to 
approach the town from the south. 

232. You think it would save extensive construction near 
the town?—Yes. It would be an easier approach to the 
town, and the land through which the line would pass is 
all suitable for cultivation, whereas several miles on the 
northern side it is a wet plain. 

233. That is on the proposed Jine from Jerilderie—And 
on the Finley line to a lesser extent. 

234. Mr. Travers.| Of the two proposals before the Com- 
mittee, I understand you favour the line from Jinley to 
Deniliquin, with a certain deviation ?—Yes. 

235. What special advantage would aecrue in linking up, 
say, Finley, with Deniliquin over the line as proposed from 
Jerilderie towards Deniliquin, a distance of 25 miles out 
from Jerilderie?—I cannot imagine any line going to- 
wards Deniliquin and not going to Deniliquin. To go 25 
miles out would be simply absurd. It would be in the 
middle of nowhere. They are growing a certain amount of 
wheat there, but there is nothing to create new settlement, 

236. What special advantage would accrue, if the line 
from Finley were linked up with Deniliquin, over the line 
towards Deniliquin, a distance of 25 miles out?—The 
advantage would be that Deniliquin is the county town 
for all that area, and I think that is a consideration which 
should always be kept in view, that the inhabitants have 
to go to the county town to transact their Government and 
land business. Deniliquin is a very old town. The popula- 
tion is as three to one between Finley and Deniliquin 
compared with what it is from Jerilderie towards 
Deniliquin. 

237. Would there be any trading relations between those 
living on the Jerilderie-Finley line and those on the Denili- 
quin line?—I do not think so. They are all producing 
the svme thing, and buying the same thing. I+ is simply 
a question of where they will buy and sell. There will be 
no inter-trade. 

238. If the line were constructed, do you think any of 
the produce grown around Deniliquin would be likely to 
go across to Finley ?—Not much. Wool and wheat are the 
main items of produce. There is a little dairying, but I 
do not know it is sufficient for their own requirements. 

239. So that the construction of the line linking up those 
two systems would not result in any material alteration so 
far as trade matters were concerned over and above what 
exists now’—No. They are connecte] with Victeria via 
Tocumwal. That line would, in some cases, bring traftic 
from Finley and Tocumwal into Victoria by that route; 
they would have the alternative to go via Tocumwal, or 
via ‘Deniliquin and Echuca. 

240. Would there be much difference in the distance 
from Deniliquin to Melbourne compared with Finley to 
Melbourne?—It is a good bit shorter from Finley to Mel- 
bourne than from Deniliquin to Melbourne. The Victorian 
line from Echuca to Melbourne is somewhat devious ‘here 
has been an agitation going on in Victoria to get that big 
bend cut off by a line from Runnymede to Heatheote: | 
used to send wool to Tocumwal, and it is much the shortest 
way to Melbourne. As a matter of fact, a good many 
people go to Echuca and via Seymoxr to Melbourne instead 
of yia Bendige and Castlemaine t> Melbourne. You can 
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leave Melbourne av hour and a half later going via Sey- 
mour, and arrive at Echuca in time to catch the same 
train to Deniliquin. 

241. It has been suggested to the Committee, as one of 
the reasons against the construction of the line from 
Jerilderie towards Deniliquin, that the better country lies 
south of the proposed line, a good deal of which would not 
be influenced by the line from Jerilderie towards Denili- 
quin; do you share that view?—Very definitely. The fur- 
ther south you get towards the Murray the more arable 
the land. 

242. Are you well acquainted with the country right 
through from Finley to Deniliquin on both sides of the 
proposed line ?—Yes. 

243. Could you say that most of the country within the 
influence of the Finley to Deniliquin line was suitable for 
wheat growing ?—Yes, almost the whole way except that 
wet plain near Deniliquin. 

244, Given railway facilities, what would you say would 
be a fair living area in that district?—The rainfall de- 
creases definitely about every 50 miles as you go west; Sv 
that the further west vou went, a little more allowance 
would have to be made; but. on pretty well all the country 
from Henty to Deniliquin, 640 acres, with improved con- 
ditions, under a good-managing man, would be a living 
area. But it would not be nearly so good on the extension 
from Jerilderie. 

245. What would you-say would be a fair living area 
on the extension from Jerilderie?—One thousand to twelve 
hundred acres. Much of it is only good sheep country. 
Very many years ago, when the line was opened towards 
Jerilderie, wheat-growing was started, and a large area of 
the pastoral land was reserved. A mill was started at 
Jerilderie, and they were making headway. They also had 
a butter factory, but they did not continue to grow wheat 
there. I do not know whether the mill is working of late 
years; I think not. 

246. You will notice that the line as marked on the map 
goes through the centre of a soldier settelment; would any 
advantage be served if the line were swung further south ? 
—That is a small matter of detail. There may be some 
rather swampy patches here and there in that flat country, 
but there is no really swampy country. ‘There is very 
little variation in the country. The water all flows to the 
west. The drainage from that country crosses the Jeril- 
derie line and keeps between the Billabong and the Ed- 
wards River for a long way down until you get where there 
is hardly any flow in any direction. 

247. It has been suggested by those who favour the 
Jerilderie to Deniliquin line, that if the line went from 
Finley towards Deniliquin, those who use the latter line 
vould be handicapped by the extra haulage from Finley 
to Berrigan, and then from Berrigan to Finley; do you 
think that would be more than compensated by reason of 
the fact that the Finley-Deniliquin line would serve a 
larger area of good country than would be served by the 
Jerilderie towards Deniliquin connection ’—Yes, 

248. Mr, Diwmmond.| At present does the principal 
trade from Finley go through to Victoria ?—I think it goes 
through Toecumwal to Seymour and to Melbourne. 

249. J suppose by reason of its position, practically the 
whole trade from Deniliquin side goes to Victoria ?—Yes. 
Nothing comes to Sydney except, perhaps, special stud 
sheep, and that sort of thing. 

250. I suppose that under existing conditions practically 
all the merchandise comes from Melbourne to Finley or 
Deniliquin ?’—Yes. 

251. So that practically the only trade carried on with 
Sydney would be the wheat trade?—Yes, and official and 
necessary travelling. People do business with Sydney to 
some extent. 








252. In view of the fact that Melbourne is only about 
160 miles distant I suppose there will be very little stock 
travelling towards Sydney?—It would depend on the 
season and the market. ' A great deal of stock goes 
through Tocumwal which has not come from beyond Fin- 
ley or Jerilderie to any extent. 
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253. It would hardly be a paying proposition to send 


fat lambs 400 miles instead of 200 miles ? No, it would 


hot be cood business, 

254. T mean in regard to the wastage, apart from the 
eost ¢ It is not good bu iness 1 send fat lambs where 
they are more than twenty-four hours in transit. They 
Ww ld fade a good deal, and the expenses would mount up. 


There is a large frozen meat works at Deniliquin, but they 
have had very little to do. They h: 


ittently for many years. The seasons have been against 


e been working inter- 


1 
tiem. 


255. Then it would appear that the only connection 1 


that part of the country would be one which avould give 


aecess to Melbourne rather than to the 


got that alr ady, both via Toeumwal a id via juin 
‘There would bea considerabl > amount Ol 
between Sydney and Deniliquin, I fe Lust 
all the country is capable of dairying bain 

ny 1 | 


smount of cultivation. The unocepuied area, of which 


Tuppal is the centre, should be first-class 
1 fr 
i 





956. If a line were constructer 
finished about halfway between Deniliquin and Finle; 


it would not confer very much advantage upon: that area 


The Hon. Joun Travers. 
The Hon. Roserr Manoxy. 


The Committee proeee led to further c msider the ex] 


whieh you deseribe to be the best aericultural land /— 
It would be the most foolish line of railway New South 
VV ale | Cl iit u it stopp t halty \ 

ay % °< occurred to you 1) th line wl eh 
\ ld ti the @ ; : 
an ¢ ( n of the broad gau ro 1 11 In tO 1 
ley?—I do not thin! would. It i . late in the d 
f ha ren uin 1 \ ylace wil e there is p ble 
1ustinane re | oT @AUe but inl vould he in thi 
1 Id lc rnownere SO tO 8 ak, { Bi ich P break of mauge 

Would vouenot have the advantage of trucking to 
he western part of Victoria on the one gauge witheut 
al k ? hat 1 Ve distant That nilsrs 1) Bb «I d 
1, and f many p ile do 1 Thex would do m ch 

] in Lea 2 ect | ine via Koondrocsk 01 l 
Hill and nto more di t communication with the 
oO} : eoing down from Bendigo 

nel ©) na 

259. Mr. Doe.) Your sugecstion is if the lne esmes 
in from the south of Deniliquin it will give a better and 
cheaper approach ?—That is my idea without having made 





Francis Micnaet Burkr, Isa. 
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eliency of cons'ructing a line of Railway from Jerildcrie towards 


Deniliquin. 


Joseph Alexander Lxiwson, representing the yictorlan i 1oO- 
{ 


7 , - 
dueers’ Co-operative Company, D 


examined :— 

} ’ 

prise?—The shareholders are principally landholders who 
have organised in order to handle their own produce 

961. Are the members of the Ass ciation residents an 


producers in New South Wales’—New South Wales and 


260. Chairman. | What doc S the body You represeng com- 
e t 
} 
A 
] 


Victoria. I have land which is situated 6 miles out on tn 
Echuca road. J am also secretary of the 


Settlers’ Association, which is an altogether du 


body to the Producers’ Co-operative Company. At a 


meeting of that Association it was decided to support the 

Tinley to Deniliquin route, After the 1914-15 drought |] 

started on my own account on the land. There was 
} l ] oh 14 | 


practically no fodder or seed wheat to ke obtained in 
Victoria; it had to ke carte ( 


_ = 7 f 
VM ales. ‘7 he expense and loss tar veoh {the d i]s y in bring- 


Y 
= 


ing that fodder and seed wheat around via Albury to 
here was tremendous. Wheat which I ordered in Jun 


did not arrive until August, and hed it not been that 
vas able to procure seed wheat from my father, I would 
have lost all my crop that year. We are getting the 
bulk of our fodder from Coolamon, and along that line, 
and the delay was dreadful. Jt had to be rationed out 
at £14, £15, and £18 a ton. The result was a large number 
of stock were lost. If there had been a direct line, the 
stuff would have been there in half the time, and at less 
expense. I think in that year alone the line would have 
paid for itself in the saving of stock that would have 
resulted. In 1919 the position was reversed. In Victoria 
and this part of the Riverina the season was good; but 
in northern New South Weles it was bad. The New South 
Wales Government purchased seed wheat here and to- 
wards the Echuea an houra line. It had to be 
trucked round via Albury, and that entailed additional 
expense. There was more wheat brought into Mathoura, 

C | 


a little station, than to any other station in New South 
Wales, and it all had to be taken round via Albury. The 


ne thing applied to fodder. Sp that ] think from a 
national standpoint, it is absolutely necessary that Denili- 
qi in she uld be linked 1 p either via finley Cr ferilderie SJ) 

ve starvin ock by bringing fodder to them 

962. In a time ot drought, when you require wheat, 
what would be the cost of carriage of that wheat from 
( this ee 1d £12. Of Win to 1)¢ il | in by r¢ id {— didn 

t would make it out of the question 

963. Tow often would contingencies of the kind you 
mention happen in a period of ten years?—I think they 


y certain to happen twice. 
rad evidence that at times 
; 


fF 


Was 1 7 
ZO. In other parts we have 


1 7 a = A 1 x ¥ T P ny aed 
when droughty conditions prevailed west of Denuiquin, 





that at Jerilderie and towards Narrandera there is pleuty 
feed, Pave your own cbservations led you to the con- 


line of this kind if constructed would be 

e means cf saving a considerable number of stock west 
of Deniliguin?—I am certain it would. 

965. Can you give us an instance?—In the 1914 drought 
s’oeck which was sent to relief country from Deniliquin 
a of it to the northern part of New South Wales, 
which was the best part of Australia at that time, had to 
ke conveyed round by Seymour and Albury. Being many 


ks played havoe with the stock, 





days and nights in the tru 


eal 
A lot of owners considered the journey too far, and would 


rot send their stock: but if there had been a short cut 
across, they would have sent them this way. 


266. Wias the country about Narrandera at that time 
suitable for depasturing starving stock?—It was in the 
early part of the drought—up till November, 1914, Atter 
that they had to be sent further north. 

267. Was there much stock lost west of Deniliquin that 
year?—The losses were dreadful. I knew practically the 
land from the Pine Hill homestead and the Soldier Settle- 
ment to Deniliquin, and every acre of it is agricultural 
land. 

268. Is agricultural development being hampered in 
this distriet 
towards Deniliquin or towards Jerilderie?—Yes, With 


for want of railway eommunication—either 


ce 
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Witnesses—J. A. Lawson and G. Evans, 1 October, 1923. 


the price of wheat getting down to pre-war rates, land- 
owners will not grow wheat when the expense of carting 
When the price of wheat was high, they could 
do it. It is absolutely necessary, if the land is to be cul- 
tivated, to have the railway. 


1s sO great. 


269. Assuming the line were constructed from either of 
the two points, Finley or J erilderie, would the wheat £0 
towards Sydney or Melbourne?—It should go to Mel- 
bourne. But if the line is constructed, having the New 
South Wales gauge, probably the cost of re-trucking it 
with the break of gauge would force it to go to Sydney. 
As the wheat from Finley all goes to Sydney, I presume 
that the wheat from Pine Hills would also. 

270. Where does the wool grown on the area along the 
two proposed routes generally go?—J] think about half 
goes to Sydney and half to Melbourne at present. 

271. Would the districts which would be served by the 
proposed lines lend themselves to the fat lambs trade?— 
They would greatly assist the fat lamb trade. Sometimes 
the Sydney market is shillings better than the Melbourne 
market, and that trade would go to Sydney. Sometimes 
the Melbourne market is better, We would have the 
choice of two markets. 

272. What increase, in the area of land to be put under 
wheat, do you think would result from the construction 
of either of the two railways?—There should be an jn- 
crease of at least 50 per cent. or 60 per cent. I would be 
absolutely opposed to the line being left 20 miles from 
Deniliquin. I think that would be against the interests 
of the community. Apart from the opening up of this 
land, it should be linked up from a national standpoint. 

273. You regard the linking up as being the most im- 
portant phase of the problem?—I think it is. On cither 
route there would be tens of thousands of acres worth 
trom £6 to £7 an acre. : aa 

274. What is the carrying capacity of that land. for 
grazing’—The bulk of that area is a sheep or a sheep 
and a quarter to the acre country. 

275. 


“ 


Whhat do you regard as being a fair average return 
for wheat year in and year out?—We are getting a lot 
of Wimmera and Goulburn Valley men here, who have 
absolutely revolutionised our methods of farming. With 
the better methods of farmine in operation here at pre- 
sent, we are getting from 20 to 25 bushels of wheat to 
the acre. We have had up to 35 bushels to the acre. This 
year there will probably be 35 bushels to the acre. 


George Evans, agent and farmer, Deniliquin, sworn, and. 
examined :— 

276. Mr. Travers.] Will you make a statement with re- 
gard to the two proposals before the Committee ?—If the 
railway came from Jerilderie via Pine Hills homestead 
to a point 25 miles out, and terminated there, I: would 
oppose it. There would be no development under those 
conditions. I have suggested, es a member of the Council, 
that there should be a line constructed’ from between 
Jerilderie and Berrigan, about 8 or 10 miles from Wun- 
namurra. I know that country well, On a previous ocea- 
sion I gave evidence, and then advocated a line from 
Finley to Deniliquin. Conditions have altered since then, 
That was before the soldier settlement came into exist- 
ence. The Government promised to give the men on that 
settlement railway facilities for the earriage of their 
wheat. There are other routes which would possibly pay 
better than the direct route from Finley to Deniliquin, 

277. The proposed line from Finley to Deniliquin goes 
throvgh the heart of the soldier settlement. Would that 
line, taking a 12 miles radius, serve all the good country 
between that point and Moulamein Creck on the north; 
and south towards the Murray ‘—Possibly it would. I 
would certainly say that would mect all the requirements 
as far as the soldier settlement is concerned, 

78. Would a line from Jerilderie, 25 miles out, in the 
direction of Deniliquin, offer you any relief ?—It would 
hardly ke a fair proposition as far as the men on the 


5 
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14 


southern side are concerned. It would be some relief, but 
it would not be the relief that the extension right through 
would be to the settlement. 

279. Do you know the country well between Finley and 
Deniliquin ’—Reasonably well. I think it is some of the 
best wheat country in Australia, 

280. Where is your area situated ?—About 2 miles from 
the town. I have 252 acres. It is not on the route of 
the proposed line. 

281. What would you say would be a fair area on which 
a man could get a decent living there?—I would say 
nothing less than 1,000 acres to maintain a family in 
comfort, and to, give the boys, as they grow up, a reason- 
able chance in life. Some advocate 640 acres. I think 
it is better to err on the side of a larger than a smaller 
area. Vey § 

282. Under present conditions, what would that cost 
per acre ‘—I was one of four valuers of the Repatriation 
Committee. We valued land on behalf of the Government. 
We valued eight blocks of land taken up on the Tuppal 
Soldier Settlement about 12 miles from Deniliquin at from 
£2 10s. to £5 5s. per acre. I think the Government ac- 
cepted out valuation. 

283. Would you consider that to be the fair average 
value of the wheat land in the district?—I think some of 
the plain land could be raised in value a little because 
experience has shown that fallowing and manuring land, 
which was looked upon in days gone by as being prac- 
tically valueless from an agricultural point of view, to-day 
enables 8 to 10 bags of wheat to the acre to be obtained 
from it. 

284. Where were experiments tried with regard to the 
plain country /—AIl over the place. 

285. Is the soldier settlement land the pick of the dis- 
trict, or does it represent the fair average quality of the 
land throughout?—I would say it is the fair average 
quality land. Hartwood and Quiamong is the same qua- 
lity land. It is all good land, but I would not say it is 
all capable of cultivation. ; 

286. Taking 12 miles north and south of the proposed 
line from Finley to Deniliquin, would you say that prac- 
tically the whole of that land was suitable for wheat 
growing ?—There is a lot of land in Cornella which is too 
rich for cultivation. I have seen wheat 8 feet high there, 
with big heads on it. I would not say that country would 
be suitable for the plough, 

287: We were told that there were about 6,000 acres on 
Cornalla Station sold which realised something over £9 
an acre ;—do you know anything of that sale?2—It was so 
reported, but I understood there were many improvements 
on that land, and that it included the homestead. I think 
it would not be a fair basis of valuation. 

288. Apart from the rich land, is Cornalla better than 
the soldier settlement ?—I would say not. 

289. It has been suggested if the line ran out about 20 
or 25 miles from Finley, it would meet all requirements 
and serve all the good country ;—do you agree with that ?— 
I certainly think the line should go right through to 
Deniliquin. Take Mundiwa. IT suppose there is hardly 
an acre of that land that would not come within the 
meaning of my reference to the poor plain land where 
formerly one bag of wheat was produced, three or four 
could now be produced. That would mean increased pro- 
duction, and it would give men on the land a chance of 
having two markets. 

290. If the land were constructed 25 miles from Finley, 
would that not bring Mundiwa within its influence ?—I 
suppose it would bring in a part of it. 





291. If the railway were taken on to Deniliquin, what 
would ibe the nature of the traffic from Finley towards 
Deniliquin ?—It would be of service, 
by Mr. Lawson, in times of drought. 


2s was pointed out 
u 
to local traders, enabii 


Tt is of advantage 
ng them to send produce to Sydney. 
It would be of service in connection with the despatch of 
fat lambs. 















292. Is there much wheat grown 10 miles east from 
Deniliquin towards Finley —Not a great deal. Lt is mostly 
a grazing area. There are a few dairying propositions. 

293. Is that land suitable for wheat growing? 
Decidedly. 

294. Can you assign any reason why cultivation has 
not been carried on on land within 10 miles of the Demlh- 
quin line’—Many have gone out of cultivation and gone 
back to the cow; others have inereased their area and gone 
back to wool. I suppose in many instances families have 
grown up, and the area they had was not sufficiently large, 
and they had to go in for something easier. 


295. Does much wheat find its way under present con- 
ditions on the Deniliquin-Moama line and on to Mel- 
bourne?—I understand that our best year was roughly 
100,000 bags from Deniliquin. 





296. Would that be grown within a radius of 10 or 12 
miles of Deniliquin ?’—Most of it would be from the wes- 
tern side of Deniliquin. 

297. If the line were built from Finley to Deniliquin, 
would the flow of trafic be altered. Would the wheat 
which was grown on the western side of Deniliquin and 
now finds its way to Melbourne, go towards Finley to a 
destination in New South Wales?—I do not think so. 
Its natural market would be the other way, unless there 
were differential rates. That would also apply to fat 
lambs. 

298. Is there a through rate to Melbourne for fat lambs? 
—TI understand there is. 

299. Is there any transhipment at Moama?—No. 

300. Do you know whether that is satisfactory ?—I 
think so. 

301. In the event of Victoria exercising the right it has 
under the Border Railways Agreement, to take over the 
private line from Moama to Deniliquin, and making it 
part of the Victorian system, do you think that is likely 
to give further encouragement and stimulus to wheat 
growers in the district to use that line?—I think so. 

302. If the line were constructed right through to Denili- 
quin, do you think the country 10 miles out from Denili- 
quin, which is being used for pastoral purposes, and not 
wheat growing, could be put under wheat ?—I should think 
so, because it is very valuable land. It is essentially a 
wheat-growing proposition. 

303. What is the carrying capacity of the country from 
a stock point of view’—It depends upon the area of the 
land. I will cite a case. I have 252 acres of land which 
is subdivided into three paddocks. That 252 acres sub- 
divided and properly worked would carry more stock than 
300 or 350 acres of land in one paddock. We have proved 
that time and again. The particular land you referred to 
in the large holding I suppose in ordinary seasons would 
carry a sheep to 24 or 3 acres. Some of it would carry 
more, 

304. What is the average yield of wheat in the district? 
—Fourteen or 15 bushels to the acre. 

305. Generally the trade and financial relations of 
Deniliquin are with Victoria?—Nearly all. 

306. Would that be in any way altered if the line were 
constructed from Finley to Deniliquin?—It would bring 
eommercial travellers here, and competition would be keen, 
end the chances are that business would be opened up as 
in the days gone by. 

307. Is there much traffie now between Deniliquin and 
Jerilderie?—Not a great deal. 

308. Is any wheat grown 15 miles east of Deniliquin 
which finds its way to Deniliquin and Victoria?—-Yes. We 
have been handicapped in that we have not a good weigh- 
bridge here. Some farmers would rather send their wheat 
to Finley, a distance of 4 or 5° miles further, than 
bring it here, because of the better facilities of handling 
their wheat which is afforded at Finley. 

309. Would the construction of the railway encourage 
riore wheat to go to Deniliquin to be subsequently tran- 
shipped to Melbourne; or would the market be Sydney ?— 





{Vitnesses --G. Evans and H. S. Schollick, 1 October, 1923. 


[ think Melbourne would still retain the trade. If the 
line were constructed, it would help to raise the revenue 
of some of the non-paying lines, I think the productive- 
ness of the country it would go through would help the 
Railway Commissioners from a revenue standpoint. 

310. tf the line went out as far as the soldier settle- 
ment, or a little further in the direction of Deniliquin, 
would that help the people in this district /—I suppose it 
would in travelling to Sydney; it would create trattic no 
doubt. 

311. Do you think the line ought to go right through ?— 
J do, most decidedly. 

312. Chairman.| With respect to the rival routes: 
Assuming that both connected with Deniliquin, which do 
you think wouid be the better—Finley through to Denili- 
quin, or Jerilderie through to Deniliquin?—I would say 
the Finley-Deniliquin line. Whichever way the line goes, 
[ feel satisfied it will fulfil the promise made to the in- 
habitants of Deniliquin, 

313. What is the land worth that will carry a sheep to 
2 acres /—£4 to £5 per acre. 





Herbert ‘Stonard Schollick, Windouran Shire Council, 
and station manager, Wanganella, sworn, and 
examined :— 

314. Mr. Mahony.| Will you make a statement with 
regard to the two routes of railways under consideration 2 
—At a meeting of our council a resolution was passed in 
tavour of the railway being constructed to Deniliquin by 
the most direct route. We are interested if the line goes 
direct from Deniliquin to Jerilderie, It would serve us 
when taking sheep. A lot of our country is used for stud 
purposes, and a large number of rams are sent every yeal 
to Queensland. If we had a direct line from Deniliquin 
to Jerilderie, it would take all those sheep, instead of 
having to go via Hay and Jerilderie. If the line goes to 
Finley, which would take us through Berrigan and half- 
way round New South Wales before you got to Sydney, 
it would not interest us very much. We’want a direct 
route for stock. We have been greatly handicapped be- 
cause of the time it takes stock to reach Sydney by rail. 





Sometimes rams are in the truck for no less than three 
days, and arrive in Sydney in a terribly emaciated state. 
It has been a disadvantage, not only to us, but to Queens- 
land breeders who buy sheep from us. If the line is con- 
structed, it will mean that a large quantity of fodder 
would be brought into this district in times of drought. 
Last year we had only one place from which to draw our 
fodder—that was Victoria. We could not get enough 
teams to cart our fodder last year. If the’ line came 
through the farming area, it would enable us to draw our 
fodder from nearer home, and if they were suffering from 
drought conditions we could go farther afield to Narran- 
dera instead of going to Victoria for it. We would have 
a much better command of prices if we had more than 
one market. I know the land fairly well between here 
and Finley. I have been in the district forty years. [ 
managed the Deniliquin Station for some years and know 
that land pretty well. I consider if the line wére taken 
from Jerilderie going slightly south from Pine Hills home 
stead, it would serve a great deal of the country which 
would be developed and opened up. I do not think there 
is any finer wheat land in Australia than that along this 
route. I do not agree with the evidence given by Mr. 
Evans. I think he is altogether wrong with regard to the 
carrying capacity of the country. The country between 
Finley and Deniliquin will carry in a good season a sheep 
to the acre to a sheep to 14 acres. I know the Cornalla land 
fairly well. I have been through there for the last forty 
years, though I have not resided on it. I should’ not say 
that was wheat land at all. It is good land, very rich land, 
I consider it is suitable more for dairying than- for wheat: 
it is fattening land. Comparing Mundiwa and Tuppal, I 
should say the Tuppal land is the better wheat land, 

315. What is the area of the estate you are managing ? 
—Thirty-two thousand acres, It is a stud sheep property. 
Our main market is Queensland, 
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816. Could you not send your sheep to Moama and Mel- 
bourne, and then to Queensland by water ?—We have never 


sent sheep that way. The rough sea trip to Sydney cuts 


that out. 

317. You prefer the railway’—To Sydney, yes. I have 
suggested trying the Melbourne route and sending the 
sheep round by steamer. The Queensland buyers are not 
favourable to it, as they consider the sea trip to Sydney 
makes it prohibitive. 

318. Have you many droughts?—We had a drought this 
year. I had 4,000 sheep away. I paid nearly £3,000 for 
feed agistment country at one place, and about £1,000 at 
another. I was getting from Victoria from 1,200 to 1,500 
bags of oats a month. Sheep went up the Murray and 
had to be taken to Seymour and up to the Goulburn 
Valley. If this line had been built they could have gone 
over it. 

319. If this line had been constructed you would have 
been able to save that loss?—I could have got my sheep 
away. 

320. Where would have been the most suitable place 
to send your sheep to relief country ?—Probably I would 
have sent them where I did. 

821. From an agricultural standpoint, which of the two 
proposals under consideration is the better mile for mile# 
—Stopping 20 miles away would be of no use to us. 

322. You want a deviation so that it will take in por- 
tion of the soldier settlement?—The soldier settlement 
should have a railway. 

323. Do you know the country right through from Fin- 
ley to Deniliquin ’—Yes. 

324, Are there any large estates within the influence of 
the proposed line?—-I eould not tell how much land there 
is. The enhanced value for wheat is going to make that 
land be cut up. It is not going to be occupied as sheep 
country, because the land is becoming too valuable. I 
think the construction of the railway will cause the land 
to be cut up. 

325. Your Shire Council supports the line from Jeril- 
derie right through to Deniliquin ?—Yes. 

326. Did your Shire Council know the proposal was to 
stop 25 miles out from Jerilderie?—No. We want the 
direct route. It is most important in stock traffic to get 
through as quickly as possible. 


3827. Is there any great trade with Victoria in stock 


outside that going from the estate you are managing ¢— 
Yes. There is a trade for fat stock. <A lot of stock comes 
from the back country into Victoria, There is a big stock 
trade with Victoria. 

3828. A fair quantity of wool and wheat would got by 
that route ’—Yes. 

329. Chairman.| What are your annual sales ?—About 
2,000 rams and 1,500 ewes. The majority are sent to 
Queensland. 

330. What reason do you urge for the deviation between 
the two lines?—It would still give us a direct line and 
serve more wheat country. 

331. Is it not a fact that on the north of the proposed 
Jerilderie-Deniliquin line, what might be called non-wheat 
country comes in very close to the proposed route’—To 
the north it is not very good wheat country. 

332. To the north of the proposed Jerilderie-Deniliquin 
line there is not a large area of country suitable for closer 
settlement ?—No. As you get closer to the Billabong it is 
not so suitable for wheat. If the line went from Jerilderie 
in the direction of the Soldier Settlement, it would be a 
suitable proposal. 

333. Mr. Cameron.| You sent a number of sheep away 
for agistment; where did you send them ¢—Tarramia. 

334. How much oats did you use?—Between 300 and 
400 bags a week, I think. 

335. How long did that last?—From February till June. 

336. Would it pay to feed ordinary sheep under those 
eonditions ?—I think so, at the price sheep are at present. 
If it pays to feed sheep at all, it pays to feed them well. 
I fed my sheep well and got 70 per cent. of lambs, 








ne 
oo 
would be almost impossible for ordinary settlers ?—Their 
trouble is that they cannot get the money to pay for it. 
I have been feeding sheep for forty years, and the more I 
fed them the more I was convinced that it pays to feed 
sheep well, especially when sheep are worth as much money 
as they are at present. The ordinary flock sheep are worth 
30s. to £2 a. head. 

338. What would be a living area for a small man in 
that country ?—-A good man could make a fair living on 
1,000 acres of wheat land and have a chance to better his 
position in life, and give his family a start. 


7. Under ordinary closer settlement conditions that 


u 


339, Ts it necessary to have a reasonabe area to maintain 
the stahdard of sheep at Wanganella. By cutting up the 
large estates there would be a possibility of losing the high 
standard of merino sheep?—I do not think there is any 
likelihood of the estate I am managing being cut up. It 
is entirely grazing country, carrying a sheep to about 4 
acres. We require a fairly large area, hecause if we only 
bred a limited number of rams we would not be able to 
supply our customers with the numbers they require. 
Some properties require as many as 1,009 rams annually, 
This is not the only stud farm in the district. There are 
stud farms all round the Billabong. It is essentiallly stud 
country. 

340. That applies more to the west of Deniliquin ?—Yes. 

841. You have droughts periodically ?—Say one in every 
five years. 

342. Would not the people along the suggested rout? 
find a ready market for their fodder by supplying peop‘e 
who have valuable sheep in the distriet?—Yes. If this 
line were construeted we would be able to draw our fodder 
from that farming country instead of going away for it. 
We buy fodder every year and in a drought we buy more. 
What applies to us would apply to others. We cannot 
grow fodder. Ii the last five years we have grown three 
erops and they have not been much good. It does not 
pay us to do it. 

243, On the 1,000 acres which you regard as living area, 
they should go in for mixed farming ?—Yes. 


244. Where does the fat stock go from the stations out 
west?--To Melbourne, and the wool also. <A certain por- 
tion of the fat stock goes to Sydney, but not a great deal. 
The export trade would naturally go to the nearest 
freezing works. 

345. Whether the proposed line were constructed or not, 
Melbourne would still be the market for fat stock ?—-Yes. 

346. The value of this line would be the closer settle- 
ment it would bring about, and the service it would render 
to the pastoral area further west?—Yes. It would put the 
country to which I have referred into its proper produciive 
value, If the line is not constructed, it will stay as it 18. 

347. If there were a safe get-away in times of drought 
for the stock, it would be possible to cazryy more stock? 

ie 

348. Mr. Drummond.| Is the trend of trade mostly ts- 
wards Victoria ?—Yes. 

849. That would mean if you built a line 25 miles out 
of Jerilderie, your trade to Melbourne would earry a dis- 
ability charge of 41 miles; but you could save 22 miles 
to Sydney. Under those circumstances, which line do you 
think the Committee should recommend?—The direct 
Jerilderie line. The more direct route will make the 
trend of trade towards Sydney: it would otherwise go 
towards Melbourne. 

350. Some witnesses have said that it pays them better 
to send their stuff to Victoria, even with the break of 
gauge. If the line were built to Jerilderie, would it assist 
in drawing trade to Sydney, or would it merely penalise 
those who were accustomed to sending their stuff to Mel- 
bourne ?—-[ think it would assist to draw the trade to 
Sydney. I do not see how it is going to penalise it. If 
a man has 2 miles to cart his wheat, as against .30 or 
40 to get it to Victoria, he would send it to Sydney. 
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dol. Mi, Burke.| Your natural market is Melbourne at 
present ‘—Yes. 

352. If the railway were built, your natural market 
would still be Melbourne?—It depends on how you are 
going to be served with the line. 
Sydney, we will send to Sydney. 

353. Mr, Drummond.] Is there much travelling between 
Deniliquin and Finley at present ’—I do not think there 
is very much. 


If it costs less to go to 


John Hunter 


Patterson, Jun., grazier, Hartwood, repre- 
senting the 


Conargo Shire, sworn, and examined:— 

354. Mr. Cameron.| Will you make a statement with 

regard to the two lines under consideration?—The rail- 

way, which ever way it goes, will go practically through 

40,000 acres of one riding. My property is north of the 

proposed line from Jerilderie to Deniliquin. My opinion 

is that the line from Jerilderie, or south of it at Wunna- 
murra, through to the Pine Hills homestead, on to Denili- 
quin, would be the most beneficial as a paying proposition, 
because it would run through good red farming land. It is 
not going to cut up any big estates, because the majority 
of the estates are already cut up. The land is in areas of 
from 1,000 to 5,000 acres, and could be turned to much 
more beneficial use if farmed as well as grazed. The 
trouble is that the carriage of wheat by team is too ex- 
pensive, by reason of the distance. It would affect the 
southern portion of my property shghtly. There are about 
5,000 acres on the southern portion which T consider good 
farming land, and the rest of it I do not think is suitable. 
The area of my property is 38,000 acres. Before I came 
to this district in 1913, the southern portion of Hartwood 
was all sold—that is, 10,000 acres of it—in blocks of 5,000 
acres downwards, ‘I'he smallest is about 500 acres. Those 
men are all doing well. I suppose half of them are still 
_grazing. The line to Pine Hills homestead would benefit 
the Soldier Settlement, and. our Council considers it abso- 
lutely necessary that that settlement should be served. To 
make the Soldier Settlement a success, it must have a 
railway line closer than it is at present. 

355. ow far would that be from the Soldier Settle- 
ment ?—About 6 miles from the northern boundary. The 
carriage of wool, and other produce, is 1s. 3d. a ton per 
mile. You could not cart wheat more than 12 miles at those 
rates. There are 40,000 acres of land there, most of which 
is wheat-growing land. In the next, the B riding, I 
suppose there are 20,000 acres of wheat land. In the BR 
riding, it would go through one large estate, of which, 
whether the railway is constructed or not. T think half 
will be cut up next year—that is the Mundiwa estate. 
I have seen the settlement develop, and have helped one 
or two men on the settlement. They are all in a good 
financial position to-day. 

356. Are the original holders still there ’—Yes, with the 
exception of one, who never worked his property. He had 
a big area, and used to lease it to another man to farm. 

357. Where do they take their wheat now ’—Half from 
Pine Hills goes to Finley and half to Deniliquin. None 
of it goes to Jerilderie; as the haulage is too far. J 
favour the route going from Wunnamurra and then on 

-te the Pine Hills homestead: Tt would go through better 
country than from Jerilderic. The Council is in favour 
of the line going richt through to Deniligiun, but our 
main concern is the serving of the Soldier Settlement. 

358. Would you advocate the line going right on to 
Deniliquin?—A: tremendous lot of produce goes from 
Liverpool Plains, and in that direction in a drought year. 
That is only now and again. In 1915, there were some- 
thing like 5,000 tons of fodder, which came to Jerilderie 
from one station alone. The fat sheep will go to Mel- 
bourne, because they are only twenty-four hours in the 
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truck. But it would not pay to take the wheat, once it is 
on the truck (unless the rate is very much dearer) off the 
truck, and tranship it to Melbourne. It would go straight to 
Sydney, because the handling charges would be too ex- 
pensive to go to Melbourne. 

the of in times of 
drought, and getting fodder in, would not that give great 
relief if the line only went 25 miles out (—Certainly. 

360. You consider the eountry would be well served if 
it did not go right to Deniliquin ?—Yes. 

361. You prefer that route in preference to the one from 
Finley to Deniliquin, if the latter went right 
through ?’—It dos not benefit the good wheat country as 
would the other proposal. The maority of the settlers in 
the Soldier Settlement are doing well, or on the way to 
do well. They have been very much handicapped by not 
having sufficient capital to start with, but the good men 
are getting along satisfactorily. 

362. Do you think those men would be able to pay rent 
for their land and take over their liabilities fully ?—TI do 
not think so yet. If they get the price they have been 
obtaining during the last two or three years, another year 
should do them. They are doing as well as any Soldier 
Settlement, and better than many I know of. 

363. If other areas were made available, do you think 
the land would be bought ?—Yes. 

364, What would be a reasonable price for the land?— 
Within the region of £5: it might be a little more. The 
land would range from £4 to £6 10s. Tt would earry about 
a sheep to 14 acres. 

365. At those prices they would have to grow wheat ?— 
Yes. It would be impossible to graze at that price for 
the land. Properly farmed, they would nearly 
many sheep now in addition. 

366. What would you reckon a sufficient area on which 
to make a living?—QOne thousand acres. They would have 
to farm at least 300 acres. That would necessitate having 
600 acres. 300 acres would have to be fallowed 

367. Mr, Drummond.| Would this line be of any great 
advantage from the stock point of view in time of drought ? 
—Yes. 

368. Where do you usually find your relief country ?— 
In the mountains around Goulburn and 
Albury. 

369. Even if the line were constructed only 15 miles out, 
it would be a distinet advantage to the stockowners fur- 
ther west?—Yes. It would be than 
railway. 

370. One witness expressed the opinion that if the line 
terminated 25 miles out, it would be a good thing; do 
you agree with that?—No. I think it will eventually go 
to Deniliquin. Twenty-five miles out would be a big 
advantage, and would mean you would only have 12 miles 
to eart each with wheat. It would serve all the 
farming areas. 


359. Regarding transport stock 


even 


graze 


as 


around Wagga and 


better having no 


way 


Arthur Churchill] Fitznead, shire engineer and valuer for 
the Conargo Shire, near Deniliquin, sworn, and 
examined :— 

371, Mr. il you. give your views with 
regard to the two proposals before the Committee, as to 
which would be the better paying proposition, and be of 
the greatest benefit to the district ‘—J] would say the line 
from Jerilderie to Deniliquin. 

372. A suggestion has been made that instead of taking 
off at Jerilderie, the line should take off about Wunna- 
murra on the Jerilderie line, and swing a little further 
south to the Tuppal Soldier Seti 


Drummond. ] We 


lement; do you think 
that would be.an improvement on the direct through line? 
—I would still say the direct line would be of 


the ereatest 
service, 
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Witness—A. C. Fitznead, 1 October, 1923. 


373. Mr. Hodgson stated in evidence in 1914:— 

llaving travelled through the agricultural land lying 
between Finley and Deniliquin and Deniliquin and Jerilderie, 
I ain of the opinion that the location of the proposed line 
could be materially improved in the interests of existing 
and prospective settlement by making the connection between 
Finley and Deniliquin instead of Jerilderie and Deniliquin. 
Such a line would fully serve the whole of the agricultural 
land and would, in the first instance, pass through the centre 
of the Govrnment resumption of 50,000 acres of the T uppal 
Estate. The proposal between Jerilderie and Deniliquin, 
as submitted to me, merely skirts the northern boundary o* 
the agricultural land. 
What is your opinion of that statement?—Mr. Hodgson 
probably came to that conclusion through travelling along 
the road from Deniliquin to Jerilderie. The proposed 
railway does not go anywhere near the road. It goes into 
different country altog@ther. The Deniliquin-Jerilderie 
Road traverses more or less along the Billabong, which is 
not very good country. Along the line from Jerilderie 
to Deniliquin, through Pine Hills, would be very rich 
country. Had Mr. Hodgson travelled along the proposed 
route he could have only come to the conclusion that it 
was the richest country of the whole shire. 


374. Do you know the Moulamein Creek country 2—_T 
know every acre in the shire. 

375. Is the land which it situated 4 or 5 miles towards 
Moulamein Creek of a heavy character?—It is heavy black 
soll. 

376. So that Mr. Hodgson’s statement would be correct? 
—I think not. I presume the line would not go as straight 
as shown on the map; that there would be a curve. 


377. The proposed route is practically direct from Jeril- 
derie. But there is a suggestion to take off a little lower 
down than Jerilderie, say, at Wunnamurra, and bend to- 
wards the Tuppal Soldier Settlement ?—That would leave 
the Billabong altogether. It would start in good country, 
and continue in good country right through. 


378. You would leave the stiffer country away to the 
north west ?—Yes. 

379. The question has been raised that if the line were 
built from Jerilderie, 25 miles out towards Jerilderie, it 
svould leave a lot of the country towards the Murray too 
far distant from rail to be effectively developed. Do you 
know the land south of Tuppal towards the Murray ?— 
Yes, I know the country south of the Tuppal Road. That 
has all been settled. The small area which remains south 
of the Tuppal Settlement belongs to the Tuppal Station. 
That country is already served by the Finley-Tocumwal 
road. That trafic would never go north. 


18 





right through. There is a lot of good agricultural land 
which would be served in the intervening distance of 20 
miles. 

386. How far out does effective farming operations ex- 
tend from Deniliquin at present ?—Until you get 12 miles 
out you do not come into solid farming operations. 

387. Is that due to the land not being particularly suit- 
able for farming for 12 miles around Deniliquin 2—No. 
The land is quite good enough, but it is not cut up. 

388. Mr. Mahony.|] Is the Deniliquin land locked up; 
are there big estates around Deniliquin?—Yes. There 
are several large estates around Deniliquin. Warbreccan 
and Mundiwa are two of the largest. 

389. What are the large estates used for at present ?— 
Grazing. 

390. Is the land suitable for agricultural purposes ?— 
There is a very large area on both those estates which is 
suitable for wheat-growing. 

391. Mr. Travers.}] Would you say that the last 10 
miles of the country on either of the proposed routes, that 
is from Jerilderie towards Deniliquin or from Finley to- 
wards Deniliquin, is as good as the country further east 
to Finley or Jerilderie?-—No. I will not say that. As 
you go east, the country improves from a wheat-growing 
point of view; there is not so much grass country in it; 
it is red country suitable for ogriculture. We pick up the 
good country about 10 or 12 miles from Deniliquin. 

392. And from that on it is not so good?—No. The 
moment you get on to the rivers or creeks it is different 
soil—black soil. : 

393. Has much wheat been grown in the country which 
is not so good for wheat growing, say, 10 miles out?— 
There are odd farmers who grow wheat. The red country 
sometimes takes a sweep into the black. There is not a 
straight line of demarcation between the black and the 
red. There are wheat-growing centres within a mile of 
Deniliquin. 

394. It has been stated definitely that the land to the 
north of the proposed line from Jerilderie towards Denili- 
quin is not as good as the land to the south; it has further 
been stated that the line running from Finley to Denili- 
quin would practically serve the whole of the good country 
that would be served by a line from Jerilderie towards 
Deniliquin, with the additional advontage that the country 
to the south of the proposed line from Finley to Deniliquin ° 
‘would not be served by the line from Jerilderie towards 
Deniliquin; do you agree with that ?—Yes. But you would 
lose all the country to the north by that route—the country 
from Pine Hills. 


380. Would they not have rather a long haulage—over - 395. Would not Pine Hills be within the influence of the 


20 miles?—No. From Tuppal to Tocumwal is only 14 
miles, whence they have direct communication with Mel- 
bourne. That area is already served. 


381. A witness on the Soldier Settlement stated he was 
at present hauling 22 or 23 miles to Finley ?——His nearest 
point would be Tocumwal. Hauling to Finley he might 
have to go a little further. 


382. Have they roads through that country to Tocum- 
wal?—Yes. There are roads at intersections of every mile. 
He could get to a railway within 22 miles. 


383. Assuming he had to haul 20 miles, we have been 
assured by witnesses that that would be a very serious 
handicap ?—It is undoubtedly. The haulage rates are 1s. 
to 1s. 3d. per ton per mile. 


384, Are you satisfied that the best proposal would be 
to carry out the construction of the line which runs almost 
direct from Jerilderie towards Deniliquin, bearing a little 
to the south?—Yes. 

385. Why should the line not terminate 25 miles out 
from Jerilderie?—We are anxious to get direct communi- 
cation with Sydney for passengers and goods. If the line 
stopped 20 miles from Deniliquin, I do not think you 
would get so much traffic as would be the case if it went 


line from Finley to Deniliquin ?—Yes. 


396. On that it has been suggested that the line from 
Finley to Deniliquin should go a little further north to 
pick up some of the good country you are speaking of. 
Taking that into consideration, would not the line from 
Finley to Deniliquin serve the whole of the best country ? 
—Yes; but, as against that, you would do away with the 
direct communication. 

397. What would be the value of direct communication ? 
—It would be 40 miles nearer to Sydney. 

398. The difference is really that a line from Deniliquin 
to Jerilderie would save 26 miles of haulage over and 
above a line from Deniliquin to Finley; but the extra 
cost of construction would mean that you would be con- 
structing a line 45 miles in length as against a line 36 
miles in length; and taking them both at the average rate 
of £5,000 a mile, the Jerilderie to Deniliquin line would 
cost £225,000, and the line from Finley to Deniliquin 
would cost £180,000; that is a difference of £45,000 in 
favour of the line from Finley to Deniliquin, Looked 
at from that point of view, which line would you recom- 
mend?—lIf I thought the possibility of getting the Finley 
to Deniliquin line were greater than the other, I would 
favour it, assuming that it went well to the north. 








Richard William Holmes, farmer, 13 miles east of 
Deniliquin, sworn, and examined :— 


399. Chairman.| What experience have you had in this 
district ?—I came here in 1874, and have been here ever 
since. I am leasing 1,100 acres. Seven hundred acres are 
under crop. My place is on the Finley-Tocumwal road. 

400. Which line do you favour?’—I think the line from 
Finley to Tocumwal would be the best. It goes through 
the best country. 

401. Is the country to the north of the Deniliquin- 
Jerilderie line as far as Moulamein Creek not as good on 
the whole as the country on the south?—Not nearly as 
valuable; it is not suitable for cropping. Near the Billa- 
bong on the north is not agricultural land. The Jerilderie 
towards Deniliquin route intersects a lot of poor country. 

402. There is a suggestion to take off at Wunnamurra 
and go through Pine Hills towards Jerilderie?—A line 
running from Finley to Deniliquin will not leave good 
country further than 15 miles away from the line, not 
even on the north. 

403. Taking the country which would be served by the 
proposal you support, what area do you think would be 
sufficient to give a man a decent living?—Six hundred to 
nine hundred acres. A man must fallow and have a place 
for his sheep. He would want 400 acres under crop each 
year. 

404. What advantage would there be in sending a line 
right through from Finley to Deniliquin ’?—I would favour 
the line from a national standpoint. It would be of service 
when there was a drought in the west of Victoria. 

405. If the line from Finley to Deniliquin were adopted 
would it leave any of the country to the north towards the 
Billabong or Moulamein Creek outside the zone of effective 
railway influence?—It might leave a very small area of 
good agricultural country. You would go 5 or 6 miles 
south of the Billabong before you would get agricultural 
country. 

406. What would be the advantage of having railway 
connection with Sydney ?—We do a great deal of business 
with Sydney now. We get all our wire and iron from 
Sydney with all the disadvantages we are labouring under, 

407. How far are you from the Tocumwal line ¢—Thirty- 
three or thirty-four miles. When there is a rush Tocum- 
wal is a bad place to go to. 

408. What particular advantage would there be in hav- 
ing connection with Sydney ?—I do not speak particularly 
of Sydney. On one occasion we had to provide feed for 
horses and cattle a fortnight ahead. We ordered it from 
Sydney, but it did not arrive for a month or two after. 
Some of the stock were dead when it came. 








Thomas Frederick Keys, farmer, Somerleyton, Deniliquin, 
sworn, and examined :— 

409. Mr. Travers.] Where is your place situated?—On 
the Tocumwal road, 124 miles from Deniliquin. I am a 
member of the local branch of the Farmers and Settlers’ 
Association. It has 100 members. Both routes have been 
discussed by the members and it was unanimously decided 
to support the construction of a line from Finley in a 
north-east direction to Pine Hills homestead, to deviate 
through the Soldier Settlement, which would serve all the 
available wheat country; and that a line brought from 
Wunnamurra or from Jerilderie would only tap a portion 
of the best of the southern side. We claim that the line 
we advocate would be the best paying line. 

410. Would you suggest that the line should go further 
north than marked on the map with a view to serve the 
good country on the north ’—Yes, making one line serve 
every purpose. 

411. Will one line serve the best country lying between 
Moulamein Creek and the Murray, or eastward of the 
existing Jerilderie line?—Yes, | believe the settlers on 
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the Tuppal Soldier Settlement were promised by the present 
Minister years ago that a railway would be constructed to 
the Settlement. At the end of that settlement there is 
another batch of men who have taken up land on Tuppal. 
If a line is constructed and stops 25 miles out, the men 
will not be served at this end. Such a railway would be 
of no more advantage to them than if it were never built. 

412. Taking the Soldier Settlement as being about the 
centre of the Moulamein Creek and the Murray River, 
where do you consider the best country lies—to the south 
of that ?—I think to the south. 

413. If your suggestion were carried out to swing the 
line some distance to the north, would that leave out the 
good country on the southern side?—Not too much of it, 
because the line would go near enough to pick up all that 
good country. 

414. We have had it in evidence this morning that about 
1,000 acres is considered a fair living area in this district, 
particularly for wheat-growing; do you agree with that ?— 
I consider a man could make a decent living on from 900 
to 1,000 acres. 

415. Taking 1,000 acres as being a fair average, what 
would be the value of that land under present conditions ¢ 
—£4 10s. to £5 10s. an aere. 

416. What is the area of your property ?—Secured land 
815 acres. I have also some leasehold land. I am grazing 
and farming. I have a crop of wheat at present. I have 
been on my present holding between seven and eight years. 

417. What do you do with your wheat?—It has to go 
to Melbourne, unfortunately. There are no means of get- 
ting it to Sydney unless by carting it 23 or 24 miles, and 
the cost of doing that would take all the profit out of it: 
consequently, it has to be put on the Deniliquin line and 
sent to Melbourne. 








418. What do you mean by saying that unfortunately it 
has to go to Melbourne?—Because I want. to patronise 
Sydney. 

419. If the price is better in Melbourne, would you still 
send it there¢—I presume a man who wishes to make his 
way would send his wheat to the best market. 

420. If the line were constructed and market conditions 
in Melbourne were better for you from the financial stand- 
point, would you still go to Melbourne ?—Not necessarily. 
I would have been very pleased at one time to send it to 
Sydney, but I could not get it there owing to the cost of 
ecartage. 

421. Even if this line were constructed, do you think 
it would pay you unless the difference was very marked, 
to change your financial relations from Melbourne to Syd- 
ney ?—No, not often; at certain times it would. 

422. What does it cost you to send a bushel of wheat from 
Deniliquin to Melbourne?—6d, It would cost 4d. less to 
send it to Sydney. 

423. That $d. would practically be made up in the charge 
from Deniliquin to Sydney ?—It would be more than made 
up as it is at present. 

424. It has been suggested that the land 12 miles east 
from Deniliquin on the average 1s not as good as the land 
from Deniliquin right out to Finley ?—I do not agree with 
some of the evidence given. I am not going to take 12 
miles out; I will take 9 miles out, or even less than that, 
and it is land on which a man could make a good living on 
1,000 acres. 

425. Would that be the average ?—Yes. 

426. Is your own land first-class land?—Wheat and 
grazing land. Portion of my land is subject to floods. 

427. Taking a radius of 12 miles from Deniliquin in an 
easterly direction, is there much of that country within 
that area subject to flood?—No. The floods are only on 
the creeks and rivers. 

428. What has been your average yield over a period of 
five years ?—F ive bags to the acre. 

429. Would that be a fair average yield for the whole 
district?—I am not putting it high, because I do not 
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wish to give a figure which can be refuted. Taking a 
pericd of five years, the average would be five bags to the 
acre or slightly over. 

430. Generally speaking, if the line were constructed 
right through from Finley to Deniliquin, do you think 
the flow of traffic wou!d alter that—that is to say that a 
great deal of the traffic which finds its way from Denili- 
quin to Melbourne would go via Finley to Sydney ?—l 
2m not prepared to say it would. But there are times, 
and we have seen them, when the advantages of this line 

get. a way 
south. At one period we want to go north; at another 
south. If this line were constructed we would have the 
advantage of being able to go either way. 


would be great owing to our being able to 


431. Would not the fact that a private company is 
operating between Deniliquin and Moama help to increase 
the charge of 63d. to Melbourne very much?—To a cer- 
tain extent it would. 

432. In view of the fact that Vietoria has the right to 
purchase the line from Deniliquin to Moama, and make 
it part of the Victorian system, is not that hkely to be a 
factor in improving the conditions of the farmers here, 
insofar as the through rate to Melbourne is concerned 2--- 
Probably it would be. 

‘33. Apart from through tratiic, does any traflie between 
Deniliquin and Meama cost more per mile than on the 
Victorian system /’—On some goods it does considerably ; 
it is less on others. On stock it costs less. The Soldier 
Settlement area is one of the finest which has been granted 
to returned soldiers. Generally speaking, unfortunately, 

the areas are too small. If, instead of having 750 or 800 
acres, they had 1,060 acres, with good facilities for getting 
their produce away, the majority of those men would make 
a good thing in a very short tinye, because they are good 
workers. Whichever route is recommended, it is most 
essential that the soldiers should have the benefit of a 
railway. From a national standpoint, we, at this end, 
should have the line right through to Deniliquin, so as to 
give us an opportunity of going in whatever direction we 
wanted to go. 

434. If the line were taken to Deniliquin, what would 
be the nature of the traffic between Deniliquin and Fin- 
ley ’—It would be shorter to get to Tocumwal. There 
would be merchandise and different things, The Sydney 
market is often better than the Melbourne market. We 
could take advantage of the best market. Stock are often 
driven to Tocumwal. They would be put on the line 
between here and Finley, instead of being driven to 
Tocumwal. 


A 


435. Could not you send over the existing line from 
Deniliquin to Melbourne—a distance of roughly 200 
miles ?—Yes, if they liked to drove them into Deniliquin. 
It is not always suitable to send them to the Melbourne 
market. 

436. Still the stock would be likely to take the shorter 
route to Mebourne!—Undoubtedly. 

437. The suggestion has been made that, if the line 
were run out 20 miles from Finley, it would practically 
serve the whole of the Soldier Settlement. Would that 
offer any considerable relief to the peop!e in and around 
Deniliquin’—I do not think so. It would not offer any 
to me, and I am 124 miles out. I am just as well served 
now as I would be if the line came that far, 

438. What about fat lamb raising?—That is one of the 
best propositions in the district. 

439. Where do you generally find a market for lambs? 
—In Melbourne at present. There is nothing to prevent 
Sydney getting its share of that trafic, if an opportunity 


y 


were given to untruck them at certain stations to feed 
them, as I have done on the way to Melbourne from 
Wyalong. 

440. Would the line from Jerilderic, 25 miles out, be 
any good to you?—No, 

441. Which line would you consider the better—the 
Jerilderie to Deniliquin, or the Finley to Denil 


iquin line? 
ry 7s 1: : r 
~—The Finley line, for the reasons I have 


already given. 
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2. If you had railway conneetion with Fiuley, would 
rou be able to send wheat to Sydney at a rate $d. less 
han you send to Melbourne ?—Yes. 

43. Did it occur to you that if you had connection 
ia Finley there would be a corresponding reduction in the 
‘torian rates ’—There probably would be. 

{4. I suppose it is reasonable to assume that when the 
Deniliquin-Mcama line becomes part of the Victorian 
railway system, it would tend to cheapen rates ?—It should. 
But the experience has been that wages go up and freights 
do likewise in order to pay the increased wages. 

445. One witness said that 95 per cent. of his trade 
vent to Victoria, and his merchandise came from Vie- 
toria. Another witness stated that 75 per cent. of his fat 
lambs went to Melbourne. Do you consider those state- 
ments give a fair indication ot the trend of trade ?—At 
present. 

446, If the line were constructed linking up with Syd- 
uey, would you send your fat lambs a distance of 500 
miles to Sydney, instead of the much shorter distance to 
Melbourne’—It would depend on which was the better 
market, 

447, Ordinarily do you think it would be reasonable to 
send fat. lambs 500 miles?—No. 

448. You look at this proposition from the point of 
view of the development of the district with which you 
are connected ?—Yes. 

449, And the position is that practically the whole of 
your trade under present conditions goes to Victoria, and 
no matter what extension was made, your trade would 
still go there?—I would not say that. 1 can drive my 
sheep into Deniliquin in one day. I advoeate this line 
for the benefit of the whole district. 


James Vallentine Ingram, farmer, 10 miles east of 
Deniliquin, sworn, and examined :— 


450. Mr. Drummond.| Do you favour the construction 
of the Jerilderie to Deniliquin or the Finley to Deniliquin 
line¢-—The direct line from Jerilderie to Deniliquin. If 
an alternate route to Melbourne is wanted, it should go 
via Finley; but if communication with Sydney, then it 
should go via Jerilderie. To step 25 miles out from 
Jcrilderie would be to end in the bush; and it would be 
& non-paying line. To go through to Deniliquin you would 
not only have connection with Moama, but you would also 
eonnect with the new line to Wentworth, and the whole 
of the western district of Victoria would be a feeder. 
At present we cannot deal with Sydney. The last trans- 
action I had with Sydney was in 1900, when T got a truck 
of fodder salt for sheep, and it cost me about three 
times as much to get.it frem Finley as it did from Finley 
to Sydney. The line should take off a little south of 
Jerilderie, say at Wunnamurra. The nearer you get to 
uppal Creck the worse the country gets. 

) 


hay. I suppose we grow some of the finest wheaten hay 
in Australia. I send it generally to Deniliquin. T sell 
it at Deniliquin. I would often sell in Sydney if there 
were a railway, 

452. What benefit would the construction of a line be 
from Finley to Deniliquin?—It would be an alternate 
route, that is all. It would be of no great benefit to me. 

453. Why do you say the line 25 miles out would not 
pay (—Because there is practically no population; there 
are only a few farmers. 

454, If it would not pay, can you explain why it would 
pay if extended to Deniliquin ?—Beeduse it would connect 
with other lines. There would be a connection with big 
interests to the west with the western district of Victoria, 
and with the new line to Moulamein and Balranald. 
People from Swan Hill and Bendigo would come that 
way. It would be 40 miles nearer to Adelaide that way. 


Ip 
451. Do you raise fat lambs?—Yes, and- wheat and. 
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Wutnesses—-J. V. Ingram, 1 October, T,. W. A. Sleeman, and A. W, Sleeman, 13 October, 1923. 


455. Would not the principal merchandise traflic still 
come from Victoria?—A certain amount would come from 
Victoria, but if we wanted anything from Sydney we 
eould get it. 

456. Taking a curve south-west of Jerilderie, do you 
not consider the country there, if cut up and farmed, is 
good enough to make the line pay’—You would require 
the through trafhe. 

457. If the line does not go right through from Jeril- 
derie to Denilquin, would you prefer the line from Finley 
to Denilquin?—I do not think that would make much 
difference, beeause there would not be a direct through 
connection. When the Albury line was built, it was 
thought that it would not pay; but it pays now, because 
of che through traffic. 

458. Mr. Mahony.| What is the area of your holding? 
--About 4,000 acres. I have generally about 400 or 500 
acres under cultivation. 

459. If the line were constructed, would you put the 
bulk of your land under cultivation?—I do not think so, 
because my opinion is that 10 per cent. of one’s holding 
is a fair area to put under cultivation, in order to keep 
it clean, 


160. You are a farmer of many years’ experience’—I 
have been fifty years in the district, and forty years 
where | am now. 

461. Would you say only 10 per cent. of the land is 
suitable for agriculture ?—The whole lot is suitable. 

462. Do you consider it is a paying proposition to put 
only 10 per cent. under cultivation?—Yes. I generally 
eultivate for two years, and leave it out of cultivation 
for several years. I get as good a crop now as I ever did. 

163. Some witnesses stated that 1,000 acres is a living 
area ’—I believe it is. 

464. Do you think a man could get a living with 100 
acres under wheat?—Yes. It is better to have 100 acres 
under cultivation, and to get a good crop, than to put 
in 400 or 500 acres and get a crop of wild oats. 

465. What price per bushel should you get to make 
wheat-growing pay?—2s, 6d. under pre-war conditions; 
now 5s. a bushel is not too much. 

466. If a man has 100 acres under crop, do you pro- 
pose he should also run sheep?—Yes, mixed farming— 
dairying perhaps. He could grow fat lambs and sheep, 
and make a decent living. 


SATURDAY, 13 OCTOBER, 1923. 
{The Committee met at Langtry Park. | 
Present :— 


The Hon. Joun TRAVERS. 
The Hon. Ropert Manony. 


The Hon. W. T. DICK (Cuarmay). 


Francis Micuarn Burke, Esa. 
Davin Henry Drummonp, Esa. 


The Gommitiee proceeded to further consider the expediency of constructing a line of railway from Jerilderie 
towards Deniliquin. 


Thomas William Arthur Sleeman, farmer, 9} miles south- 
west of Jerilderie, sworn, and examined :— 

467. Chairman.] Is your holding close to Langtry Park? 
—I am within 44 miles of it. I have 640 acres and go in 
for wheat-growing. I was born in this district. The land 
I have is first-class wheat-producing country. I have 
taken two crops off the place I am on. The first crop 
averaged 9 bags to the acre; and last year, which was a 
dry year, the average was 6 bags to the acre. 

468. What would be the average yield of the land in 
the district for a period of say of ten years /—I should say 7 
bags to the acre. 

469. Are you handicapped in getting your wheat to 
market ’—I haul my wheat 5} miles to Wunnamurra 
siding. 

470. The construction of the proposed line from Jeril- 
derie towards Deniliquin would not improve your position 
from that point of view ?—A siding about Langtry Park 
would be nearer. 

471. Do you suggest the line should take off at Wunna- 
murra rather than at Jerilderie?—Yes, because it would 
serve this district better. 

472. Do you mean it would serve the wheat district 
generally better?—Yes. If the line were run from Wunna- 
murra siding to a little south of west out as far as Pine 
Hills that would serve the wheat area better than would 
a line taken further north. 

473. Does the proposed line go too far north as far as 
the bulk of the wheat land is concerned ?—I think the 
Wunnamurra take-off would go through the centre of the 
wheat land. 

474, Would the line you suggest from Wunnamurra 
serve the Tuppal Soldier Settlement as well as would the 
line from Finley to Deniliquin?—Yes, practically the same ; 
it would touch the northern end of the settlement. 

475. Do you know the country south of the proposed 
line from Finley to Deniliquin towards the Murray !—Yes. 





476. Would the line you suggest from Wunnamurra 
towards Deniliquin have the effect of leaving out of access 
to a railway any good country to the south, which is suit- 
able for wheat culture ?—No. The line from Wunnamurra 
to Deniliquin would, in my opinion, take in a radius of 15 
miles on either side. 

477. Would there be 15 miles north and south of your 
suggested line from which you could draw tratlic ¢—] think 
so. I think the proposed line to Jerilderie would be a 
little too far north. . 

478. How far is Langtry Park homestead from Jerilderie 
in a direct line ?—About 12 miles. 

479. How far is Langtry Park in a direct line from the 
proposed route from Jerilderie to Deniliquin !—Between 6 
and 7 miles. 

480. How far would it be from the Finley-Deniliquin 
route !—About 8 miles. 

481. Generally, you are of the opinion that a line taking 
off at Wunnamurra, going through Pine Hills, and then 
linking up with the proposed line from Finley to Deniliquin 
would be a better line than the cfficial line 1— Yes, 








Arthur Westlake Sleeman, farmer, South Coree, recalled, 
and further examined :— 

482, Mr. Travers.| What is the area of Langtry Park ? 
About 4,000 acres. Langtry Park is portion of the Coree 
state in which there were 80,000 acres. 

483. The homestead at Langtry Park is about 4 milcs 
south of the proposed line from Jer ilderie towards Denili- 
quin 1 Y es. 

181. How far would the homestead be in a direct line 
from Jerilderie ?—About 14 miles. 

485. Do you suggest that the line should swing south 
from Jerilderie towards the soldier settlement ?—I think it 


would be better; 
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Witnesses— A. W. Sleeman, P. Connell, and L, Forge, 13 October, 1923. 


486. Would any good country to the north of the pro- 
posed line from Jerilderie towards Deniliquin be left out if 
the line were swung south towards the soldier settlement ? 
—That country would be rather too far away. to be served 
by such a line. 

487. Going out 14 miles from Jerilderie, and keeping on 
the surveyed route from Jerilderie towards Deniliquin, how 
far north would you get good country towards the Billa- 
bong !—You would get good country on the north and the 
south of it. 

488. Would the line from Jerilderie towards the soldier 
settlement give better results than a line from Jerilderie 
towards Deniliquin as surveyed !—I think so. 

489, Chairman.| How far from Langtry Park homestead 
is the centre of the Pine Hills district, and in what direc- 
tion !—T'he Pine Hills district is distant about 17 miles, 
west by south. 

490. How do you generally describe the land at Pine 
Hills?’—The land at Pine HilJs, the soldiers’ settlement, 
and through this district is similar. 

491. Ts the Pine Hills land any better than the land we 
saw in the soldier settlement /—It is similar land, no better 
and no worse. 

492. Would the Pine Hills country be the country 
which was referred to as being too far from the proposed 
Finley—Deniliquin line if constructed?—At Pine Hills 
there is a tract of country between Hartwood and the 
Billabong Creek equal to anything we have here, which 
would not be served by the Finley line. 

493. Would it be served by the suggested deviation 
which swings south ?—It would help it considerably ; and 
still there is land in the direction of Conargo which would 
be a long distance from it which is equally as good as the 
land here. 

494. Assuming only one line were built, either from 
Jerilderie, Finley, Wunnamurra, or Mairjimmy, which in 
your opinion would more equally serve the great bulk of 
the good country !—The line from Wunnamurra to the 
soldier settlement, and from the soldier settlement to 
Deniliquin. On the north of Hartwood there is a lot of 
very fine country which wou!d not be served by the Finley 
line. It will stand there for years to come, and that is 
why [I am anxious to get the line constructed through here 
to Deniliquin. 

495, Pine Hills is not exactly the show place any more 
than the other good districts !—No ; it is no better than 
where we are. The country in which we are now is equal 
to anything in Pine Hills. 


me 


Patrick Conne'l, farmer and grazier, Spring Valley, 
Jerilderie, sworn, and examined :— 

496. Mr. Burke.| Where is your holding situated !—I 
have two holdings; one adjoins Langtry Park, where I 
have 1,500 acres ; the otheris at Mairjimy siding. 

497. How far away is the railway from the nearest point of 
your property near Langtry Park !—About 9 miles, 

498. What are you using the land for’—Grazing and 
farming. This year my brother and I are cultivating 1,000 
to 1,200 acres in the two properties. We fallow the land. 
We have 600 acres under crop and are fallowing 400 
acres. 

499. What do you consider a fair distance to cart pro- 
duce ?—10 or 12 miles, 

500. You do not consider 9 miles tuo far?—No. It pays 
me a lot better to cultivate at Wunnamurra siding. I 
would cultivate most extensively here if I had not to cart 
the wheat so far. It costs a good deal to cart the wheat 
9 miles, 

501. What is your opirion of the proposed line from 
Jerilderie towards Deniliquin?—I consider a line from 
Jerilderie would suit the so'dier settlement better than 
going by Finley. 

502. You favour the deviation towards the suldier settle- 
ment ?—Yes. 


503. Would the country to the north be reasonably 
served if the suggested deviation were carried out /—Yes. 

504. Do you know the country right across from Finley 
to Deniliquin ?—I have travelled over both the proposed 
routes. 

505. Do you think there would be any advantage in con- 
structing a line towards Deniliquin without actually reach- 
ing Deniliquin !—I consider the line should run from 
Jerilderie to Pine Hills and on to Deniliquin. 

506. Do you think there is a necessity to run the line 
right through to Deniliquin?—I do. People in Deniliquin 
would get nearer access to Sydney than they would by going 
round by Finley and Berrigan. 

507. Would the Deniliquin people trade with Sydney !— 
I think so. A good many passengers go round by Finley 
and Jerilderie. By going direct to Jerilderie the jouney 
would be much shorter. 

508. Would traffic, other than passenger traffic, go to 
Sydney from Deniliqnin !/—The market for wool is often 
better in Sydney than in Melbourne. I have sent wool to 
both places. Sometimes I have found it to be an adyantage 
to send te Sydney rather than to Tocumwal and to Mel- 
bourne, I have sent sheep to Sydney also. 

509. Would you rather favour a line from Jerilderie 
towards the soldier settlement and on to Deniliquin than 
a line taking off at Wunnamurra ?—TI think it would be 
better to take off at Wunnamurra, because it strikes into 
the good country quicker. 


Lewis Forge, farmer, 3 miles north of Langtry Park, 
sworn, and examined :— 


510. Mr. Drummond.| How far is your holding from 
railway communication ’—12 miles from Jerilderie and 8 
miles from Wunnamurra Siding. 

d11. Do you agree generally with the evidence given 
here to-day !—Yes. I contend that a line from Wunna- 
murra to the soldiers’ settlement would serve 100,000 acres 
of land which the Finley line would not touch. It is very 
fine wheat country, and is situated to the west of Langtry 
Park. 

512. Witnesses have stated that the Billabong country 
is mostly of a stiff black character which 3 or 4 miles out, 
is not suitable for farming ?—Right on the creek the soil 
is of that character. There are isolated patches at Coree 
of black ground. ; 

513. Would you say it was as good on the average as 
country on the south towards Finley!—No, not right on 
the creck. 

514, Evidence was given that the country south of the 
direct line from Finley to Deniliquin is very fine country 
indeed ?—You do not go very far before you get on to black 
swampy ground on the Tuppal Creek. 

515. Is that characteristic of the whole of the creek 
country ?—It is, as far as I know, 

516. Have you been over that country’—Not a great 
deal. 

517. But you have been on the creek country !—Yes. 

518. Is the Tuppal Creek country somewhat similar to 
the Moulamein Creek country ?-—Yes. 

519. Is the country along the Moulamein Creek swampy 
country !—No, it is a dry plain. 

520. Over a series of years, does the heavier country 
give as good returns as are obtained from the red country ? 
—No. 

521. Which would be the best route for the line to take ? 
—I] favour a direct line from Marjimmy siding. 

522. How far is Marjimmy from Berrigan ?—11 miles. 

5238. Do you think the proposal to take off at Wunna- 
murra and to swing south towards the Tuppal soldier set- 
tlement is a better proposition than a direct line from 
Jerilderie towards Deniliquin !—Certainly. 

524, Is it a better proposition than the line from Finley 
to Deniliquin?—Certainly, because it goes through the 
centre of the best of our wheat land. 
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Witnesses—J. McCulloch, J. M. Rolls, S. Luke, and W. N. Sherwin, 13 October, 1923, 


John McCulloch, farmer, east of Langtry Park, sworn, 
and examined :— 


$25. Mr. Mahony.|] Where is your holding situated ?— 
My homestead is about 4 miles east of Langtry Park. I 
have 2,900 asres. I am only 6 miles from Mairjimmy 
siding. 

526. Which line do you favour?—The construction of a 
line taking off at Wunnamurra, because it would save 3 
miles of railway construction and would get into the good 
red country within 2 miles. By taking off at Jerilderie it 
would take 6 miles to get into the red country. 

527. Would the 100,000 acres referred to by the pre- 
vious witness be served by your suggested deviation !— 
Yes; from Wunnamurra you would go through the heart 
of that country. I suppose it would be within 12 to 15 
miles of the direct line. 

528. How would it be served by the line from Finley to 
Deniliquin ?—I think it would be left too far to the north. 

529. Would you strike better country mile for mile 
from Wunnamurra to Deniliquin than from Finley to 
Deniliquin ?— Yes. 

530. Is that 100,000 acres good country ?—AlIl first- 
class wheat land, 

531. In that country what would you consider a fair 
living area 1—960 acres. 

532. What is that 100,060 acres used for at present ?— 
Grazing mostly. It is good wheat land. I agree with the 
evidence given by the previous witnesses. I favour the 
construction of a line from Wunnamurra siding coming to 
Langtry Park, and then on to Pine Hills, 

533. Is your land typical of the land in the district !— 
Yes ; it is good wheat land. I have 750 acres under crop, 
430 under fallow. In 1920-21, I had a 9-bag average ; 
in 1921-22 an 8-bag average ; and last season a 4}-bag 
average, 

534. Is your land better than the land between Finley 
and Deniliquin !—Going west from Finley along the main 
line for 20 miles it is splendid country ; it is as good as 
mine. The country from here going west is better than 
the country I have ; it is not as heavy. 

535. Do you favour the construction of the line from 
Wunnamurra through to Deniliquin ?—I think it should 
go through. 

536. Why ?—In certain seasons, such as 1920, sheep 
were only worth £1 in Melbourne, while they were worth 
30s. in Sydney. A good deal of wheat about Mathoura 
could have gone to Sydney instead of going to Melbourne. 

537. Was there a better market in Sydney then?—Yes. 

538. Does that happen often!—You might get that for 
two or three years when there is a drought in the north. 

539. Outside of that, would there be any great traffic 
between Deniliquin and Jerilderie !—There is a good deal 
of passenger tratlic. Some stations might send their wool 
to Sydney ; I sent mine to Melbourne. 

540. Where did you send your wheat ?—To Sydney. 

541. Do you not think that people within a radius of 12 
miles of Deniliquin would send their stuff through Deniliquin 
south?—They might. The freights on the Deniliquin line 
are very high. 

542. Would the Victorian Government taking over that 
line, and alterations being made in fares and freights, would 
there not be an incentive to the people living within a 
radius of 12 miles of Deniliquin to use that line ’—Yes. 
If the freights are cheaper they will send to Melbourne. 

543. If the line you suggest stopped at the soldiers’ 
settlement, would it reasonably serve all the good country 
in the district !—I think it would reasonably serve the 
wheat country. 


James Mounsher Rolls, farmer, Langtry Park, sworn, 
and examined :-—- 


544. Mr. Mahony.| Whatis the area of your holding }— 
960 acres. I favour the construction of a line taking off 
at Wunnamurra. Generally I support the evidence of the 
previous witnesses. I have been here three years. I go in 
for wheat-growing, and have 400 acres under cultivation. 


My averago yield last year was about 7 bags to the acre. 
The average yield for the district, I would say, was between 
5 and 6 bags to the acre. 


Samuel Luke, farmer, Jerilderie, sworn, and examined :— 

545. Mr. Burke.| Do you favour the construction of 
line from Jerilderie towards Deniliquin t---Of a line from 
Wunnamurra. Two miles out from Wunnamurra you get 
into good wheat country. 

546. Land to the north of Jerillerie is not of the best 
in comparison !—It is mostly heavy, plain country, which 
is more suitable for grazing. ; 

547. In your opinion the best agricultural land is south 
west of Jerilderie /—Yes. 

548. Do you favour the line deviating through the 
soldier settlement, as suggested by previous witnesses !— 
Yes. 

549. Would the construction of a line 25 miles towards 
Deniliquin render a great service to the district 1—I think 
80. 

550, Where is your holding situated ?—5 miles west of 
Wunnamurra, I have another holding further north 
towards the Billabong Creek. 

551. How far is the latter holding from a railway ?— 
74 miles by road. 

552. What is a fair distance to cart wheat!—8 or 9 
miles. 

553. Would the deviation of the line throngh the 
soldiers’ settlement best serve the district generally !—Yes, 
I am very well acquainted with the nature of the country 
out west. 

554, What special advantage would the line you favour 
have over the proposed line from Finley to Berrigan !— 
I think it would tap a lot more wheat country. Many 
people would be served by a line from Wunnamurra who 
would not be benefited by the Finley line, 

555. Would the people you refer to be to the north 1— 
Yes: . 

556. Generally speaking you endorse the evidence given 
by the previous witnesses !—Yes. 


Wiiliam Norman Sherwin, grazier, near Langtry Park, 
sworn, and examined :—— 


557. Mr. Drummond.| What is the area of your hold- 
ing ?—1,428 acres. I have been grazing for three 
years. My property is on the north-west corner of Langtry 
Park. 

558. Have you tried agriculture /—No, particularly on 
account of the distance of haulage. Wunnamurra siding 
is the closest point of the railway and is distant about 11 
miles. 

559. You consider that too far to cart wheat !—Yes, for 
a man working in a small way under present conditions of 
labour and the high cost of plant. I have tried for two 
years to get share-farmers. Some Victorians have looked 
at the place, and, though they were satistied with the land, 
the haulage distance deterred them from the undertaking. 

560. How far would you be from the direct route from 
Jerilderie to Deniliquin?!—It comes right on to my 
boundary. 

561. Which route do you favour ?—I think a line from 
Wunnamurra through Pine Hills would serve the best 
country. 

562. Better country than would be served by the line 
from Jerilderie towards Deniliquin direct t-—Yes, because 
a lot of the country towards the creek and Conargo is 
pretty light country. 

663. If the line were constructed from Jeriderie south- 
west to the soldier settlement, would you change your 
operations ?—Most certainly. I would go in for wheat- 
growing in conjunction with grazing. On this class of 
country it is desirable to go in for agriculture and grazing. 

564, What area would you put under cultivation ?— 
About 400 acres under wheat each year, with about 400 
acres fallow. 
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IWifnesscs-—-W. N. Sherwin, A. Beale, and M. L. Forrest, 13 October, 1923. 


665. What would be a fair living avea in the district +-— 
900 to 1,000 acres. 

566. Are any of your neighbours carting wheat 11 mil’s 
to a railway station?—No. There is no wheat grown to 
the west of my place, except for fodder. There is a little 
grown to the south-west. 

567. What is the cost of carriage 12 miles out from 
Jerilderie ?—That would be a big job for a team. <A load 
could only be taken eve ry two days. 

568. Do most farmers who grow wheat do their own 
carting !—Nearly all the wheat remains in the paddock until 
they hav e finished str ipping—unless they have more than one 
team. 

569. What is the carrying capacity of your land ?—or 
three years I have never had less than one sheep to the 
acre on it. I have had up to one and a half sheep to the 
acre. At times [ have had over 2,000 sheep, 

570. Is your property a picked piece !—No. 
D711, Would you say the carrying capacity of the country 
generally would be a shee ep to the acre ?— Yes. 


572. What wool have you had ?—Forty or fifty bales of 
wool. I usually shear 1,500 sheep a year. 


~~ 


573, To where does your wool go?—Melbourne. My 
experience of the wool market is that ver y often it would 
be advisable to pay-a little extra freight and send it to 
PAs 

74. If the line you suggest were constructed, would 
your wool go to Sydne ‘y or to. Melbourne %—It woulk | depend 
on the market. That would apply to others as well as to 
myself. Seasons have a good deal to do with it, and so 
has the fat stock market in Sydney. I went through this 
district in 1918, and a man had land leased here on which 
there were sheep in good condition. He took them to 
Tocumwal and sent them from 'focumwal to Sydney ; it paid 
him handsomely to do it. 

575. Ge nerally, you think that grazing propositions 
such as yours w ould he converted int yagricultural holdings 
if the line were constructed ?—I think so. On high-priced 
country it pays to go in for mixed farming, : 

576. Take country similar to your own within 12 miles 
of Jerilderie ; what would be the fair average value of it 
per acre /—From £5 10s. to £6 an acre. It would depend 
on the improvements. 

577. If only one line of railway is to be constructed, do 
you think the line from Jerilderie, going somewhat -to the 
south towards ‘the Soldier Settlement; would be the best 
tine?—Yes. Adjoining me on the north there are about 
6,000 or 7,000 acres in the Willows which is now leased 
and carries over a sheep to the acre. It is all good agricul- 
tural eUR Tey I believe they have grown wud crops “Htlere, 
but they have not grown anything during the last two or 
three years. | think when it comes Bac into the hands 
of the owners it will be likely to be used for mixed 
farming, 

578. Do you know of any man who has attempted to 
grow wheat and found it would not be profitable on account 
of the inconvenience of cartage 1—No. 


579. How far is the Willows from rail at present !— 
Jerilderie is exactly 10 miles from the centre of the pro- 
pe rty. 

580. [t could hardly be contended that it has not been 

cultivated because it is too far from the ra Lilway ?-—Not on 
one side. The Willows is a narrow property, which runs 
out a considerable distance, I suppose the far side would 
be 15 or 14 miles from Jerilderie. 
5&1. Do you agree with the statement of certain wit- 
nesses that the land fringing Moulamein Creek for 4 or 5 
miles out is unsuitable for cultivation ?—The part 1 know 
very well towards Jerilderie I would not say was abso- 
lutely unsuitable for cultivation with improved methods, 
such as have been successfully applied where it was con- 
sidered impossible to grow wheat a few years ago. Further 
towards Deniliquin you would get into poor Gitek country. 


982. Would it compare fay ourably with the land through 


here?—Not at all. This ig far better aver rage land right 
through. 


Arthur Beale, farmer, Langtry Park, sworn, and 
examined :— 


D383, Mr. Drum nond.| What is the area of your hold- 
ing ?—1,216 aeres, straight across the southern portion of 
L ungtry Park. 3 

D4. How far are you from railway communication at 
ae ‘—From the centre of my property, where a house 
is being built, it is 11 miles from Mairjimmy. 

585. Do you consider that distance too great to enable 
you to farm successfully ?--Yes. On that account, on buy: 
ing here, we decided to go on grazing. We put in 60 acres 
of oats stubble. Mr. Oswald Brown, who will retain the 
balance of the property, in view of a railway coming from 
Jlerilderie to Deniliq: un, is calling for share-farmers to 
come here. He is a big wheat-grower in Victoria, and 


intends to go in for whe: at growing here. 


586. Mr, Mahony.) W hat is the area of Langtry Park ? 
—3,937 acres. 

587. What is it being used for?—Agriculture and 
grazing. We have 370 acres under wheat and 40 acres in 
oats and 100 aeres under fallow, 


Michael Laurence Forrest, farmer 
examined. 


and grazier, sworn, and 


588. Chairman,| Where is your holding situated 7—Tt 
adjoins Langtry Park immediately to te. west. I have 
5,300 acres. I have 600 acres under ce: “op and 300 acres 
in fallow. . 

589. Where do you dispose of your wheat ?—In Finley, 
distant a little over 13 miles. 

590. You are more than that from Jerilderie ?—Yes. 

591. The remainder of your property is devoted to 
grazing 1—Yes. 

592. How much of your area is suitable for agriculture 2 
—'he whole of it. T have one and a half’ shee » to the 
acre on the land at present. It is a sheep toi the acre 
country. 

593, If any of the proposed lines were 
share-farm or subdivide ? bdivide. 

594, Which line do you think would suit you and the 
surrounding district best ?—I think the line from Mair- 
jimmy would run through the best country here; it would 
serve a big area of very good country. 

595. Do you agree with other witnesses that if the line 
went from Finley direct to Deniliquin there would be left 
on the north a large area of land suitable for agriculture 
which would be too far: pines from the railway !/—Yes. 

596. Would that be the case if the line from Finley 
were swung some distance north !—No; but I think it 
would run through country which is already settled for a 
good many miles: and which, from now on, is likely to get 
into larger holdings rather: than smaller holdings. The 
line I favour woold brit ng about greater settlement than 
the ened line ; it would run through country which is 
likely to be cut up into small holdings. 

597. Do you agree with previous witnesses that for 
agriculture or mixed farming that country should be cut 
up inte areas of 960 to 1000 acres !—Yes, IT think this 
country is too good to allow it to remain in 5,000 to 
10,000 acre lots. 

598. Could a man make a fair living out of 640 acres in 
this country ?—I think he could; 900 acres would give 
him a good margin, 

599. What do you pay at present for carting your wheat 
to Finley 1—We paid Is. a bag last year. It was rather a 
cheap rate; ls. 2d. a bag is the usual price. 

600. Mr, Travers.| Where does your wheat go after it 
reaches Finley !—To Sydney. 

601. Which is your nearest point on the Jerilderic- 
Berrigan line t—Finley, I think. 

602. How far are you from Jerilderie?—16 or 17 miles 


built would you 

































Hubert James Deanis, South Coree, Finley, sworn, and 
and examined :— 


603, Mr. Burke. | Which of the proposed routes do you 
favour ?—That from Wunnamurra or Mairjimmy through 
this country to the soldiers’ settlement. A teamster 
charges ld. per bag per mile. If the distance is 9 miles 
that takes 3d. per bushel off the amount obtained for the 
wheat. If we do our own carting we must allow ourselves 
the same as we pay the teamster. We are at this disad- 
vantage in being so far out. 

604. Would you consider 9 miles too far to cart wheat ? 
—I would not say it is too far, but the shorter the distance 
the better. 

605. Do you consider that a line from Mairjimmy to 
Deniliquin has many advantages over the proposal from 
Finley to Deniliquin ?—- Yes. 

606. Do you favour the line going through the Soldier 
Settlement ’—Yes. I have 939 acres. I go in for wheat- 
growing, and runa few sheep. 
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Witness— H. J. Dennis, 13 October, 1923. 

607. 
—No. 

608. Are there any big holdings along the route from 
Mairjimmy ¢—--There is Langtry ‘Park ; Mr. Forrest has 
5,000 acres, and the Willows about 7,000 acres ; Steel and 
Crocker together have abought 13,000 acres. I have heard 
that they intend to cut up their property. 

609. Do you think, if the line you advocate were con- 
structed, it would have the effect of causing the cutting up 
of those estates into living areas ?—Yes. I heard one part 
owner of the Willows say thay were prepared to cut up 
their holding if the line came through. 

610. What would be a living area in this district ?—On 
land of the class we have here, 640 acres. 

611. Is the land of the best quality !— Yes. 

612. Have you seen better /—Not for wheat-growing. 

613. Have you an assured rainfail?—Yes. ‘The averag* 
rainfall is, I think, 18 inches, 

614. Generally speaking, you endorse the evidence of 
the previous witnesses !—Yes. 


Do you cultivate your land to its utmost capacity / 





Sydney; Alfred James Kent, Government Printer—1924. 
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PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS 


RAILWAY FROM RAND TO A POINT ON BULL PLAIN BETWEEN 
RINGWOOD AND SAVERNAKE. 


REPORT. 





THE PARLIAMENTARY STANDING COMMITTEE ON PuBLIC WorRKs, appointed during 
the Second Session of the present Parliament, under the Public Works Act of 
1912 (3 George V, No. 45), and the Parliamentary Standing Committee on 
Public Works Election Enabling Act of 1922 (13 George V, No. 19), to whom 
was referred for consideration and report ‘‘ the expediency ot constructing a line 
of railway from Rand to a point on Bull Plain between Ringwood and Savernake,” 
have after due inquiry resolved that it is expedient the proposed line be constructed 
provided the Government of Victoria does not exercise its powers undet the Border 

Railways Act, 1922, in respect of the extension of the Yarrawonga railway or the 
Wahgunyah railway to: or towards Oaklands; and in accordance with subsection 
(d) of clause 34 of the Public Works Act of 1912, report their resolution to the 
Legislative Assembly :— 


INTRODUCTORY. 

1. The proposal to construct a line of railway from Rand to a point on Bull Plain 
between Ringwood and Savernake is the outcome of a recommendation by the 
Committee in 1922 in connection with their inquiries into proposals for railway extension 
from Oaklands to Savernake and from Rand to Ringwood. 

The Railway Commissioners had suggested that instead of the proposed line 
running direct from Rand to Ringwood it be deviated to the north- west, its ultimate 
destination being regarded as Mulwala. It was considered that by the adoption of 
this proposal the Corowa, Clear Hills, and Berrigan lines would be equally divided, and 
no country would be more than 10 miles from railway communication. The land in 
the particular localities concerned was stated to be eagerly sought after owing to its 
superior value for agriculture and mixed farming, and its proximity to the Victorian 
and New South Wales markets. 

The Committee, in their report to Parliament, recommended that in view of the 
present and prospective development of the district, and the fact that the suggested 
line would tap practically the whole of the agric ultural land unserved in the Southern 
Riverina district, consideration should be given to its construction. 

The expediency of constructing the proposed line was referred to the con- 
sideration of the Committee on 22nd November, 1922. 


THE PROPOSED RAILWAY. 

2. The proposed line commences at the southern end of Rand station on the 
northern bank of Billabong Creek, at 393 miles 56 chains from Sydney. Crossing 
that creek and proceeding in a south-westerly direction it crosses Fighting Harry 
Creek at 397 miles 40 chains. The Daysdale-Walbundrie road is crossed at 401 miles 
20 chains, about 2 miles beyond which Coreen Hill is passed on the north. The 
Daysdale-Corowa road and stock route are crossed at about 410 miles—Daysdale 
being distant 4 miles 60 chains north-westerly by that road. Twelve-mile Creek is 
crossed at 412 miles, and the line terminates near Bull Plain at 5} miles distant 
south-easterly from Day: sdale, and a similar distance north-westerly from Ringwood, 


at 421 miles 20 chains from Sydney. All the land passed through is alienated. 
ESTIMATED 














— as 


= = 


Se > 





— 


em 5 sa 


-oe nm ev ee 


=~ 


——— 





£39 2" ye 
ell = 


a FT © 2%) 


vi 
ESTIMATED COST. 

3. The estimated cost of a single line, 28 miles in length, with a ruling grade of 
1 in 100, and the sharpest curve of 25 chains radius, is approximately £176,000, or 
£6,286 per mile. No survey of the route has been made, but the estimate is regarded 
officially as a liberal one and likely to cover every contingency. 


ESTIMATED REVENUE AND EXPENDITURE. 


4. The financial prospects of the extension are shown in the following table :— 





z 
Interest on cost of construction at 53 per cent. ... oo 9,680 
Working expenses... a Af $F -t - 6,520 
£16,200 
Hstimated revenue... ... a ee 8,600 
Difference... e, ine i Lo car £7,600 


The district traversed is stated by the Railway Commissioners in their statutory 
report to give promise of appreciable development; and as a matter of policy the 
objective of the line is regarded as Mulwala on the Victorian border to serve the whole 
of the agricultural land at present unserved in that portion of Southern Riverina. 


AREA TO BE SERVED. 

5. Within an area of 12 miles on either side of the proposed line and midway 
between the proposed and existing lines, as shown by evidence obtained from depart- 
mental officials, are 396,000 acres of alienated, reserved, leased, and Crown lands. 

The alienated lands—388,700 acres—include conditional purchases, conditional 
purchase leases, settlement purchases, homestead selections, subdivision holdings, and 
homestead farms. | 

Reserved lands cover 6,000 acres; leased lands 800 acres; and Crown lands 
500 acres. | 

There are three forest reserves, dedicated as State forests, with an aggregate 
area of about 2,400 acres. The country in this area is generally level and gently 
undulating, with low gravelly and stony ridges in parts. The soil is light sandy, 
generally red with little grey soil, and most of it suitable for cultivation (wheat, &c.). 
The timber consists of thick pine of good prospective value; also box and oak generally 
of little value. 

The affected area contains nine closer settlement purchase areas, six wholly 
and three partly within its limits, with a total acreage of 88,600 acres, covering 79 
farms. ‘The average disposal price per acre varied from £4 to £7 5s. 

The whole of Walbundrie estate (15,700 acres) comprises thirty-one soldiers’ 
group purchase and six settlement purchase areas. The balance was sold at auction 
for village settlement. All the farms have been applied for and allotted. 

Within the affected area’s limits are 6,500 acres of unalienated Crown lands, 
viz., 6,000 of reserved lands not held under any tenure other than annual tenure, and 
500 of Crown lands held under occupation license. 

The average annual rainfall is 19 inches, 


THE INQUIRY AND EVIDENCE, 

6. The country through which the proposed line passes is slightly undulating, 
and with the exception of a few small swampy areas, is suitable for wheat and vine- 
growing and sheep-raising. The principal townships along the route are Daysdale 
and Coreen, within 8 miles of each other, both closely settled and surrounded by 
fertile, agricultural country, of which large areas formerly devoted to grazing have been 
placed under crop. 


Many holders are inconveniently situated so far as existing railway communi- 
cation 1s concerned, being up to 20 miles distant from the trucking point, and the cost 
of carriage averaging 1d. per bag of wheat per mile. The average distance, however, is 
From 
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from 14 to 15 miles from railway facilities, and according to local evidence this, under 
eee conditions, is from 4 to 5 miles beyond the lini. for successful wheat-growing. 

No difficulty is experienced in obtaining teams: but the time lost in carriage 1s regarded 
by the wheat- -growers as a serious handic ‘ap, and results in the country ae being put 
to its fullest use. It has been stated locally that in the event of improved conveyance 
facilities not being afforded there is every probability of agricultural land reverting to 
sheep farms. 


It has been pointed out in the introductory portion of the report that the 
Committee’s inquiry into the proposed extension was the outcome of a recommendation, 
when dealing with the expediency of constructing a line of railway from Rand to 
Ringwood, to the effect that consideration should be given to the terminus being fixed 
at a point on Bull Plain. There is no doubt that this extension would open up a large 
tract of good wheat country, and would be likely to lead to considerable development. 
The land in the district affected is eagerly sought after on account of its value for 
agriculture and mixed farming. Of the Mahonga estate, a few miles distant from 
Rand, and a large portion of which is within the influence at the proposed line, 17,000 
acres had been sold at the time of the Committee’s inquiry and a further subdivision 
of the balance of 50,000 acres completed. The proposed extension would also affect 
Wangawang, 9,000 acres, north of the terminus; Bull Plain, 7,000 acres; and portion 
of Terrami, to the south. 


Of the alienated land within the influence of the proposed line, a fair living area 
within a 12 miles’ radius is regarded as 600 to 800 acres. ‘The wheat yields in average 
seasons approximate 20 bushels to the acre; the country 1s described as superior to 
that between Henty and Rand, whilst its carrying capacity is high. 


[ CONCLUSION. 


7. The Committee’s conclusion has been delayed for several months in view of 
the agreement entered into in 1922 between the New South Wales and Victorian 
Governments respecting the construction and operation of certain lines of railway 
from the Victorian border into New South Wales, which affect the extension of a line 
from Yarrawonga to Oaklands, near the suggested terminus of the proposed railway. 
Under this agreement the Victorian Parliamentary Standing Committee on Railways 
has held an inquiry into the connection mentioned, and has made the following 
recommendation in its report to Parliament (paragraph 72), dated 28th August. 
1924 :— 

The Committee recommends the construction of a 5 ft. 3in. gauge railway from Yarrawonga north- 
ward to a point about 15 miles from Yarrawonga on the Mulwala-Savernake road, and there turning 
eastward to Frewin’s Reserve; thence northward through the centre of Bull Plain parish, and along the 
western boundary of the Parish of Coreen; thence northward to Oaklands, passing on the west side of that 
town, and terminating in the railway yard, Oaklands, a distance of 37 miles; at an estimated cost of 
£245,800, including £39, 400 for bridging the Murray River at Yarrawonga, and £22,700 for a junction station 
at Oaklands. 


It appears to the Committee that the construction of the line referred to will 
largely affect the country within the influence of the proposed railway from Rand to a 
point on Bull Plain ; and there appears to be every indication of the fact that wheat, 
wool, and livestock now forwarded to Sydney will find its market in Melbourne. U Jpon 
this point the Victorian Committee states : 


The rate on wheat from Oaklands via Yarrawonga to Meibourne would be Ids. dd. per ton, as 
compared with 14s. 10d. by way of Corowa and Wahgunyah. This difference of Gd. per ton., or less than 
id. per bushel, can be disregarded as being an important factor in the routing of the wheat, which would 
be marketed or shipped at Melbourne, the rate from Oaklands to Sydney being 18s. 1d. per ton. 


Neither would the rate on wool be much different, whether it was taken from the Oaklands district 
by way of Yarrawonga, or «7a Corowa and Wabeunyah, the former route involving a charge of 70s. 3d. 
per ton as against 72s. 9d. for the latter, whilst the rate to Sydney is 104s. 5d. The rate for live stock 
trom Oaklands via Yarrawonga to Newmarket (Melbourne) would be 168s. per truck, or 14s. less than by 
vay of Corowa and Wahgunyah, whilst the rate from Oaklands to Sydney is 262s. 3d. 


The Committee desires to draw attention to the fact that no time has been fixed 
between the Governments concerned for the commencement or completion of the 
Yarrawonga-Oaklands connection, although in respect of certain other lines referred to 
in 
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in sections 33 and 34 of the Border Railways Act, quoted below, commencing periods 
have been fixed at twelve months and two years, and completing periods at three and 
five years :— 


33. The New South Wales Government undertakes to have legislation passed authorising the 
Victorian Government to construct a railway on the 5 ft. 3 in. gauge from the north side of the bridge at 
Gonn Crossing to a point at or near Stony Crossing, on the Wakool River, subject to such modifications and 
deviations in the route as may be determined by the Constructing Authority. The construction of the 
railway to be entered upon within two years of the date of ratification of the Agreement, and the construc- 
tion to be completed to the terminus of the line within five years of the date of such ratification. 


34. The New South Wales Government shall also secure authority for the Victorian Government to 
construct a railway on the 5 ft. 3in. gauge either from a point on the north side of the bridge crossing the 
Murray River at Moama, or froma point on the Deniliquin-Moama Railway Company's line, between Moama 
and a point 1 miie north of the Mathoura railway station, over which the Victorian Railways may have 
come to an agreement with the Company regarding railway running rights or leasing (or, alternatively, the 
Victorian Railways having secured by purchase through the New South Wales Government the said 
Deniliquin and Moama Ruilway), bearing westerly or north-westerly to Moulamein, or a point near 
Moulamein, thence continuing in a north-westerly direction to a point within 1} miles of the south side 
of the Murrumbidgee River, near Balranald township, subject to. such modifications and deviations in the 
route as may be determined by the Constructing Authority. The Constructing Authority to be the 
Victorian Board of Land and Works, and that Constructing Authority to be vested with all the powers of 
the Railway Construction Authorities in New South Wales. 

The construction of the railway to be entered upon within twelve months of the ratification of the 
Agreement, and to be completed within three years of such ratification. 


Regarding the Oaklands connection, section 48 of the Act states :— 


The questions of connecting the Corowa and Wahgunyah railways, and extending the Yarrawonga 
railway or the Wahgunyah railway to or towards Oaklands to develop that country, including its 
coal deposits, shall be inquired into by the Government of Victoria, and the Government of New South Wales 
will provide facilities for making such inquiries. The Government of Victoria shall arrange for these 
inquiries to be made by the Victcrian Pa:liamentary Standing Committee on Railways at early convenience. 
Should the said Committee recommend the construction of either or any such railway between the said 
coalfields and the Victorian railway system, or any other connection provided for in this clause, the 
Victorian Government shall have the right to construct such railway or railways on the same terms and- 
conditions, and shall work such railway or railways under the same conditions as are applicable to 
other railways to be constructed under this Agreement. Any bridge or bridges built in cennection with 
the said railway or railways shall form part of the capital cost of the said railway or railways, and shall 
be constructed at the cost ef the Victorian Government. 


As there is no certainty the Committee have arrived at the conclusion that it 
is expedient the proposed line from Rand to a point on Bull Plain between Ringwood 
and Savernake be constructed, provided the Government of Victoria does not exercise 
its power under the Border Railways Act in respect of the extension of the Yarrawonga 
railway or the Wahgunyah railway to or towards Oaklands. 


RESOLUTION PASSED. 


8. The resolution passed by the Committee is shown in the following extract 
from the Minutes of Proceedings :— 
Mr. Burke moved: ‘That in the opinion of the Committee it is expedient the proposed 


line from Rand to a point on Bull Plain between Ringwood and Savernake, as referred 


to them by the Legislative Assembly, be constructed, provided the Government of 
Victoria does not exercise its power under the Border Railways Act, 1922, in respect 
of the extension of the Yarrawonga railway or the Wahgunyah railway to or towards 
Oaklands.” 


Mr, Travers seconded the motion; which was passed. 


W. T. DICK, 


Chairman. 


Office of the Parliamentary Standing Committee on Public Works, 
Parliament House, Sydney, December 6th, 1924. 





























































—e 














PARLIAMENTARY STANDING COMMITTEE 





ON PUBLIC 


WORKS. 





MINUTES OF EVIDENCE. 


RAILWAY FROM RAND TO A POINT ON BULL PLAIN BETWEEN RINGWOOD 
AND SAVERNAKE. 


WEDNESDAY, 13 DECEMBER, 1922. 


Present:— 
Tue Hon. W. T. DICK (CuHatrmay), 


The Hon. Joun TRAVERS. 
The Hon. Ropert Manony. 


Francis Micnarn Burke, Esa. 
WintuiAM CAMERON, Esq. 


Davin Henry DrummMonp, Esa. 


The Committee considered the expediency of constructing a line of Railway from Rand to a point on Bull Plain between 
Ringwood and Savernake. 


Thomas Bryce Cooper, Under Secretary Department of 
Public Works, sworn, and examined :— 


1. Chairman.| Will you read the statement you have 
prepared in connection with the proposed railway !—Yes, 
it is as follows :— 


Proposep RAILWAY FROM RAND TO A PoINT ON BULL PLAIN 
BETWEEN RINGWOOD AND SAVERNAKE. 


Estimated cost £176,000, or £6,286 per mile, exclusive of land and 
compensation. 


Length, 28 miles ; ruling grade 1 in 100; sharpest curve 25 chains 
radius. 


On 22nd November, 1922, the Secretary for Public Works and 
Minister for Railways moved in the Legislative Assembly ‘* That it 
be referred to the Parliamentary Standing Committee on Public 
Works to consider and report upon the expediency of constructing a 
line of railway from Rand to a point on Bull Plain between Ring- 
wood and Savernake.” 

Question resolved in the affirmative. 

This proposal is the outcome of a recommendation by the previous 
Public Works Committee in connection with their inquiry into pro- 
posals for railway extension from Oaklands to Savernake and from 
Rand to Ringwood. The line now submitted was suggested by the 
Railway Commissioners in the course of that inquiry ; and the 
Committee, having in view the present and prospective develop- 
ment of the district and the fact that it would equally divide the 
country between Berrigan on the Finley-Berrigan line, and Hope- 
field on the Culcairn—Corowa line, and tap practically the whole of 
the agricultural land at present unserved in the Soutbern Riverina 
district, expressed the opinion that the immediate consideration 
should be given to the question of its construction (vide Public 
Works Committee’s report of 11th April, 1922). 

Upon being advised of the Committee’s decision the then Minister 
(Mr. Estell) directed that the Railway Commissioners be asked for 
their Statutory Report on the proposed line so that the matter 
might be in readiness if reference to the Public Works Committee 
should be decided upon later 

The Commissioners’ Statutory Report was received on 31st 
October, 1922, and the present Minister (Mr. Ball) then decided to 
submit the proposed railway to Parliament for reference to the 
Committee 

Following is the official description of the line :— 

** This proposed railway commences at the southern end of Rand 
station on the northern bank of Billabong Creek at 393 miles 56 
chains from Sydney ; it immediately crosses that creek and proceeds 


+ 8937—A 


in a south-westerly direction, and crosses Fighting Harry Creek at 
397 miles 40 chains; the Daysdale-Walbundrie road is crossed at 
401 miles 20 chains, about 2 miles beyond which Coreen Hill is 
passed on the north, and the Daysdale-Corowa road and stock route 
are crossed at about 410 miles—Daysdale being distant 4 miles 60 
chains north-westerly by that road ; Twelve Mile Creek is crossed 
at 412 miles, and the line terminates near Bull Plain at 5} miles 
distant south-easterly from Daysdale and a similar distance north- 
westerly from Ringwood at 421 miles 20 chains from Sydney. 

“‘The works are light, with a ruling grade of 1 in 100, and the 
sharpest curve is 25 chains radius. Ali the land passed through is 
alienated.” 

The Railway Commissioners’ Statutory Report is dated 31st 
October, 1922, and is as follows :— 

In accordance with the request of the Honourable the Minister 
for Public Works and Railways, and in pursuance of the provisions 
of the Public Works Act, 1912, the Commissioners beg to submit 
their report on the abovementioned proposal. 








The financial prospects of the extension are as under :— £ 
Histimated Cost Of CONStRUCtIOM riccrscurtect.ccsvceccchceoce’ 176,000 
Estimated annual expenditure — 
Interest on cost of construction (£176,000) £ 
Ub Oss PCL CONUm waseteehenseceen vacuets eaters 9,680 
W orking expense......cercccrserssceveeaeeseresce : 6,520 
16,200 
Bgtimatedsannual rEVERUG ervrassciees seiedevenses casesvosnes 8,600 
DitkereENnCGle- wen sericsmesntsessisienetee TRAN £7,600 


No survey of the route has been made, but the length of the line 
is approximately 28 miles. The district traversed gives promise of 
an appreciable development, and as a matter of policy the objective 
of the line is regarded as Mulwala on the Victorian border to serve 
the whole of the agricultural land at present unserved in that portion 
of Southern Riverina. 

The statutory report on the proposed railway extensions from 
Southern Riverina towards the Victorian border, dated 21st 
December, 1920, should be read in conjunction with this report. 


The Common Seal of the Railway ) 
Commissioners for New South | 
Wales was hereunto affixed 
the 3lst day of October, One}  (1.8.) 
thousand nine hundred and 
twenty-two, in the presence 
of— 


W. Jno. Morris, Secretary. 





JAMES FRAZER. 
J. H, Cann, 























































































































Witness—T. B. Cooper, 13 December, 1922. 


The proposed railway extensions from Southern Riverina towards 
the Victorian border referred to above were from Oaklands to 
Savernake, 15 miles 4 chains, and from Rand to Ringwood, 264 
miles, and the Commissioners’ statutory report thereon of 2l\st 
December, 1920, reads as follows :— 


ProposEeD RAILWAY OAKLANDS TO SAVERNAK#, 15 MILES 4 CHAINS. 


Estimated cost of construction :-— 





S 
Estimated cost of construction .........ccsceceecsesesenens ‘ 101,000 
Interest on cost of construction (£101,000) £ 
at 64 per ice ic.) cesses ches ye kes eee 6,565 
Working expenses ........ A ct Pe BEER, 5 ote 3,700 
10,265 
Estimated avuual revenue,.... .s.ccsceces-eererces 4,C00 
Ditlerence tiie, crccrrens senses sees Pee ste ees £6,265 
Propvosep Rathway Ranp To Rixawoop, 26) Miuxs. 
Estimated cost of construction— 
= 
Estimated cost of construction ...........606 176,000 
Interest on cost of construction (£176,090) £ 
Bb Dy Per COMbee. vwsncenecns essere. retreat tee, 
Working expense) icc cers ure ca ee te 6,400 
17,840 
Estimated annual revenue  ........0.0ceeeee Eon 8,600 
Diflerencéteeas.cracactes saeeaieien ag chante £9,240 


These estimates are submitted as alternative ones, and must 1tot 
be taken to mean that if both lines were constructed the results as 
shown would be realised. For instance, a termiaus at Savernake 
would only be 12 miles from Ringwood and 14 miles from Berrigan, 
while the original proposal from Rand to Ringwood would only he 
12 miles from the Corowa line and a similar distance from Saver- 
nake, thus clearly showing that if both lines were to be constructed 
they would so converge as to reduce the area to be served to a radius 
of about 6 miles. 

In the Southern Riverina district of this State branch line termini 
exist at Tocumwal, Oaklands, Rand, and Corowa, and on the other 
side of the Murray River the Victorian railway system extends to 
Wahgunyah, Yarrawonga, Cobram, and ‘Tocumwal. It would be 
preferable to decide upon a definite scheme for serving with one 
more through line to the Victoriau border the whole of the agricul- 
tural land at present unserved so far as the Southern Kiverima 
district of New South Wales is eancerned. ‘To accomplish this it is 
suggested that instead of the line running direct from Rand to 
Ringwood it be deviated to the north-west, as shown in black, and 
its ultimate destination to be regarded as Mulwala. By this proposal 
the distance between the Corowa, Clear Hills, and Berrigan lines 
would be equally divided, and no country would be more than 10 miles 
away from railway communication ; the extension from Oaklands to 
Savernake would be rendered unnecessary, and an advantage would 
be secured by having the main line connection with Henty ou the 
south. There is still the more important point of enhancement 
which must accrue to the Government by resumption or subdivision 
of large holdings prior to railway construction ; the land in the par- 
ticular localities concerned is eagerly sought after owing to its 
superior value for agricu ture and mixed farming and its proximity 


to the Victorian and New South Weles markets. 

2. Mr. Burke.| Am I to understand that the Railway 
Commissioners recommend the extension of the proposed 
line at a later date to Mulwala?—That is the ultimate 
objective, but at the present time they recommend the 
construction of the railway from Rand to a point on 
Bull Plain between Ringwood and Savernake. They have 
planned the line with a view to ultimately carrying it on 
to Mulwala. 

3. With regard to the line from Oaklands to Savernake, 
the Railway Commissioners think that it would not serve 
a sufliciently large arca of country !—They consider that 
if the proposed railway from Rand to Ball Plain is con- 
structed the country between the Corowa and Tocumwa! 
lines will be equally divided. They consider the proposed 
line the most economical project for serving that area with 
railway communication. 

4. That is to say the proposed line would divide up the 
area to be served more equally 1—Yes. For instance on the 
Hopefield side there is a considerable stretch of country 
which would be more remote from railway communication 
if the line from Oaklands to Savernake were built; but 
the proposed railway from Rand to Bull Plain will 
approximately divide the country evenly. 
5. Is the country to be served by ¢ 
zood +=) fas. 

6, Is it good country right down to Mulwala !—Yes. 
All the country in the Riverina belt right down to the 
river Murray is good, 


he proposed line 


7. Mr. T'ravers.| Since the Railway Commissioners 
reporte | in 1920 a new aspect has cropped up with regard 
to border railways. Paragraph 48 of the schedule of the 
Border Railway Act—and. the schedule constitutes the 
ax cement between the States of New South Wales and 
Victoria reads : 

The questions of connecting the Corowa and Wahguvyah railways, 
and éxtending the Yarrawonga railway or the Wahgunyah railway 
to or towards Oaklands to develop that country, including its coal 
deposits, shall be inquired into by the Government of Victoria, and 
the Government of New South Wales will provide facilities for 
making such inquiries. The Government of Victoria shall arrange 
for th se inquiries to be made hy the Victorian Parliamentary 
Standing Committee on Railways at carly convenience. Should the 
suid Committee recommend the construction of either or any such 
railway between the said coalfields and the Victorian 1ailway 
system, or any other connection provided for in this clause, the 
Victorian Government shall have tne right to construct such railway 
cr railways on the same terms and conditions, and shall work such 
railway or railways under the same conditions as are applicable to 
other railways to be constructed under this Agreement. 

Tf the proposed line is constructed, and subsequently @ 
line on the Victorian gauge is extended from Yarrawonga 
to Oaklands, or fron. Waheunyah to Oaklands, either of 
those lines would serve a good deal of the country that 
would be served by the proposed line. Railway extension 
from Victoria on the Vic'orian gauge would also obviate 
the necessity for the transhipment of freight at the 
border ?—That is so. ‘The two proposals are in conflict to 
that extent. Of course it is entirely an optional matter 
wit Victoria whether ste extends her railways into that 
portion of New South Wales or not. So far as I know, 
the Minister’s policy it is that our own proposal which has 
been suggested by our Railway Commissioners should not 
stand aside until the Victorian Government has satisfied 
itself as to whether or not it should proceed with its 
extensions over the Border. 

8. In the event of Victoria deciding to extend her rail- 
way system either from Yarrawonga to Oaklands or from 
Wahgunyah to Oaklands, Whichever line was built, could 
be deviated in such a way as to serve the bulk of the country 
which it is proposed to serve by means of the line now 
under consideration, and, as I said, if either lines were 
built it would obviate the necessity for transhipmenf at 
the border, and goods could be carried straight into Vic- 
toria ?—Yes, and the mileage would be considerably less 
so far as freight is concerned. 

9. It is only a short time since the Borders Railways 
Act was passed, and you would not yet be in a position to 
know whether the Victorian Government has done any- 
thing in the matter?—The Victorian Government has 
passed an Act ratifying the agreement in the same manner 
as New Sout!t Wales, and we have every reason to believe 
that the Victorian Gove nment is taking s‘eps to carry out 
the provisions of the Act both with regard to the railways 
further down the Murray, and with regard to the extension 
of existing lines. 

10. It was suggested at Oaklands that a line from 
Oaklands to Savernake would be useless from the point of 
view of serving the coal area there if it were built on the 
New South Wales gauge +—I am not sure whether the coal 
deposit it being worked. At any rate, itis in the transition 
stage, 


il. The people there say that any line to suit them must 
be on the Victorian gauge?—I understand that the coal- 
mining proposition is merely a proposition at the present 
moment. No actual work has been done, except testing 
and opening up the deposit. They are certainly not pro- 
ducing coal, nor can they, with any prospect of success, 
produce coal until such time as the question of railway 
commuvication is settled. 

12. Chairman.| And that railway communication they 
say must be with Victoria?—Yes, because it would not pay 
to haul coal the other way. 

13. Mr. Travers.| If the Committee recommend the pro- 
posed line and it were constructed, and subsequently the 
Victorian Government decided, as it can decide’ under the 


agreement arrived at between the two States, to construct 








Witnesses—'l’. B, 
a line on the Victorian gauge either from Yarrawonga to 
Oaklands or from Wahgunyah to Oaklands, that line wou} 
be a very serious c mpetitor with the proposed railway ! 
It would be a ve ry serious competitor, indeed, Of course, 
if New South Wales di owinicied its policy with regard to 
the extension of this line the question is whether the 
Victorian Government would enter the field as an active 
competitor, 

That is if the New South Wales Government decided 
to carry the line right through to Muiwala?—No, Assum- 
ing the Committee reported favourably on the proposed 
line, and subsequently an authorising Act were passed, and 
these steps were taken before Victoria determined her 
policy, I am of the opinion that the action taken by New 
South Wales would have a very potent influence on Vic- 
toria. Of course, if the coal field at Oaklands turns out 
as expected I have no doubt that Victoria would favour 
a railway proposal which would be so much to her own 
advantage. 

15. Mr. Burke.) When the New South Wales Com- 
missioners considered the construction of the railway now 
before the Committee they knew jerfectly well that an 
agreement had been arrived at between Victoria and this 


State ?—They did not. The border railway agreement 
had not heen formulated then, nor had the Act been 
passed. 


16. As a matter of fact, the question of Victoria build- 
ing railways over our border has been in the air for many 
years?—It has, JI can remember when the late Mr. 
O'Sullivan and Mr. Hayes went to Melbourne on behalf of 


Cooper, 






13 December, 1922, and W Hutchinson, 18 December, 1923. 
, > 


the New South Wales Government and arrived at a 
teutative agreement with Victoria in regard to the con- 
struction of border railways. 

17. There is no certainty that even now Victoria will 


carry out her part of the contract? So far as the building 
of railw: ays in this particular part of the country 1s con- 
is quite optional for Victorta to buil | them or 
other 


cerned, 1 
not, but ax is definitely committed to the 
railways. 

18. No time limit has been 
not for the next ten years decide to 
the contract ?!—-No time limit 
agreement. 

19. Do you think that that part of the country is hadly 
served with railways now !—The Railway Commissioners 
in their statutory report say that the distances there are 
unfavourable to protitable agricultural development. 


border 


set down and Victoria may 
carry out her part of 


has been set down in the 


20. How do the people who live midway between the 
Yorowa and Tocumwal lines get their produce to a rail 
way 1—By means of teams. Some of the more up-to-date 
people utilise tractors. 

21. The absence of railway communication there does 
not tend to the development of that part of the country ?- 
It does not. It is rich country capable of closer :ettle 
ment, and. it is considered that a 1casonable measure of 
development would foliow the construction of the proposed 
railway. I might add that the mere fact that this pro- 
posal is being inquired into by our Public Works Com- 
mittee may hasten the settlement of the issue by the Vic- 
torian authorities. 





MONDAY, 18 DECEMBER, 1922, 
Present: —- 
Toe Hoy. W. ‘I. DICK (CHamrman). 
The Hon. Joun Travens. Francis Mictarn, Burke, Esq. | 
The Hon. Rorrne Matrony. Davin Hexry DruwMonp, Esa. 


The Committee proceeded 


further consider the expediency of constructing a line of Railway from Rand to a point 


on Bull Plain between Ringwood and Savernake. 


William Hutchinson, Chicf Engineer for Railway and 
Tramway Construction, Department of Railways, 


sworn and examined :— 


22; Chairman. | Have you prepared a statement in con- 


nection with this propos: al t—No. Unfortunately this is 
another of the lines where no survey has been made, and 
no detailed estimate has been drawn up. The astios® e of 
£176,000 which has been submitted for this line works out 
at £6,286 per mile. This estimate is based on the estimate 
for the Henty-Daysdale line, which I gave the Committee 
some little time ago, Looking at the broad facts again, | 
should say that whilet [ cannot guarantee the estimate, I 
consider it is high to-day. I think that the line could be 
probably built for a good deal less. There are no figures 
in connection with the estimate I have given. It has been 
based on what is very often a very erroneous method—the 
estimate for another line, taking the wages ruling at that 
time, and adding the increase. 


You worked out a detailed estimate for the proposed 
line from Rand to Ringwood ?—So far as I know, we never 
worked out an estimate for that line. 

24. You did for the Oaklands-S Yes. 


Savernake line? 





25. From the construction point of view, would the 
financial results be somewhat similar in the case of the 
proposed line as in the-case of the line from Oaklands to 
Savernake?—I looked at that estimate, and perhaps I 
might read the following letter which I wrote to the 
Secretary for Railways some time ago, when I was asked 


to prepare an amended detailed estimate in connection 
with the proposed railways from Oaklands to Savernake, 
and Billabong to Ringwood :— 


In reply to your letter of the 18th instant received by me at 9 
a.m, to-day, I have to state that it is not possible, in the limited 
time, to prepare an amended detailed estimate for the proposed line 
from Oaklands to Savernake. The previous estimate was prepared 
in August, 1916, with the basic wage at 10s. per day, the amount 
being £72,050. W ages are now J5s. 9d. a day, which is an increase 
of 574 per cent., but the cost of the line would not increase in the 
same proporiion ; ; and [ think an increase of 40 per cent. might be 
taken as approximately the cost, viz., £100,870, or say £6,700 per 
mile. The length of the line is 15 miles 4 chains, grade | in 100, 
sharpest curve 20 chains radius, weight of rail 60 lb. per yard, 


With regard to the proposal from Billabong to Ringwood, there 
has been no survey for this; and no detailed estimate had, there- 
fore, been prepared. The only way in which an approximation can 
be arrived at is by taking the average cost of the Henty-Daysdale 
line, the estimate of which was made in July, 1913, when the 
standard wage was 9s. per day, and adding thereto the increase due 
to the inereased basie wage. The length of the line would be 264 
miles, laid with 60 1b. rails, ruling grade 1 in 100, and sh arpest 
curve 25 chains radius. The estimated cost on the basis of the 1913 
estimate above referred to is £117,289. The increase in the basic 
wage is 75 per cent. over that obtaining in 1913; and assuming 
that the increased cost of the line will be only at the rate of LO per 
eent., then the cost will be £175,933, or £6,639 per mile 


I wish to point out that these estimates are only 
and I cannot certify to their accuracy. 


approximate, 
unsatisfactory to have to give these 
estimates, and I always demur giving them without the 
details. Fi eetien I can assure the Committee that the 
estimate before it is ample to cover every contingency in 
counection with the proposed line. 


Tt is really very 
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Witness—W. Hutchinson, 18 December, 1922, and C. A. Hodgson, 17 January, 1923. 


26. Mr. Travers. | The Railway Commissioners in their 
statutory report on the proposed line said :— 

No survey of the route has been made, but the length of the line 

is approximately 28 miles. The district traversed gives promise of 
an appreciable development, and as a matter of policy the objective 
of the line is regarded as Mulwala on the Victorian border to serve 
the whole of the agricultural land at present unserved in that portion 
of Southern Riverina. 
Under the Border Railways agreement, arrived at between 
New South Wales and Victoria, Victoria had the option, 
if she chooses, to extend her railway system either from 
Yarrawonga to Oaklands or from Wahgunyah to Oaklands 
to open up the coalfield there. If either line were built 
on the Victorian gauge, would it not serve a great portion 
of the country that would be served by the proposed line ? 
—If the Victorian Government extended its system on the 
Victorian gauge to Oaklands, either from Yarrawonga or 
Wahgunyah, there would be no necessity to build the pro- 
posed line. The Victorian line would serve the country, 
but, probably, it would not serve it as well as the proposed 
line. 

27. If the line from Wahgunyah to Oaklands were swung 
eastward it would serve nearly the whole of the country 
that the proposed line would serve ?—I consider it would. 

Z8. The Riverina people look upon Melbourne as their 
objective 1—Certainly, it is much nearer than Sydney. 

29. A line on the Victorian gauge would serve their 
interests better than the proposed line, even if it were 


extended to Mulwala?—TI would not like to commit myself, 
but I should think it would. 

30. If the Victorian system were extended to Oaklands 
it would obviate the necessity for transhipment at the 
border ?—A line from Wahgunyah would run close to our 
line for some distance. I should think a connection from 
Yarrawonga would be more sensible. 

31. Mr. Drummond.) There is a coalfield at Oaklands ?— 
IT have heard of it, but I do not know anything about it. 

32. If the Victorian system were extended t> Oaklands 
it would not only draw coal but a good deal of wheat and 
other produce that probably comes north at the present 
time?—I should say that it would draw anything within 
drawable distance. It would take everything it could, and 
it would be cheaper to use it. 

33. The possibility of the Victorian Government build- 
ing a line either from Yarrawonga or Wahgunyah to Oak- 
lands is a factor that ought to be taken into consideration 
in connection with the proposed line ?—I should think so. 

34. Mr. Burke.| If the Victorian Government did not 
see its way to extend its system either from Yarrawonga 
or Wahgunyah to Oaklands within the next ten years the 
people in that part of the State would be badly served 1— 
A portion of that country would be. 

35, That is a factor that should be taken into con- 
sideration in the inquiry into this project ?—I should 
think it would bo a very essential factor in your inquiry, 





WEDNESDAY, 17 JANUARY, 1923. 


}resent:— 
The Hon. W. T. DICK (Cyaan). 


The Hon. Joun Travers. 
The Hon. Roperr Manony. 
Francis Micuart Burke, Esq, 


WituiAM Cameron, Esq. 
Brian James Dog, Esa. 
Davin Henry Drumnonp, Esa. 





The Committee procecded to further consider the expediency of constructing a line of Railway from Rand to a point 
on Ball Plain between Ringwood and Sayernake. 


Charles Austen Hodgson, Chief Traffic Manager, Depart- 
ment of Railways, sworn and examined :— 


36. Chairman. } Have you a statement to make with 
respect to the proposed railway from Rand to a point on 
Bull Plain midway between Ringwood and Savernake !— 
Yes. It is as follows :— 


This proposal was the outcome of a recommendation made in con- 
nection with an inquiry into the merits of a line from Rand to Ring- 
wood, and another from Oaklands to Savernake, the Commissioners 
having reported in favour of one route centrally situated to serve 
the combined interests of Savernake and Ringwood, and their 
recommendation was adopted by the Public Works Committee in 
April, 1922. 


The amended figures for the central line are as fullows :— 


£ 
Estimated cost of construction......... cecccceccececece Sarat et 176,000 
Estimated annual expenditure : — £ 
Interest at 54 per cent.............scccccsereeneeeees 9,680 
Working ‘expenses. £4.00. Joon, ane) £ 
———_ 16,200 
Estimated annual revenue...........ccccceeceee Vist duets chy eRe wees 8, £00 
Difference, weer. fees sisi aRase Heee ine ae ore ee Rate 76,000 





The district concerned in this proposal gives promise of an appre- 
ciable development and asa matter’of policy the objective of the line 
is regarded as Mulwala on the Victorian border to serve the whole 
of the agricultural land at present unserved in that portion of 
southern Riverina. 


37. Have you, as head of your Department, taken into 
consideration in any way recent proposals for the extension 
of the Victorian lines into our territory in that district 1— 
As far as I know they will not affect this question, 


38. Do you regard this suggestion as being the best 
solution of the problem of railwaying the area which it was 
previously proposed to do by a line from Rand to Ringwood 
and from Oaklands to Savernake 7—Yes. 





39. You regard this as a proposition which is worthy of 
serious consideration ?—Yes. I think it is a line which has 
to come, and that it will be carried on to Mulwala. 


40. Would it be necessary to make any deviation from 
the proposed objective at Bull Plain in order to get down 
eventually to Mulwala ?-—-No: it will be an extension. 


41. There was a suggestion, during the course of the 
previous inquiry, that it should go a little further to the 
east, so as to get to Mulwala !—It will be seen by looking 
at the map that the line to be made is one midway between 
Berrigan and Hopefield. 

42. That was the reason of the Committee’s recommen- 

‘dation on the evidence given previously ?/—That is sc. We 
always want to put a new line midway between two 
existing lines. 

13, Mr, Travers.| Apart altogether from the influence 
this line would have on local development, one of the 
reasons, I take it, for the construction of this line is that 
at some time it will be extended to Mulwala?—I would not 
go so far as to say that. I think, even if there were no 
Mulwala, it would be the right and proper thing to extend 
this line to the point we have selected ‘There is an area of 
excellent agricultural land there which is not served. 

41. When you were giving evidence before the previous 
Committee on 10th March, 1921, you said amongst other 
things : 

A perusal of the map shows that we have sections of line termina- 
ting at Tocumwal, Oaklands, Rand, and Corowa ; and on the opposite 
side of the Murray the Victorian system extends to Wahgunyah, 
Yarrawonga, Cobram, and Tocumwal. I am therefore of the opinion 
that we should now decide upon a definite scheme for serving with 
one more through line to the Victorian border the whole of the 
agricultural land at present unserved so far as New South Wales is 
concerned. To accomplish this I would suggest that instead of the 
line running direct from Rand to Ringwood it be deviated to the 
north-west, and its ultimate destination to be regarded as Mulwala, 
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Wttnesses—C. A. Hodgson, 17 January, and J. E. H, Kennedy, 5 June, 1923. 


Supposing that Victo.ia exercises her option under the 
Border Railways Agreement of constructing a line with her 
own gauge from Yarrawonga to Oaklands, or from Wah- 
gunyah to Oaklands, would the construction of that line 
affect your traflic figures to any appreciable extent?—To a 
certain extent it would. We would have competing lines. 

45. Do I take it that you are of opinion if Victoria con- 
structed either of those lines we should hesitate before 
constructing our line from Rand to Bull Plain ?—I agree to 
that ; but I do not think either of those lines should be 
constructed, 


46, There was an idea of connecting with Oaklands 
where there was a coal mine, from which a good deal of 
good brown coal could be obtained which would be of great 
value to Victoria, and the only line which would be suitable 
would be the one with the Victorian gvuge right up to the 


pit mouth ?—I_ know that is part of the reason. 
47. Mr, Doe.| In the event of the line from Rand to 


Bull Plain being continued to Mulwala, will the tendency 


be for a heavy traflic to go to Melbourne 1—Not necessarily. 





TUESDAY, 5 JUNE, 1923. 


Present:— 
The Ifon. W. T. DICK (Cuatrmay). 


The Hon. Joun TRAVERS. 
The Hon. Ropert Manony. 


Francis Micuart Burke, Esq. 
WittiAm Cameron, Iisa. 


Brun James Dor, Esq. 


a) ° ‘ . a . a4 . La 
The Committee proceeded to further consider the expediency of constructing a line of Railway from Rand to a point on 
Bull Plain between Ringwood and Savernake. 


ee 


John Edmond Harold Kennedy, chief draftsman, 
Department of Lands, sworn, and examined :— 


48, Chairman. | You have a statement to place before 
the Committee !—Yes, it is as follows :— 


PRoposeD RATLWAY—RAND TO Butt PLAIN. 








Z ; acres. 
Alienated lands (tinted blue)— (about). 
Including conditional purchases, conditioral purchase leases, settle- 
ment purchases, homestead selections, suburban holdings, 
and homestead farms o.oo. 6 occas. Some eens ances nels ocean ae 383,700 
Reserved lands, about 6,700 acres— 
* About 6,000 acres not held under any tenure (tinted green) ...... 6,000 
” 700 ,, held under lease and license (edged green). 
% 6,700 ,, 
Leased lands (hatched blue)— about. 
Special leases (including about 200 acres reserves) (00 acres 
Crown ,, BRMROL Tenia wie ee aie cota Set aefecsste 8 200035 ) 800 
(about 209 acres reserves) SOOM a ) 
Crown lands (tinted brown)— 
Held under Occupation License 
(including about 500 ,, i. ) 500 
(About 700 ,, 2a) 
Total area about........-+e 396,000 


*It is probable that part of these reseved lands may he held under annual 
leases ,particulars of which are not available at Head Office, 
J, E. H. KENNEDY, 
Chief Draftsman, 


Department of Lands, 
Sydney, 5th June, 1923. 


Limits of Affected Arca. 


The limits of the area which would be influenced by the 
construction of the proposed railway, Rand to Bull Plain, 
in accordance with instructions received, have been restricted 
to 12 miles from each side of the proposed lines, and are 
shown on map produced by a firm red band. On account 
of the existing railways, Berrigan to Jerilderie, Oaklands 
to The Rock, Rand to Henty, and Culcairn to Corowa, the 
limits referred to on the western, north-western, north-east- 
ern, and south-eastern sides of the affected area are indi- 
cated on map about midway between the said existing rail- 
ways and the proposed line. 

The 12-mile zone is shown on the south-western end of 
the proposed railway and is bounded by a line being a radius 
12 miles in length, the centre of which is the terminal point 
of the proposed railway, and bearing generally westerly and 
south-westerly to its intersection with lines forming the 
boundaries about midway between the existing railways and 
the one proposed. Extension beyond the other limits indi- 
cated to cover that zone on each side of the proposed rail- 
way would include lands within the sphere of the existing 
lines above-mentioned. 

Concerning the lands within the limits shown the follow- 
ing particulars are submitted :— 

There are no untenanted Crown lands within the affected 
area, 


Forest Reserves. 
There are three forest reserves, dedicated as State forests 
with an aggregate area of about 2,400 acres, 
Country—Generally level and gently undulating; low 
gravelly and stony ridges in parts. 
Soil—_Light sandy, generally red with little grey soil. 
Most of it suitable for cultivation (wheat, &c.). 
Timber—Thick pine of good prospective value ; also box 
and oak generally of little value, 
No inconvertible leases exist within the affected area’s 
limits. 
Settlement Purchase Areas. 

{t will be noticed that the affected area contains nine 
closer settlement purchase areas, six wholly and three partly 
within its limits, as shown by white firm bands on map, with 
a total acreage of about 38,600 acres. They were acquired 
by the Government under the provisions of the Closer Set- 
tlement Acts, the information concerning which is detailed 
in the following schedule :— 




















| | 
| | Disposal | Disposal 
Settlement Purchase) Date of | No. of | average | average 
7 em Acreage. Acquisition. |Farms.| price | price per 
per acre, | Farm 
} 
Ss Ey: 50 £2 Ha. Gs Pe HE 
Large part within, 
Coreen and Back atout Lie Nov., 1909|4partly| 4 0 2/ 2,440 6 7 
Paddock “9” .. (| 99,000 0 0)) within, 
New Coreen ......-.| 2)88f 1 0} 22Jan., 1912 Tee 2 16 6 alpl Gsa, OUrd 
| | (about) | 
Miller ee eve stay se sata 1,309 3 0 2 Oct., 1920) 2 | 419 0| 3,242 011 
ff Large part : t fini 
OP Bry aS eicalsre ae about » 9Dec., 1920) 2 7 BPO leo, 169 22 6 
500 O O | } | 
Nixon's ° 2) sreteae oe 559 3 0} 1Jan., 1921 We Bp caseaterd | 8,500 0 0 
Nikonlere.ecsennc st: I o78 (2 Ole uMarr, 102i ie. 1 510 0| 8,154 5 0 
| | | (about) 
CVAY Kese'% gig cere | 988 2 0} 24Feb., 1921 2 GA fe ROlie Tas 
} (about) 
Ingleburnyadeysrem-,|) 902 10 6 Sept., 1921 2 Gan0r. 0) 2. 700m Us 
: Small part | 7 0 01 
Walbundrie ......- about 1 Mar., 1919) 2 ahoutye We at ee 
| 2,200 0 0 lwithin,| \#0oue) 
\6 partly 





The whole of Walbundrie estate (about 15,700 acres) com- 
prises thirty-one soldiers’ group purchase and six settlement 
purchase acres, The balance was sold at auction for village 
settlement. 

All the farms in the above areas were applied for and 
allotted by the Minister. 

It is desired to mention that within the affected area’s 
limits there are about 6,500 acres of unalienated Crown 
lands, viz., about 6,000 acres of reserved lands not held 
under any fenure other than annual tenure, and about 500 
acres of Crown lands held under occupation license. 


Rainfall. 
The average annual rainfall on the whole of the affected 
area is about 19 inches, 
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Witnesses—G. Duncan and W. Tate, 27 February, 1924, 


WEDNESDAY, 27 







FEBRUARY, 1924, 


[The Committee met in the Public Hall, Coreen. | 


Present: — 
The Hon. W. T. DICK (Ciramman). 


The Hon. Joun Travers. 
The Hon. Rospert Manony. 
Francis Micnarn Burxs, Esa. 





Wituiam Cameron, Esa. 
Brian James Dox, Esa. 
Davin Henry Druaaonp, Esa, 


—_— 


The Committee proceeded to further consider the expediency of constructing a line of Railway fron Rand toa 
point on Bull Plain between Ringwood and Sayernake. 





Gordon Duncan, farmer and grazier, Daysdale, sworn, and 
examined :— 


49. Chairman.] How far from the route of the proposed 
railway is your property situated ?—About 2 miles. I am 
in favour of a line from the Rand to a point midway be- 
tween Savernake and Ringwood, which would evenly divide 
the country. 

50. Do you consider that the proposed railway more 
evenly divides the country to be served than either of the 
two proposals previously inquired into?—Yes, 

51. What development is likely to arise from the con- 
struction of a railway from Rand to the proposed ter- 
minus; would there be a subdivision of estates and would 
further areas be put under cultivation?—Yes. The Ma- 
honga owners have recently sold 17,000 acres of their 
holding, and I am told that if this line is built a further 
subdivision of that estate will take place. 

52. How far along the course of the proposed line does 
the Mahonga country extend’—Some of it extends within 
the influence of Rand, but there is a lot outside. About 
5 miles of the estate will come within the influence of the 
line, before the south-western boundary is reached. 

53. On what side of the line?—North and south. The 
line will go through it. There are several big holdings 
along the route. 

54. Does the Mahonga Company still hold 70,000 acres? 
-——I think the area has been reduced to about 50,000 acres. 

55. What other estates are there within the influence of 
the proposed line?—-Wongamong, Bull Plain, and the 
northern portion of Tarramia, to the south. 

56. Is not that within the influence of the line at Mul- 
wala’—Yes, portion of it is. 

57. Would traffic from Tarramia come to the proposed 
line’—Yes, the northern portion. 

78. How far towards Berrigan would it draw traffic ?— 
Very little beyond Savernake. The tendency has been to 
go towards Yarrawonga. 

59. Is that due to the fact that the roads the other way 
are indifferent?—Yes, there are better roads this way. 
If the railway is built it will have a big influence on the 
making of the roads. At present the Coreen Shire is very 
much in want of quarries. If the railway were constructed 
metal and other material could be conveyed to the various 
centres, which would assist in making roads to and from 
the proposed terminus. A good deal of Tarramia has been 
taken up. 

60. Mr. Mahony.] Does a fair amount of traffic from 
Savernake go to Yarrawonga ?—Yes. 

61. Is it much shorter to go from Yarrawonga to Mel- 
bourne than from the proposed terminus to Sydney 2—Yes, 

62. If the line were built would traffic from this district 
still go to Victoria?—No, not if fares and freights were 
reasonable. In that case I have no doubt people would 
support the new line. The greatest nightmare of the 
farming community is the long road carriage of wheat. 
It is trying on the horses as well as on the men. Shorter 
haulage from the farms to the railway-siding would cause 
farmers to use the railway. 

63. Mr. Doe.| Are you a member of the local Council? 
+-Yes. 








64. What is the usual size of the wheat farms in this 
district ’—From 900 to 1,000 acres for a decent living to 
compensate a man for the disadvantages of living in this 
locality. At present you cannot properly educate your 
children to a reasonable standard. <A farmer here is en- 
titled to more than a bare living area. 

65. What is the average value of wheat land in this dis- 
trict. I refer to country which has been rung?—It is 
selling now up to £7 an acre. The market value is its 
actual value. 

66. I suppose with the railway it would sell at a higher 
price’—I do not think so. That is a reasonable estimate. 

67. The railway must add something to the value of the 
land?—Yes, it would add some, but land used for wheat 
production has a standard value. 

68 Do you think it has reached its full value without 
the railway ’—Yes, practically. 

69. But how much would the railway increase its value? 
Perhaps from 10s. to £1 per acre. 

70. Hag there been much development in the Rand dis- 
trict during the three or four years since the railway has 
been constructed there?—Yes. Bulgandra Station has 
been cut up almost completely, and a good deal of the 
eastern and south-eastern portion of Mahonga has also 
been cut up. <A fair number of people have settled there. 

71. Mr. Burke.] If the line from Yarrawonga or Wah- 
gunyah were extended to Oaklands, would not the rail 
distance from this district to Melbourne be considerably 
shorter than it would be to Sydney ?—Yes. 

72. In that event could the proposed line be made a 
paying one#—I think whether it pair or not it should 
ultimately join up with the Victorian railway. 

73. Would a railway run by the Victorian Government 
to Oaklands serve this district ?—No, it would still be a 
long way from here. If extended from Wahgunyah to 
Oaklands it would be a little nearer. 

74. Do you contend that with an extension of that line 
and with the Corowa line this country would not be well 
served without the proposed railway 2—Yes. 





William Tate, farmer and grazier, Ringwood, sworn, and 
examined :— 


75. Mr. Travers.) Do you support the proposed railway 
from Rand to Bull Plains ?—Not exactly to Bull Plains as 
proposed. In my opinion it should deviate a little to the 
south as far as Frewin’s Reserve. That is travelling stock 
reserve 9,275. 

76. About what distance would that be from the pro- 
posed terminus?—Two or 3 miles. The railway should 
run direct to Frewin’s Reserve, as it would serve better 
country. The best country lies to the south of the proposed 
line. 

77. Would you leave the proposed line somewhere about 
Coreen and go south’—Yes, practically in a direct line to 
Frewin’s Reserve. The Rignwood land is very valuable and 
is all settled. You cannot buy land there now for less than 
£8 10s. or £9 an acre. To the north the land is poor.. The 
Wongamong land is good, but jt is getting close to Oak- 
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lands. I look to this line going in future to Mulwala and 
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Yarrawonga. The shortest route is the best, and some day 
there will probably be irrigation here. I have no axe to 
grind, and all things considered, I believe that a line to 
Frewin’s Reserve is the best. It is.a permanent reserve, 
comprising 200 or 300 acres, suitable for railway purposes, 
and you ean get abundant water there by sinking 89 or 90 
feet. Such a line would serve Savernake. 

TS. What is a fair distance to cart wheat to the railway 
in this district ?—Not more than 10 miles, I have grown 
and carted 50,000 bags 18 miles to the railway. 

79. Does a 10-mile radius of the terminus of the proposed 
line include all the good country you have mentioned ?— 
No. 

80. Would the portion left out be within the influence 
of the Culeairn-Corowa line?—No. ‘There would be 15 
miles the other way. 

81. What are you doing with your property ?—I culti- 
vate up to 900 acres some years, and go in for grazing. 
| hold 1,600 aeres, and my sons have 950 acres. 

82. Where is your trucking station?—At Corowa. 

83. What does it cost you to cart wheat?—15d. a bag. 

84. Taking the country from Rand to Bull Plains, what 
would be the average distance which the farmers cart 
their wheat?—Some of them 20 miles. The average is 
over 10 miles. 

85. If the railway were built would that average dis- 
tance be reduced by about half ?—Yes. 

86. According to the official evidence given by repre- 
sentatives of the Lands Department, there are 388,700 
acres within the influenee of the proposed line. Within 
12 miles of the railway what would be a living area?— 
About 600 acres. 

87. What has been the yield throughout the district ?— 
I have averaged 20 bushels to the acre. Some farmers 
have averaged more. It is all good wheat country. i 
know of farmers who this year have averaged 33 bushels. 

88. Could you make a comparison between the country 
from Henty to Rand and that portion 10 miles south of 
Rand ?—This is superior country for mixed farming. 

89. What is the carrying capacity of this land for sheep ? 

—Two Merino sheep to the acre. In some years you can 
hardly keep the grass down. 
_ 90. If the Victorian Government constructed a line on 
the Victorian gauge from Mulwala to Oaklands, would 
it alter your opinion about the future destination of the 
proposed railway ?—If the Victorian Government did that 
there would be no necessity for this line to go on. 

91. Would there be necessity for this line to go as far 
as Bull Plains: should it terminate at Coreen?—No, I 
think it should go on so that the Victorian line might tap 
it. That would increase the traffic on the railway. 

92. In the event of the proposed railway linking up 
with the Victorian line from Mulwala to Oaklands would 
it cause local wheat to find its way into Victoria?—No, 
because there is only 1d. difference in the freight between 
Melbourne and Sydney, and it would not pay to tranship 
unless it was special wheat. There is a big traffic in 
machinery and bags. Stock would be transported in time 
of drought. : 

93. Most of your farming machinery and goods are 
brought here from Victoriat—Yes. Wheat would go 
to Sydney. 

94. Would wheat grown within 8 or 9 miles of the pro- 
posed line on the Victorian gauge go to Sydney ?’—I think 
+t would go to the nearest railway station, as the differ- 
ence in freight is trifling. 








eee 


John Henry Kingston, farmer, Coreen, sworn, and 
examined :—: 


95. Mr. Burke.] Are you in favour of the line as pro- 
posed ?—I am in favour of the line, but I believe it should 
{erminate near Frewin’s Reserve. 
yoidway between Berrigan and Corowa. 
the line no longer. 


That would be about 
Tt would make 
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Witnesses—W. Tate, J. I. Kingston, and N. A. Kerr, 27 February, 1924. 


96. Supposing the Victorian Government extended their 
railway on the Victorian gauge from Mulwala to Oak- 
lands?—It would affect the line to a certain extent, but if 
this line is not built there would be a good deal of country 
in that district not served. 

197. Would not the Victorian line serve a great part 
of this country ?—Not at the Ringwood end. 

98. What is the area of your hloding?—583 acres. I 
grow wheat mostly and send it to Hopefield, 174 miles 
away. 

99. If the proposed railway were constructed and the 
Victorian line were extended as proposed, would you still 
send your wheat to Sydney ?—Yes, because I should be so 
many miles closer. 

100. How far is your place from the proposed line?— 
Two or 3 miles—about 5 miles by road. 

101. How far would you be from the Victorian line?— 
Ten or 12 miles. 

102. What is a living area in this district?’—From 800 
to 1,000 acres, according to the country. 

103. What is the carrying capacity of this land?—In a 
favourable season one and a half sheep to the acre. 

104. During the time you have resided in the district 
have the conditions been good ?—Good and bad. At times 
During the last few years 





we have had it pretty rough. 
we have not had too bad a spin. 

105. Is the country to be served by the proposed railway 
as good as that between Henty and Rand?—I would say 
it is better, on an average. 

106. If the railway were built would the large estates 
in the district be subdivided ?—Yes. 

107. Would you be prepared to take up more land?—Yes, 
that is what I should like to do. 

108. Would Sydney still be your market ?—Yes. 

109. How far is your holding from the existing railway ? 
174 miles. 

110. What in your opinion is a fair carting distance to 
the line?—From 8 to 10 miles is a good day’s work. When 
you have to go 17 miles you have no time to do anything 
else. 

111. If Victoria extended the railway to Oaklands do 
you think the proposed line would become a paying pro- 
position ?—I certainly think it would in a reasonable time. 


Nathaniel Arthur Kerr, farmer and grazier, Oaklands, 
sworn, and examined :— 

112. Mr. Mahony.| What area do you hold?—About 
11,000 acres. I have recently acquired 3,600 acres within 
7 or 8 miles of Rand. 

113. Is the rest of your land served by the Oaklands 
line?—Yes. In my opinion the route of the proposed line 
should be diverted a little to the north-west, in the direc- 
tion of Oaklands. It would serve better country. 

114. Is the country better to the north-west than to the 
south-east of the line?—Yes. 

115. In the event of the Victorian Government con- 
structing a railway from Mulwala to Oaklands, would it 
not serve the country to the north-west such as you have 
described ?2—No. 

116. What is a fair distance to eart wheat to the rail- 
way ?—Not more than 10 miles. 

117. If the proposed railway were built would there be 
much land not served outside of the 10-mile limit as be- 
tween the proposed line and a line from Mulwala to Oak- 
lands?—No, not a great deal. 

118. What are you doing with your 11,000 acres?—I 
cultivate about half of it. I go in for grazing, and I have 
1.000 acres under fallow. I have seven sons who are all 
farmers, and J] employ a good deal of labour. 

119. What do you consider is a living area in your dis- 
trict 2—1,000 aeres for a comfortable living. My sons are 
partners. 

120. Do you propose to hold your land?—Yes, 
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IWitnesses—N, A. Kerr W, H. Gilmore, J. Macnamara,’and J. E, Talbot, 27 February, 1924. 


121. Mr. Doe.| Where do you send your wheat!’—To 
Sydney. 

122. Do you consider that the country to he served by 
the proposed line would yield more traffic than the land 
between Henty and Rand?¢—Yes, I prefer this country. 
i think it will grow more wheat. 

123. Is the land likely to be cut up into sufficiently small 
areas to make it more productive ?—Yes. 


William Henderson Gilmore, farmer, Bull Plains, and 
, sworn, and examined :— 

124. Mr. Doe.| What area do you hold?—3,100 acres 
between myself and my two brothers. At present we have 
no intention of subdividing. We cultivated 1,200 acres 
this year and about 1,000 acres last year. We farm about 
one-third of the land. We have 800 acres in fallow this 
year. 

125. Do you consider that the route of the proposed Jine 
is the best one?—I think the line should terminate at 
Frewin’s Reserve, about a mile and a half south of the 
proposed terminus. We have found by measurement on 
the map that Frewin’s Reserve is as nearly as possible half- 
way between Hopefield and Berrigan. 

126. As the whole of Frewin’s Reserve would not be 
required for railway purposes to what use could the re- 
mainder be put?’—It could be used for the township. 

127. Is there no likelihood of it being required for 
travelling stock?’—No. ‘There is another reserve a mule 
or two south. 

128. Is it likely that the large estates such as the balance 
of Mahonga, Wongamong, and Bull Plains will be cut up 
if the line is built ?—We understand that Mahonga will be 
subdivided. There are not many big estates in the vicinity 
of the proposed terminus. 

129. Would you expect considerable development in the 
district if the line were constructed?—We shall be just 
about in our extremity if we do not get it. I have paid 
£240 to carriers to cart my grain. I have had sixteen 
horses working for eight weeks. Unless we get the rail- 
way we shall have to go back to sheep. JI am 184 miles 
from the line. 

130. What is the value of land in your district?—£8 10s. 
per acre. 

131. Would you go back to sheep on land worth £8 10s. 
per acre?—Yes, with the present price of wool and lambs. 

152. If the proposed line and the Victorian line to Oak- 
lands were constructed, would the latter railway cut 
through the Bull Plains line, so to speak?—No. Wheat 
will go to its natural market. The New South Wales rail- 
ways can carry wheat against the Victorian railways. 

133. Do you think the Victorian line would prevent the 
proposed railway from becoming a reasonably paying pro- 
position?—No. Manure and machinery would come from 
Melbourne on the Victorian line and the proposed line. 

134. How far north on the New South Wales railway is 
manure brought from Melbourne?—To Henty. The line 
would be the only one in southern Riverina not connected 
with the Victorian system. If Victoria does not extend 
the railway from Mulwala to Oaklands this line should 
ultimately be extended there. JI have always carted my 
wheat to Yarrawonga. 

135. Do you consider there would be a big wheat traffic 
with Sydney ?—Yes. ‘Lhe live-stock traffic of this district 
is with Melbourne. Fat lambs never go from this district 
to Sydney, but are travelled by road to the border. 

136. As a railway is to be constructed from Port Kembla, 
where there are large phosphate works, to Moss Vale, cut- 
ting out about 100 miles of carriage, do you consider that 
trafic could compete with similar traffic from Melbourne 
in this district?—Yes. But it is clearly a matter of price. 

37. Is that commodity cheaper to you at Melbourne 
than at Port Kembla?—No, it is the longer haulage that 
counts. 


Ringwood 


138. What does it cost you for manure?—About £5 12s. 
a ton landed at Yarrawonga. 

139. Is there any timber suitable for sleepers in the 
neighbourhood of the proposed railway ?—There are red 
gum flats at Mulwala, which have been cut. 

140. Mr. Drummond.] What do you consider is a living 
area in your district?—About 800 acres. 

141. At £8 an acre it would cost a good deal to provide 
a living area?—Well, if the farmer has less he cannot work 
his holding to advantage. 

142. Does that price apply to land within a reasonbale 
distance of the proposed line or as it stands to-day /—As 
it is now. 

143. Would the construction of the railway alter that 
price ’—Yes, it would go up £2 per acre. This Ringwood 
land wuold average from £9 to £10 per acre. ' 

144. Could wheat farming be carried on successfully 
under those conditions ?—Yes. 

145. If 800 acres cost £7,200 it would not seem to be much 
of a closer settlement proposition even if this line were 
constructed ?—I do not think there would be much sub- 
division as the estates are already mostly subdivided, and 
most farmers have a large enough area to work. With the 
railway 600 acres would be sufficient for a living area, 





John Macnamara, farmer and grazier, Emu Park, sworn, 
and examined :— 


146. Where is your holding situated?’—About 6 miles 
from the main road, west of Coreen. I have been there 
since 1887. 

147. Are you in favour of the proposed line?—Yes. 

148. If a railway were built from Mulwala to Oaklands 
by the Victorian Government would a line from Rand to 
Coreen amply serve the rest of the country ?—Yes, the line 
should eventually go to Mulwala, and there should be con- 
nection between Oaklands and Cobran. Such railway 
facilities would serve this Riverina country. 

149. What is the size of your holding ?—6,000 acres. I 
am grazing and cultivating the land. Last year I had 
1,400 acres in. 

150. If the railway were constructed would you increase 
your cultivable area?—Yes, probably to one-half or one- 
third of my land. 

151. How far do you haul your wheat ?—About 15 miles, 
to Oaklands. 10 or 12 miles is quite far enough. 

152. Mr. Doe.] You apparently have approximately 
eight living areas. Have you any sons?—Two sons and 
two daughters., 

153. What do you propose to do with your land if the 
railway is constructed ?’—Divide it amongst my family. 

154. Should the line terminate as proposed or should it 
deviate about a mlie and a half south to Frewin’s Reserve, 
as suggested ?—I think it should go to Frewin’s Reserve. 





Joseph Ephraim Talbot, farmer, Coreen, sworn, and 

examined :— 

155. Chairman.] Do you agree generally that the line 
as shown on the map would be in the best interest of this 
district ?—Yes. But it should deviate a little to the south 
so as to go to Frewin’s Reserve. That is for the same 
reasons as have been given ‘by previous witnesses. 

156. Would you take off on the proposed route at Coreen 
and run down as suggested by previous witnesses ?—Yes. 

157. Would a larger area of settled country be them 
brought within the influence of the line?—Yes, and it is 
better land, by way of Frewin’s Reserve. 

158. What is the area of your holding ?—1,190 acres. 

159. What is a living area in your district ?—About 
800 acres within 10 or 12 miles of the railway. 

160. The Committee understand there are a considerable 
number of holdings in the district of 1,000 acres and over. 
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Witnesses J. I. Talbot, 27 February, and A. Blenkin, 12 October, 1924, 


If those holdings were closer to the railway could a decent 
living be made on smaller areas ?—Yes, because there would 
not be so much earting to do. I have not yet finished 
earting, and I have to go 18 miles. 

161. Do you agree with what previous witnesses have 
said 
tance ?—Yes. 
to Wahgunyah for droving. 
is before they hit the rail. 


respecting the handicap caused by long carting dis- 
In trucking fat sheep it costs me £4 10s. 
That is 30s. a day, and that 
lf the line went to Frewin’s 


Reserve I could put them in the truck myself, and I should 
send them to Sydney. In a dry time I, in 1920, sent cattle 
to Sydney which topped the market. 

162. Would the construction of the proposed railway i 
duce you to send stock to Sydney ’—With present prices 
they would go to Sydney. It depends upon the prices. It 
we had the line we could go in for mixed farming, and 
we eould send chaff to Sydney. ‘The Sydney chaff mar et 
is better than the Melbourne market. : 





SATURDAY, 11 OCTOBER, 1924. 


Present :— 
The Hon. W. T. DICK (Ciaran). 


The Hon. Joun TRAVERS. 


The Hon. Ropert Mancxy, 


Brian JAMES Dor, Esa. 





The Committee proceeded to further consider the expediency of constracting a line of Railway from Rand to a point on 
Bull Plain between Ringwood and Savernake. 


Arthur Blenkin, Secretary, Parliamentary Standing Com- 
mittee on Public Works. was sworn and examined. 


163. Chairman.] I believe you have a statement to 
submit regarding the proceedings of the Victorian Parlia- 
mentary Standing Committee on Railways on the proposed 
border railways to Oaklands, New South Wales ?—Yes, I 
have received a copy of the report. The Victorian Parlia- 
mentary Standing Committee on the subject of the report 
was made under the provisions of paragraph 48 of the 
Border Railways Act passed by the Parliaments of New 
South Wales and Victoria in 1922. The Act referred to 
ratifies and provides for the carrying out of an agreement 
between the States of New South Wales and Victoria 
respecting the construction, maintenarce, and operation 
of certain lines of railway from the State of Victoria into 
the State of New South Wales, the construction and main- 
tenance of certain bridges over the River Murray, and 
other works. The agreement as it affects the question of 
connecting the Corowa and Wahgunyah railways, and 
extending the Yarrawonga railway or the Wahgunyah 
railway to Oaklands, is contained in paragraph 48 of the 
Schedule to the Act, and is as follows :— 

The questions of connecting the Corowa and Wahgunyah railways, 
and extending the Yarrowonga railway or the Wahgunyah railway 
to or towards Oaklands to develop. that country, including the 
coal deposits, shall be inquired into by the Government of Victoria, 
and the Government of New South Wales will provide facilities 
for making such inquiries. The Government of Victoria shall 
arrange for these inquiries to be made by the Victorian Parlia- 
mentary Standing Committee on Railways at early convenience. 
Should the said Committee recommend the construction of either 
or any such railway between the said coal-fields and the Vic- 
torian railway system, or any other connection provided for in 
this clause, the Victorian Government shall have the right to 
construct such railway or railways on the same terms and conditions, 
and shall work such railway or railways under the same conditions 
as are applicable to other railways to be constiucted under this 
Agreement, Any bridge or bridges built in connection with the 
said railway or railways shall form part of the capital cost of the 
said railway or railways, and shall be constructed at the cost of the 
Victorian Government. 

In accordance with this agreement the Victorian Stand- 
ing Committee on Railways has held an inquiry into the 
connection mentioned, and has made a report which I now 
submit (vide Appendix A). 


Paragraph 72 of the report stetes :— 


The Committee recommends the construction of a 5 ft. 3 in. gauge 
railway from Yarrawonga northward to a point about 15 miles 
from Yarrawonga on the Mulwala-Savernake road, and there turning 
eastward to Frewin’s reserve; thence northward through the centre 
of Bull Plain Parish, and along the western boundary of the Parish 
of Coreen; thence northward to Oaklands, passing on the west side 
of that town, and terminating in the railway yard, Oaklands, a 
distance of 37 miles, at an estimated cost of £245,800, including 
£32,400 for bridging the Murray River at Yarrawonga, and £22,700 
for a junction station at Oaklands, 
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(Appendix to Evidence of Arthur Blenkin, Secretary, Parliamentary 
Standing Committee on Public Works, New South Wales.) 


The Victorian Parliamentary Standing Committee on Railways, to 
which the Parliaments of New South Wales and Victoria, under 
the provisions of paragraph 48 of the Agreement ratified by the 
Border Railways Act, 1922, referred the questions of connecting 
the Victorian railway system with Corowa, New South Wales, 
and either continuing that railway on to Oaklands or construc- 
ing a railway on the Victorian gauge from Yarrawonga across 
the Murray River to Oaklands, has the honour to report as 
follows :— 

1. The Victorian Parliamentary Standing Committee on Railwa; s 
has, in accordance with the provisions of paragraph 48 (printed cn 
preceding page) of the Border Railways Act, passed by the Parlia- 
ments of New South Wales and Victoria in 1922, inspected tle 
agricultural country proposed to be served by the railways mentioned 
in that paragraph, and has also inquired into the question of the 
effect these railways are likely to have in developing that country 
including the coal deposits near Coorabin, a few miles north of Cak- 
lands, over which the Riverina Collieries Limited has secured a lease 
from the New South Wales Mines Department. 

2. Evidence concerning the proposed railways and the coal deposits 
was heard by the Committee at Benalla, Yarrawonga, Savernake, 
Oaklanés, Corowa, Ruthglen, Albury, Wangaratta, Shepparton, and 
Melbourne. 

DescriIeTION OF DisTRICT. 


3. Oaklands is the terminus of a 4 ft. 84 in. gauge railway branch- 
ing off the main Wagga-Albury line at The Rock, and proceeding 
westward through Lockhart and thence southerly via Urana to 
Oaklands, which is 420 miles from Sydney. Another 4 ft. 8} in. 
gauge railway branches off the same main line at Culeairn, which ‘s 
midway between Albury and The Rock, and runs south-west for a 
distance of 48 miles to Corowa, where it terminates on the New 
South Wales side of the Murray River. Opposite, on the Victorian 
side of that stream, is Wahgunyah, which ‘1s the terminus of a short 
5 ft. 3 in. gauge line branching off the Melbourne-Albury line at 
Springhurst. Another railway of similar gauge leaves the main 
line at Benalla and runs northward for 42 miles to Yarrawonga, 
which is on the Victorian bank of the Murray River opposite the 
smaller township of Mulwala. Oaklands railway station is about 
35 miles in a north-easterly direction from Yarrawonga, and about 
a similar distance north-westerly from Corowa, which is proposed 
to be linked up with the Victorian railway system by an extension 
of 14 or 2 miles from Wahgunyah across the Murray River to Corowa 
station. Corowa is 176, and Yarrawonga 161} miles from Melbourne. 

4, The country in the triangle between Wahgunyah and Yarra- 
wonga, which may be regarded at the base, and Oaklands as the 
apex, is fairly flat, and is timbered with redgum along the Murray 
River frontage and in occasional depressions between there and 
Oaklands. The predominating timbers are grey and yellow box, 
with a few scattered clumps of bulloak. In the eastern portion 
of the area proposed to be served by the railway there are some 
belts of Murray pine, amongst which a sawmill was in operation at 
the time of the Committce’s visit to the district in 1923. Most of 
the soil is of a reddish-chocolate colour, and loamy in character. 
The country in the eastern portion around the Ringwood, Coreen, 
Gordon, and Bull Plain districts is, on the whole, well suited for 
growing cereals; in the western part the soil is in places sandy, 
being a lighter loam. The evidence was to the effect that the soil 
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Witneas—A. Blenkin, 11 October, 1924. 


in other portions of the western area is of a dark, heavy nature, and 
being low-lying is apt to become water-logged after heavy rains. 
This latter class of country is also met with in the northern part of 
that area after leaving the good fertile country which surrounds 
the township of Savernake. Nevertheless, it was stated that these 
depressions could be readily drained and the land rendered pro- 
ductive at comparatively little expense. 

5. The greater part of the country to be served by the proposed 
railway is held in blocks ranging from 500 to 1,500 acres, and with 
the exception of a few small Crown reserves the whole of the land 
has been alienated. In a few instances there are holdings of 3,000 
to 6,000 acres, but the evidence showed that some of these lands 
were being cultivated by share farmers or used for sheep grazing, 
and would be subdivided into smaller holdings if nearer railway 
facilities were provided. Within a radius of 11 miles of Oaklands 
there are three estates, each containing from 30,000 to 40,000 acres. 
The cost of carting grain is 1d. per bag per mile, and as some of the 
land-holders are from 15°‘to 18 miles by road from a Victorian or 
New South Wales railway station these distances were declared to 
be too far to render cereal production a profitable undertaking. 
The Committee was surprised, however, to observe so much land 
cleared and either under crop or had been cultivated at one time 
and abandoned because of the excessive carting distance. 

6. Taking the district as a whole the soil is equally as good, if 
not better, than that along the railway from Benalla to Yarrawonga, 
which has long since become a paying line. A large portion of the 
box timber in the Savernake-Ringwood district has been ringbarked, 
and would, witnesses said, be available for firewood to be carried 
over the proposed railway to towns in the North-eastern district, 
where there is becoming a scarcity of fuel, or to the Melbourne 
market. They estimate that a number of the paddocks were carry- 
ing 20 tons of firewood to the acre, the total quantity available 
being put down at 216,675 tons. 


RAINFALL. 


7. The average annual rainfall of the district is 19 or 20 inches, 
Ample supplies of water for stock can be obtained throughout the 
district by sinking to about 100 or 150 feet. 


PRODUCTION. 


8. Statistics submitted by the combined Yarrawonga, Savernake, 
and Oaklands railway leagues showed that the area to be served by 
the proposed railway totalled 543,679 acres, including land within 
11 miles radius of Oaklands, and that the average area under crop 
during the last three years was 92,227 acres, the yield of wheat during 
that period averaging a little over 13 bushels per acre, giving a total 
average yield of 1,213,234 bushels per year. In a few cases where 
the farmers had the advantage of inspecting farming operations in 
the Wimmera district of Victoria, and had cultivated their holdings 
in a similar manner by properly fallowing the land and applying 
fertilizers, the yields of wheat had been increased up to 20 or 25 
bushels, and it was contended that if the proposed railway were 
constructed, giving the farmers more time to work their fallowed 
land (which they would be able to do if their carting distance were 
lessened), improved yields would be generally obtained. The hay 
production of the district was 10,384 tons. The area regarded as 
suitable for cultivation was set down as 385,986 acres, and the area 
cleared for the plough as 244,612 acres. The number of holdings 
was set down at 280. 


POPULATION AND LIVE ST0cK. 


9. The population of the district was roughly stated as 1,500, 
exclusive of the townships of Corowa, Mulwala, and Oaklands. 
With the subdivision of the larger holdings and dividing blocks 
amongst members of families it is expected that the population 
will before long be increased to 2,500. The area available for sub- 
division is 100,476 acres. The number of cattle was stated as 
10,000, and sheep as 356,137. The principal products of the district 
are wool, wheat, and lambs. The wool clip averaged close on 6,800 
bales. 

10. The advocates of the railway from Corowa via Ringwood to 
Oaklands placed before the Committee the following agricultural, 
pastoral, and dairying statistics, including lands within a 10 miles 
radius of that line:—Season 1921-22—Number of holdings (1 
acre and upwards used for agricultural and pastoral purposes), 
425; area occupied, alienated, 503,636 acres; Crown lands, 33,679 
acres; total area cultivated, 102,970 acres. Alienated land—area 
suitable for cultivation, 324,713 acres, unimproved value £1,180,114, 
improved value £2,812,990. Wheat—area under crop, 83,086 
axres, vield, £!,049,042 bushels; oats—area under crop, 1,172 acres, 
yield, 14,412 bushels; hay—area under crop, 15,335 acres, yield, 
19,110 tons; green food, 2,473 acres; grape vines, 824 acres; fruit, 
&e., 80 acres. Live stock—Horses, 6,163; cattle—milch cows, 
911, all other, 7,575; sheep, 280,170; swine, 1,449. Sheep, shorn 
245,570; greasy wool, 1,749,500 Ib. ; butter, 40,178 lb.; bacon, 
&e., 12,754 Ib. 

11. As the Yarrawonga and Corowa routes to Oaklands would, 
towards the northern half of the area, serve the same country there 
was necessarily an overlapping in the statistics submitted by the 
local railway leagues. 

12. About 70 per cent. of the land in the district is considered 
suitable for the production of cereals. This does not include the 
crab-holey country, which some farmers thought would be available 
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for wheat-growing if it were drained and treated with lime or gypsum* 
Where land was cultivated and fertilizers sown with the grain it 
produced, after the crop had been harvested, a good growth of 
grasses and trefoil, the appearance of the country being much im- 
proved. There were 1,933 tons of artificial manures used in the 
district last year. 

LAND VALUES. 

13. The.value of the land between the Murray River and Oaklands 
ranges from £6 to £8 per acre, with the exception of the crab-holey 
country, which is set down as being worth £4 to £5 per acre for 
grazing purposes. The carrying capacity of the whole of the land 
was stated at a sheep to the acre, which allowed fattening and 
provided a safe margin for occasional dry seasons. 

CorowA—-WaHGUNYAH CoNNECTING RAILWAY. 

14. Two proposals for connecting the Victorian railway system 
with that of New South Wales at Corowa were submitted by the 
New South Wales Railway engineers. The first was to continue 
the Wahgunyah railway in a westerly direction through Wahgunyah 
township, curving northward across the Murray River into the 
western portion of Corowa township, linking up from the south end 
with the local railway station. This connection was estimated to 
cost £106,218, including £31,000 for the erection of a steel bridge 
with two 150 feet and two 60 feet spans and 22 timber openings 
of 20 feet’ each, forming the approach, the subsidiary channel 
being bridged by. 24 openings of 20 feet cach costing £9,000. It 
also included £39,545 for earthworks and approaches; £21,956 for 
alterations at Corowa station yard; £4,400 for a new refreshment 
room ; and £9,317 for land resumption. The second proposal was 
to branch off the Wahgunyah railway about three-quarters of a 
mile east of Wahgunyah station and proceed in a northerly direction 
through All Saints’ vineyard, thence north-west across the Murray 
River on a bridge wholly of steel, with two 150-feet and four 
50-feet spans, with the subsidiary channels on the Victorian side 
bridged by twenty openings of 20 feet each, costing £6,609, to 
the water pumping (old brewery) site on the east side of Corowa, 
and run south-west adjacent to the Corowa—Culcairn line from a 
point near the stock-trucking yards for about half a mile into 
Corowa. station. This connection is estimated to cost £81,446, 
including £25,500 for the bridge; £29,865 for approaches; £19,801 
for alterations at Corowa station; £4,400 for the provision of 
refreshment rooms; and £1,880 for land resumption, including 
the portion of All Saints’ vineyard to be resumed. This estimate 
was for a dead-end station at Corowa. If the line to Oaklands 
emerged from the south end of that station towards Deniliquin- 
road £11,000 would have to be added for making that provision. 

15. A third suggestion was that instead of carrying the line into 
Corowa station from the east or ‘‘ up” side a new station should be 
erected on 60 acres of vacant land to the north-west of Corowa, on 
the west side of the stock-trucking yards. It was explained that 
this suggestion, if adopted, would give ample room for a joint railway 
station in which the two systems could operate, and would provide 
an easy means of egress from the township for the proposed line 
from Corowa to Oaklands. There is room at the present Corowa 
station for the operation of the two railway systems, but there would 
would not be sufficient area if there were much expansion of traffic. 
Representatives of the Corowa residents informed the Committee 
there would be no local objection to the transfer of the railway 
station to the suggested new site, as the old one could be levelled 
oft and sold for residential purposes, and that the new site would 
be practically as conveniently situated to the town as the old one, 
though about 40 chains from the latter. The estimated cost of the 
third proposal was £95,000, including the upstream crossing and 
approaches through All Saints’ vineyard. If the present station 
site at Corowa were sold and the proceeds used for the new station 
the cost would be reduced to £91,250. 

Bustness at WanGunyan Rarmway STATION, 

16. There is very little business done at Wahgunyah, this township 
being overshadowed by Corowa on the opposite side of the Murray 
River, where the great bulk of the business of the district is trans- 
acted. It was ascertained that about 95 per cent. of the passenger 
traffic at Wahgunyah station comes from Corowa and other districts 
across the river, and that fully 90 per cent. of the goods and livestock 
traffic is for or from the New South Wales side. This was put 
forward as a justification for the extension of the railway over the 
Murray into Corowa, so that passenger, business, and livestock 
requirements could be better suited. There is a steel road bridge 
over the Murray River at Wahgunyah, giving easy access to Corowa, 
but the traffic on that street is heavy and the road maintenance 
costly. It was complained that during drought seasons, or when 
industrial troubles interfered with the interstate shipping, the railway 
station yard at Albury became so congested with traffic that many 
of the consignments for Eastern Riverina and Sydney had to be sent 
by way of Wahgunyah and Corowa, and the carriage of the fodder, 
such as chaff, oats, &c., across the river to Corowa, and the cartage 
of Lithgow coal from’Corowa to Wahgunyah so destroyed the con- 
necting road that repairs to it during these periods were very 
expensive. A further statement was made that most of the class 
goods, such as drapery, groceries, hardware, agricultural machinery, 
and also fertilisers used in the districts along the Corowa—Culcairn 
line were consigned to Wahgunyah, where they had to be unloaded 
and carted across the river to Corowa station, and there trucked 
to their destination. The cost of this cartage and retrucking 








ranged from 6s. to 8s, or 10s, per ton, and was considered a great 
handicap on the interstate trade. It would be obviated or largely 


lessened by the linking up of the two railway systems 


ApvANTAGES oF WAnGUNYAE=CoROWA CONNECTION 


17. Evidence that if the Victorian rai 
were extended to Corowa a large tonnage of wheat 
the Corowa—Culeairn line which is now railed to Sydney would be 
diverted to Melbourne for milling or export. Sydney is 409 miles 
from Corowa, whilst Melbourne is but 174 from Wahgunyah, or 
say, 176 from Corowa. The rate on wheat from Corowa to Sydney 
is 17s. 11d. per ton, whilst it would be only 13s. 10d, to Melbourne 
if the connection by rail be made. Later on in this report the Com- 
mittee expresses its view on this aspect of the matter. 

18. It was also strongly urged that if the Wahgunyah line were 
carried across the Murray River to Corowa and extended from 
there via Ringwood to Oaklands, this railway would connect with 
two important New South Wales lines, namely, Culcairn to Corowa 
and The Rock to Oaklands, drawing traffic from both of them 
whereas a railway from Yarrawonga would link up with The Rock 
Oaklands line only. 

ForMER PRoGRESS REPORT. 


19. On the 24th October, 1923, a Progress Report from the 
Victorain Parliamentary Standing Committee on Railways on the 
proposed Border railway to Oaklands, New South Wales, was sub- 
mitted to the Victorian Legislative Assembly. In that report the 
Committee, in referring to the agricultural prospects of the district, 
stated that it was of opinion that—‘‘ Apart from any prospect 
of coal traffic being obtained from the Coorabin coal-field, a railway 
to serve the district is fully warranted, and the Committee will 
make a recommendation to that effect in its final report.” 

90. At the same time the Committee pointed out that, before 
coming to any conclusion as to the route of the railway, it was waiting 
further information concerning the extent of the coal deposits at 
the Coorabin mine, situated 5} miles north-east of Oaklands; also 
particulars as to the location of probable irrigation areas in or near 
the Oaklands district; and likewise a settlement of the question 
as to the suggested enlargement of the storage capacity of the Hume 
Reservoir, which is being constructed a few miles above Albury, 
in order that electric power might be generated the whole year round, 
or the greater part of that period, by the out-flow of the stored 
waters. 


srown along 
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Coan DEposITs. 


21. Some two or three years ago an extensive deposit of coal 
in the Coorabin district, to the north-east of Oaklands, was revealed 
by boring operations conducted under the supervision of the 
Geological Branch of the Department of Mines, New South Wales. 
The evidence of Mr. L. J. Jones, Geological Surveyor of that Depart- 
ment, showed that bores put down on this field had passed through 
a seam of coal averaging 20 feet in thickness, extending over an area 
of 4 square miles. The coal was reached at a depth of about 200 
feet. Analysis of the coal gave the moisture content at from 12 to 
14 per cent., whereas in the bituminous coals of the Illawarra and 
Western districts of New South Wales the moisture content is from 
ito 3 percent. The moisture content of the brown coals of Victoria 
ranges up to 50 per cent. Samples obtained indicate that the 
Coorabin coal is dull black in appearance, and it is regarded as 
intermediate in character between the lignite and sub-bituminous 
groups, with the features of the latter predominating. A trial shaft 
was sunk close to the Oaklands—Urana railway on to this seam 
of coal, and a few tons were brought to the surface. The shaft how- 
ever, was considered not to be on the best site for mining coal, 
and the Riverina Collieries Limited, which secured a lease for twenty 
years with the option of the right of renewal for a further period 
of twenty years from the Mines Department, New South Wales, 
over an area of 23,000 acres, subject to certain labour conditions, 
&e., proceeded to sink a shaft a mile or so to the east. This work 
was entered upon early in 1923, but when the shaft was down about 
150 feet water difficulties were encountered. 

22. When the Committee took evidence at Albury in June, 1923, 
the directors of the company expressed a hope that the water troubles 
would be overcome and the mine be in good working order during 
August of last year. As, however, the water difficulty proved 
more serious than was anticipated, a more powerful pumping plant 
was installed in the hope that sinking could be proceeded with. 
The water was got under, but on resuming sinking the shaft further 
water troubles were encountered, and Mr. Falconer, of Eldorado, 
Victoria, who was appointed consulting engineer to the company, 
informed the Committee that he expected coal would be forthcoming 
from the mine during March, 1924. At this time the Committee 
was being pressed through the Honorable H. 8. W. Lawson, then 
Premier of Victoria, by the farmers of the district to submit its 
report to the Victorian Parliament with respect to the route of the 
railway. It was pointed out by the Committee that paragraph 48 
of the Agreement under the Border Railways Act, 1922, stated 
the object of the proposed railway to Oaklands was to develop 
that country, ‘including its coal deposits.”” The Committee there- 
fore took the view it should give the company a reasonable time to 
unwater its mine and open up the coal seam. 

23. The directors of the company when giving evidence strongly 
urged that the route of the line should be via Corowa and Wahgunyah, 
g0 as to give readier access by rail to such towns in the North-Eastern 
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Beechworth, Wodonga, and 
and also that the 


Witiess 
Wangaratta, 
‘arrawonga and Benalla, 
e to those towns by the former routs 

Committee from 
the difference in 


district Rutherglen, 
Albury than by way of 
lower rates of railway varri 
might be \ statement obtained by the 
the Victorian Railway Department showed that 
freight rates would be as follows : 
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Tia Yarrawonga. Via Wahgunyah. 
Oaklands to ‘ 
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Wodonga ...... esh essa 143 Tak 78 eee 
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24. On the 14th April, 1924, the Committee wrote to the Riverina 
Collieries Company, stating that the Committee was being criticised 
for having delayed its Report recommending the toute of the Border 
railway to Oaklands, and pointing out that the Committee could not 
withhold that Réeport indefinitely, and would therefore be glad to 
be informed when the coal seam at the Coorabin mine had been cut 
through in the new shaft. 

95. The directors of the company on 26th April, 1924, wrote to 
the Committee stating :—‘‘ The main shaft is still being carried of 
and the pump kept working, but the old Coorabin shaft that we are 
now working on will be used for purposes of production immediately 
and until such time as the water is mastered in the main shaft and 
same is sunk on coal.’ On 11th July, 1924, the company informed 
the Committee: ‘“ There is over a chain of main drives on both sides 
of the shaft exposing 9 feet of coal in the face and road sides between 
the main timber sets for that distance; also coal over the back of 
the drives and under foot, showing the permanency of the deposit.” 
of the Coorabin mine coal made by the Victorian 
Moisture, 11-30 per cent.; volatile 
hydro-carbons, 19-90; fixed carbon, 40:70; and ash, 28-10. The 
calorific value of the raw coal was stated at 7,240 B.T.U. Those 
made by the Victorian Railway Department in 1918 were :—Moisture, 
12°80; volatile matter, 26°72; fixed carbon, 52:08; ash, 8-40; 
calorific value, 10,118 B.T.U.; and in 1922 were :—Moisture, 9-74; 
volatile matter, 26-06; fixed carbon, 50°59; ash, 13:21; calorific 
value, 9,397 B.T.U. The latter Department reported that “* the 


26. Analyses 
Mines Department in 1921 gave : 


low calorific value and the high moisture content indicate that 
the coal is quite unsuitable for locomotive purposes.” Mr. L. J. 


Jones, Geological Surveyor, of the Department of Mines, New South 

; g yor, I , 

Wales, stated that analyses showed the Coorabin mine coal varied 

in moisture content from 12 to 14 per cent., volatile matter from 

25 to 30 per cent.; fixed carbon from 41 to 46 per cent. ; ash from 
| ; 

14 to 16 per cent. ; whilst the average calorific value was 9,800 


B.T.U. When the Committee visited the mine in May, 1924, the 
coal was being burnt in the boiler furnace. It gave off little or no 
smoke. 


27. A suggestion was made that if the proposed Border railway 
were connected with Yarrawonga, large quantities of Coorabin mine 
coal could be placed in barges there and taken down the Murray 
2iver to Red Cliffs, Mildura, and Mebein, where it could be used 
as fucl for the steam-pumping plants at those irrigation settlements, 
the local supplies of firewood having become scarce and dear. 
Figures furnished by the State Rivers and Water Supply Com- 
mission, which had looked into this matter, showed that if Coorabin 
coal were obtainable at Yarrawonga at 16s. a ton, including the 
railage charge from Oaklands, the steamer rate for carriage of the 
cargo down the river to Red Cliffs would probably be 38s. a ton, 
plus 2s. loading and unloading charges, making the cost of Coorabin 
coal 56s. a ton landed at that irrigation pumping station. Newcastle 
coal, of better calorific value, could be purchased at 39s. a ton landed 
in railway trucks at Victoria Dock, Melbourne, and with a railway 
charge of 22s. 2d. could be delivered at Red Cliffs for 54s. 2d., whilst 
Wonthaggi coal could be delivered there for 48s. 10d., and Morwell 
briquettes for 47s. 2d. per ton. 


SuppLiEs oF ELEcTRIC POWER. 


98. It was considered by the Committee that the decision of the 
Victorian Electricity Commission to supply electric current in bulk 
for lighting and power purposes at towns in the North-Eastern 
district, and also at Corowa, would have an important bearing upon 
the railage of coal from the Coorabin field to those towns. Evidence 
was given before the Committee that this coal would be used for 
steam-power purposes at the mills and factories at Corowa, Ruther- 
glen, Wangaratta, Wodonga, and Albury; also as a household fuel 
at those towns and fer mining plants operating in the surrounding 
districts. The Casnymittee asked the Electricity Commission if there 
id of its using Coorabin coak in the North-Eastern 
district fo» generating electric current, and if g0, where its power 
statigy, gu that district was likely to be established. The Com- 
mission replied that ~ the possibility of a central heaf-power station 
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Witness —A. Blenkin, 11 October, 1924. 
being established to serve the territory in questicn is so remete 
that it would not, in the Commission’s opinicn, justify ycur Com- 
mittee giving serious consideration to this line of inguiry as a means 
of developing the coal deposits in the Riverina, for which railway 
provision is now being considered.” The Commissicn added that 
the territory mentioned would be served with electric current from 
the power stations to be established near the Sugarloaf Reservoir, 
Victoria, as part of the Commission's Sugarloaf-Rubicon hydro- 
electric scheme, and that if any reduction in output from the hydro- 
electric power station occurred as the result of drought conditions 
the deficiency would be made good by energy from the Yallourn 
power station, with which station the Sugarloaf-Rubicon power 
stations would be linked by means of the terminal stations in 
Melbourne. ; 
IRRIGATION SETTLEMENT. 


29. In 1923 Dr. Elwood Mead was commissioned by the New 
South Wales Government to report upon the allocation of the 
Murray waters for irrigation in that State, and he submitted his 
report thereon to the New South Wales authorities a few months 
ago. In dealing with the irrigation of lands in the Upper Murray 
district of New South Wales he said that, after providing water 
for the Lower Murray territory, there would be a surplus left to 
water 70,000 acres in the Upper Marray districts. He added :-— 


‘““ While far more land can be supplied by gravity than can be 
irrigated, not all is suitable. On the contrary, the subsoil over 
a large part is too close in texture to give good results. A careful 
soil study of the area whick can be commanded by gravity or 
by a low pumping lift hetween Albury and Barham should 
therefore be made. It is believed that areas of 5,000 to 10,000 
acres can be found suited to intense culture, and it is possible 
that much larger ones exist. . . . The first step in the 
investigation should be a conference of engineers and agricultural 
experts of the State Government. They know the approximate 
locations of the good land. The approved areas should then be 
thoroughly investigated by a soil expert, the chief feature of 
his work being frequent borings to a depth of 4 to 6 feet to 
determine the character of the subsoil, this being an important 
factor in the penetration of water and of the roots cf plants.”’ 


30. The Committee when inspecting the country observed some 
good loamy lands around Coreen, Gordon, Ringwood, and Savernake 
which it thought might be found to be suitable for irrigation. On 
communicating with the New South Wales Water Conservation and 
Irrigation Commission recently the Committee ascertained that the 
areas in the parishes of Coreen West, Wangamong, Bull Plain, 
xordon, Billabong Forest, Gray, and Denison (the two latter parishes 
comprising the Ringwood country) could not be commanded by the 
proposed gravitation channel taking off from the Murray River near 
Corowa. The Commission, however, stated that, while it was 
probable that country suitable for irrigation could be found in the 
parishes mentioned, no detailed examination had so far been made. 
No opinion was expressed by the Commission whether these parishes 
could be served by a gravitation channel taking off from the Murray 
tiver at Bungowannah, about 7 miles below Albury, although several 
witnesses expressed to the Committee their belief that this could be 
done. A plan forwarded by the Commission to the Committee 
showed that an area of about 50,000 acres suitable for irrigation 
extended from Savernake westward, past Berrigan, and on towards 
Finley. The great bulk of this land is served by the existing stations 
at Berrigan and Finley, on the Narrandera—Tocumwal railway, and 
not much production from this irrigable area would be carted throuch 
Savernake to the proposed railway from the Victorian Border to 
Oaklands. 

FirrEwoop TRAFFIC. 


31. As has been already stated, there are many thousands of 
tons of ringbarked grey box trees in the district to be served by 
the proposed railway which, it was said, would be transported over 
it to meet the firewood requirements of towns in the north-eastern 
district of Victoria, and probably also the Melbourne market, as 
firewood is now being railed to the metropolis from Yarrawonga, 
It is, however, doubtful, in view of the transport charge—about 
12s. per ton—by rail from across the Murray River to the Melbourne 
market, if this fuel will be able to compete in the metropolis with 
briquettes which are to be manufactured from brown coal at Yallourn 
by the State Electricity Commission. Another matter affecting 
the probable annual output of firewood from the Oaklands district 
is that manufacturers and householders in the north-eastern towns 
expect to be able to purchase coal from the Riverina Collieries’ 
mine at Coorabin at about the same price per ton as they would 
have to pay for a similar quantity of box firewood, and as approxi- 
mately 2 tons of the latter equal 1 ton of the former in calorific 
value there is a likelihood of that coal under these circumstances 
displacing the firewood. But much depends upon the coal from 
that colliery being obtained at the price anticipated, which ranged, 
according to different witnesses, from about 10s. to 14s. 6d. per 
ton on railway trucks at the mine. The directors informed the 
Committee that until the colliery is opened up, enabling the coal 
to be handled in large quantities, and the cost of hewing and raising 
the same determined, they cannot fix the selling price of the coal. 
Towards the close of 1923 the Victorian Parliament authorised the 
construction of a short railway from Bowser to Peechelba, which 
is on the Ovens River about midway between Yarrawonga and 
Springhurst. According to the evidence of Mr. H. R. Mackay, 
Forests Commissioner, this new line will tap the Killawarra State 
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forest on the west side of that stream, and make available annually 
3,000 tons of fuel to supply towns in the North-eastern district of 
Victoria, which ave getting short of firewood. It is hoped this new 
railway will be in operation within the next two years, and that 
supplies of wood fuel will be forthcoming from that forest. 

32. Evidence was given before the Committee at Shepparton 
that there is a growing scarcity of firewood in that district for indus- 
tries which had recently been established on a large scale at that 
town, such “as the freezing works and the fruit canning and pre- 
serving works, and also a shortage of fuel for household purposes, 
as most of the small irrigation holdings had been entirely cleared 
of timber to allow the land to be put under intense culture. The 
irrigationists are paying high prices for firewood. It was pointed 
out that if the Yarrawonga railway were extended to Oaklands 
coal from the Riverina Collieries’ mine-could be brought over it to 
the Yarrawonga-Benalla railway, and if a short connecting line 
were made between that railway and the Dookie line, say from 
either St. James or Devenish to Dookie, or from Yarrawonga to 
Katamatite, the coal could be delivered in Victorian railway trucks 
at Shepparton. Such a connecting line would be from 12 to 20 miles 
in length, according to the route adopted. It was stated that not 
only would this line give a much-needed connection between the 
Yarrawonga-Benalla and the Dookie railways, enabling coal and 
also fat sheep and lambs to be railed direct from the Oaklands dis- 
trict to Shepparton, but there would also be return freight in fresh 
and canned fruits from the Shepparton-Mooroopna-Kyabram dis- 
trict to the Sydney market by way of Yarrawonga and Oaklands, 
and in addition supplies of ironstone metal would be railed from near 
Dookie to Yarrawonga and Oaklands for road-making purposes. 
It was also pointed out that, even if electric energy were obtainable 
at Shepparton from the Sugar-loaf-Rubicon hydro-electric scheme 
for power and electric lighting, the principal factories there, such 
as the freezing and the fruit canning and preserving works, would 
require steam in connection with their processes, and therefore an 
abundance of fuel, either coal or firewood, was essential. 

33. The Committee brought this evidence regarding the growing 
scarcity of firewood in the Shepparton district under the notice of 
the Forests Commission, and asked for its views on the matter. 
A reply was received from the Commission stating there are 6,500 
acres of permanent reserves northward and southward of Shepparton 
within 6 miles of that town, and that during the next five years 
5,000 tons of green wood and 2,500 tons of dry wood could 
safely be taken out of those reserves. After that period the 
Commission estimated an annual yield for the succeeding five 
years of 4,000 tons of green wood and 1,500 tons of dry wood. 
Particulars furnished by the Commission showed that the average 
price paid for dry redgum fuel at Shepparton had increased 
from 9s. 6d. per ton in 1918-19 to lls. in 1922-23. It was 
stated by the Commission that grey box and ironbark supplies— 
two of the best fuels for either boiler or domestic purposes—are 
obtainable from a permanent forest area of 20,000 acres situated 
from 5 to 6 miles from the railway sidings at Waranga and Rush- 
worth. An annual supply of 3,000 tons could under present con- 
ditions be taken from those reserves, and this could be increased to 
5,000 tons for a period of ten years if the road transport be improved 
from the forest to the station. This box and ironbark fuel is loaded 
into railway trucks at 14s. 6d. per ton, but if steam road waggons 
were used for transport this firewood could be delivered at Ils. 6d. 
per ton on railway trucks at Waranga or Rushworth. The rail freight 
from Waranga to Shepparton is 3s. 6d. per ton, and from Rush- 
worth 4s. per ton. Mr. A. E. Pearce, Secretary of the Shepparton 
Fruit Preserving Co. Ltd., stated that ironbark timber was not as 
good a fuel as grey box, and that redgum had been found compara- 
tively useless for steaming purposes, not being capable of producing 
steam fast enough. His company had to get box wood from as 
far as Echuca for fuel purposes to complete the 1923 season. 


Far SHEEP AND LAMBS. 


34. One of the reasons advanced for the proposed linking-up of 
the Shepparton-Dookie line with the Yarrawonga-Oaklands railway 
was that it would enable fat sheep and lambs to be railed from the 
latter district direct to the freezing works at Shepparton. They 
are the nearest freezing works to Eastern Riverina district, and it 
was stated that sheep and lambs especially, deteriorated in value 
if they had to be driven some miles by road to reach such works. 
The practice at present is to drove the sheep from the Oaklands 
district to Yarrawonga, and either there truck them to Devenish, 
droving them thence to Shepparton—a distance of 30 miles—or 
to drove them from Yarrawonga to Katamatite—20 miles—and 
there entrain them for Shepparton. Owing to the comparatively 
high railway rate for trucking sheep and lambs the 17 miles—from 
Dookie to Shepparton—it is cheaper to continue droving them to 
Shepparton when they reach Dookie from St. James or Devenish 
than to carry them by train. Fat sheep and lambs are now trans- 
ported from the Oakland-Savernake district in Riverina over the 
Jerilderie-Berrigan line to Tocumwal, where they are retrucked 
into Victoria rolling-stock and taken by train to Shepparton. 

35. The difficulty confronting the Committee in dealing with 
the suggested railage of live stock from Oaklands district to Sheppar- 
ton over the proposed Border railway is that the question of a con- 
necting line between the Dookie and Yarrawonga railways was 
not referred to the Committee for consideration and report in con- 
junction with the question of building the Border railway. <A few 
years ago the Committee inquired into this proposed connecting line, 
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and t'<: expressed the view that if this connection were made 
freezing works might later on be established at Benalla, and ‘if 
this were done it would largely reduce the expected traffic in sheep 
and lambs over the proposed connecting railway.” At that time 
the Committee pointed out that, as there were upwards of 1,000,000 
sheep and lambs in the north-eastern district of Victoria imme- 
diately prior to the drought of 1914-15, there should be an opening 
for establishing freezing works at Benalla, and this opinion is now 
strengthened by the suggested extension of the Victorian railway 
system to Oaklands, enabling sheep and fat lambs to be drawn, not 
only from that district, but from Urana and Lockhart, some miles 
beyond. About ten years ego there was a demand to have the 
Mildura railway linked up with the Hopetoun line, so that sheep- 
breeders in the Central Mallee might have direct access by rail to the 
Murtoa Freezing Works. Had that connecting railway been con- 
stracted it would have been found that the promised livestock 
traffic had later on been seriously diminished by the establishment 
of freezing works at Donald, on the Mildura railway. 


36. With the building of the Border railway from Moama to Bal- 
rinald—121 miles in length—the Shepparton Freezing Works 
should, with the Bendigo Freezing Works, look in that direction 
for an expansion of their territory from which to draw supplies of 
fat sheep and lambs. 

FRvir. 

37. Representations were made to the Committee when at Sheppar- 
ton that the proposed Border railway from Yarrawonga to Oaklands 
would be of service to the fruit-growers and canneries in the Goul- 
burn Valley, provided a direct connection were made between the 
Dookie and Yarrawonga lines. It was stated that this railway 
would open up markets along the Oaklands-The Rock line, especially 
at the towns of Urana and Lockhart. At present fresh fruits con- 
signed from the Goulburn Valley are taken by train to Mangalore, 
where they are attached to a special fruit train running from Mel- 
bourne to Albury, and thence on to Wagga and Sydney. The 
freight rate on fresh fruits carried by this through train to Sydney 
is a flat one, being below the ordinary rate, so as to foster the inter- 
state trade. The advantage of having a special fruit train running 
from Melbourne to Sydney and picking up consignments at Mangalore 
from the Goulburn Valley is the quickness of transit as compared 
with consignments forwarded by ordinary mixed or goods trains, 
and also the fact that in a large town like Albury labour is always 
available to transfer these seasonal consignments of fruit from the 
Victorian to the New South Wales trucks, occasioned by a break of 
railway gauge. 

38. The Committee considers that these advantages in the trans- 
port of a perishable article like soft fruit outweigh the lessening in 
distance which would be secured by having a more direct route by 
way of Dookie, Yarrawonga, and Oaklands, which would be 508 
miles, as compared with 569 miles via Mangalore and Albury. It 
must also be borne in mind there is an existing railway connection 
between the Goulburn Valley and Sydney by way of Tocumwal 
and Narrandera, which is only 11 miles longer than the suggested 
Dookie-Yarrawonga-Oaklands route. The claim, therefore, for 
a new railway between the Goulburn Valley and Sydney via Oak- 
lands for the carriage of fresh fruits ought not to be entertained in 
these circumstances, though it is admitted the new line would afford 
some facilities for limited consignments of fresh and tinned fruits 
for the Oaklands, Urana, and Lockhart districts. 


TRANSPORT OF RoAD METAL. 


39. Witnesses who were interested in the country lying between 
the Murray River and Oaklands stated that the extension of the 
Victorian railways system into that area would benefit the local 
municipal councils by enabling them to get suitable metal from the 
Victorian side of the river for the construction of roads in that part 
of Riverina. It was urged in support of the Yarrawonga connection 
that stone could be quarried at Glenrowan and railed via Benalla 
to Yarrawonga, and thence into the district seeking railway facilities. 
There is also a deposit of ironstone near Cosgrove, on the Dookie 
railway. This metal is being used extensively in the Goulburn 
Valley, and it was stated that if a railway connection were mace 
between the Dookie and Yarrawonga railways supplies of this 
material could be railed to Yarrawonga, and thence into the Oaklands 
district, at about 1s. less per cubic yard than Glenrowan stone. 


40. Advocates of the proposed railway from Wahgunyah to 
Corowa and thence to Oaklands pointed out that there are immense 
quantities of gravel available from the alluvial mining tips close 
to Lilliput station, on the Wahgunyah line, and also within easy 
carting distance of Rutherglen railway station. In addition, there 
was a deposit of granitic stone which, it is considered, would make 
suitable metal handy to the Springhurst station. It was stated 
that the railway charge on this stone and gravel would be less from 
Springhurst or Lilliput to the Oaklands district than from either 
Glenrowan or Dookie. 


41. No evidence was tendered to the Committee showing that 
the Government of New South Wales had set aside large sums of 
money for the construction of country roads, as had been done 
in recent years in Victoria; nor did the representatives of the shire 
councils in the Oaklands district indicate to the Committee that those 
bodies would be in a financial position to expend any large sum 
on road construction if gravel or metal could be railed from Victoria. 
Consequently, the suggested railway traffic in stone for road-making 
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purposes is likely to be compa tively small. In any case roads 
m ‘tal for municipalities is carried ¢ ver the Victorian railways at 
a rate that does not pay haulas xpencos, leaving nothing towa ds 
in crest and replacement charges. Morco , when | ine evidence 
at Savernake the Committee was shown a sample of hard granite 
w uch, it was stated, wa uitable for 1 pu po , and muld be 
o tained in large quantities in that locality. 
Wine TRAFFIC. 

42. Vienerons in the Rutherglen—-Wehgunyah district strongly 
supported the prope sal to link up the Wehgunyah and Corowa 
rsilways, so that it would save carting their wines to Corowa for 
rulage to Sydnc y. They stated that the present route by way of 
Springhuist and Albury was at times objectionable, owing to the 


congestion of traffic at Albury station delaying the transhipment 
of wine from the Victorian-gauge trucks to the New South Wales 
ones, and that it was a slightly greater mileage than via Corowa. 
Tie Committee came to the conclusion, however, that if there were 
a railway connection between Wahgunyah and Corowa a number 
of vignerons in the Rutherglen district would either continue to cart 
wine across the river to Corowa or despatch it as at present through 
Springhurst and Albury. The charge for carting wine to Corowa 
was stated to be 6s. per ton from Wahgunyah, and 8s. 6d. from 
Rutherglen. If the wine were railed from either station to Corowa 
the charge would be 4s. 2d. per ton, plus a transfer charge of Is. 5d. 
per ton—as is in operation at Tocumwal—or a total of 5s. 7d. per 
ton. In view of these rail charges it is probable that the wine grown 
near Wahgunyah would continue to be carted across the Murray 
River to Corowa, though the proposed railway connection would 
Le a slight advantage to vignerons in the n¢ ighbourhood of Ruther- 
glen, 
WreEat TRANSPORT. 

43. The question of the probable tonnage of wheat that would 
be transported over the proposed Border railway by reason of a con- 
nection with Oaklands and linking up the Wahgunyah—Corowa line 
has been complicated in the last year or two by the erection of 
grain silos along the Oaklands—The Rock railway, and also at stat ions 
on the Corowa Culeairn line, and the transport of wheat in bulk 
over the New South Wales railways for shipment at Sydney. 
Different opinions were expressed by wheat-growers as to the advan- 
tages of these silos in connnection with the sale of their wheat. 
Some supported this system, contending that the saving in expen- 
diture on bags, and also the lessened cost of handling the wheat when 
shipping it in bulk at Sydney, were pecuniary benefits which wheat- 
growers should avail themselves of. 

44. On the other hand, a number of farmers declared that they 
would not have their wheat handled in bulk, because when it was 
placed in the silos they lost control of it and had to accept the average 
price over the year it was sold at by the Wheat Pool or the controllers 
of the silo system. They stated that if they bagged their wheat and 
stacked it at the local railway station it was still under their control, 
and they were thus enabled to take advantage of any rise in the 
price of ‘wheat, and sell at a time when the market was most favour- 
able for them to do so. Instances were quoted by witnesses showing 
that they had gained by bagging their wheat and retaining control 
over its storage and sale in this way instead of delivering it to the 
silo and pooling the wheat. Apart from these phases of the matter, 
it was difficult to obtain any definite information as to whether on 
the whole bulk handling was preferable to bagging the wheat ; 
some farmers being averse to make the change unt il they had gained 
more experience of the silo system and wheat pooling, and learnt 
whether any postponed or additional charges are to be levied for 
interest and replacement charges on the cost of the silos and plant. 
The evidence indicated that farmers within 4 or 5 miles of a railway 
station would be more likely to deliver all their wheat to the silos 
there than those from 5 to 15 miles from the station. The latter 
could not, because of their carting distance, spare time or teams 
during the harvesting period to cart grain to the station silos, and 
consequently would have to provide bags for their full crop and, 
having done so, were likely to deliver all their wheat in bags at the 
railway station. 

45. A return obtained from the New South Wales Railway Depart- 
ment showed that during the wheat season 1924 there were 150,000 
bushels of wheat, or 49 per cent., placed in the silo at Oaklands station, 
as against 156,144 bushels delivered in bags, and that at"Lockhart 
station there were 78,000 bushels, or 22 per cent., placed in the silos, 
as compared with 276.255 bushels delivered in bags. On the Corowa 
Culeairn line, however, the total quantity placed in the silos was 
729,000 bushels, or 58 per cent., against 516,422 bushels delivered 
in bags at stations along that railway. The Department, in answer- 
ing a question asked by the Committee, stated that at none of these 
stations had wheat to be delivered in bags because of the silos being 
full. The Department also informed the committee that the same 
railway rate per ton is charged for the carriage of wheat over the 
New South Wales railways, whether it is in bulk or bags. 

46. If wheat is placed in the silos it is almost certain that it will 
be railed loose to Sydney for shipment there in bulk. Therefore, 
it is onlv the wheat in bags that is likely to be affected by the construt 
tion of the proposed Border railways, as the traffic in such wheat 
may be transferred from the Sydney to the Melbourne market for 
sale or shipment. In this connection the railway rates have an im- 
portant bearing on the destination of this wheat. Broadly speaking, 
wheat in New South Wales and Victoria is sold at the market rate 3 
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Witness-—A, Blenkin, 11 October, 1924. 
then prevailing in the capital of the State, loss railage to Sydney 
or Melbourne, the price depending largely on the English market 
parity. The railway rate on wheat transported over the New South 
Wales railways from the Oaklands and Corowa districts to Sydney 
is approximately 6d. per bushel, whilst the rate from Yarrawonga 
or from Wahgunyah—Corowa to Melbourne would be &d. per bushel 
so that the Victorian market has always an advantage of ld. per 
bushel for such wheat because of this difference in railway rates. 

47. Occasionally local factors come into operation which influence 
the price of wheat at Wahgunyah. Tor instance the miller at that 
town becomes a competitor with the miller at Corowa and also with 
the millers at Wangaratta for wheat grown in the Corowa district. 
At times when these Wangaratta millers would have to obtain 
supplies from Yarrawonga and pay a railage charge of 8s. 2d. a ton, 
as compared with 4s. 2d. from Wahgunyah, they give, according 
to their evidence, this difference of about 14d. per bushel to the seller 
of the wheat at Wahgunyah to induce the sale; but such instances 
do not occur the whole year round. It is only when the millers 
at Wahgunyah or Wangaratta have short supplies of grain, or have 
to obtain small parcels of drier wheats for blending purposes, that 
they make this concession to those bringing wheat to Wahgunyah 
and railing it from there to Wangaratta. In any case the tonnage 
of these exceptional transactions during any year would not be large, 
and consequently they can be disregarded as an important factor 
in the volume of traffic on the proposed Wahgunyah—Corowa rail- 
way. 

48. Statements were submitted indicating that the Melbourne 
market had in recent years been a better market than Sydney for 
wheat apart from the difference of 1d. per bushel in railway 
transit to the sea-board. This might be accounted for to some 
extent by the difference in the management of the wheat pools 
and also to shipping space at the time being more readily obtainable 
at one port than another for the export of wheat. Broadly speaking, 
however, apart from the conditions which have prevailed in recent 
years owing to exceptional disturbing influences occasioned by the 
war, it may be accepted that there is no marked difference between 
the price of wheat for export in the Melbourne and Sydney markets, 
though of course, the grain being bought at less railage to the market 
will secure an advantage of about 1d. a bushel less freight to 
Melbourne as compared with Sydney if it is grown near the Victorian 
border. This being so, the Committee had to determine whether 
this gain of 1d. or 14d. per bushel would draw wheat to the Victorian 
railway system if connections were made at Oaklands and Corowa. 


49. The Committee ascertained from the New South Wales and 
Victorian Railways Commissioners that if such railway connections 
were made the transfer charges would be the same as are in operation 
at Tocumwal, where Is. 5d. per ton has to be paid for the tranship- 
ment of wheat from the New South Wales to Victorian trucks. 
The rate for the carriage of wheat over the New South Wales railways 
ranges from 2s. per ton for distances from 1 to 10 miles up to 3s. 2d. 
per ton for 18 miles. Hi to the latter be added the charge of Is. 5d. 
for transferring wheat from the New South Wales to the Victorian 
trucks there would be a total charge of 4s. 7d. for wheat railed 
18 miles, or, say, equal to 14d. per bushel. This charge would 
offset the advantage in price for wheat usually obtained in Melbourne 
over the Sydney market rate. Therefore, it may be assumed that 
if railway connections are made at Oaklands and Corowa the Vic- 
torian railways would not draw wheat from a further distance than 
18 miles along those lines in the direction of Urana and Culcairn, 
and even this statement would be qualified by the fact that the wheat 
would have to be in bags, and not in bulk, for transport over the 
Victorian railways. 

50. The linking up of the Victorian railway system with Oak- 
lands and Corowa would, because of the lesser freight on wheat 
from these stations to Melbourne as compared with Sydney, lead 
to the greater portion of the wheat delivered at Oaklands and Corowa 
stations, where there would be no transhipment charge of Is. 5d. 
per ton, being transported over the Victorian railways for export 
or sale within this State; and, of course, the whole of the whea 
produced between Oaklands and the Murray River in the districts 
served by the new line would likewise be railed to Melbourne, except 
such as may be required for local milling purposes. 


OTHER RAILWAY TRAFFIC. 

51. Railway connection with Oaklands would induce livestock 
and also wool, which now find their way to Sydney by rail, to be 
despatched over the proposed railway to Melbourne, as the tapering 
rates which are applicable to wheat carried long distances over the 
New South Wales lines do not apply in the same ratio to livestock 
and wool so transported. At present livestock are driven and wool 
is carted from the Urana-Oaklands district to Yarrawonga and 
Wahgunyah for railage there to Melbourne. It is anticipated that 
the extension of the Victorian system to Oaklands will induce similar 
traffic from the Lockhart district to Melbourne. Since the railways 
of the two States were linked up at Tocumwal some fifteen years 
ago there has been a marked increase in the tonnage of general 
merchandise, such as drapery, groceries, hardware, &c., sent 
from Victoria to Riverina towns, and it is expected that a linking-up 
of the Victorian system at Oaklands will produce similar results. 

52. One of the reasons urged for making these railway connections 


was that it would enable artificial manures manufactured in 
Victoria to be sent to eastern Riverina. But while this traffic 
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affords employment to factory hands in Victoria the carriage of these 
fertilisers over the Victorian railways for use in Riverina is unre- 
munerative to the Victorian Railway Department unless the resultant 
crop is also despatched over its lines. A very low rate is charged 
for the carriage of fertilisers over the Victorian railways to induce 
their use so that the consequent production might be transported 
over our lines. Artificial manures sent to eastern Riverina from 
Victoria do not achieve this object, the wheat being despatched 
from there to Sydndey. 


Routes oF PROPOSED RAILWAYS. 


53. After inspecting the country and hearing evidence the Com- 
mittee considered that an alteration should be made in the route 
of the proposed railway from Yarrawonga to Oaklands, so that it 
might better serve the district seeking nearer railway facilities. The 
original proposal placed before the Committee by the advocates 
of the Yarrawonga route was in leaving that town and crossing 
the Murray River to pass on the west side of Mulwala township, 
and thence proceed northward along the Mulwal-Savernake road 
to Savernake township, which is about 20 miles from Yarrawonga. 
It was urged this route would require fhe purchase of only a small 
portion of private property near Mulwala township, as the railway 
from there to Savernake could be constructed on the road, which 
is from 3 to 5 chains in width, without interfering with vehicular 
traffic. From Savernake the route, as advocated by the Yarrawonga 
Savernake-Oaklands Railway League, was to proceed in a north- 
easterly direction, crossing Narrow Plains Estate to Oaklands town- 
ship. 


54, The Committee adhered to this suggested route for a length 
of 15 miles from Yarrawonga, it being of opinion that the line on reach : 
ing that point should be carried castward for about 5 miles to Frewin’s 
Reserve, so as to better serve the lands in the Ringwood district. 
The line would then proceed north through the centre of Bull Plain 
Parish, continuing near the boundary line between Wangamong 
and Coreen West parishes, and thence north-west to Oaklands. 
This easterly deviation to Frewin’s Reserve was, in the opinion of 
the Committee, also necessary, so that the proposed line would not 
be too near the New South Wales railway at Berrigan township, 
this leaving to the proposed Border railway the necessary gathering- 
ground for traffic in the Ringwood and Coreen districts without 
impinging on the territory considered tributary to the Corowa- 
Culcairn line, or to the New South Wales railway terminating at the 
Rand. A plan showing this suggested deviation was exhibited 
in the district by the Traffic Officers of the Victorian Railways, 
who visited it to report upon the probable tonnage of goods and 
livestock to be carried over the proposed railway, and the plan was 
also displayed during the second visit of the Committee in May, 1924. 
The proposed deviation met with very little disapproval from the 
advocates of the Yarrawonga-Oaklands connection, it being generally 
regarded as an improvement on the route through Savernake 
originally placed before the Committee. 


55. No alteration was suggested by the Committee in the route 
of the proposed line from Corowa via Ringwood and Bull Plain to 
Oaklands, as swinging the route westward from Ringwood to Frewin’s 
Reserve would have unduly lengthened that line and added to 
the charges for carrying passengers, goods, and livestock over the 
railway to and from Oaklands. The Corowa route would, on the 
whole, serve land of better quality than the Yarrawonga route, 
but the former would have the disadvantage that it would not be 
within reasonable carting distance of 60,000 acres of medium land 
in the parishes of Carlyle, Kilmyana, and, Wahgaunyah. On the 
other hand, the Yarrawonga line, even after being deviated as 
suggested by the Committee, would not serve some 3,000 acres of 
good country east of Coreen, which would be convenienced by the 
Corowa route. This 3,000 acres is outside a radius of 10 miles from 
the Corowa-Culcairn railway, and also beyond a 10-miles radius 
of the terminal station at the Rand, 


LENGTH AND Cost or THE ProposeD RAILWAY. 


56. Mr. C. H. Perrin, Chief Engineer for Railway Construction, 
informed the Committee that the approximate length of construction 
of a 5 ft. 3 in. gauge railway from Yarrawonga to Oaklands would 
be 37 miles, and from Wahgunyah via Corowa to Oaklands it would 
be the same distance, including 14 miles from Wahgunyah to Corowa. 
The estimated cost of the Yarrawonga to Oaklands proposal is 
£249,500, which includes £34,500 for a bridge across the Murray 
River, and £25,000 for a junction station at Oaklands. He stated 
that the Wahgunyah via Corowa to Oaklands line would cost £294,200, 
including £30,500 for a bridge over the Murray River at Wahgunyah, 
£30,000 for a junction station at Corowa, and £25,000 for a junction 
station at Oaklands. It will be seen that, while both routes involve 
practically the same length of construction, viz., 37 miles, the Yarra- 
wonga route is estimated to cost £44,700 less. Later on, as the 
result of some survey work, Mr. Perrin estimated the cost of the 
Yarrawonga route at £245,800, and the Corowa at £283,100 for 
the direct route, or £284,200 for All Saints’ Vineyard route, includ- 
ing £85,000 for a direct connection between Wahgunyah and Corowa, 
or £89,800 for a connection between those towns via All Saints’ 
Vineyard, 
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2EpoRrT OF TRAFFIC OFFICER. 

57. Both the proposed routes were inspected in April, 
Mr. J. H. Olsson, Special Traffic Officer, of the 
Department. Dealing first with the 
proposal, Mr. Olsson estimated that there would be 
within the influence of the proposed line, of which 
are served by existing railways in Victoria and New 
leaving a balance of 248,100 acres outside a radius of 10 miles from 
a railway. He described the land as very uniform ia quality, being 
a strong red loam, growing box timber, and similar to the Goulburn 
Valley country, with a small proportion of swampy land, which 
without drainage would be unsuitable for wheat production 
while a small proportion of the western part of the area “is 
rather light sand and pine country.” The total area suitable 
for cultivation is stated as 261.266 acres, and the area under 
cultivation 87,000 acres. These figures are below those furnished 
to the Committee by the district railway leagues, the difference 
being mainly accounted for by the lea aes having included territory 
11 miles north of Oaklands as compared with 4 miles 


1924 
Victorian Railway 
Yarrawonga to Oaklands 
{80.000 acres 
931.900 acres 


South Wales, 


by 


allowed by 
Mr. Olsson. With regard to coal, Mr. Olsson stated—‘‘ The possi- 
bilities of the coal mine at Oaklands have not yet been fully tested. 
Having regard to the present undeveloped state of the 
mine, provision has been made for 5,000 tons for carriage by train 
annually to Yarrawonga, Benalla, and Wangaratta.” 

58. Dealing with the proposed line from Wahgunyah via Corowa 
to Oaklands, Mr. Olsson estimated the area to be served by the 
proposed line at 479,400 acres, of which 276,700 are already served 
by existing railways in Victoria and New South Wales, leaving a 
balance of 202,700 acres outside a radius of 10 miles from am existing 
line. He described the country as similar to that served by the 
Yarrawonga-Oaklands connection, “ with the exception that the 
proportion of low-lying land is not quite so great. It can be reg wrded 
as good agricultural country, suitable for the production of wheat 
and for grazing purposes.” 


ISTIMATES OF WORKING EXPENSES AND REVENUE. 

59. The Railway Commissioners furnished the Committee with 
the following estimates of annual charges and revenue of the pro- 
posed railways, based on a mixed service of four trains weekly :— 

Yarrawonga to Oaklands (N.S. W.). 
Annual Charges. 

Interest at 5 per cent. per annum on £273,117, being cost 
(£249,500) of constructing 37 miles of 5 ft. 3 in. 
railway from Yarrawonga to Oaklands (including 
cost of bridge over Murray River, £34,506, and cost 


of junction station at Oaklands, £25,000), with By Bia 

£23,617 added for TOUMIDE-SUOCK, vecececeses ht IE Oo ON el 
Traffic CXPENSES.......0..cereeeeeeeeetecr sect erserecscerersceeess 1,943 18 8 
Maintenance Charges  ....eeeeeeeeseneeeeeereees id AOE ae de2130 OY OC 
Locomotive expenses, including repairs and renewals of 

rolling-stock ...... er Odan. a RAR Me pucconton pacapaaracga ss 5,495 7 3 
General charges .........-..+0+++ Meee ee Fr OA seen 291 8 8 





Total annual charges........-++s+0+: £25,604 14 7 


Revenue. 
On Other Lines 


On New 
: from New 





Line. Traffic from 

New Line. 

Pris 5. Ce Goi Bed. 

Passengers, 16,600 journeys 2,463 13° 4 TSe.L055 & 
WARCOISE Sucepectas csteptisb ese bs’ 100 0 O 
rater} sccta tas senshi Sas0s'e 60 13 8 

Class goods, 1,500 tons... 470 13: 3 60 16 10 

Wool, 600 tons .......... eae ge WALT RE: : Die ono 
Live stock, 1,340 trucks ... 1,583 14 4 

Timber and firewood, 4,200 

CONS) e954 6 id iletes's Be Acticte ey fae 758 17 10 

Grain, 35,500 tons” ......... 9'888 9 8 2.170 16, 2 

Coal, 6.000 tone ..c.0c..0. 997 15 10 S60 Lio 
All other traffic, 2,895 tons 200 15 7 





Teese. al = Ome D 


£12,887 8 Z 


Wahqunyah-Corcowa to Oaklands (N.S. Way. 


Annual Charges. 


£9,188 18 9 £3,528 


Estimated loss first year of operation ... 


Tnterest at 5 per cent. per annum on. £315,850, being cost 
(£294,200) of constructing 37 miles of 5 ft. 3 in. rail- 
way from Wahgunyah via Corowa to Oaklands (in- 


. cluding cost of bridge over Murray River, £30,500, 
and cost of junction stations at Corowa, £30,000, 


and at Oaklands, £25,000), with £21,650 a ided for ey. Serr. 


TOlling-StOCK .....:eeeeeeeeeeeee ees BS ct he Wherry we lvoe 1" O 
Traffic expenses ..........seeeeeeeeees eaaeee sepa cae, 2,478 11° 6 
Maintenance charges ......--++- PORES ICA ARC Coss ste ear ee P28) On, 0 
Locomotive expenses, including repairs and renewals of 

TOWING-StOCK .........ccceeeencosscecrereeaccess AR hs 4953 <7 7 
General Charges ............scsccveeccscsnccrersescssecoreeseees mee Ot WSee 0 


Total annual Charges.....sscrecreeeereeerereres oy fa 3 a 


Witness—A. Blenkin, 11 October, 1924. 
Revenue. 


Ono New 
Line. 


On Other Lines 
from New 
Traffic from 
New Line. 

d. £ g, d. 

2 100 14 8 





arcels..... Sorte oh A OO j. 0) 
WIATIND CA EL putt ctbatreescieeess f) 
Class goods, 3,270 tons 3 62 15 8 
Wool, 1,000 toms ....ss.+eee- 2 59 19 10 
Live stock, 1,340 trucks ... 19 
Timber and firewood, 3,300 

COWS Kuvsetash' Tet eee , Bie 16. 34 725 19 6 
Grain, 31,250 tons  ......... 3,963 8 4 DOTS A 
Coal, 5,000 tons ............++« “061 12. 8 952 0 6 
Flour, 3,000 tons ........-.+- 35.0 dy Oo 407 19 4 
All other traffic, 2,895 tons 198 0 9 


713,623 14 10 


£9,936 12 


3 £3,687 2 


Estimated loss first year of operation..... £14,105 17 3 


Vinws OF THE COMMITTEE. 


60. In arriving at a selection of the route to be recommended the 
Committee had to consider the volume of traffic likely to be attracted 
thereto, and the effect of the railway rates on the destination 0 
freight from the Oaklands district. Broadly speaking, the bulk of 
the wheat-growers would be served by either route, with the ex- 
ception of those in the parishes of ‘arlyle, Kilnyana, and Wahgunyah, 
who would not be accommodated by the Corowa—Oaklands line. 
Consequently, if that connection were made they would continue to 
cart their grain either to Berrigan or Yarrawonga stations. The 
rate on wheat from Oaklands via Yarrawonga to Melbourne would 
be 14s. 4d. per ton, as compared with 14s. 10d. by way of Corowa 
and Wahgunyah. This difference of 6d. per ton, or less than 4d. 
per bushel, can be disregarded as being an important factor in the 
routing of the wheat, which would be marketed or shipped at 
Melbourne, the rate from Oaklands to Sydney being 18s. 1d. per ton. 
Neither would the rate on wool be much different, whether it was 
taken from the Oaklands district by way of Yarrawonga, or vid 
Corowa and Wahgunyah, the former route involving a charge of 
70s. 3d. per ton as against 72s. Od. for the latter, whilst the rate to 
Sydney is 104s. 5d. The rate for live stock from Oaklands via 
Yarrawonga to Newmarket (Melbourne) would be 168s. per truck, 
or 10s. less than by way of Corowa and Waheunyah, whilst the rate 
from Oaklands to Sydney is 262s. 3d. As regards the rates on drapery, 
groceries, hardware, leather goods, &c., the Melbourne merchants 
could by either route—the Yarrawonga or Wahgunyah—Corowa— 
command the markets along the line from Oaklands to Lockhart, the 
railway rate, inclusive of the transfer charge at Oaklands, on such 
goods from Melbourne not coming close to the rate from Sydney 
until Lockhart is reached. The rates on wool and live stock to 
Melbourne and Sydney respectively also approximate at Lockhart. 
The Rock, which is on the Albury—-Wagga main (Sydney) line, and 
is the starting point of the branch railway to Lockhart and Oaklands, 
is only 250} miles from Melbourne by way of Albury, as against 
976 via Yarrawonga and Oaklands, so that this new connection 
will not give a shorter route from Melbourne to Sydney. The freight 
rates on all commodities dispatched from Melbourne would also be 
Jess to The Rock by way of Albury than through Oaklands. 

G1. With reference to this new connection being of service in 
handling interstate railway traffic when the station yard at Albury 
may be congested during a drought season (when consignments of 
fodder and starving stock are large), or a temporary cessation of the 
coastal shipping trade, it should not be overlooked that the main 
line from Albury through The Rock, Wagga, and Junee to Coota- 
mundra is a single track only. The line from Cootamundra to 
Sydney is a double track. The traffic officers would consequently 
prefer, in the event of Aibury station yard being congested, to 
route the interstate traffic by way of Junee, Narrandera, and 
Tocuwal than through The Rock, Oaklands. and Yarranwonga or 
ria Culeairn and Corowa so as to lessen the haulage over the single- 
line track from Junee to The Rock or Culeairn. 

62. As required by the terms of the agreement under the Border 
Railways Act, 1922, the Committee gave consideration to the 
question of developing the coal seams at Coorabin, near Oaklands, 
by means of the proposed Border railway. The directors of the 
Riverina Collieries Company, which has a lease of the mine, contended 
that under the agreement the Border railway should be constructed 
as far as the Corabin mine, so that the coal deposits might be developed. 
The Committee, however, is of opinion that any railway extension 
on the Victorian gauge beyond Oaklands to the mine should be 
regarded as a private undertaking, and the cost thereof borne by 
the Riverina Collieries Company, notwithstanding that the agree- 
ment states :—-‘‘ Should the Committee recommend the construction 
of anv such railway between the said coal-fields and the Victorian 
railway system. . 2? The practice in both New South Wales 
and Victoria is to regard short railways, which are to solely benefit 
companies, as being private lines, because when the mines or works 
they are intended to serve become abandoned or exhausted they are 
of no further use as feeders of Government railways, and conse- 
quently should not remain a charge on the public debt of the State. 
Moreover, the Coorabin deposits extend southward near to Oaklands, 
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Wrtness— A, Blenkin, 11 October, 1924. 


where bores ‘have shown the coal to be of better quality, so that an 
extension of the Victorian railway system to that town is really 
linking up with the “ coal-fields.’ The agreement could not be 


construed to mean that the railway should be extended te the mouth 
of each shaft. 

63. The probable annual freightage of coal from the Coorabin 
mine to Victorian railway stations was a most difficult matter to 
determine, being dependent upon the quality of the coal; the price 
covering all mining and pumping expenses at which screened or 
run-of-mine coal could be delivered on rails at. those stations, and 
the effect which the hydro-electric schemes will have in diminishing 
the demand for Coorabin coal. Mr. A. Brodie, one of the promoters 
of the Riverina Collieries Company, said in evidence before the Com- 
mittee at Albury he had hopes that Coorabin coal would be used for 
bunkering tramp steamers calling at Melbourne for cargoes of wheat, 
wool, &c. He was asked to furnish the Committee with comparisons 
of the cost of Coorabin coal carried by rail from Oaklands to Melbourne 
and delivered at the ship’s side as compared with New South Wales 
coastal coal brought by collier to Melbourne and discharged into the 
bunkers of tramp steamers. This comparison never reached the 
Committee. Inquiries made by the Committte showed that there 
would be very little difference between the cost of the two coals 
delivered into the steamer’s bunkers at the port of Melbourne. As 
the Newcastle coal would be of higher calorific value, and being a 
denser coal would occupy less space per ton in the ship’s bunkers, 
preference would usually be given to the New South Wales coastal 
cecal. 

64. At the request of the Committec, Mr. G. H. Broome, Gencral 
Manager of the State Coal Mine, Wonthaggi, and Mr. W. Barag- 
wanath, Director of Geological Survey, Mines Department, inspected 
the mine of the Riverina Collieries Limited at Coorabin, and on the 
22nd August, 1924, they reported that— 

‘The area proved by boring and shaft-sinking can be reason- 
ably regarded as containing one hundred million tons of coal, 
but this quantity would, in all probability, be much inercased 
on further exploratory work. The coal seam varies from 25 feet 
to 36 feet and over in thickness, and is nearly horizontal. 
- . + . Mr. McKenzie stated that the coal could be profit- 
ably mined and loaded into trucks on the mine at the following 
prices :— 


Best screened coal ........cccsseecesees00 s-ee-  LO6sr per ton. 
Run-of-mine engine coal ............. prea # DS: p 
THELEN gh BS aves gis ou nie anisteghtetiemcan hi ccaG Te *, | WS mA 


We think a fair margin of profit should be realised by the com- 
pany at these prices. Run-of-mine coal was being utilised 
on the mine for boiler firing. It burns freely, giving off no 
smoke and maintaining a good head of steam. We also saw 
the coal burning in open grates, and it made quite a satisfactory 
fire for household purposes. A fine white ash is left on burning, 
the quantity varying with the quality of the coal. There is 
no doubt that the coal is suitable for stationary boilers and 
domestic use. . . . . The time must soon arrive when 
the firewood supply within 50 miles of Wahgunyah is exhausted, 
and coal, unless electrical power can be more cheaply provided, 
must take the place for power generation and for domestic 
purposes. With a plentiful supply of fair coal at a cheap rate 
a good market should be found.” 

65. The railway aspect of the use of Coorabin coal was next con- 
sidered. The Victorian railway authorities informed the Committee 
that this coal “contained a high percentage of ash, and although 
the ash content does not differ greatly from that of Wonthaggi coal, 
the defect in the Coorabin coal is the low calorific value and high 
moisture content. It was stated by them that the Coorabin coal 
was unsuitable for locomotives, and, if used, would require specially 
wide fire-boxes and fire-bar arrangements,” which would be quite 
unsuitable for changing over to the use of Maitland or Wonthaggi 
coal. ” It was further added—“ Morcover, the Coorabin coal would 
not stand up to the blast in a locomotive, as it is not of sufficiently 
hard nature to do so. If locomotives were designed to burn this 
coal they would have to use it only; and it may be stated that 
existing engines could not be altered without largely increasing the 
size of the boiler and exceeding the permissible weight per axle. 
The only course would be to practically design a new locomotive. 
and for these reasons it was considered quite impracticable to use 
tis coal for locomotive purposes.” 

66. If, however, the Coorabin coal were to be used for locomotive 
purposes on the Victorian north-eastern railway lines, the Yarra- 
wonga route, leading direct to Benalla, would suit the requirements 
of the Railway Department better than a line via Corowa and Wan- 
garatta. At Benalla locomotive depdt 22 engines are stationed, 
as compared with eight at Wodonga and four at Wangaratta, but 
of the last-mentioned two, being narrow-gauge locomotives, can 
use Maitland coal only. The approximate tonnage of Victorian 
Woathaggi State Mine coal used annually at the locomotive depots 


in the north-castern district is as follows :— 





OVMOUL fc. steas ecw dass eeesnuraattn ae coats = oe 

Benalla. frees tassios Gere cate ees f, 7,220 
Wangaratta ....... NP rh er eine : 748 
Wodonea.rds.ccc.csey oh Maevislee vue v eee oes dete ty 5,526 
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67. These figures indicate that if, at any time, Coorabin coal h d 


to be extensively used for locomotive purposes in the north-eastern 
district of Victoria the larger deliveries would have to be at Beavlla 
and Seymour, and a connection via Yarrawonga would best suit 
those depSts. 

68. The Victorian State Electricity Commission has entercd 
into an agreement with the Corowa and Albury coungils to supply 
them with power in bulk at an average price not excosding 3!d. 
per unit at Corowa and 2d. at Albury. These prices will later on 
be reduced. Prior to this arrangement the Corowa’ Counzil had 
intended installing a steam-driven plant, and it estimated that 
£00 tons of coal would be consumed in the first year of operation 
of that plant, and at the end of three years the coal consumption 
would reach at least 1,200 tons annually, owing to the power-house 
supplying energy and lighting for the Corowa flour miils and other 
industrial undertakings in that town and district. After further 
consideration the Corowa Council abandoned the installation of 
a steam plant, and entered into an agreement with the Victorian State 
Electricity Commission, as stated above. The Electricity Com- 
mission recently advised the Committee: “It is probable that an 
electric supply will be made available by the Commission in Wan- 
garatta, Rutherglen, and Shepparton about the end of 1925, and, 
if the extension to Yarrawonga is undertaken, this supply will be 
given a little later.” 

69. In view of this early extension of the electric mains to the 
towns stated, there is not a promising outlook for any large demand 
for Coorabin coal to generate electricity for power and lighting 
purposes in the north-eastern district of Victoria. 

70. The determination of the Commonwealth and State authorities 
to provide for the enlargement of the storage capacity of the Hume 
Reservoir, with a view to utilising the flow of water from that storage 
basin to generate electricity, is a further indication that this cheaper 
source of production, as compared with generating current by means 
of coal and steam, will be availed of as years go on. Consequently 
the Committee was forced to the conclusion that the demand for 
Coorabin coal for industrial purposes will not be as large as wa3 
suggested by some witnesses. Nevertheless, there will be a call 
for that fuel for certain manufacturing processes which need steam 
and for household purposes, owing to its price per ton being no 
more than that of firewood, which has only from one-third to one- 
1alf the calorific value of Coorabin coal. 


RECOMMENDATION OF THE COMMITTEE. 

71. A railway from the Victorian Border to Oaklands will pass 
through a district which is already well settled and productive, 
giving immediate traffic to the line. The district also presents 
excellent opportunities for additional settlement and production, 
as many of the holdings can, with advantage, be subdivided, their 
average area being 1,500 acres. The quality of the land is, on the 
whole, good, and the average rainfall ample for growing cereals. 
The Committee believes that the estimate of the Traffic Officers 
of the Victorian Railways that 35,500 tons of wheat will be dis- 
patched over this railway in its first year of operation will be largely 
exceeded during the few years following the opening of the line. It 
considers that the increase of 12,000 acres in the area under wheat— 
from 80,000 to 92,000 acres—expected by those officers will not 
only be more than realised, but by the adoption of better farming 
methods, such as fallowing the land to a greater extent, working 
the fallowed land more “requently, using larger quantities of fertilisers 
per acre (which the cheaper transport charges will encourage the 
farmers to do), and seiscting the seed, the average yield per acre 
will be nearer 18 or 20 bushels than the 15 bushels allowed by those 
officers. ‘or these reasons, and the expectation of the Committee 
that the bulk of the grain now railed from Oaklands to Sydney 
will find its way over the proposed railway to Melbourne, and that 
live stock now dispatched from Oaklands, Urana, and Lockhart 
districts to Sydney will be diverted to the Melbourne market, the 
loss on the new line will not be as large as is anticipated by the 
Railway Commissioners, and it should be much reduced in the 
course of a few years. 

72. The Committee recommends the construction of a 5 ft. 3 in. 
gauge railway from Yarrawonga northward to a point about 15 miles 
from Yarrawonga on the Mulwala-Savernake road, and there turn- 
ing eastward to Frewin’s Reserve; thence northward through the 
centre of Bull Plain Parish, and along the western boundary of the 
parish of Coreen; thence northward to Oaklands, passing on the 
west side of that town, and terminating in the railway yard, Oak- 
lands, a distance of 37 miles; at an estimated cost of £245,800, includ - 
ing £32,400 for bridging the Murray River at Yarrawonga, and 
£22,700 for a junction station at Oaklands. 

73. It is considered by the Committee that the working expenses 
at Oaklands station might be reduced if an arrangement were come 
to with the New South Wales Railways Commissioners for one 
station-master to perform the duties connected with the New South 
Wales and Victorian train services to and from that station. This 
is done at Tocunwal and also at Mount Gambier, where the one 
station-master acts for the two Railway Departments. At Wodonga 
the one live-stock trucking yard is sufficient, owing to the use of 
the third rail, by means of which trucks of the Victorian and New 
South Wales systems can be placed alongside those yards, thus 
avoiding the necessity of each State having a separate stock-trucking 
yard. Even if it is not practicable to have one station-master at 
Oaklands performing the services of the two departments (which, 


however, should be feasible in view of the limited train service 
at that station), and Victoria has to employ a separate station- 
master thereat, there is no occasion, in the opinion of the Committee, 
to also have an operating porter at the stat ion at a yearly cost of 
£241, especially if the train service on Wednesdays and Fridays 
to and from Oaklands be between the hours of 10 a.m. and 6 p.m., 
as is proposed on Mondays, instead of having a train leaving Oak- 
lands at 5 a.m. on Wednesdays and Fridays, as has been provided 
for. The Committee considers that the junction station at Oaklands, 
with the necessary sidings and accommodation for passengers, 
and live stock, should be provided at a lesser sum than 


goods, 
as there is no need at present to 


£22,700 (the revised estimate), 
erect costly buildings there. 

74. The Committee considers that the railway from Yarrawonga 
to Oaklands, serving a larger area of country than the Corowa- 
Wahgunyah route, will afford greater opportunities for settlement, 
and whe not giving such direct connection between Coorabin 
coal-field and some towns in the north-east district of Victoria as 
the Corowa-Wahgunyah route, it will not unduly handicap the 
development of that coal-field, because the freight rates via Yarra- 
wonga will be less than the charge for hauling the coal by the exist- 
ing lines through Lockhart, The Rock, and Albury, and mnech less 
than the charges that have to be paid for transporting coal from 
Lithgow, Wonthaggi, or any other coal-field to the north-east dis- 
trict. Notwithstanding the higher railway rate by way of Yarra- 
wonga, Coorabin coal should be able to compete on advantageous 
terms with firewood at Rutherglen, Springhurst, Albury, Beech- 
worth, and Wangaratta. 

75. This recommendation is made conditionally on the land 
required for the construction of this railway and station sites, includ- 
ing such land as may be required between Yarrawong» station and 
the Murray River, being handed over free of cost to the Victorian 
Government. 

76. The Committee came to the conc 
Corowa connection, because of its high c 
(2 miles), producing a small revenue from passengers 


lusion that the Wahgunyah- 
apital cost and short length 
and goods 


LUX 


Witness—A. Blenkin, 11 O-tober, 1924. 


(as the receipts are based on mileage), would not be justified unless 
the traffic over it to and from the Corowa-Culcairn line could be 
largely increased. This result can only be attained by either the 
width of that line being altered to the Victorian railway gauge, 
or a third rail laid down, permitting Victorian locomotives and 
truck stock to be run to stations from Corowa to Culcairn, thus 
avoiding all goods and live stock having to be transferred from one. 
railway truck to another, as at present, and eliminating the transfer 
and counting charges. Coupled with this would be the requirement 
that the ordinary Victorian through mileage rates should prevail 
over the line to Culcairn. Unless these conditions are attained, 
and Victoria is satisfied that the silo system will not prevent it 
getting the bulk of the wheat traffic from stations on the Culcairn 
line, the connection between Wahgunyah and Corowa would entail 
such a large annual loss that it would not be warranted. The 
sleepers on the Corowa-Culcairn line are too short to carry a third 
rail, providing for the wider Victorian g1ug>, So that if the additional 
rail be laid this line would have to be re-sleepered throughout. 


"7 


77. In order, however, to afford those interested an opportunity 
of endeavouring to secure the handing over of the Corowa-Culeairn 
line by New South Wales to Victoria on the same conditions as 
those governing the recent acquisition of the Moama to Deniliquin 
railway under the terms of the Border Railways Act, 1922, or alter- 
natively, having an arrangement made equitable to both States for 
laying a third rail along the Corowa-Culcairn line, the Committee 
has made this a Progress Report, so that this matter may be re- 
opened when it has advanced to a stage requirint further con- 
sideration. 


J. W. BILLSON, 
Chairman, 
Railways Standing Committee Room, 


State Parliament House, 


Melbourne, 28th August, 1924, 
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PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS 


RAILWAY FROM TEMPE TO EAST HILLS, 





REPORT 


THe PARLIAMENTARY STANDING CommrrrEn oN PuBiic Works, appointed during 
the Second Session of the present Parliament, under the Public Works Act 
of 1912 (8 George V, No. 45), and the Parliamentary Standing Committee 
on Public Works Election Enabling Act of 1922 (18 George V, No. 19), to 
whom was referred for consideration and report “ the expediency of constructing 
a line of railway from Tempe to East Hills,” have after due inquiry resolved 
that it is expedient the proposed railway be constructed ; and in accordance 
with subsection (d) of clause 34 of the Public Works Act of 1912, report their 
resolution to the Legislative Assembly :— 


INTRODUCTORY. 

1. The proposed line is an extension of a suggested electric railway from 
Tempe to Salt Pan Creek, the constrnetion of which, in August, 1928, was urged by 
Petition to the Minister for Public Works from the residents of the district affected 
for the following reasons :—(1) That it will be the means of alleviating the congested 
state of the Illawarra and Bankstown lines; (2) that it will make accessible a vast 
amount of good suburban building land; (8) that it will bring suburbs that are now 
practically isolated within a reasonable distance of the train service, and facilitate 
closer suburban settlement; and (4) that it will make the historical waters of the 
George’s River more easily accessible to the general public. 

Subsequently, in response to a request by the Bankstown Railway League 
that a survey be continued across Salt Pan Creek to Hast Hills, the Railway 
Commissioners were asked, by the Minister’s direction, to furnish a Statutory Report 
embracing the through length from Tempe to East Hills. Later, in reply to a 
deputation, the Minister stated that the Railway Commissioners had put up the 
proposal to link up East Hills with the line across Salt Pan Creek, and, instead of 
constructing a line from Bankstown to East Hills, the suggestion was made that a 
line be run to a point on the George’s River. 

The necessity for the early construction of the ‘l'empe-Salt Pan Creek 
Railway was urged as recently as December, 1928, by the Hurstville Municipal 
Council, who, in a communication addressed to the Department, stated that the 
congestion of the traffic on the Illawarra and Bankstown lines was increasing daily, 
and seemed to be getting beyond the powers of the Commissioners to cope with. 


The proposal was referred to the consideration of the Committee on December 


20, 1928. 
THE PROPOSED LINE. 

2. This proposed electric railway commences by a junction with the Illawarra 
Railway at 4 miles 50 chains from Sydney on the southern side of Cook’s River and 
about 48 chains from Tempe station, and proceeds south-westerly in close proximity 
to the southern or right side of Wolli Creek to 9 miles; thence it leaves the head 
of that Creek and crosses Salt Pan Creek at 114 miles, and the south-westerly bear- 
ing is continued to East Hills Park on the northern boundary of which it terminates 
at 15 miles 35 chains from Sydney. The works are heavy, with a ruling grade of 1 
in 60 in both directions. The sharpest curve is 12 chains radius, 
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ESTIMATED COST, REVENUE, AND EXPENDITURE, 


3 'The estimated cost of a single line, as referred to the consideration of the 
Committee, was £422,836, subsequently increased as the result of duplicating the 
first section of 4 miles, to £493,049. 

Based upon the original cost, the estimated annual revenue was £57,043, and 
expenditure £52,074 (the latter including £34,243 working expenses and £17,826) 
interest on cost of construction, leaving a difference (profit) of £4,969. 

Assuming the proposed line is made a double one for the first 4 miles, the 
estimated cost would be increased by £70,164, in which case the estimated revenue 
is £68,451, and expenditure £68,218, leaving a difference (profit) of £2385. 

(The necessity for the duplication referred to is stated to be due to the fact 
that the bulk of suburban traffic will be gathered within 4 miles of Tempe). 
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RAILWAY COMMISSIONERS’ REPORT. 


4, Reporting upon the proposal in October, 1928, the Railway Commissioners 
state that consideration had been given to the matter in association with reports 
made in the previous March on suggested tramways from Hurstville to Dumbleton 
and Lakemba, and from Bexley to Dumbleton and Lakemba. In reporting against 
these proposals the Commissioners stated that, in view of the heavy loss which 
would follow the construction of the proposed tramways and their unsuitability for 
serving the public at long distances from the metropolis, they were unable to 
recommend the construction of either of them, and pointed out that the proposed 
tramways were located at right angles to the general direction of railway travelling. 

It is further stated by the Commissioners that the suggested railway will 
intersect the proposed tramline about midway between Hurstville and Lakemba, the 
distance at this intersecting point being about 9 miles (the same as Hurstville and 
Lakemba); thus, there will be the important advantage of a more direct and 
quicker service, and in addition the area will be so served that no part of it will 
be at a greater distance than 1; miles from railway communication, and so obviate 
the necessity for extending the tramway system. 

The Commissioners conclude their report by stating that the development of 
residential areas similar to what has taken place on the Hurstville and Bankstown 
lines may be confidently expected within a short period after the construction of 
the proposed railway. 
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THE COMMITTER’S CONCLUSION. 


5. The Committee have inspected practically the whole of the area between 
the existing line from Sydenham to Bankstown and that portion of the Illawarra 
line between Arncliffe and Oatley, and heard official and other evidence relating 
thereto. 


The area generally, on account of its slightly undulating, and in places, 
elevated character, is particularly suitable for close residential settlement, and this 
the construction of the line should bring about at an early date. The district to be 
served includes the settlements of Dumbleton, Revesby, Salt Pan, Last Hills, and 
Milperra, the whole of which are situated at distances varying from 1 to 4 and 5 
miles from existing railway communication, which is now only reached by means of 
‘bus services, involving, in the case of those travelling to and from the city, long 
delays and heavy expense. In spite, however, of the lack of convenient transit, 
the district has much to recommend it from a residential point of view, and 
already several large areas, mostly privately owned, have been subdivided and built 
upon, and there appears to be no doubt that with improved railway facilities the 
population will rapidly expand. 
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‘The departmental evidence in regard to the proposal is favourable, particularly 
‘1 view of the fact that it will avoid the necessity for the construction of tram lines 
from Hurstville and Bexley, Dumbleton and Lakemba, and of the proposed line 
from Bankstown to East Hills (as recommended by the Committee in 1921), will 
assist in relieving the present congested condition of the passenger trains between 
Bankstown and Sydney and vice versa, and will return a profit from its inception. 
Regarding the latter feature of the proposal, it has been pointed out that the results 
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of the working of the Sydenham- Bankstown line afford a good guide as to the 
revenue which may be expected, the profit upon this section for the three years 
ended December, 1922, having amounted to €101,226, the earnings from eoods 
traffic representing only 5 per cent. of the total. 

For the reasons mentioned the Committee have had no hesitation in arriving 
at the conclusion that it is expedient the proposed railway be constructed. 


RESOLUTION PASSED. 
6. The Resolution passed by the Committee is shown in the following 
extract from the. Minutes of Proceedings :— 
Mr. Travers moved,——“ That in the opinion of the Committce it is expedient the proposed railway 


from Tempe to East Hills, as referred to them by the Legislative Assembly, be constructed 
at an estimated cost of £493,049.” 


Mr. Druinmond seconded the motion, which was passed, 


We De DICK, 
Chairman. 


Office of the Parliamentary Standing Committee on Public Works, 
Parliament House, Sydney, 27th August, 1924. 
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PARLIAMENTARY 


STANDING COMMITTEE ON PUBLIC 


WORKS 








MINUTES OF EVIDENCE. 





RAILWAY—TEMPE TO EAST HILLS, 


MONDAY, 


APRIL 1924. 


Present: -— 
The Hon. W. T. DICK (Cuairmay). 


The Hon. 
The Hon. 


Joun TRAVERS. 
Rospert Manony, 


Francis Micuart Burke, Esa. 


WintiAmM Cameron, Esy. 


Brian James Dor, Esq. 


The € 


Jommittee proceeded to consider the expediency of 


Thomas Bryce Cooper, Under-Secretary, eg ee of 
Public W orks, sworn and examined :- 


Chairman.| You have a-statement to present to the 
Committee? Yes. 


PROPOSED RAILWAY FROM TEMPE, VIA SALT PA 
Kast Hits. 
Kstimated cost, £422,836, or £39,106 per mile, exclusive of land 
resumptions. 
Length, 10 miles 


N CREEK, TO 
> 


65 chains. 


Ruling grade, 1 in 60 in both directions. 
Sharpest curve, 12 chains radius. 


On 20th December, 1923, the Secretary for Public Works and 
Minister for Railways and State Industrial Enterprises (Hon. 
R. T. Ball, M.L.A.) moved in the Legislative Assembly “ That 


it be referred to the Parliamentary Standing Committee on Public 
Works to consider and report upon the expediency of constructing 
a line of railway from Tempe to Hast Hills.” 

Question resolved in the affirmative. 

Following is the official description of the line :— 

““This proposed electric railway commences by a junction with 
the Ulawarra Railway at 4 miles 50 chains from Sydney on the 
southern side of Cook’s River and about 48 chains from Tempe 
station, and proceeds south-westerly in close proximity to the southern 
or right side of Wolli Creek to 9 miles; thence it leaves the head 
of that Creek and crosses Salt Pan Creek at 114 miles, and the south- 
westerly bearing is continued to East Hills Park on the northern 
boundary of which it terminates at 15 miles 35 chains from Sydney. 

The works are heavy, with a ruling grade of 1 in 100 in both direc- 
tions. The sharpest curve is 12 chains radius.”’ 

The Railway Commissioners’ Statutory Report is dated 18th 
December, 1923, and is as follows :— 

Hits. 


* PROPOSED ELEcTRIC RAILWAY FROM TEMPE TO EHAsT 


In accordance with the request of the Minister for Railways, 
and in pursuance of the provisions of the Public Works Act, 1912, 
the Commissioners beg to submit their report on the abovementioned 
proposal. 

This proposal is an extension of the proposed electric railway 
from Tempe to Salt Pan Creek, in regard to which the following 
repors was submitted on the 13th October last : 
ais proposal is for a single line 7 miles 25 chains long, having 
a ruling grade of 1 in 100, with a short length near the Flyover 
connection of 1 in 49, with the traffic. The sharpest curve is 10 
chains radius. The estimated cost of construction, including power 
and feeders, is £324,100. 

This proposal has- received consideration by the Commissioners 
in association with reports made in March last on suggested tramway 
from Hurstvillo to Dambleton and Lakemba, and from Bexley to 
Dumbleton and Lakemba. In reporting against. these proposals 
the Commissioners stated that, in view of the ‘heavy loss which 
would follow the construction of the proposed tramways and their 
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constructing a line of Railway from Tempe to East Hills. 


unsuitability. for serving the public at long distances from the 
Metropolis, they were unable to recommend the construction o 
either of them, and pointed out that the proposed tramways were 
located at rght angles to the general direction of railw ay, travelling. 
For example, the distance from Hurstville to Sydney is the same 
as from La kemba to Sydney, viz., 9 miles, and a caniwey of the 
length of 45 miles was proposed to connect these two points; con- 
sequently the public would incur an unnecessary amount of 
travelling, which could be avoided by the construction of an inter- 


mediate railway between the Hlawarra line and the Bankstown 
line, commencing at Tempe and ending at Salt Pan Creek, of which 


a trial survey has been made. {ft was further stated by the Com- 
missioners that this suggested railway would intersect the proposed 


tramline about midway between Hurstville and Lakemba, the 
distance at this intersecting point being about 9 miles (the same 


as Hurstville and Lakemba); thus, there wou'd be the important 
advantage of a more direct and quicker service, and in addition 
the area would be so served that no part of it would be at a greater 
distance than 11 miles from railway communication, and so obviate 
the necessity for extending the tramway system. The Commissioners 
concluded their report by stating that the development of residential 
areas similar to what has taken place on the Hurstville and Banks- 
town lines could be confidently expected within a short period 
after the construction of the proposed railway. 

The results of working of the Sydenham-Bankstown line afford 
a very good guide as to the probable revenue of the proposed line 
from Tempe to Salt Pan Creek. The figures relating to the former 
are given below. Its capital cost stands at £698,371. 





Year ended = Interest Cost of eee Total of 
December. charge. working. Total cost, Revenue. Profit. 
£ bonnet cpadaingat odpmmegel fe g 
1920 24,711 74,563 99,274. 134,098 34,824 
1921 31,965 | 92,275 | 124,240 157,620 33,380 
1922 35,362 | 102,744 | 138,105 171,128 33,022 


SB) De We Ee nde ee eee ee Lee OO 2 Ee ee 
The earnings from goody traffe represent oaly 5 per cent. of the 
total, the balance being coaching and pastenger revenue. . 
The financial position for the ‘Tompe-Salt Pan Creek proposal 
hereunder :— 





is shown 
Estim~“ed cost of construction :— 
Estimated cost of construction, including powor 
feeders 
Estimated annual expenditure :— 
Interest on cost of construction (£324,100', at £ 


and = 
324.100 


BA -POT CON bean. .ccsccssccseseererssececcesecr cesses 17,826 
WOTKING OKPCHSOD 0. ..0s...ccssecesscecsoeesovesnsens 34 248 


Estimated annual revenue :— 
Matimated annual revenue Joiilve ls a AEN. 57,048 
| Difference (Profit) .......seseeceeree £4,969 
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Witness—T. B, Cooper, 7 April, 1924. 


In a soparate report of even date, the Commissioners have, as 
reque.tod, dealt with the proposed extension of the Tempe-Salt 
Pan Creek line to East Hills, and have recommended that a survey 
and estimite be prepared for the additional length of 4 miles 10 
chains to reach this objective, and in the event of the line being 
extended by this route, the construction of the line from Banks- 
town to East Hills as recommended by the Public Works Com- 
mittee in August, 1921, would be rendered unnecessary. In lieu 
thereof, however, the Commissioners are of opinion that an extension 
should be made from Bankstown to George’s River, 34 miles.’ 


The present proposal is for a single line from Tempe to East Hills 
a distance of 10 mile: 65 chains, the estimated cost of construction, 
including power and feeders, being £422,836. 


The financial position of the proposal is shown hereunder :— 





Estimated cost of construction :— £ 
Estimated cost of construction, including power and 
feeders. ¢.2o ccncseccsenccre connect eis eek eee eee 422,836 
Estimated annual expenditure :— £ 
Interest on cost of construction at 54 percent. 23,257 
Working foxpenses Ue ...<c-erceeee eee renee 41,098 
——— 64,355 
Estimated annual revenue :— 
Hstimtod annual revenue ue..cccessessttastsseeteeieceer ener: 68,451 
Difference (Profit)  .....s:.eeress- £4096 


The Common Seal of the) 
Railway Commissioners 
for New South Wales 
was hereunto affixed the 


(Seal. ) 
JAMES FRASER, 
Chief Railway Commissioner. 





eighteenth day of Decem- + J. H. Cann, 
ber, one thousand nine Assistant Railway Commis- 
hundred and tventy| sioner, 
three, in the presence 
of,— j 
W. Jno. Morris, 
Secretary,” 


When forwarding the Statutory Report just quoted, the Railway 
Commissioners pointed out that owing to the limited time available 
the estimates are only approximate and subject to revision. when 
all details are available. 


The separate report, which was submitted by the Railway Com- 
missioners when their report on the proposed Tempe-Salt Pan 
Creek Railway was forwarded, is dated 13th October, and is as 
follows :— 


SUGGESTED EXTENSION OF THE PROPOSED TEMPE-SALT PAN CREEK 
LINE ACROSS THE CREEK TO East HILLs. 


In connection with this matter, the Commissioners desire me 
to refer to their report of the 13th instant, on the proposal to con- 
struct a line from Tempe to Salt Pan Creek. It is now suggested 
to mrke East Hills the objective, the distance being 4 miles 10 
chains beyond Salt Pan Creek. If this were done it would render 
unnecessary the construction of the line from Bankstown to East 
Hills which was passed by the Public Works Committee in August, 
1921. 


The Commissioners therefore recommend :— 


1. That a survey and estimate be prepared for the additional 
length of 4 miles 10 chains from Salt Pan Creek to East 
Hills. 


2. That owing to the altered conditions in regard to the later 
proposal from, Tempe to Salt Pan Creek, with an ultimate 
extension to East Hills, the line previously recommended 
from Bankstown to East Hills (4 miles 18 chains) be 
climinated in favour of an extension from Bankstown to 
xeorge’s River (34 miles), and that an estimate of the 
cost for same be furnished. The necessary survey informa- 
tion is available for this purpose. 


The carrying out of these amended proposals would, in the opinion 
of the Commissioners, result in a very good division of the country 
and would be in the best interests of existing and prospective 
settlement, and judging from the results of the working of the 
Bankstown line there is every justification for the comparatively 
small expenditure involved in its extension as now recommended. 
The construction of a punt on George’s River at the destination 
point of the line would develop a large area of land on the opposite 
side of the river, and although only 34 miles of railway construction 
would be needed, there would be much more than a corresponding 
saving in road distances to Bankstown owing to the circuitous 
route which has now to be taken by the residents to reach that 
station by road. 

W. Jno. Morris, 
Secretary.” 

As the proposed line is in the nature of an alternative to certain 
tramway proposals in the district, which have been agitated for 
for many years, and which have formed the subject of deputations 
to successive Ministers, it is thought advisable to quote the Statutory 
Report submitted by the Railway Commissioners on the proposed 
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transa*, Hurstville-Dumbleton—Lakemba and Boxley—Dumblet - 
Lakem a. This report is dated 27th March, 1923, and is as fol- 
lows :— 


** PROPOSED TRAMWAYS—HURSTVILLE—D UMBLETON—LAKEMBA 
AND BEXLEY—DUMBLETON—LAKEMBA. 


In accordance with the request of the Minister for Railways 
and in pursuance of the provisions of the Public Works Act, 1912, 
the Commissioners beg to submit their report on the abovementioned 
proposals, 

Hurstville-Dumbleton—Lakemba. 


The proposed extension commences at Hurstville Station and 
proceeds via Forest-road, Cloucester-road, Stony Creek road, 
Belmore-road, Canarys-road, Canterbury-road, and Haldon-street to 
Lakemba Station, a distanca of 4 miles 35 chains. 

The proposed line will consist of a single track with six (6) crossing 
loops; the ruling grade being 1 in 15 and the sharpest curve 70 
feet radius. 

For about 1 mile after leaving Hurstville Station, the district 
through which the tramway would pass is thickly populated. From 
this point there is somewhat scattered population until reaching 
the small settlement of Dumbleton, which is 1 mile 60 chains from 
Hurstville Station. From Dumbleton to a point about a mile 
distant from Lakemba the route passes, for the most part, through 
bush land which has not yet been cleared or built upon to any mater- 
ial extent. The last mile of the route approaching Lakemba Station 
is fairly thickly populated, but 50 per cent. of the people resident 
in this section are within easy walking distance of the railway station 
and would not be likely to be tram users. The same remark applies 
to residents on, or in the vicinity of the tram route, and within 
half a mile of Hurstville Station. 

In view of the comparatively limited population between points 
half a mile distant from Hurstville Station on the one side and 
Lakemba Station on the other, it is estimated that the revenue 
would not exceed £6,200 per annum. 

To provide a half-hourly service, which is considered would he 
necessary in order to give suitable train connections at Hurstville 
and Lakemba Stations, the cost on a mileage basis would amount 
to £14,017 per annum. 

The financial prospects of the proposal are as follow :— 


Estimated cost of construction :— 





Estimated cost of construction exclusive of £ £ 
overhead wire, power and feeders ......... 48,046 
Overhead wire, power and feeders ............... 22,000 
Telephones, staff apparatus, waiting room, &e. 1,300 
71,346 
Estimated annual expenditure :— 
Interest on cost of construction (£71,346), at 
5} percent. ........ piiteiennte tae ateaectecate certs 3,924 
Working expenses, ..cc.ss<sacesscctsnrainas'cu ss cteacees 14,017 
————= 47,941 


Estimated annual revenue :— 
Estimated annual revenue , .......scccsscescececoes 6,200 6,200 





Difference ..... Se see tates sae £11,741 


Bexley-Dumbleton-Lakemba. 


The proposed extension commences at the existing tram terminus 
at Bexley and proceeds via Stony Creek road, Belmore-road, Canarys- 
road, Canterbury-road, and Haldon-street to Lakemba Railway 
Station, a distance of 4 miles 33 chains. 

The proposed line will consist of a single track with five (5)crossing 
loops; the ruling grade being 1 in 15 and the sharpest curve 70 
feet radius. 

The district to be served between Bexley and Dumbleton com- 
prises large arcas of good building land, but up to the present this 
has not been built upon to any material extent, and there are com- 
paratively few houses in this section. From Dumbleton, where 
there is a small settlement, this extension follows the same route 
as the proposed line from Hurstville to Lakemba. 

It is estimated that the revenue would not exceed £4,736 per 
annum. 

The cost of operating a half-hourly service on this route, main- 
taining suitable train connections at Lakemba would, on a mileage 
basis, amount to £13,938 per annum. 


The financial prospects of the proposal are as follow :— 
Estimated cost of construction :— 





Estimated cost of construction, exclusive of £ 3 
overhead wire, power, and feeders ......... 46,998 
Overhead wire, power and feeders ............... 22,000 
Telephones, staff apparatus, bundy recorder, 
WeIbIDS TOON, OCC. evare cet inersepieee ts so vee 1,275 


Estimated annual expenditure :— 
Interest on cost of construction (£70,273) at 


Bh UOT CONGO penta stb ree acuta sinecqecssoxxck ve 3,865 
Working expenses .,..........s0000 AE oie 13,938 - 
——— 17,803 
Estimated annual revenue :— 
Estimated annual revenue .......cscccersscssccece 4,736 4,736 


Difference .....scceurseccseusee aes LOOT 


——or< 


Of the two proposals the one from Hurstville to Lakemba w oold 
show the least loss and would, it is considered, be preferable to 
the line from Bexley, for the reason that the district between Hurst- 
ville and Dumbleton is much more thickly populated than the 
section between Bexley and Dumbleton. 

In view of the heavy loss which would follow the construction 
of either of the proposed tramways, and their unsuitability for 
serving the public at long distances from the Metropolis, the Com- 
missioners are unable to recommend the construction of either of 
them. They desire to point out, however, that the proposed tram- 
ways are located at right angles to the general direction of railway 
travelling. For example, the distance from Hurstville to Sydney 
is the same as from Lakemba to Sydney, viz., 9 miles, and a tramway 
of the length of 4} miles is proposed to connect these two points ; 
consequently the public must incur an unnecessary amount of 
travelling which could be avoided by the construction of an inter- 
mediate railway between the Illawarra line and the Bankstown 
line, commencing at Tempe and ending at Salt Pan Creek, of which 
a trial survey has been made, as shown on the accompanying map. 

This suggested railway would intersect the proposed tramline 
about midway between Hurstville and Lakemba, the distance at 
this intersecting point being about 9 miles (the same as Hurstville 
and Lakemba); thus, there would be the important advantage of 
a more direct and quicker service, and, in addition, the area would 
be so served that no part of it would be at a greater distance than 
14 miles from railway communication, and so obviate the necessity 
for extending the tramway system. 

The development of residential areas similar to what has taken 
place on the Hurstville and Bankstown lines could be confidently 
expected within a short period after the construction of the proposed 
railway. 

The Common Seal of the) 
Railway Commissioners 
for New South Wales 
was hereunto affixed the 
twenty-ninth day of} 


(Seal. ) 
JAMES FRASER, 
Chief Railway Commissioner. 
J. H. Cann, 





March, one thousand nine Assistant Railway Commis- 
hundred and  twenty- sioner. 
three, in the presence 





of — 
W. Jno. Morris, 
Secretary.” 


It is pointed out that the foregoing report was obtained in pure 
suance of the promise of the Minister (Mr. Ball) to a deputation 
which waited upon him in August, 1922, to refer the tramway pro- 
posals to the Public Works Committee. 

Following on a request by the Dumbleton Tramway League in 
June, 1923, the Minister gave directions for a Statutory Report 
to be obtained from the Commissioners in regard to the Tempe-Salt 
Pan Railway proposal, and, as the outcome of a suggestion by the 
Padstow Park Railway League, received through the Parliamentary 
representatives, in August 1923, the Minister, accompanied by the 
Honorables T. J. Ley and A. Bruntnell, and Messrs. Bagnall, Arkins, 
and Cann, M’s.L.A., went over the route of the proposed railway, 
when opportunity was taken by the respective branches of the 
Railway League at various centres to place the case for the line 
before the Minister. At Dumbleton the President of the Tempe— 
Salt Pan Creek-Southern Line Railway League (Mr. Wm. Gibson, 
presented a petition signed by 1,830 residents and ratepayers of 
Hurstville and Canterbury Municipalities, urging the construction 
of the line. The reasons embodied in the petition practically cover 
the representations made to the Minister at the various centres, 
and were as follow :— 


1. That it will be the means of alleviating the present congested 
state of both the Illawarra and Bankstown lines; 


af 


Witnesses—T. B. Cooper, 7 April, and C, A. Hodson,,2 May, 1924. 


2. That it will make accessible a vast amount of good suburban 
building land; 

3. That it will bring suburbs that are now practically isolated 
within a reasonable distance of the train service, and 
facilitate closer suburban settlement. 

4. That it will make the historical waters of the George’s River 
more easily accessible to the general public; 

5. That owing to the low cost of construction the revenue 
derived from the line will balance the expenditure and 
will in the near future prove to be a valuable State asset, 
similar to the Bankstown line; 


6. That the population on the route warrants us in making 
this request. 


In the course of his reply, the Minister stated that, having inspected 
the route, he did not know of any proposition around Sydney within 
an equal distance that could compare with the proposed line. It 
would better serve the district and give quicker communication 
with the City than would spur tramlines or a cross country tramline. 
There were certainly great prospects along the route for a large 
increase in population. The line was the suggestion of the Railway 
Commissioners, and, if built, he presumed it would meet the require- 
ments of those who had been advocating a tramway. He had 
already taken steps to obtain a Statutory Report from the Commis- 
sioners with a view to submitting the proposal to Parliament for 
reference to the Public Works Committee. 

In response to a request by the Bankstown Railway League 
that the survey be continued across Salt Pan Creek to East Hills, 
the Railway Commissioners were*asked, by the Minister’s direction, 
to furnish a Statutory Report embracing the through length from 
Tempe to East Hills, and in November last the Minister, accompanied 
by Mr. J. T. Lang, M.L.A., went over the route of the proposed 
extension. Deputations waited upon the Minister at Padstow Park, 
Revesby, Milperra, and East Hills, the substance of the representa- 
tions made being that the district was labouring under disa bilities 
owing to the difficulty of access. It took almost two hours to get 
to Sydney, a distance of 14 miles. If the railway were opened 
to George’s River a large tourist traffic would be attracted. The 
progress of the district served by the Bankstown Railway, following 
on the construction of that line, was cited as showing what might 
be expected in this district if the necessary travelling facilities 
were afforded. 

In reply, the Minister stated that the Railway Commissioners 
had put up the proposal to link up East Hills with the line across 
Salt Pan Creek, and, instead of constructing a line from Bankstown 
to East Hills, the suggestion was made that a line be run to a point 
on the George’s River. The Minister promised to have the whole 
question referred to the Public Works Committee as soon as possible. 

The necessity for the early construction of the Tempe-Salt Pan 
Creek Railway was urged as recently as December last by the Hurst- 
ville Municipal Council, who, in a communication addressed to the 
Department, state that the congestion of the traffic on the Illawarra 
and Bankstown lines is increasing daily and seems to be getting 
beyond the powers of the Commissioners to cope with. 

Reference is made to the fact that the Minister, in reply to a 
question in Parliament by Mr. Gosling, M.L.A., on 31st October last, 
stated that it was his intention to ask the Committee to consider 
the question of the Dumbleton Tramway Extension when inquiring 
into the proposed Tempe-Salt Pan Railway. 

Plan, &c., herewith. Further information with regard to the 
proposed railway, including details of estimates, will be placed befors 
the Committee by the Railway Commissioners’ Officers. 

T. B. Coorsmr, 
Under Secretary for Public Works, 
7th April, 1924. 


FRIDAY, 2 MAY, 1924. 


resent; — 
The Hon. W. T. DICK (CuairMay). 


The Hon. Jonn Travers. 
The Hon. Ropert Manony. 
Francis MicuarL Burke, Esq. 


WILLIAM CAMERON, Esq. 
Brian JAMES Dog, Esq. 
Davip Hrnry Drummonp, Esa 





The Committee proceeded to further consider the expediency of constructing a line of Railway from Tempe to 
East Hills. 





Charles Austen Hodgson, Chief Traffic Manager, Depart- 
ment of Railways, sworn and examined :— 


2. Chairman.| You have prepared certain statements 
respecting this proposal ?—Yes. The following are copies of 
my reports to the Commissioners, dated 10th and 12th 
October and 18th December, 1923. on proposed railway 
from near Tempe to Salt Pan Creek with further extension 
on to East Hills :— 





Proposep RAILWAY FROM NEAR TEMPE TO SALT PAN CREEK (report 
dated 10th October, 1923). 

This proposal is for a single line 7 miles 25 chains in length, having 
a ruling grade of 1 in 100 with a short length near the Flyover con- 
nection of 1 in 40 with the traffic. The sharpest curve is 10 chains 
radius. The estimated cost of construction is £324,100, including 
power and feeders. 

Description of Route. 


The survey leaves the Illawarra line about 45 chains beyond 
Tempe Station, and turns in a westerly and northerly direction, 
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Witness—C, A, Hodgson, 2 May, 1924. 


skirting old Wollongong-road and Loftus-street, and er »ssing Walker- 
street at its southern end, and Arncliffe-street between Nelson- 
street and Goddard-street. Here it turns to the west between 
Arncliffe-street and Wolli Creek, recrosses Arncliffe-street. to the 
west of its junction with Loftus-street, and continuing in a direction 
somewhat south of west across Hannam-street, Heath-street, 
Martins-street, and the western end of Rickard-street, crosses 
Bardwell Creek at its junction with Wolli Creek. Turning slightly 
to the north of west from Bardwell Creek, it crosses Wilson-street, 
and following the genera! direction of Wolli Creek it parallels Slade 
and Tempe roads on their northern side, crosses Tempe-road and 
Kingsland-road at their intersection, and crosses the New Illawarra- 
road at the western end of Tempe-road. Continuing in a westerly 
direction to Croydon-road it crosses Staples-road just north of Elsie- 
street and traverses Kookooburra-street throughout the western 
half of its length. From Croydon-road it turns to the south-west 
towards Morgan-street, along the line of which it continues to the 
Belmore-Canarys road, which it crosses about 4 chains north of 
Edgbaston-road. It makes a wide sweep to the north-west crossing 
Arcadia-street and Penshurst-street, and crossing Broadarrow-road 
about 4 chains to the west of Penshurst-street; thence it turns 
westerly and crosses Penshurst-road about 4 chains to the north of 
Broadarrow-road, and converges towards the intersection of the 
latter road with Coleridge-street, and continuing on to Salt Pan 
Creek it crosses Thurlow-street, Belmore-road, William-road, and 
Lillian-road. 


Object of Proposal. 


This proposal has received consideration by the Commissioners 
in association with reports made in March last on suggested tram- 
ways from Hurstville to Diumbleton and Lakemba, and froni Bexley 
to Dumbleton and Lakemba. In rejecting these proposals the 
Commissioners state that in view of the heavy loss which would 
follow the construction of the proposed tramways and their unsuit- 
ability for serving the publie at long distances from the metropolis, 
they were unable to recommend the construction of either of them, 
and pointed out that the proposed tramways were located at right- 
angles to the general direction of railway travelling; for example, 
the distance from Hurstville to Sydney is the same as from Lakemba 
to Sydney, viz.; 9 miles, and a tramway of a length of 44 miles was 
proposed to connect these two points: consequently the public 
would incur an unnecessary amount of travelling, which could be 
avoided by the construction of an intermediate railway between the 
Illawarra line and the Binkstown line, commencing at Tempe and 
ending at Salt Pan Creek, of which a trial survey has been made. 
It was further stated by the Commissioners that this suggested rail- 
way would intersect the proposed tram line about midway between 
Hurstville and Lakemba, the distance at this intersecting point 
being about 9 miles (the same as Hurstville and Lakemba); thus, 
there would be the important advantage of a more direct and quicker 
service and in addition the, area would be.so served that no part of 
it could be at a greater distance than 1} miles from. railway com- 
munication, and so obviate the necessity for extending the tramway 
system. The Commissioners concluded their report by stating that 
the development, of residential areas similar to what has taken place 
on the Hurstville and Bankstown lines could be confidently expected 
within @ short period after the construction of the proposed railway 


Estimate of Barnings and Working Expenses. 


The results of working of the Sydenham-Bankstown line afford a 
very good guide as to the probable revenue of the proposed line from 
Tempe to Salt Pan Creek. The figures relating to the former are 
given below. Its capital cost stands at £698,371. 





SN Sec eeee 
| f 
Year ended|  Incerest Cost of Total 























December | charge. Working. | Total Cost. Revenue, Profit. 
£ £ £s | £ £ 

1920 ee, 24,711 74,563 | 99,274 | 134,098 34,824 

1921 at 31,965 92,275 | 124,240 | 157,620 | 33,380 

1922 35,362 102,744 138,106 171,128 33,022 
| | 


The earnings from goods traffic represent only 5 per cent. of 
the total, the balance being coaching and passenger revenue. 


[ think it would be reasonable to credit the proposed line with 
earning a third of the amount realised from the Sydenham-Bankstown 
section, and also debiting one-third of the working cost, plus interest, 
and if this view be accepted the financial position would be as under— 





Estimated cost of construction, including s : 
power and feeders Wc i.cee ae ae 324,100 
Interest on above at 54 per cent. ......... 17,826 
Working expenses ........ itis Sa doh ues efis canes 34,248 
52,074 
Estimated revenue ..........060... Sfenat Taya Shs Hey . 57,043 





Profi. isish. Wu arediegranbdescsccdissaseetsce £4,969 
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SUGGESTED EXTENSION OF THE PROPOSED TEMPE-SALT PAN CREEK 
LINE ACROSS THE CREEK TO EAst Hitxs (report dated 12th 
October, 1923). 


With reference to the enclosed papers, I have to refer to my 
report of the 10th instant on the proposal to construct a line from 
Tempe to Salt Pan Creek. It is now suggested to make East Hills 
the objective, the distance being 3 miles 58 chains beyond Salt Pan 
Creek. If this were done it would render unnecessary the con- 
struction of the line from Bankstown to East Hills, which was 
passed by the Public Works Committee in August, 1921. I therefore 
recommend :— 


(1) That a survey and estimate be prepared for the additional 
length of 3 miles 58 chains from Salt Pan Creek to East 
Hills. 

(2) That owing to the altered conditions in regard to the later 
proposal from Tempe to Salt Pan Creek, with an ultimate 
extension to East Hills, the line previously recommended 
from Bankstown to East Hills (4 miles 18 chains) be elimins 
ated in favour of an extension from Bankstown to George’s 
River (3$ miles), and that an estimate of the cost for same 
be furnished. The necessary survey information is avail- 
able for this purpose, 


The carrying out of these amended proposals would result in a 
very good division of the country, and would be in the best interests 
of existing and prospective settlement and judging from the results 
of the working of the Bankstown line there is every justification 
for the comparatively small expenditure involved in its extension 
as now recommended. The construction of a punt on George’s 
River at the destination point of the line would develop a large area 
of land on the opposite side of the river, and although only 3% miles 
of railway construction would be needed, there would be much 
more than a corresponding saving in road distances to Bankstown, 
owing to the circuituous route which has new to be taken by the 
residents to reach that station by road. 


TemPe-East Hitts PROPOSED ELectric RAILWAY (report dated 
I8th December, 1923). 


Witk reference to the enclosed papers in which a request has been 
made to supply an amended financial statment to include the pro- 
posed extension from Salt Pan Creek to East Hills, I have to report 
that by recent survey this extra length increases the distance 3 
miles 58 chains, and the total length of construction now proposed 
is 11 miles 3 chains. The estimated cost, including power and 
feeders is £422,836. The financial position is now submitted as 
follows :— 


£ & 
Estimated cost of construction, including 
power and feéder@i 77.2502. 248. AoA 422,836 
Interest at 54 per cent. on above ......... 23,257 
Wotking 68 pénses'. QA 01. Ae. 41,098 
64,355 
Histitnated FOVERUG oi cc t.ho las. ON 68,451 
Ditferénéé (profit) $21: 208. od ele wi £4,096 


Since these proposals were made the matter has been gone 
into more closely, especially in view of the electrification of 
the Bankstown-Illawarra line, and I have made a recom- 
mendation to the Commissioners that the new proposed 
line from Tempe to Salt Pan Creek should not be a single 
line the whole of the way. I have made a recommendation 
that the bulk of the suburban traffic will be gathered 
within 4 miles of Tempe. The proper course would be to 
have a double line from Tempe to a point on the Belmore 
road 4 miles out from Tempe. and then a single line on 
through to Salt Pan Creek. That naturally increases the 
cost, but does not double it because a double line does not 
cost twice as much as a single one. In view of the density 
of traffic, which means a more frequent service of trains, it 
is, when working electrically, much cheaper to work a 
number of light trains than a few heavy ones. It would be 
unwise on that section of 4 miles to work the traffic with a 
single line. I have therefore added to my reports the fol- 
lowing footnote :— 


Assuming that the proposed line is made a double one for the first 
4 miles, the estimated cost would be increased by £70,164, and the 
financial position would then be as under :— 


Estimated cost of construction, including power 





and feeders ...... ae cases Sa ah neil sen geet L sy ccos £493,000 
Interest at 54 per cent. on above ....... £27,115 
Working expenses .,;..i..sesssdeveeeeeeeeess ., 41,098 - 
68,213 
Estimated annual revenue ........0..cecceccecceeeen. 68,451 
Difference (Profit) ......... £238 


That is the scheme I would recommend—a double line 
4 miles out and the single line further on. 
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5 
Witnesses—C. A. Hodgson, 2 May, and W. H. Nupier, 8 May, 1924, 
8. Mr. Travers.) Do you look upon the construction of 5. Will the construction of the railway affect existing 


this line as rendering unnecessary any further tramway revenues ?—It will probably affect the tramways, but there 
extension for some time to come?—Absolutely. ; 

4. With these two lines it would be unnecessary to 
extend certain tramways in the district to facilitate settle- 
ment ?—That is a matter of policy. It is very doubtful 6. Mr. Doe.| In arriving at the probable revenue you 
whether the tramlines would pay. A railway put through have taken into consideration prospective settlement ?— 
a district like that would enable the residents to obtain 
reasonably cheap travel to their work. On the railways 
they can obtain weekly or other periodical tickets at a 
very low 1ate; on the tramways they must pay fares for 
cach journey. Tram travelling is the more expensive to shows that. 
the constant traveller. For opening up a residential area 
like that, the railway is manifestly better for the people 
than the tramway. 


will always be a certain flow of local traffic to Arncliffe and 
Rockdale. 


Yes, but this estimate is not the estimate of the traffic I 
anticipate we shall get in ten years. The line is likely to 
be more profitable then. The experience of Bankstown line 


7. Will the construction of this line assist the electrifica- 
tion of the other lines proposed ’—No. 


THURSDAY, 8 MAY, 1924. 


Uresent:-— 
The Hon. W. T. DICK (CHAIRMAN). 
The Hon. Jonn TRAvers. Wituiam Cameron, Esq. 
The Hon. Rosrrt Manony. Brian James Dos, Esa. 
Francis Mictraet Burke, Esq. Davin Henry DrumMonp, Esa. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from ‘Tempe to 


East Hills. 


William Henry Nupier, accountant, Belmore-road, obtained principally from the Town Clerks of the muni: 
y ols '9 Per ses : 
Penshurst, sworn and examined, :— cipalities and manufacturing firms along the route of the 


8. Chairman.] We shall be glad to hear your evidence ?— proposed railway. The area dealt with in the following 
I am hon. sccretary of the Tempe-East Hills Grand table embraces a mile on either side of the proposed 
Council Railway League. I have statistical information ine == 


ee ee eee eee eee ee eee SS ee aS a SE TE a a 


dwellings and population 
taking six houses to the 
acre and four persons to 
each dwelling as a fair 
average, 


; | Prospective capacity of 
SratisticaL Record of Tempe to Hast Hills Railway Proposal. 
| 
| 
| 


















































| | 
. | gags: Presetit Publi¢ School. | 
Centre. leo SEED. De oninggs Popu- | ; aaa Ga Remarks, Dwellings. Population, 
= lation. No, of Pupils | 
| enrolled, | 
acres. | | 
Bardwell Park ...... 370 | 530 2,200 | Earlwood, 350... Classed as residential property .........seeeeeee: 2,220 8,880 
FEIRGSSFOVE: covccss-s *960 | 300 1,200 | Kingsgrove, 193 |,- The whole of these (3) centres are classed as 
= residential properties and contain one of 
& the largest nurseries in the State, and | 
¥ known as Messrs. Ferguson and Sons, Ltd. 
3 (inward and outward freight), amounting 
ae to £550 to £600 per annum exclusive of | 
Dumbleton ......... *2.380 | 552 2,208 | Dumbleton, 481)5'a consignments from nursery, which is very} 7 32,640 \ 130,560 
ae | considerable. | 
7 | Messrs. Mashman Bros. (pottery) Manu-| | 
ies) facturers of pipes, tiles, &c., who have al | 
| 3&| fair output and employ a number of hands. | 
Peakhurst = ..s.ds.0. *2,100 536 2.224 | Peakhurst, 323 |5 Punchbowl Brick and Tile Co., Ltd., situate 
£2 | approximately } mile from proposed route, 
4 (letter quoted). Peakhurst possesses a water | 
| 2 frontage of about 5 miles to Salt Pan Creek. 
Canterbury Boun-) 2,259 B00 | 2,000 ; Attend or Can-|5 | ...ccccscccsscctsscercnctccsccevnscneedoncesteassssons 13,500 54,000 
dary. | | terbury side. ee 
| } | 
Total. sees ...| 8,060 | 2,488 | 9,832 1,347 48,360 193,440 
| .( Water frontage to George’s River and Salt 38,400 53,000 
a. Pan Creek about 12 miles. 
Hast EGusy 20.55. 6,400 578 | 2,860 351 3 Poultry, market, dairying, and pig farming 
Ae | are carrying on in fairly large proportions 
| | |! over the whole area of the proposal, 
| | ae % ae ‘7 ae “| eS ee 
Grand summary | 14,460 | 3,016 12,692 1,698 86,760 346,440 





1 | t 


* Total, 5,540 acres, ¢ 10 sq. miles, 


Canterbury Municipality extends through the northern boundary of Wolli Creek from Earlwood to Salt Pan Creek and is approximately 4} miles in extent. Has 
an area which will be served by the proposal of 2,250 acres, 500 dwellings, and 2,000 population, (Dwelling Population capacity 13,500=54,000 population.) 
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Vitnesses— W. H. Nupier and W. J. Gibson, 8 May, 1924. 


I also desire to submit the following letter to me, which 
speaks for itself :— 


Punchbowl! Brick and Tile Co. Ltd. 
Bonds-road, Punchbowl, 
Dear Sir, 26 March, 1924. 
In answer to your letter of the 18th, I have much pleasure in 
submitting the following information :— 
Railway freights paid to Commissioners fcr gocds ecnsigred to 
Punchbowl] as follows :— 


Comes 

March to December, 1921 (10 months) ............ 693 0 0 
January to December, 1922..........0..cecicgevesesee 195 0°90 
5 - LOZS .egevarearssedeceatenses ce 785 0 O 


13. Are there any large estates which have not yet been 
subdivided ?—Yes, one “of the largest has an area of 370 
acres. Itis owned by T. M. Burke. Itis near Dumbleton. 
I understand that the proposed line will run through that 
property. 

19. Mr. Mahony.| Do the motor buses carry the people 
to Sydney ?—No, they connect with the railway. They 
ply from Lakemba to Hurstville and from Peakhurst to 
Hurstville. 


William John Gibson, retired business man, Sir Joseph 


Banks street, Bankstown, sworn and examined :— 


— 


Outward freight would amount to about £50 for the period. 

The total number employed here at present is 53, for a turnover cf 
160.000 bricks per week, an increase of over 100 per cent. the last 
twelve months. 


=—— 


20. Mr. Burke.| I assume you are in favour of the con- 
struction of this line ?—Yes, we consider the line is abso- 


aaa 
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Developmental work is nc being carried on to increase the outy ut 
to 300,000, to cope with the ever-growing trade from Hurstville, 
3exley, Peakhurst district. ; 

Six months ago the amount of work secured from this area was 
ngligible; now we are doing from 60,060 to 80,000 a week, and 
th>re is every indication of a very rapid increase. 

It is our opinion that should a railway be erected from Tempe to 
Salt Pan it will quickly pay for itself, and within a year or so ke <s 
good a paying proposition as the present Bankstown line. 

It will also relieve the present congestion in the goods traffic on 
the Bankstown line, an example of which we had about four months 
since, when we had to wait for a week before we could get coal con- 
signed to Punchbowl owing to the siding being full. 

Yours faithfully, 


J. M. ALLorT. 


The greater portion of the area with which you are 
ee is good building land ?—Yes. Peakhurst has a 
water frontage of about 5 miles to Salt Pan Creek. The 
figures I have given as to population, dwellings, and school 
enrolment are correct, but since they were compiled there 
has been a rapid increase in all the areas mentioned, Conse- 
quently there is every justification for believing that the 
figures given will be more than doubled within the next few 
years. “Indeed, before the railway is completed, provided it 
is recommended at the present time. 

10. Do you think there will be development as rapid as 
that which took place in consequence of the construction 
of the Bankstown line ?—I think it will be more rapid. 
The place has been in isolation, and owing to its quality and 
advantages the moment it is opened it will be quickly 
cle veloped. 

11. Mr. Travers.| Do you think the construction of the 
li e will serve the whole of the country between the Illa- 
warra line and the Bankstown line ?—Yes. 

5 32 Do you think the line would do away with the neces- 

- for future tra .mway extensions ?—I am sure it will. 
The railway will particularly serve the Dumbleton and 
Hurstville districts. 

13. Would the whole of the good country not fully used 
be of easy access to this line ?—Yes, with the exception of 
the Bardwell Park country. 

14. Mr. Drummond.| Would this line serve the country 
better than the suggested tramways ?—Yes; a railway 
would more quickly induce settlement. If tramw ays were 
built people would have to use both tram and railway to 
get to the city. 

15. What would be the aver age distance they would 
hive to walk to the railway if this line were constructed ?— 
rom next to the line to one mile distant. Rapid transport 


lutely imperative for the advancement of the district. At 
present the people living between the Illawarra and the 
Bankstown lines have too far to travel to a railway station, 
and for that reason the land is not more thickly populated. 
I live on the west side of Salt Pan Creek. Bankstown 
railway station is a little over 2 miles away from the pro- 
posed railway and it is under 2 miles to the Creek on the 
south. Motor buses run, but the fares are too high and 
workmen cannot afford to pay bus fares in addition to their 
weekly tickets on the railway. The proposed line would 
meet all requirements. It would do away with the necessity 
to extend the Bexley tram. If a tramway were built from 
Lakemba to Hurstville there would be double fares to pay 
and there would be scrambling for seats. The railway 
would give quicker and cheaper transport. I have lived 
in the district for 25 years and have watched its progress. 
According to the official estimate the revenue will exceed 
the expenditure by £4,096. When the Bankstown railway 
was built in 1907 the population was 1,500, and now in 
consequence of the line being built it is 16,000. Land 
round Baxkstown station was offered to me at £12 an acre, 
and the other day £65 per foot was refused for a choice 
block. Any land near the north or south terraces or any- 
where close to the station is worth about £40 a foot. The 
Bankstown line has paid from the start, although the 
country was chiefly scrub land where the line was con- 
structed. There was only one house there then. The new 
public school has 1,400 children attending it. When the 
railway came to Bankstown there were three schools, namely, 
on the Potts Hill pipe line, on ize Liverpool Road, and at 
East Hills. Now, exclusive of the convent school, there are 
seven schools and the attendance is 2,500. The attendance 
when the railway was started was 150. The whole of the 
land is good building land. There are market gardens 
scattered about. It was originally orchard country, but 
since water has been made available market gardens have 
sprung up. All that shows the quality of the land. The 
railway will be a greater success than the Bankstown line 
because with the exception of a very small area the whole 
of the territory is good building land. There are no big 
estates, the largest privately- owned estate of which I know 
is Padstow Park, which has about 60 or 70 acres. The rest 
of the country is small estates of from 10 to 5 acres and 
smaller. From Tower-street, East Hills, to the park there 
is a big estate which is all cut up into small lots, and the 
only thing that keeps it from being sold is the distance 
from a railway. 


toro 
as : 


21. Have you noticed any increase in land values of late ? 

—They are slowly increasing. The valuations of the 
Valuer-General have practically doubled the rates of many 
cottages. The valuation placed on good land on top of the 
hills is about £75 an acre. 

22. Do you think that if the railway were constructed 
small working people would settle on that area ?—As soon 
as the railway comes along the land will be cut up into 
small lots. 


is necessary for those working in the city. There are good 
motor services at present, but they are expensive. 

16. Mr. Doe.| In addition to the actual cost of the line 
a considerable area of land would have to be resumed. 
Have you any idea of the value of the land ?—About 
Dumbleton the land is pretty cheap; higher prices have 
been asked for recent subdivisions, but I do not take those 
prices as the actual value. 
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17. Do you know much about George’s River as a holiday 
resort ?—It is regarded as a very fine holiday resort with 
big possibilities. There is fishing, boating, swimming, and 
fine scenery, and if it were Hinde: Récesihle by means of a 

railway it would become very popular, 


23. The valuations referred to by you are those of the 
Valuer-General and not of land-jobbers ?—That is so. 
The area of the municipality of Bankstown is 293 square 
miles. The area in the Bankstown municipality - which 
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Wilnesses—W. J. Gibson, J. H. Bawn, and G, Williams, 8 May, 1924. 


would be served by this railway is 11 square miles; prac- 
tically the whole of the south ward will be served by the 
railway except a part below the soldier settlement and 
down to the river. The distance from Bankstown to the 
soldier settlement is a little over 3 miles, It would be a 
shorter distance for the settlers to go to a station on the 
proposed new line than to Bankstown, because it would be 
about a mile from the settlement. The soldiers hoped for 
a station on the Bankstown-George’s River line, and I 
ghink that would be the best line for that settlement. The 
East Hills line would serve the whole of the country lying 
in what may be called the Salt Pan Creek bend with the 
exception of a small portion beyond the soldiers’ settlement. 
I understand that all the land on the Holdsworth side of the 
creek has been resumed by the Federal authorities for 
defence purposes. If the proposed line were carried to 
Holdsworth and extended to Liverpool there would be a 
through line each way to Sydney. Another possibility is 
the removal of the military barracks from Paddington to 
Holdsworth; if that were done the proposed line would be 
of still greater value. At any rate if the line is built there 
will be a bigger population settlement than there has been 
at Bankstown because, in addition to the excellent character 
of the country, there is the attraction of George’s River. 
There are baths and a jetty at the river and the river is 
navigable, and Salt Pan Creek is also for half of its length 
navigable. The river has big possibilities. It is a wide 
stream at that point, over one hundred yards wide, and the 
water is deep, At present it is not used much because the 
people cannot get to it. There is a good motor service from 
Bankstown to East Hills, but on Sundays and holidays the 
buses cannot cope with the traffic. If the line were built 
and the Tourist Bureau cared to take the matter up a very 
fine round tourist trip could be organised by way of Como. 
In the George’s River basin there is beautiful scenery, and 
at that part of the river that will be affected by the 
proposed line there is good fishing. 

24. Mr. Mahony.| Would the proposed line do away 
with the necessity of suggested line from Bankstown to 
East Hills ?—Yes, that line was only. to be a single line 
which would not be much used. 

25. Would it also do away with the necessity for the pro- 
posed tramway ?—Yes, there would be no necessity for 
{rams in any part of the route if the railway were built. 


Jo-eph Henry Bawn, master butcher, Stony Creek road, 
Bexley, sworn and examined :— 


26. Mr. Traver:.] You desire to give evidence in favour 
of the proposed line ?—Yes. The line would relieve con- 
gestion in densely populated centres. It would open up 
chcap land in healthy surroundings. It would relieve the 
present and anticipated traffic congestion on the Illawarra 
and Bankstown lines. It would provide facilities for good 
suburban settlement and for the establishment of indus- 
tries. It would make the George’s River accessible for 
residential and possibly for industrial purposes. It would 
help to provide transit facilities for the future greater 
population of Sydney. It would provide facilities for a 
population of about 180,000 people. The present popu- 
lation is about 8,£00. The big centres on, the Tlawarra and 
Pankstown lines are rapidly reaching saturation point and 
a new line opening up new opportunities for building and 
settlement is absolutely necessary to prevent congestion. 

97. Is there much settlement in the Tempe and Dumble- 
ton districts on the country within 1 mile of each side of 
the proposed line ?—Settlement is very sparse at present 
owing to the want of transit facilities. 

98. How far in the direction of the proposed line does the 
Il'awarra line serve settlement ?—The distance varies, 
Where I live in Bexley the influence of the existing line 1s 
rether more than a mile because of the feeder tramway, 
but generally the distance is ] mile, 


2). Does the country which would come within the 
influence of the proposed line lend itself to residential de- 
velopment as well as the Bankstown country ?—It is much 
better. It is not so rugged excepting in the Bardwell Park 
area, but even there there is some good building land. 

30. Do you know anything of the land values in the 
district which will be affected ?—I have a piece of land a 
quarter of a mile from the proposed route. The Valuer 
General’s Department valued it at last valuation at £200. 
The area is not quite 2 acres. It is a specially good piece 
of land. Where the railway would go the land is inferior 
to that and the valuation would probably be £50 an acre. 
Land was sold on the Canterbury side fairly close to the 
Earlwood tram and other land near the creek close to 
where the railway will go at 12s. 6d. a foot. 

31. Is there much building going on ?—Within th 
influence of the Bexley tram and buses, but further out 
very little. 

32. Would you expect as much settlement as on the 
Bankstown and Illawarra lines ?—Quite as much if not 
better. The Alston Park estate has been subdivided fo> 
thirty years but it has not been built on. It is good land, 
and the only reason why it is idle is that there are no trans- 
port facilities. 

33. Do you think the construction of the proposed lin» 
would render unnecessary the two proposed tramlines ?— 
Under conditions which would exist for the next ten years 
they would be unnecessary. 

34. You spoke of establishing industries ?—An° old 
cotton spinner told me the country is admirably adapted 
for textile industries. 

35. Are there any industries within easy access of the 
existing lines ?—None of any extent. 

36. Why do you think they would be started if the line 
were built ?—It is necessary for industries to start some- 
where, and the railway would afford facilities in this dis- 
trict. The price of the land compared with suburban lan‘s 
generally is low. 

37. Mr. Doz.] You said that Alston Park, immediat-ly 
between Bexley and the proposed line, had not been settlod 
on ?—That is so. 

38. Seeing that it extends right up to the Bexley tram- 
line why has it not been settled on ?—It is not accessible. 
It involves a journey of 7 miles occupying an hour to get 
to Sydney. That has prevented settlement. 

39, Would it become accessible if the proposed line were 
built ?—Yes, it is excellent for building being a gentle slope. 
It was subdivided for sale purposes thirty years ago, when 
a railway was mooted. |) 


gardener, Trafalgar-street, 
and examined !— 


George Williams, market 
Peakhurst, sworn 


40. Mr. Doe.| You desire to give evidence in support of 
this proposal ?—Yes. At present the country is practically 
isolated. It is difficult for the people to get to and from 
their work in the city. I am speaking of the land from 
Canary-road, Dumbleton, to Kast Hills. The Whole of 
that country is admirably adapted for closer settlem nt, 
being as it is gently undulating, naturally well drained, high 
and healthy, fertile and not broken by rocks. There are a 
number of small blocks at Herne Bay. That land was sub- 
divided a little while ago. The blocks were required by 
men working in the city who are at present paying higa 
rents in congested areas because of the inconvenienc> of 
transport to and from Herne Bay, If the railway were 
constructed they would immediately build out there. In 
my family there are four who have to go to Sydney. The 
distance is 3 miles. The bus fare is in the aggregate 
gs. 6d. a week. Much time is lost in travelling to say 
nothing of the inconvenience of rising early in order to get 
to the station. That is true of all the district. There are 
2 great many people who feel so discontented in consequen 22 
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Witnesses—G, Williams, 8 May, W. I. Donald and F. G. Apsey, 9 May, 1924. 


of the cost of the bus fares and the inconvenience of travel 
that they are seriously considering moving closer in to the 
city, That is a pity because we all like to look to our 
children’s welfare, We would like to give them the open 
space but they have to be educated and trained to a trade 
or a business. Living where we do we are greatly handi- 
capped. Iam certain from my knowledge of that country 
that a railway will bring the whole of the place so close to 
Sydney that it will be as thickly populated as the country 
on the Hurstville and Illawarra lines. The distance to 
Kast Hills would be shorter than to Sutherland, yet I know 
a number of working-men who are travelling day and night 
to and from Sutherland. The railway would bring the 
whole of the country within easy distance for working-men. 

41, Would you consider that the resumption of land 
necessary for the line would be an expensive job ?—In the 
Peakhurst district the latest valuations by the Valuer- 
General run to £100 an acre. Four years ago the unim- 
proved capital value was £70 an acre, 


42. What sized blocks do they have there now ?—The 
farming blocks range from 3 to 5 acres. If the railway were 
constructed the land would quickly lose its productive valué 
and become residential. The average number of blocks 
would be four to the acre. At present prices land could be 
subdivided and sold at 27s, to 303. a foot. That will bring 
the land within the reach of the great majority of working- 
men. I have a close personal experience of George’s River. 
It has many attractions. Notwithstanding that the present 
means of access to the river are bad, it is becoming a great 
centre of holiday traffic. On holidays the river is covered 
with boating parties, there is magnificent scenery and good 
fishing. If the railway were constructed to that point 
very large numbers of holiday makers and week-enders 
would be drawn there. I would like to say that residents 
south of the proposed line and in the bend east of Salt Pan 
Creek cannot use the Illawarra line because of the difficult 
country to be traversed. They would all avail themselves 
of the proposed line. 





FRIDAY, 9 MAY, 1924. 
Present:— 
The Hon. W. T. DICK (Carman). 


The Hon. Jonn Travers. - 
The Hon. Ropert Manony. 
Francis Micuart Burke, Esa. 


WintuiAm Cameron, Esa. 
Brian James Dor, Esq. 
Davin Henry Drummonp, Esa. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Tempe to East Hills. 





William Irvine Donald, Edmond-street, Hurstville, town 
clerk of Hurstville, sworn, and examined :— 


43. Chairman.| Is the municipality of Hurstville affected 
by the proposal to build this line ?— Yes, the proposed line 
will traverse a great portion of the municipality ; from the 
eastern boundary of Sharp-street to the western boundary 
of Salt Pan Creek. The municipality goes north to Broad 
Arrow road, which is the boundary between Hurstville and 
Canterbury. 

44, A considerable part of Hurstville municipality is 
already served by the South Coast line !—Yes, from a point 
above Carlton Station to George’s River at Como. 

45. Where is the greater part of the population of 
Hurstville now resident?—Close to the Illawarra line, 
around the stations, Hurstville, Bexley, Mortdale, and 
Oakley. 

46. How far south between the proposed line and the 
South Coast line, from your eastern to western boundary, 
would the proposed line draw traffic ?—From Broad Arrow 
road to Salt Pan Creek it could serve anything up to 2 miles 
south, The population there now use the Penshurst 
station, which is between 4 and 5 miles away at the 
western point. 

47. Have you any figures showing how many people in 
your municipality now using the South Coast line would 
most probably use the new line?—No. We have a popula- 
tion of 17,938 in the municipality. North, within 50 chains 
of the proposed line there are 4,432 people. The popula- 
tion of Dumbleton is 2,208 and of Peakhurst 2,224. From 
our eastern boundary ,Sharp-street, to the western boundary, 
Salt Pan Creek, allowing only 50 chains on each side of the 
proposed line, there would be an area of 43 square miles or 
3,000 acres, the whole of which it suitable for residential 
purposes. Allowing 5,600 square feet for each allotment, 
and making due allowance for roads and streets, there 
would be 19,500 building sites. That, allowing four people 
to each house, would accommodate 80,000. Those figures 
relate only to Hurstville municipality, and do not take in 
Canterbury, as nearly the whole of the land from Sharp- 
street to Salt Pan Creek has practically been subdivided 
and sold. An exception is one large estate known as 
Moorefield, which is under subdivision-and is on the market 
for sale. Its area is 360 acres, and it has been subdivided 
into 1,382 allotments in our municipality, but the estate 
also goes into the Canterbury municipality. 


48. Do those subdivisions, apart from the Moorefield 
estate, stand on your books as separate assessments ?— 
Yes. There are about a dozen estates about 5 or 10 acres 
each going towards Salt Pan Creek which could be 
resubdivided. 

49. Mr. Doe.| You have had the Valuer-General in your 
district ?— Yes. 

50. Is the value’ of the land such as would induce 
working-men to take up areas and make homes ?—Yes. 
From Sharp-street right through to Salt Pan the average 
value is about £75 an acre. The building blocks range 
from 20s. up to, for very choice blocks, 60s. a foot. 

D1. I suppose from the working-man’s point of view 
there would be no better proposition if that line were built ? 
—1It is splendid Jand in a fine locality and there would be 
quick and easy access to the city. 

52. The line would run through private property practi- 
cally the whole way from Tempe to East Hills ¢—Yes, 

53. The cost of resumption would be a fairly big item 2?— 
I do not think so. The value of the land at present aver- 
ages £75 an acre. The Government has a right to resume 
at 10 per cent. on the Valuer-General’s yaluations. The 
cost of resumption would not be great. 








Frederick Griffiths Apsey, poultry-farmer, Belmore-road, 
Peakhurst, sworn, and examined : — 

54. Mr. Mahoney.) You desire to offer evidence on this 
question ?—Yes. I am a member of the Grand Council, 
and President of the Peakhurst Railway League. We are 
in favour of the construction of this line. We think it 
will be of value to the city. We would like the line 
approximately centrally situated between all the existing 
municipalities, particularly as far as Peakhurst. It would 
throw open not less than 30 square miles of territory for 
suburban residential purposes, for which the country is 
equal to anything in the county of Cumberland. Indeed, the 
only other site with equal recommendations is Carlingford 
Heights. The new line would greatly relieve existing 
railway congestion. It would make accessible to the 
general public the waters of George’s River. At present 
those living in the central districts who desire to 
get to Georges River have to take a bus to a 
railway station, and the train to Bankstown, and then 
another bus for 3 or 4 miles to the river. The portion of 
George’s River that the line would traverse is the finest 


— 
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te for recreation purposes in the county of Cumberland. 
There are beautiful bathing places. The land right down 
o the river is practically flat. I am excluding of course 
le rocky land on the left. The line would induce an 
mmense tourist traffic. The country which would 
served would accommodate 304,000, reckoning four houses 
to the acre. There is none which cannot be built on. 
Peakhurst is a very pretty little area. [It is bounded on 
the west by Salt Pan Creek, on the south by George's 
River and Lime Kiln Bay to a point at Norman- street, then 


be 


southwards to Quee nsbury-road, and then to Broad Arrow 
road, Then I take 700 acres, approximately | mile, 
from our boundary north of the proposed line. Salt 


Pan Creek is navigable for pulling boats at low tide for 
a mile and quarter and for launches for 1 mile. At 
present there are six boatsheds, and at ‘week-ends a con- 
siderable number of persons hire boats for fishing and 
rowing on the river. Lugarno is the prettiest spot on the 
river. The whole area is 3,004 acres, on which all but about 
20 acres can be built on. The soil is exceptionally good, and 
superior to that on the Bankstown tine. The only indus- 
tries we have are market- gardening, poultry- farming, nurs- 
eries, and dairying. There is a brickworks in the munici- 
pality of Canterbury. In Punchbowl] we have a school with 
297 pupils on the roll. Our population is 2,124. Some 
children living on the eastern side of Peakhurst go to te 
Dumbleton school. Peakhurst school was built in 1876. We 
are still only a village, solely because we have no railway com- 
munication. Wor king-men come to our district, but do 
not remain there long because of the difficulty of getting to 
the city. Salt Pan Creek is only 11} miles distant from 
Sydney, but to get to the railway many have to walk some 
distance and then take the bus for some distance. The 


buses are overcrowded, and the railway congestion is 
abnormal. The construction of the proposed line would 


remedy all that. The railway figures in the possess‘on of 
this Committee show phenomenal advance in trattic since 
1913 right throughout this district. 

55. When your Counci! considered this proposal did it 
take the view that if the railway line were built no extra 
tramline in the district would be required {— Yes, 

56. Did it consider that the railway line would meet all 
requirements ?—Yes, absolutely. This line would satisfy 
all the requirements of the district 

57. Do you think this line and be as suecesstal as the 
Bankstown line has been? Considering that our district is 
superior from a scenic and an agricultural point of view, 
and is closer to the river, we have a distinct advantage 
over ieee other line. 

Would the line serve that portion of your district 
Ade by Salt Pan and the southern portion of Peak- 
hurst?—It would. The line would cut in halves the 
distance to Penshurst. Those living in that locality would 
use the new line. Holiday makers would use it. 

59. Would Bardwell Park Estate be accessible to the 
line 7—That estate is the rocky part of the line, but that 
would be a very small portion of the territory served. 
There is approximately 1 mile. 

60. How do the people living in Dumbleton and Peak- 
hurst get to the city ?—Take my T walk amileand a 
quarter to Forest-road, Peakhurst. I there get a bus and 
co 2 miles to Penshurst. The bus fare is 4d. ‘Two-thirds 
of the people in that locality are similarly situated, 


case. 


Witnesses— F. G. Apsey and G, Ki, Fortescue, 9 May, 1924, 


61. You heard the Council Clerk’s evidence as to land 
values ?—I think his figures are excessive. There is no 
land round my place which is valued at more than £65 an 
acre. 

62. Mr. Travers.| You referred to a territory of 30 miles 
that would be served. What maximum distance on ea h 
side of the line have you taken as being within the traf ¢ 
influence of the line ?—About a mile and a quarter on eaca 
side. 

63. What do you consider to be the traffic 
the two existing lines ?—About a mile and a quarter. 

64. Would you expect to get tratlic on this line from 
Dumbleton and George’s River ?-——We would get at least 
half because the line would be nearer to half the people. 

65. Would not a railway extension from Bankstown to 
George’s River adequately serve George’s River 1—The-e 
would be a large traffic for the proposed line. 


of 


influence 


George Ei dward Fortescue, West Dotany-street, Arnecliffe, 
eee) bailder, Mayor of Roc ‘kdale, swornand e ated ee 


66. Wr. De 0e. | You propose to give evidence respecting 
the prospects of the proposed Ine as far as Salt Pan 
Creek ?—Tke only part afte xcted in our municipality is 370 
acres. We do not consider that the first part of the hne 
would henefit us, as that country 1s already served from 
Arncliffe station. Ot there must be a startir g- 
point, and I think the proposed route is the best. 

67. How far would that 370 acres be from the existing 
South Coast line?—Roughly about a mile and a quarter 
from the outer edge. I know the eer well. There 
would be very little enginecring difficulty, there being only 
one small hill to surmount. 

68. Would the people on that rocky elevation, Bardwell 
Park, be able to get down to the proposed line 1—There 
would be no trouble at all. There are tracks and streets 
leading down to it and they could be made trafticable. 

69. Would the municipality help to make them traf fhe- 
able ?— I am sure it would. 

70. Are land values higher in Rockdale than at Salt 
Pan?—No, so far as the 370 acres is conc+ rned, us that 
land being so far from the railway the value is low. 

71. Has the whole area of which you speak been sub- 
divide] ?—Only the Bardwell He‘ghts. Immediately along 
the creek it is held by small farmers in areas not exceeding 


course 


10 or 12 acrcs. Taking six houses to the acre you would 
eet 2,200 houses and multiplying that by four persons to 


each house you would get &,800 perscns on the area. 
Working-men would have a chance of getting homes because 
the land values are low. 

72. Do you agree that if the line from Tempe to Kast 
Hills were “constructed, it would do away with the necessity 
for the proposed trams —Lakemba- Hurstville— extension 
to the Bexley line and so on ?— I do not say it will do away 
with them. Ii we could get ae from Campsie to 
Brighton-le Sands, that tramway would at once be a feeder 
to the line. There is Lady Robinson’s Beach, which is 

second to none in the Commonwealth. ‘hat is the only 
paying tramline outside the city. 

73, You think that though this line were built, the 
necessity for cross-country tramlines would still exist ?— 
Yes, the cross-country tramlines would be feeders for the 


rr nity ay lines, and would also give access to the beaches. 
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- THURSDAY, 22 MAY, 1924. 
} Present:— 
I The Hon. W. T. DICK (QOnaiaan). 
The Hon. Joun Travers. Wittiam Cameron, Esa. 


The Hon. Ropert Manoxy. 
Francis Micuaut Burge, sq. 


Brian JAmeEs Dor, Esq. 
Davin Henry Drummonp, Esa. 
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The Committee further considered the cxpediency of constructing a line of Railway from Tempe to East Hills. 
I g y ] 


John Job Crew Bradfield, Chief Engineer, Metropolitan 
Railway Construction and Sydney Harbour Bridge, 
sworn, and examined :— 


about 4 chains north of Edgbaston-road where it turns to the north- 
west, crosses Broad Arrow road between Penshurst and Mercury 
streets, and then turning westerly it recrosses Broad Arrow road at 
its intersection with Coleridge-street, cuts William and Lillian roads 
and crosses Salt Pan Creek at a point about 3 chains south of 
Bridge-street. 


Sa 


74. Chairman.| You have some evidence to give con- 
cerning the proposed Tempe to East Hills Railway !—-Yes. 


Pursuing a general westerly course it crosses Davies-road near 
Bridge-street, Cahors-road near its intersection with Banks-street, 
Orient, and Arab roads near their intersection with each other, 
Reilly Creek and the River road near Linda-street, and turning in 


TemPe tro East Hints Park Ratuway. 
30 April, 1924. 
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The line proposed leaves the Illawarra line by flyover crossing 
on the south side of Cook’s River about 45 chains beyond Tempe 
Station—turning in a westerly and northerly direction and crossing 
Walker-street and Water-street south of Arncliffe-street. After 
crossing Water-street it turns again to the west, crosses Arncliffe- 
street and continuing in a westerly direction crosses Bardwell Creek 
at its junction with Wolli Creek, then turns slightly to the north and 
following the general direction of Wolli Creek it parallels Darley, 
Slade, and Tempe roads on their north side, crosses Kingsland-road 
and the New Illawarra road at their intersections with Tempe-road 
and continues in a westerly direction to Croydon-road which it 
crosses at its intersection with Kookooburra-street. Turning to the 
south-west from Croydon-road, it crosses the Belmore-Canary’s road 


a south-westerly direction it traverses East Hills Estate, crossing 
Weston-street and Tower-street, and cuts Lucas-road about 6 chains 
south of Tower-street. Proceeding in the same direction for about 
30 chains it turns southerly and parallels Park-road on its western 
side to the terminus at East Hills Park. ‘The proposed line consists 
of 4 miles of double track and 6 miles 58 chains of single track, the 
minimum curve being 10 chains radius, and the ruling grade | in 60 
with a short length of 1 in 40 with the traffic. 


Ten stations have been provided, four being in double and the 
remainder in single track, the terminal station having bifurcated 
tracks, also two intermediate single line stations. 


The total track mileage is 15 miles 7 chains. 


STATEMENT showing the estimated cost of a line of railway having a route mileage of 10 miles 58 chains, the first 4 miles of line to be 
double track, and the remainder, 6 miles 58 chains, single track. The total equivalent length of single track, including bifurcation at 
three single line stations, is 15 miles 7 chains. Flyover connection to main line to be provided. There will be ten stations, four of 
these being on the double track, with island platforms, and six on single line, including terminal station at East Hills Park. 80-lb, 
rail to be used, and track stone ballasted. Ruling grade, 1 in 60. Minimum curve of 10 chain radius. Electric overhead construction 
and automatic signalling included. Standard wage for navvy, 15s. 2d. per day :— 
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Item. | Description of Work. Estimated Cost. Summary. seedy, aes 

| 2 4s; ° a Ss heeds | 2 A Oi 

L | RRR WOE si cacccgs one aes he eeecol igs tines Raidcgetaenaeaen cede ee ee LVS S0G <8) Md Neer coe 8,569 0 0 

©} Gabeetts .:. cu. <ciclsts «< castensetsancchieranuantéenast (vee seh, Sk inet ae ene ie AS i Bam itp er | "466 0 0 

3 Road diversions, fencing; And. ClEATING v..5c....c..socaedondena aereclenteeumeeeeseatecitesasmeaeaerane O19 022 Ar eres 7708. U 

PR ci BR ernereeerer reer poetbe nn ercecen tne een hy tri hikes enh ih 90 Gaeta Lacter prs cine bor 19,5000 06 )- © Sas 1,259 0 O 

5 | Bridge over Bardwell Creek, bridges over Salt Pan Creek and River-road............... 95408 1) OO RS osedeceees 883 0 0 

G | Blyover. crossing ais: 50. pistes ae seedel, vay cs eees eae ei a de ee eg eee AS18530) eit) ees wae 820. 0 0 

i | Ber,=way material (S0-bb. rails; at. £12 per ton) Vo7-2e..0: ca dase. vdaesas guecenanaspae aerate YS O55 U0. Osh 00 | atarnees 2,708 0 O 
S ol MPSIQNG «1: cccasrtiads asnadrecaatenetentaeeurce tact te acenecewanel te Coemeesaacr caterer £1,066 0 0 
G | Pisteh ying; at Se: Bay wer yere ssf srcec cteecc cece seecauee caste aceanee anes 2,987 0 0 
1O | Ballasts; at Os. per pare sizicgsmvewcdcmndoascearenta se eaeteies Mawesoetereee 19,916 0 0 
11 | Slespera, at Tas GG: CaGb 2.2; icccceugedentisecaenceleatiias coheed oe eek eaten 13,343 0 Q| 
12 | Pointd and crossinge os... cis.nc0vadudeysganeacatendeeictetaees tecaeenees tegen atene 858 0 0 

———-+| 38,270 0 9 3,568 .0 0 

paceman 

| | eh 10 40g 96. 8 | Ste ae 

38. | Statin buildings; Go. shee ccetenkeene ss cogs ceases ana aw oD Ea eae Sn ae nae ees 15;500 <0 0 1,446 Q O 

EE .} Gradtett. and mile posts sisi. sod tncse ecg ddaccsal les sceeecaeacarses son cee eetee catia te ea ea eae eee 165 0 0 Tease), 

15 | Tele gra png: .csiscccoaccscecencoesiatesacunteceasonae ee tenes tae care masetnaa ts Patent irohgebe ae Sntagrene 858 0 0 80 0 0 

| -—— | —_——_——- — 

| 226,931 0 0O| 21,159 0 0 

18 | Engineering and cdlitiigencied, 19 per OG... ..cc7: wizgehde. slice canycacetaddactdeg kOOURNe Es ces 40,848 0 0} 3,809 0 0 

267,779 O 0} 24,968 0 0 

17 | Overhead electrical construction ....,...ccesesese coseveceencees SAESeT eC ctae ty cen eeed cmerene nates {> toe aters 40,480 0 0| 3,774 0 O 

18 | Nail bonding and signaling or sscort.. on A ES Ries. ceed ede a Lo eee 24,790 0 0} 2;312 0 0 

| i Bede ie os; Saeepeieceaaiaa 

| 333,049 0 0| 31,054 0 0 

19 | Power and feeders....... ano saetiedan tara natn ent e Suan hice canceaucceseatvare etre Repetto Mpc sartegine 160,000 O O} 14,918 0 O 

Seer he EE EE 

| Total estimated cost of line .. ......... sscediitad ssa cacouneceieactedeciene sanseanet atte ammmres Came 493,049 0 0/| 45,972 0 O 

















75, Mr. Travers.| I take it that the estimate of wcrking 
expenses included in Mr. Hodgson’s report is based upon 
an electric railway ’—Yes. 

76. Is a grade of 1 in 60 necessary for an electric rail- 
way if it is very difficult or expensive to get it ?—No, but 
it is not very difficult to get it here ; in fact we could get a 
flatter grade with very simall additional cost. 

77. What is the recognised standard grade for on electric 
railway {—We generally try to work to | in 40. 

78. Could you tell us when it is proposed to electrify the 
existing Pankstown to Sydney line?—We are at present 


electrifying the Illawarra line, which is expected to be in 
operation some time next year, and the next line to be 
electrified is the Bankstown line. 

79. Mr. Doe.| When you speak of a grade of 1 in 40 
with the traftic, does that infer that the traffic is towards 
the city /—No, I mean it is a grade of | in 40 down hill 
with the traftic. The other line will be 1 in 60. 


80. Chairman.| Have you considered the value of having 
a complete system of electrified lines and do you think that 
it exercises a great influence over the probable cost of 
running if the line terminates at a certain spot instead of 


a 


making a circuit ?—In the scheme of railways laid out, the 
City Railway, the Hastern suburbs and the Western 
suburbs railways and the North Shore line, all ave in the 
main circular railways. The trains run round the circle 
and when you are on the wings of the loop you geta double 
service practically. It is much more convenient and should 
be cheaper because there is no idle time in shunting. 

81. I suppose where you want a swilt service it is an 
advantage to have your trains running practically all one way 
on the same set of lines; that is to say, it would simplify 
the question of signal and control arrangements where 
you have the line practically circular 1—Yes, and that has 
been arranged in all the systems which have been laid out. 
Saltpan Creek is a terminal railway at present, but [I sup- 
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Witnesses—J. J. C. Bradfield, 22 May, and T. Raw, 14 July, 1924. 


pose it could be taken on and joined to some other place if 
it were thought necessary. On a line like that you could 
easily run twenty trains an hour, but with a single line you 
could easily arrange for ten trains an hour each way, and I 
should think that would serve the East Hills district for a 
good many years to come, 


>.) 


82. Mr. Travers.| Take any 10 miles of line you like, 
what would be the saving in time under electric power ag 
against steam, other conditions being equal !—I should say 
that you would save at least 30 per cent., probably nearer 
10 per cent. of the time. The average running speed under 
steam traction would be about 15 miles per hour, and under 


electric traction about 24 miles per hour. 





MONDAY, 14 JULY, 1924. 
Present: 
The Hon. W. T. DICK (Cirairmay). 


The Hon. Joun TrAvers. 
The Hon. Ropert MaAnony. 


Francis Micuart Burge, Esa. 
Brian James Dor, Esq. 


Daviw Henry Drummonp, Esq. 


The Committee proceeded to further consider the expediency of constructing a line of Railway from Tempe to 
East Hills. 





Thomas Raw, Engineer to the Hurstville Municipal 
Council, sworn and examined :— 


83. Chairman.] Have you prepared a written state- 
ment?—No. But I am intimately acquainted with the 
route of the proposed railway. 

84, Do you regard it as being the best route between 
the Bankstown line and the South Coast line?—Yes. I 
consider the railway should have been constructed twenty- 
five years ago, when it was first mooted. 

85. Were you in the Public Works Department then !— 
Yes. 

86. You will remember that there were alternative lines. 
Do you regard the present proposal as being more satis- 
factory, from the standpoint of railway communication 
and to open up the district fur residential settlement, than 
either of the suggested tram lines !—Yes, it is better to 
run a direct a line, which divides the district equally, than 
to put in cross-country feeders. No part of the district 
would be more than 14 mile from a railway station. 


87. Do you consider that the country to be traversed by 
the line is suitable for residential settlement !— Yes, emin- 
ently so. Its nearness to Sydney, its contour, and the 
suitability of the soil, make it desirable for residential 
settlement. 

88. You have been long enough in the district to have 
noticed the development which followed the construction of 
the Bankstown line?—Yes, I have some notes regarding 
that development. ‘The railway earnings from passenger 
traflic for the year ended 30th June, 1919, from nine railway 
stations, starting at Arncliffe and including Banksia, Rock- 
dale, Kogarah, Carlton, Hurstville, Penshurst, Mortdale, 
and Oakley, amounted to £192,995, and the number of 
passengers was 15,146,907. For the year ended 30th 
June, 1923, for the same stations, the passengers carried 
were 19,207,689, and the takings amounted to £359,365, 
showing an increase in passengers carried of 26°81 pev cent., 
and in receipts of 86:20 per cent. On the Bankstown line, 
for the period ended 30th June, 1919, taking the same 
distance, including eight stations, passengers carried 
totalled 8,882,852, and the receipts amounted to £124,284. 
For the year ended 30th June, 1923, the journeys made 
numbered 12,272,706, and the receipts amounted to 
£255,368. Last year returns submitted by the Water 
Supply and Sewerage Board were published showing the 


number of houses connected with their main, from Ist July, 
1923, to 30th June, 1924, in the municipalities affected, 
as follows :— 


———— el 








Houses. Cost. 
| ~ 
£ 

Bankstown at ak tse ieksestidcere cst nrscsn | 326 172,008 
Canterbury ..... Bieabendede asada sebod Posse [ey 723,270 
RR CALG Mrs) rach vaWen ened en eucbat ps commen 440 304,370 
Baxlevs.s.ss0s ere FL eGR E REN ganiapoetes 174 122,972 
Hurstville....... Pe ERC ra covdidicwavieseacs 273 184.056 
Total 2,323 1,506,676 





| 
In the municipality of Hurstville, to the 30th June, 1924 , 
building operations were :— 


£ 
New buildings........ enateunss 162 116,736 
New shops........ visteae Seanad a 11,290 
Additions and alterations.... fh 5,504 
Total oo8 ove 942 


£133,530 





At Bankstown the unimproved capital value in 1924 was 
£1,882,359 ; the estimated revenue from all sources, 
£54,000, and buildings for 1923, 440. 

89, Is the Bankstown municipality sewered /—No. 

90, What is the nearest municipality to Bankstown that 
is sewered ?—I think Dulwich Hill and Hurlstone Park. 
The north-eastern portion of Hurstville has been done. 

91. Is the district to be served by ‘the proposed line 
suitable for the working man or men of moderate means ; 
would they be able to build their own homes there 1_—Yes. 
It is specially suitable for that. The buses are unsatis- 
factory. Their accommodation is limited , and passengers 
at times hang on to them like flies. There is often a 
scramble to get a seat, and they are costly. 

92. A witness has pointed out that the district between 
the Bankstown line and the South Coast line is about the 
only unoccupied district suitable for that class of settle- 
ment within easy reach of Sydney !—That is so. 

93. Do you consider that the construction of the railwa 
would afford some relief to the alleged overcrowding in 
Sydney if the line were built 1—Yes. The increase in 
population is about 30,000 a year, and, I believe, there is no 
more suitable place around Sydney for settlement of that 
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Witnesses—T. Raw and A Barr, 14 July, 1924, 


kin l, The South Coast line is hemmed in by Botany Bay 
and the Bankstown line is flanked by the main suburban 
line, so that for new settlement you have to work in 
between the two. 

94. Mr Mahony.| Is there much congestion on the 
Bankstown and Illawarra lines?—-Yes, it is impossible to 
get a seat during the busy hours, morning and night. 

95. Would this line help to relicve that congestion ?— 
Yes, and it would create new traffic. 

96. Would people who use the ’buses make use of the 
proposed line ?— Yes, 

97. Mr Burke.| What is the average price of land out 
there 1—From £65 to £80 or £190 per acre. 

98. Mr. Travers | How far from the South Coast line 
between Tempe and George’s River has settlement extended 
in the directicn of the Bankstown line /—There is scattered 
settlement all over that country. 

99. Is it settled within } mile of the existing line ?— 
Yes. 

100. If the proposed railway were constructed, would it 
practically serve the whole of the country at present 
unserved between the South Coast line and the Bankstown 
line ?—Yes. 

101. Th*’s proposal has been put before the Committee 
in two sections— from Tempe to Saltpan Creek, and from 
there to East Hillis. The Railway Commissioners have 
suggested that if the line were constructed right through 
from Tempe to East Hills it would render unnecessary a 
line from Bankstown to East Hills, which was passed by a 
previous Committee ;—do you agree with that ?—Yes. 

102. Do you think the proposed line should go through 
to East Hills ?— Yes. 

103. Would the construction of the proposed railway 
render unnecessary for some years tramway extension in 
that district —Yes. But there should be connecting loop 
lines from Bankstown to the Hurstville line in the future. 

104, Mr. Drummond.| I gather you are of the opinion 
that the railway would be of more value to the district 
than a tramway !/—Undoubtedly. 





Alexander Barr, plasterer, Padstow Park, Hon Sceretary of 
the Tempe Railway League, sworn, and examined ; — 
105. Mr. Burke.| ft waderstand you are in favour of the 

proposed railway ?—Yes. The Railway League of which I 

am secretary was formed eighteen months ago. When the 

line was surveyed to Saltpan Creek we thought it should 
be extended to East Hills. 243,849 passengers travelled 
in our district last year. There is a big bus traffic in the 
district ; thirty-five buses leaving Bankstown daily. The 

35 buses that run to South Bankstown include buses 

which run from Punchbowl station to Padstow Park. At 

holiday times there is a frequent service to the East Hills 

Park, Twenty-four buses travel to Bankstown station 

and return. That emphasises the importance of the East 

Hills Park as a tourist resort. It is a beautiful place for 

picnicking. Our district is a very inviting one, but has 

many handicaps. Working men have to catch the bus at 

6 o'clock in the morning, and thev do not return home till 

« o'clock at night. There is no eight-hour day in that. 

His fares to Sydney amount to over 8s. a week. In wet 

weather the buses sometimes get bogged, Passengers, 

including many girls and women, often have to stand in 
the buses, both on their way to work and on their way 
home. Passengers often have difficulty in getting off at Bel- 
more station. There is a rush to gct into the train, and if 
you are not ready to get off it is often a hard job to do so. 

T am sure that medical men would say that it was bad 

for the nervous system of women. The housewife has also 

to put up with a lot. She takes the bus to Bankstown or 

Punchbowl station when she goes shopping, at a cost of 

10d. or 1s. 2d., according to how far out she lives. By the 

proposed railway she could travel to Sydney as cheap and 
as quick. Boys and girls in our district, who work in 
the city, do not get home until 7 o’clock. It is a very long 
day for them, and those who are inclined to improve 
themselves by study at night time are too tired to 

do so. I am secretary of the local church, and I 

find that it is impossible to have social gatherings on week 


nights. A large number of people come to our district to 
live, and after two or three years they go away, because 
of the inconvenience in travelling. I am also in charge 
of the Sunday schcol there. Many children have left Sun- 
day schcol because their parents have left the district 
to go to live in Bankstown or elsewhere near a railway 
station. When I took up the secretaryship of the 
railway league, I had no thought of self-interest in 
tbis matter. I have merely urged the construction of the 
railway for the good of the community in which I reside. 

106. Mr. Burke.| What part of the district would be best 
served by this railway /—The lines goes through the centre 
of our district. I do not think it could go through a better 
district. 

107, In referring to the inconveniences which the people 
there suffer, what particular portion of the district had you in 
mind ?—Padstow Park, Revesby, and East Hills district. 

108. What is the country like from Tempe to East 
Hills *—It is ideal for residential settlement. I was sur- 
prised to see the country so good when I went there. 

109. Between Bankstown and East Hills how much land 
would be served by the railway ?—I reckon as far as the 
Canterbury-road right to the river. Practically all those 
people would be served by the railway, except those on the 
far side who would be served by the other railway. 

110. Would the Canterbury-road people he served by the 
Bankstown line ?!—It depends on where the stations were. 

111. How much of the land between the Bankstown 
railway and the proposed line would be served, striking a 
mean between the two?—A good deal of country would be 
served by the new line. 

112. Would more country be served by the East Hills 
line than by the Bankstown line. Tt is a going and coming 
settlement all the time. The land along the route of the 
proposed railway would be closely settled when the railway 
comes. 

113. The estimated cost of the proposed railway as sub- 
mitted to the Committee, is £422,836 or £39,106 per mile, 
exclusive of land resumptions ;—do you consider its con- 
struction is warranted !— Yes. 

114. Do you consider that the railway should be extended 
to Hast Hills, or should it terminate at Saltpan Creck — 
It shou'd go right through. I£ it goes only to Saltpan 
Creek, only a few people would benefit. Other people living 
further away might find it just as convenient to go to 
Bankstown, 

115, What leads you to think it would be profitable to 
extend the line to East Hills?’—There is the East Hills 
Park. The large number of people who go there at holiday 
time would surprise you. 

116. Does East Hills touch George’s River !—Yes, the 
park is on the river. Baihs are there, and there are 
facilities for boating, and there is fine scenery up and down 
the river. 

117. 1s there good fishing there 1—I believe there is. 

118. Mr, Mahony.| Is it good building land between 
George’s River and Saltpan Creek ?—Yes, it is neither too 
rocky nor too hilly. 

119. Do you consider that the proposed line would serve 
the district better than a line from Bankstown to Hast 
Hills?—Yes. The Bankstown—East Hills line practically 
skirts South Bankstown on the west side, but the proposed 
line goes through the centre of it. 

120. Would it be a more direct route to the city ?—Yes. 

121. Would it do away with the necessity for cross 
train lines from Lakemba to Hurstville, and from Bexley 
to Dumbleton ?—Yes. 

122. Mr, Drummond.| When you referred to congestion, 
did it relate to existing traffic on the Bankstown line ?— 
Yes, 

23. Is that congestion regular ?-~Yes, it happens every 
morning and evening, except, perhaps, on Saturdays. I have 
noticed during the middle of the day also that a good many 
women have te stand even by the time the train reaches 
Campsie. 

124. Do you consider that if the proposed railway were 
constructed, the revenue returns of the other line would 
not be adversely affected 7—Yes, 
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A. Barr, 14 July, and D, Kennedy, 15 July, 1924, 4) 


river {/—Yes. 
for twelve hours. 
the traffic. 
130. Would the cost of land resumption be heavy on the 
Se Ged 1 line ?--I think not. The value of land there is from £50 
pro ably be intensifier es, 


to £100 per acre. 
i27. In your opinion it would be better to construct a = Vr 7 1 ong os - 
railway from Tempe to East Hills independent of the , L351. Mr. ravers.| Do you speak for the residents of 
Bankstown line ?—Yes East Hills when you suggest that they support the line 
128, To what use is the land in that district put, apart from Tempe to East Hills as against the line which would 
28 . « ‘ pe « ’ >< c 
* ryy . { — 
from residential blocks ?—Jhere are a number of market link the - up with ws enphie l re ena is a ee 
: : . os ' eC ‘ho are against us, because they are clinging , 
gardens and poultry-farms, and there are a few dairies. It section who are against us, because as PIO CODEINE 1OERE 
is a healthy district. idea of getting the old line. Most of them are in favour of 
‘ c c 
129, On the direct route from Tempe to East Hills the prop osed line. They see that the 
° i . . ‘ . 
rit there be considerable tourist traftic to the park and and that it is a fresh line, 


Witnesses 
On holidays there is a half-hour ’bus service 
The proprietor says he cannot cope with 


125. You are satisfied that if the railway were con 
structed people would remain in the district and settle 
there 1— Yes. 

126. Afr. 


Doe.| If the dotted line shown on the plan 
were carried out would congestion on the Bankst 


own line 


distance is shorter, 


TUESDAY, 15 JULY, 1924, 


Present: 
The Hon. W. T. DICK (CaairmMan). 
WILLIAM CAMERON, Esa. 
Brian JAMES Doe, Esq. 
Davin Henry Drummonp, Esa. 


The Hon. Joun TRAvers. 

The Hon. Rosperr Manony, | 

Francis Micnarn Burke, Esa. 
_The Committee proceeded to further consider the expediency of constructing a line of Railway from Tempe to 


East Hills. 





Alderman David Kennedy, residing at Central Bankstown, 
sworn, and examined : — 

132. Chairman.| Of which ward are you an alderman ? 
—South Bankstown. I lived at East Hills for thirty odd 
years, and twelve months ago I removed to Bankstown 
becaused I considered it unfair to my family that they 
should suffer so much inconvenience in travelling to and 
from our district. A line from Tempe to East Hills would 
serve the whole of South Bankstown. Bankstown has 
about 17 miles of water frontage, most of it being in the 
south ward. The people are 6 to 7 miles from the nearest 
station, and scholars attending the High School who have 
to leave home at 7 o’clock in the morning, do not get back 
until 7 o'clock at night, A boy serving “his appre nticeship 
has to Aiea the technical school, and it is no joke to him 
to get home at 10 o’clock at night. T was the first one to 
go and live in the East Hills district about 50 years ago, 
During that time I have seen many people leave the 
district simply because it was too far fron: communication. 
So long as the family is young, it is an ideal place to live 
in, Het. when the boys and girls begin to grow up and go to 
Ei they have to suffer much inconvenience, and their 
parents have to move nearer the railway. I am sorry lL 
did not go years ago, in the interests of my family. 

133. Were you in favour of this line when you gave 
evidence in a previous inquiry /—I wanted the line to go 
nearer the public school. The proposed line would serve 
the Padstow, Revesby, and East Hills district. The other 
line would serve practically only one end of South 
Bankstown. 

134. Why was not the proposed line suggested by the 

Jast Hills people and others whom it would benefit, years 
ago 1—It was suggested, We tried to get a loop, but we 
were told there was no hope of getting any ue like that, 
and we thought that the best thing to do was to get Brakan 
we could. 

135. Do you agree that the country to be traversed by the 
proposed line lends itself to residential scttlement ?— Yes. 

136. Is the land sufliciently elevated and of such a 
character as to make good dwelling sites ?—- Yes. 

137. What effect would the line bave upon the 
tion on the line from Bankstown to Sydney ?—It would be 
beneficial] in that respect. You cannot get a seat in the 
train in the busy hours, both morning and evening, and 

even in the middle of the day seating accommodation is 
often hard to get, 


conges- 


the effect of drawing traffic 
People at South Banks- 
Punchbowl, and a good 


138. Would the line have 
from the Bankstown line ?— Yes. 
town travel to Bankstown or 
many of them would go to the nearest line. 


139. Is there in the neighbourhood of East Hills and 
South Bankstown a considerable population ?— Yes, there 
are roughly 2,000 people in South Bankstown. 

140. How many would be nearer the proposed line than 
they are to the Bankstown line ?— -They are practically all 
in South Bankstown. 

141. The line would practically go through the centre 
of South Bankstown ward 1— Yes, and would serve Revesby, 
Padstow Park, and East Hills, where there is a fair popu- 


lation. 
142. Ts there much room for residential settlement there ? 


—Yes. About Revesby there are -acre blocks sub- 
divided. On the river frontage there are small week-end 
places. At East Hills proper there are more 5 and 10-acre 


blocks, 

143, Do you agree with the opinion expresse ‘d by a wit- 
ness yeste di iy that to some extent the populi ition in the 
area to be served is a fluc ‘tuating one—that is to say, that 
people go and live there for a time, and then leave because 
of the inconveniences of transit to the city ?—Yes, Being 
an alderman, people have said to me that the reason why 
they were leaving the district was because of their 
family. T had two daughters who went to business, and 
there was no home-life for them when we lived at East 
Hills. I sold out, and now live close to Bankstown 
station. ; 

144. You must have noticed the development that took 
place as the result of the as of the Sydenham— 
Bankstown line. Would you expect similar development 
to take place within a few years of the completion of the 
proposed line 2— Undoul stedly. Bankstown has an area 
of 274 square miles The development at Bankstown 
since the railway went there is When J 
used to go to the Council Chambers on the re ‘pool-road 
fourteen years ago [ could count’the houses on the fingers 


remarkabli 


of one hand. 

145. Mr. Mahony.| Is there any swampy ground north 
of East Hills ?2—There is a little on the other side of the 
soldiers’ settlement. That isa long way from the proposed 
line. 

146. Is there any swi ampy ground within balf a m ile of 
the proposed line 1—No, it is all good building ground, 
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Fenry Allen, market gardener, Padstow Park, sworn, 
: and examined :— 

147. Mr.Travers.| Willyou state yourviews inconnection 
with the proposed railway ?—Yes, I have been a resident 
of Padstow Park for twenty-four years. I favour the con- 
struction of the proposed line for one reason, because it 
would pass through the centre of south ward. Some people 
have to walk 4 and 5 miles to the railway station. I have 
seen family after family leave the district simply because 
their children suffered so much inconvenience in travelling 
to and from the station. My mother disposed of her pro- 
perty and went to live nearer the station so that her 
children could get more easily to work. Other people have 
done that also. We had to dispose of our property at a 
loss. The price was £150 for 6 acres of land and:a good 
cottage. Buses run in the district to and from the railway 


station, but the high fares are a great strain on the - 


workers. It costs them about 8s. a week in travelling, 
The railway would traverse some of the best country in the 
County of Cumberland. We have a beautiful river at East 
Hills, which is a popular pleasure resort. There is boating 
on the river, and the fishing is good, 

148. You referred to people who walked 4 and 5 miles to 
the railway station ;— did you mean Bankstown station ?— 
Yes. 

149. What is the bus fare from your district /—8d. cach 
way. 

150. Are the people living in South Bankstown ward 
and East Hills favourable to the proposed railway 
against the Bankstown-East Hills line ?-—Yes, a large per- 
centage are. There may be an odd one or two towards the 
lower part who haye a fancy for the other line, but most of 
them are in favour of the proposed line. 

151. Are there a number of others, like yourself, going 
in for market gardening /—Yes, there are seventy market 
gardeners and more than that number of poultry-farmers 
at South Bankstown, That is the reason why numbers of 
people have to remain in the district. Parents own their 
land there, and the children have to stay there and travel 
to and from work. 

152. Would the proposed line be of assistance to the 
market gardeners ?—Yes. It would enable them to get 
fertiliser 5s. a ton cheaper. Manure costs 7s. 6d. a ton, 
and the cartage amounts to 7s. 6d. With the railway 
cartage would be, at the outside, 2s. 6d. They would also 
save on their produce. 

153. Is the market for eggs, poultry and fruit a local 
one ?—No, they are sent to the Sydney market. 

1534. Does the country on the eastern side of the Salt- 
pan Creek lend itself to market gardening and poultry- 
farming!—Yes. There is a fairly large industry there. I 
think it is dying away a little, because a lot of land has 
been subdivided on that side. Residential land is becoming 
more important. If the railway were built to East Hills a 
lot of market gardening land would be cut up for residentia 
purposes, 

154. Has much development taken place in the district 
during your residence there ?—Yes. In 1907 the popula- 
tion of Bankstown was 1,500; now it is 2,860 in the south 
ward. 

155. Do most of the residents in South Bankstown 
ward own their own property !—Yes, about 50 per cent. 
of them. 

156. One of the reasons why the Committee passed the 
line from Bankstown to East Hills was because it would 
help the Bankstown people and others to get to George’s 
River, This line would not give them that relief ?—No. 





Sydney Harbrow, relieving fitter, and president of the 
Padstow Park Progress Association, sworn, and 
examined :— 


157. Mr. Mahony.| I understand you have prepared 
statement ?—Yes; it reads as follows:—I represent the 
Padstow Park Progress Association here to-day. I have 
resided in the district since 1914, but owing to the incon- 
venience of travelling I left on two occasions, in order 





Witness—H. Allen and 8. Harbrow, 15 July, 1924, 


to be closer to the railway. To be at work by 7.30 in the 
morning it 1s necessary to leave by motor-bus at 6 oclock, 
and in returning from work, if you leave Sydney at 5 
o'clock it is 6.30 before you arrive at Padstow Park. The 
fures at workmen’s rates are &s. 6d. per week, being 4s. by 
motor-bus, and 4s. 6d. by train. There is always a chance 
of having to walk either way. Most people shudder, apart 
from the expense, at the long hours of travelling. The 
breadwinner is called ype to pay £10 8s. per year for the 
return bus trip each day to Bankstown station, ‘exclusive of 
fares necessary for extra trips for ‘himself or other members 
of the family. I know several persons who have left the 
district for these reasons. I wish toemphasise the isolation 
of the district through lack of railway facilities. Workers 
have been trek king to Bankstown of late years to buy 
home sites, The proposed line traverses much the better 
portion of the Bankstown municipality. South Bankstown. 
the district to be served, comprises 6,400 acres. Ona basi 
of four dwellings to the acre, each containing four persons, 
there would be apopul: ition of 102,400. There are 578 houses 
representing 2,860 people. ‘There are 55 miles of streets. 
Land valuations are in the vicinity of £70 per acre, and 
allotments average £1 per foot for recently subdivided 


‘blocks. There are five bus proprietors holding  traftic 


routes, and each route traversed six times per day each 
way, making thirty bus trips both ways, a fair average is 
about twelve persons each trip or some 720 travellers 
daily. These figures are for present residents only. Week- 
end and holiday tourist traffic much exceeds them. I have 
seen 300 people waiting for buses in order to return to 
Bankstown station, The proposed line would not require 
the buses as feeders as the furthest point from which to 
walk would be about 1} mile to the line. Jeorge’s River 
and Saltpan Creek would become famous as pleasure 
resorts. Como does not by any means represent the beauty 
of George’s River. The scenic views favourably compare 
with any in New South Wales. Saltpan Creek pdssesses 
six boat sheds where boats are for hire. About 4 years 
ago when Hearne Bay estate was sold, Sydney newspapers 
announsed a record land sale, all but eleven blocks were 
sold in one afternoon. The lipkion involving thousands of 
pounds. There is only one estate not subdivided which 
has an area of about 70 acres, Market gardening, pig- 
raising and poultry-farming are extensively carried on 
thr oughout the district. It is a vast area of healthy open 
country, comparing in every detail with Bankstown or the 
Illawarra line, and it is within short distance of the city. 
The district between the creek and the terminus of the 
proposed line has five sub-post offices, two public schools, 
and four public halls. Hast Hill school has 375 pupils and 
four churches. The foreshores of Saltpan and George's 
River extend for approximately 12} miles. 

158. Are there many more people in your district 
situated as yourself ?—Yes, a great number, 

159. Is the land in the South Bankstown district suit- 
able for building purposes 1—Yes. 


160. Are lind values there reasonable enough !— Yes. 

161. Would the construction of the proposed railway 
give you access to the city in a shorter time?—My word, 
it would. 

162. Would it induce other people to go and live out 
there 1— Yes. 

163. Is the 70 acres to which you have referred within 
easy distance of the proposed railway /—It is practically on 
it. It is all suitable for building allotments. 

164. Would the proposed line serve the purpose of 
line from Bankstown to East Hills /—Yes. 

165. Would the suggested tramways from Lakemba to 
Hurstville and Bexley to Dumbleton be unnec essary if the 
proposed railway were built }--Yes, it woul& mest the 
requirements of the district. 

166. Would you look for the same development as 
followed the construction of the Bankstown line ?—Yes, 

167. Would the proposed line relieve congestion on tke 
Bankstown line?—For a short time, but not for very long. 


But the proposed line would induce people to go and iv a 
out there. 
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Witnesses-«S, Harbrow, W. M. Newey, and J. J. Peverly, 15 July, 1924. 


168. I understand that people from your district travel 
by motor-bus to the Bankstown line ;—would they use the 
new line {—Yes. 

169. That would relieve the Bankstown 
extent ?—Yes, for the time being 

170. Chairman.}| Is the Padstow Park Progress Associa 
tion unanimous in supporting the proposed line 1— Yes. 


line to that 


ey 


William Mark Newey, grocer, Padstow Park, sworn, and 
examined :— 

171. Mr. Burke.| Do you wish to read a statement /— 
Yes, as follows :—We consider the line is necessary for the 
advance of the district. People living between the two 
existing lines have too far to travel to a railway station, 
which is the reason why that part is not more thickly 
populated. The other drawback to greater settlement is 
the high bus fare that the people have to pay to reach the 
railway. They have to rise at about 5.30 to reach Sydney 
at 7.30. For the two years and nine months I have lived 
in south ward of Bankstown, there have been many 
changes. People come and settle for a time, and then 
they leave because they cannot stand the expense of the 
bus and train fares. If we had the railway as surveyed it 
would serve the purpose of all living there, as we have a 
population in south ward of 2,860. That proves what the 


existing line has done for Bankstown. When first con- 
structed the district had a population of about 1,500. Now 


it is about 16,000, with a fair number living about the 
survey. fMouses number about 578, and there are 55 miles 
of streets. ‘The area is 1] square miles. We have five sub- 
post offices in the ward, and two public schools, with about 
400 We also have four public hails, which 
afford ample atiraction to the people. We also have four 
churches, so we have all we require with the exception of 
this railway. The people of Sydney would have access to 
one of Sydney’s beauty spots on the George’s River, with 
boating and fishing. There are 2 number of boat sheds on 
the river. As to working-men’s homes, you can purchase 
building allotments from 15s. to 20s. per foot. The value 
of land is from £50 to £70 per acre. 

172. What is your nearest distance to the railway ?— 
Two and a-half miles. The buses run there, but [ have a 
sulky. 

173. How long does it take you to reach the city if you 
catch the train ?—About one hour and ten minutes. 

174. Is there a fair population where you reside ?—Yes, 
although it is a little scattered. Many people come and 
inquire about blocks of land. The only drawback is the 
inconvenience of travelling to the city. I have resided 
there for {wo years and nine months. 

175. Has there been much progress during that time !— 
“Yea. 

176. Is the land there all suitable for settlement ?—Yes, 
it is one of the nicest spots along the route, All along the 
route the land is suitable for residential purposes. 

177. Is it necessary to construct the railway through to 
East Hills, or should it terminate at Saltpan Creek !—I 
think it should go right through, East Hills is a week 
end tourist resort. 

178. Is that portion of George’s River popular as a 
pleasure resort ?—Yes, Saltpan Creek, Picnic Point, 
Lambeth-street Wharf, and the East Hills Park. There 
are boating and bathing facilities there. 

179. What is the size of the river there?—It is about 
900 feet wide at East Hills. Pleasure boats used to ran 
on the river and there are numbers of small launches there 
now. 

180. Is there good fishing !—I_ believe so. The people 
right away to East Hills are suffering inconvenience for 
want of the railway. 

181. Notwithstanding that, you have noticed develop 
ment !—Yes, congestion in the city is forcing them out. 

182, What is the bus fare?—From my store to Banks- 
town, 10d. return. 

183, Would you say that unless the line is constructed 
there is no prospect of further development ?—Yes. The 
population will move away. 


scholars, 


John James Peverly, poultry-farmer and market 
gardener, Padstow Park, sworn, and examined :— 


184. Mr. Cameron.| I understand you are acquainted 
with the details of the proposed railway ?—Yes, and with 
the great disabilities which the people in our district 
suffer in travelling to and from Sydney. 

185. In what way would the railway affect that district ? 
—{t would open up cheap land for the workers. There 
are no big estates out there. It would give the workers a 
chance to go and live out there. Within the past fifteen 
years, since the people have commenced to leave the 
congested and slum areas, Bankstown has gone ahead. — If 
the line were constructed, it would go ahead twice as fast. 
In London, at the last Lord Mayor’s Show, there was a 
trolley on which was a placard, “ The land with the better 
chance.” Let us have that here. The railway would do 
that. My former vocation took me several times around 
the globe, and I reckon that from a scenic and tourist 
standpoint, this peninsular, if given railway communica- 
tion, would become a huge asset. Men have grown old 
waiting for this railway. It is very hard on our children, 
who are our greatest asset, when they have to suffer so 
much inconvenience in travelling to and from the city. A 
boy when he reaches home in the evening is so weary that 
he is not in a state to return to Sydney for technical 
instruction. T have often given boys a lift in my sulky 
when I have been driving home from the station. Some 
of them have to walk from three to five miles in going to 
their work. What chance have such boys to enjoy the 
advantages of home life. There are three or four motor 
buses which carry children to school, and for which the 
Coverninent has to pay. That revenue would go to the 
railway, On the Bankstown line, when I first used the 
train, there were only four or five passengers at Punchbowl] 
station. | Now you cannot get a seat in the busy hours of 
the morning, nor can people between Bankstown and 
Sydney. In the Padstow Park and East Hills district 
there is a floating population, and people go out at week- 
ends. The beauty of George’s River has remained dormant 
for many years. The creek opens up into an expansive 
waterway, like a lagoon, a little over a mile across, and 
it narrows to 300 or £00 yards. The extrance could be 
damned, when it would make a good swimming place, 
shark proof, and regattas could be held there. There are 
twenty fishing boats in one shed. The proposed railway 
also has a strategic value. Lord Kitchener, when out 
here, asked the authorities why the military camp was 
not up on the hills. I understand that the Defence 
Department has resumed land on the hills for that purpose. 
In the next great war this railway might be of great value. 


186. Is the land along the route suitable for building — 
Yes, it could not be more suitable. 


187. Is there any swampy land there ?—There is in the 
vicinity of the soldiers’ settlement. 

188, What is the prospect of development likely to be? 
—'The district would go ahead faster than that served by 
the Bankstown line, because it is already partially 
developed. At present land adjacent to the Bankstown 
line is prohibitive to the working-man. The land along the 
route of the proposed railway would be in the hands of the 
working-man. 

189. Ata reasonable price ?—Very reasonable, 

190, I understand that the holdings are not large, with 
the exception of a 70-acre block 1—That 1s so. There are 
no vested interests cut there, 

191. Would the week-end places be likely to become 
permanent residences ?—Yes, a large percentage would, 

192, As the value of land increased it would not pay to 
have thcm idle all the week ?—Yes. ‘Thousands of people 
are waiting to go and live out there. 

193. Mr. Doe.| What are the s sidier settlers engaged 
in ?—The chief industry is poultry-farming. 

194. Are their eggs marketed by means of motor-lorries 4 
—'Thev have to cart their own eggs to market. ‘There are 
lorries, but if they avail themse’ ves of the lorries, much of 
the profit is taken from the eggs. They have to cut cuf 
the middleman as much as possible, 
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Wilnesses—J. J. Peverly, 15 July ; and F. McIunes, 21 July, 1924. 


195. Is there any good building stone out there with 
which a man could build his own home ?—Yes. There is 
a large area of sandstone, and there are several sandstone 
houses in the Padstow Park area. It would not be a big 
item to dredge George’s River for lightering purposes. 


MONDAY, 21 


196. Do steam-boats ply up George’s River and Saltpan 
Creek ?—Only motor boats. 

197. What is the depth of the river at East Hills?— 
From 5 to 10 fathoms in parts; in other places it 
shoa!s. 





JULY, 1924. 


Present; -— 
The Hon. W. T. DICK (CHairmay). 


The Hon. Joun Travers. 
The Hon. Roperr Manony. 


Francis MicttArnt Burke, Esa. 
WinuiAM CameEron, Esa. 


Brian JAMES Dok, Esa. 


. . . . . . ; ml ae 
The Committee proceeded to further consider the expediency of constructing a line of Railway from ‘Tempe to, 
} I A s 


Kast Hills. 


Finlay McInnes, real estate agent, Undercliffe, sworn, and 
examined :— 

198. Chairman.| I understand you have prepared ® 
statement respecting the proposed railway !—Yes, it reads 
as follows :—A railway extended from 'lempe to Hast Hills 
has had my support for the past twelve years. In my 
opinion the most desirable route is the survey which 
brings the line across Belmore-road, near Lillian-road, 
Peakhurst. Following this route evenly, it divides the 
area between the Illawarra and Bankstown lines. The 
line would open up some of the finest residential land in 
New South Wales. One of its main advantages, from a 
residential standpoint, is its convenience to the City of 
Sydney. Most of this land is elevated, and includes some 
magnificent views of Sydney and suburbs. Elevation means 
health, our most valuable asset. It can be said of this line 
that it would be the most picturesque yet constructed in 
New South Wales, winding through beautiful hills and 
other landscape scenery. The greater part of this line has 
been blessed with a waterway, which to-day is hardly to be 
seen, but it could be madea great benefit to the munici- 
palities, both from a financial as well as an improvement 
point of view. The Town Planning Association, of which 
{ am a member, has been in touch with the Rockdale 
Council, with a view to getting them interested in the 
improvement of Wolli Creek, by giving the lowlands for 
parks for the people. I would stress the commencing point 
of the railway, historical Cook’s River, which it is confidently 
hoped will in the near future provide an important con- 
nection between Botany Bay and Sydney Harbour, by 
connection with Homebush Bay. It seems that as a paying 
line there need be no anxiety. I believe this line would 
pay fron the time it was opened. Another important 
matter is that this line would relieve the congestion 
on the Illawarra and Bankstown lines. The _ line 
would provide facilities to reach George’s River, which 
it is hoped will soon be opened up as a com- 
mercial waterway for an immense manufacturing area. 
As population increase. in residential suburbs, more “lung” 
spaces are required in the interests of the people. We try 
to design them in connection with town-planning. Parksare 
also required. ‘The Wolli Creek area, through which the 
propesed line runs, is very suitable for that purpose, and 
the Government should’ look ahead in this matter in the 
public interest. Eventually a canal should be cut from 
Cook’s River to Homebush Bay to serve industrial traffic, 
which will develop along the route. Botany Bay must 
some day be connected with Sydney Harbour- - Something 
must be done also to minimise the congestion on the I]la- 
warra and Belmore lines. The travelling public should be 
provided with better facilities to go to and from their work 
in reasonable comfort. There is great danger in herding 
passengers together on the trains, as they are to-day. 
People have lost their lives through travelling on the plat- 
forms of the carriages, and especially is that so on the Illa- 
warra line. The proposed railway would relieve that 
congestion and help to prevent accidents. I have resided 
in the district for nearly twenty years, and am familiar 


with the route of the line as far as Salt Pan Creck. 
George’s River must, in a few years, be made a commercial 
waterway. Big industrial firms are now planting them- 
selves in the district between Granville and Auburn, and 
about Duck Creek. That creek could be connected with 
the canal so as to connect George’s River and the Parramatta 
River. Cook’s River could be made a pleasure resort, and 
it would be suitable for barges, but we do not advocate it 
for factory sites or industrial purposes. Some big industries 
will be established on the banks of George’s River within 
the next fifteen or twenty-five years. There will be great 
development there. 

199. Do you suggest an alteration in the route of the 
proposed railway {—No, I think the route as proposed is a 
very good one. 

200. What part have you taken in the agitation for the 
proposed railway ;—apparently, the Jine has only recently 
come into the picture, so to speak ?—I suggested it when 
Mr. T. R. Johnson was there. We could see then that the 
line was necessary, and that it would have to be constructed 
sooner or later? I have urged its construction at municipal 
elections and in other ways. It has been urged on the 
Parliamentary representatives of our district. 

201. Is the land within the influence of the proposed 
line suitable for homes for working men and men of 
moderate means ?—Yes, it is very suitable for that 
purpose. 

202. Would the line rob the Bankstown line of traffic ? 
—No, I would not say that it would rob it. It would 
cope with the surplus traftic, but not to the detriment of 
the existing line. 

203. What is the value of land per acre in the district 
to be served, without the railway ?—Between £100 and 
£200 per acre, on an average. 

204. Witnesses have stated that it is from £50 to £70 
per acre ?—That would be further away from the route, I 
want the Committee to understand that I have no self- 
interest in the matter. I urge the construction cf the 
proposed line only in the public interest. 

205. Mr. Burke.| Are not the waters of Duck Creek 
polluted at Clyde ?—Yes, they are in a dreadful state. 

206. Do you contend that the inflow of water from 
George’s River would cleanse that creek ?!—No. Cook’s 

Liver to-day is a source of great danger to the community. 
The overflow from the sewer is allowed to flow into the 
river. There are no fish in the stream. About three 
years ago there were eels there. Children obtained them 
off the banks in a stupefied condition and took them home 
to be cooked. If the water in Cook’s River were fresh it 
would have fish in it. ‘To-day it is nothing less than an 
open sewer. Hundreds of children bathe there in the 
summer months, and at times they must take mouthfuls of 
the water, 

207. Do you suggess that a canal should be cut to Duck 
Creek ?—The railway will eventually serve commercial 
interests at George’s River, and the manufacturing areas 
of Auburn, Granville, and surrounding places will have to 
be connected up with George’s River, 
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Witness—F. McInnes, 21 July, 1924. 


208. IT understand your idea is that the Creek should be 210, Do you consider that the proposed line would 
converted into a waterway, and that a canal should be become a paying proposition !—Yes. Some very nice park 
constructed from Cook’s River to Parramatta River?—. Yes, @"eas could be obtained by reclaiming the land. 


211. Mr. Mahony. | Does not the sewerage to which you 
have referred pass through covered channels (—Yes, but 
it escapes through the overflow. When they fill up to a 
certain height there is an overflow at Wolli Creek. 


209. What would be the nearest point ?—From Cook’s 
River to Homebush Bay, a distance of about a mile and 
$hree quarters, 





Sydney: Alfred James Kent, Government Pririter—1924. 
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PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS. 





TRAMWAY FROM CROWN-STREET TERMINUS, via TODMAN AVENUE, 
TO THE LA PEROUSE LINE AT ANZAC PARADE. 





REPORT. 


THE PARLIAMENTARY STANDING COMMITTEE ON PuBLIc Works, appointed during 
the Second Session of the present Parliament, under the Public Works Act of 
1912 (3 George V, No. 45), and the Parliamentary Standing Committee on 
Public Works Election Enabling Act of 1922 (18 George V, No. 19), to whom 
was referred for consideration and report ‘‘the expediency of constructing 
a line of tramway from Crown-street Terminus, via Todman-avenue, to the 
La Perouse line at Anzac-parade,” have after due inquiry resolved that it 
is expedient the proposed tramway be constructed: and in accordance with 
subsection (d) of clause 34 of the Public Works Act of 1912, report their 
resolution to the Legislative Assembly : 





INTRODUCTORY. 


1. The official evidence regarding an extension of the tramline from Crown- 
street terminus shows that the route first suggested by the Randwick Municipal 
Council was from Todman-avenue—Epsom-street, via Dowling-street, a length of 
approximately 48 chains. Reporting upon this proposal the Railway Commissioners 
pointed out that the whole of the population to be served is confined to the eastern 
side of Dowling-street ; the western side being bounded for its whole length by the 
Victoria Park racecourse, while the land on the southern side of Epsom-street is 
mostly comprised of sand hills. The residential area on the eastern side is fairly 
thickly populated, and contains approximately 290 houses. The majority of the 
people concerned, however, are within easy walking distance of the Crown-street or 
Kensington lines, and no doubt at present make use of either of these services. In 
view of the short length of the proposed extension, viz.,48 chains, it would not be 
practicable, the Commissioners stated, to create an additional fare section in the 
event of the line being constructed, but that it would be necessary to extend the 
existing section, i.e., between Crown and Campbell streets junction and Todman- 
avenue, 148 chains, to ihe new terminus, so that no additional revenue would 


result. On the other hand, the extension of the existing service (Crown-street) — 


from Todman-avenue to Epsom-street would involve, on a mileage basis, an increased 
working cost of approximately £5,071 per annum. Under the circumstances, the 
Commissioners were unable to recommend the proposal for favourable consideration, 
but pointed out that in connection with the provision of relief for the Kensington 
line and to facilitate the handling of return traffic from the Randwick racecourse, 
a proposal had been under consideration for some time, involving the construction 
of a line from the existing Crown-street terminus, yia ‘lodman-avenue, to the 
La’ Perouse line at Anzac-parade, and it was considered that when this connection 
was constructed, it would better serve the vicinity than the proposal put forward by 
the Council. 

The proposal indicated in the Commissioners’ report was referred to the 
consideration of the Committce on 20th December, 19238. 

THE 
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THE PROPOSED TRAMWAY. 


2. The proposed tramway commences by a junction with the existing tramway 
in Dowling-street, opposite ‘Todman-avenue, and proceeds south-easterly and easterly 
along the avenue to Anzac-parade, West Kensington, where the line terminates 
by a junction with the existing tramway. The grades are easy, and conform to the 
street. The sharpest curve is 68 feet radius. 


ESTIMATED COST, REVENUE, AND EXPENDITORE. 


8 The estimated cost of construction (including overhead wire, power, and 
feeders) is £24,680; and the estimated annual expenditure (including interest on 
cost of construction at 5} per cent., £1,357, and working expenses, £7,078), £8,430. 
With respect to revenue, the Railway Commissioners point out that the people in 
the vicinity of the proposed extension are within reasonable walking distance of, 
and already served by either the existing Crown-street or La Perouse lines, and in 
view of this it is considered that the additional revenue to be obtained over the 
proposed extension would not exceed £500 per annum, leaving a difference on the 
debit side of £7,980. 


RAILWAY COMMISSIONERS’ REPORT. 


4. The statutory report of the Railway Commissioners states that the 
extension would enable the Crown-street service to be extended to Anzac-parade, 
and would provide a considerable amount of relief to the La Perouse service, which 
is heavily taxed during business hours; but in order to secure this result it would 
be necessary to extend the second fare section from Crown-street terminus to Anzac- 
parade for the reason that the second fare section on the La Perouse line terminates 
at High-street, which is 30 chains beyond the point at which the proposed line 
would junction with the La Perouse line: 


THE COMMITTEE’S CONCLUSION. 


5. It will be seen from the official evidence that compared with the working 
and capital costs the revenue likely to be derived from the proposed line is negligible ; 
and in view of this fact, and the existing financial position, the Railway Commis- 
sioners do not recommend its present construction. The Committee, however, have 
felt it necessary, in the interests of the efficient working of the tramway system, to : 
consider the proposal altogether apart from this aspect of the question ; and it 
appears to them that urgent traffic requirements warrant the construction of the 
proposed line. In this view the Committee are supported by the evidence of the 
‘'yaffic Manager, Department of Tramways. 

The extension will provide a much-needed relief to the La Perouse service, 
described as being heavily taxed during pusiness hours, and will make available an 
alternative route for operating return racecourse traffic to the Central Railway 
Station. Vehicular traffic also during race and show days is exceptionally heavy at 
the Allison-road and Anzac-parade intersections, resulting in frequent tramway 
delays and the necessity for extreme vigilance on the part of the special staff of 
tramway officers and police, whose services in the event of the construction of the 
proposed extension, together with a short connection from the racecourse exit, via 
Doncaster-avenue and Sloper-street into Todman-avenue, will be rendered unneces- 
sary. ‘The intersection referred to is regarded by the tramway traffic authorities as 
dangerous, and, inasmuch as it is desirable in the public interest that the difficulties 
at present experienced in dealing with the trathe should be removed, the Committee 
have decided to recommend the construction of the proposed line. 


RESOLUTION PASSED. 


6. The resolution passed by the Committee is shown in the following extract 
from the Minutes of Proceedings :— 
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Mr. Burke moved :—“ That in the opinion of the Committee it is expedient the proposed 
tramway from Crown-street terminus, via Todman Avenue, to the La Perouse line at 
Anzac-parade, as referred to them by the Legislative Assembly, be constructed.” 

Mr, Doe seconded the motion, which was passed, 


Wal, DICKS 
Chairman. 
Office of the Parliamentary Standing Committee : 
on Public Works, 27th August, 1924. 
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PARLIAMENTARY STANDING COMMITTEE ON PUBLIC 


WORKS. 





MINUTES OF EVIDENCE. 





TRAMWAY, CROWN-STREET TERMINUS TO ANZAC-PARADE. 


THURSDAY, 27 MARCH, 1924. 


Present: — 
The Hon, W. T. DICK (CHAIRMAN). 


The TIon. Joun Travers. 
The Tfon. Ropert Maniony. 
Franots Micuart Burke, Esq. 


Winrtaar Cameron, Esq. 
Brian JAMES Dor, Esq. 
Davip Henry Drumaonp, Tisq. 





Phe Committee proceeded to consider the expediency of constructing a line of Tramway from Crown street Terminus, 
via Todman avenue, to the La Perouse Line at Anzac-parade. 


Thomas Bryce Cooper, Under-Necretary, Department of 
Public Works, sworn, and examined ; 


1. Chairman.| Have you a statement to submit with 
respect to this proposal Yes: it is as follows :-- 

Estimated cost, including overhead wire, power, and feeders, 
£24,680. 

Length, 65 chains, double track. 

Sharpest curve, 6S feet radius. 





On 20th December, 1923, the Secretary for Public Works and 
Minister for Railways and State Industrial Enterprises moved in 
the Legislative Assembly, ‘‘ That it be referred to the Parliamentary 
Standing Committee on Public Works to consider and report upon 
the expediency of constructing a line of tramway from Crown-street 
terminus, via Todman-avenue, to the La Perouse line at Anzac- 
parade.” 

Question resolved in the affirmative. 

Following is the official description of the line : — 

‘‘This proposed tramway commences by a junction with the 
existing tramway in Dowling-street, opposite ‘Todman-avenue, 
and proceeds south easterly and easterly along that avenue to 
Anzac-parede, West Kensington, where the line terminates 
by a junction with the existing tramway. 

The grades are easy, and conform to the street. 
curve is 6S feet radius.” 

The Railway Commissioners’ Statutory Report is 
December, 1923, and is as follows :— 

“Tn accordance with the request ot the Minister for Railways, 
and in pursuance of the provisions of the Public Works Act, 
1912, the Commissioners beg to submit their report on the 
abovementioned proposal :—- 

The proposed extension commences at the intersection of 
Todman-avenue and Dowling-street (terminus of the Crown- 
street line), and provides for a double track for a distance of 
65 chains, via Todman avenue to Anzac-parade, where it 
would junction with the existing Kensington-La Perguse line. 

This extension would enable the Crown-street service to be 
extended to Anzac-parade, and would provide a considerable 
amount of relief to the La Perouse service, which is heavily 
taxed during business hours ; but in order to secure this result 
it would be necessary to extend the second fare section from 
Crown-street terminus to Anzac-parade, for the reason that 
the second fare section on the La Perouse line terminates at 
High-street, which is 30 chains beyond tke point at which the 
proposed line would junction with the La Perouse line, 

The pcople in the vicinity of the proposed extension are within 
reasonable walking distance of, and already served by, either 
the existing Crown-street or La Perouse Jines, and in view of 
this itis considered that the additional revenue to be obtained 
over the proposed extension would not exceed £509 per 
annum. 
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The sharpest 


dated 13th 


The estimated cost of construction, annual expenditure, and 
annual revenue are summarised as follow : — 
Estimated cost of construction :— 
Istimated cost of construction, including overhead £ 
wire, power, and feeders... eee Pe ec prc 5¢ 24.680 
Estimated annual expenditure :— 
Interest on cost of construction (£24,680) £ 


at BE per cent. ..ccececcreceresseeeeseeeraneees 1,35 
Working @xXpenses.....c..sseeseeeeeeeeneereeneee ss 7,973 
8,430 
Estimated annual revenue : 
Mstimated annual revenue se c.ccccer een cennes Bee, hes ee 500 
Difference........ eS £7,980 


In view of the estimated loss and the existing financial position 
the constrretion of this connection is not recommended at 
present, 

The Common Seal of the| 
Railway Commissioners 
for New South Wales 
was hereunto affixed the 
thirteenth day of Decem- 


(Seal. ) 


JAMES FRASER, 
Chief Railway Commissioner. 


ber, one thousand ‘nine J. H. CANN, 
hundrel and twenty- Assistant Railway Commis: 
three, in the presence sioner, 
of, 
W. Jxo. Morris, 


Secretary.” 

The proposal for extension of the tramline from Crown-strect 
terminus was first brought under the notice of the Minister in 
April, 1923, when the Randwick Municipal Council wrote through 
the Hon. C. W. Oakes, M.L.A., asking that a deputation be received 
on the matter. The route then suggested was along Dowling-street 
to Lenthall-street, West Kensington, a distance of about 45 chains. 

In the first instance the Railway Commissioners were asked for a 
report on the proposal. This was received under date 18th June, 
1923, and was as follows : 

‘This matter has had investigation, and it is understood that 
the Randwick Council desire an extension of the Crown-street 
tramline, which at present terminates at Todman-avenue, to 
Epsom-street via Dowling-street, a distance of approximately 
48 chains, as shown by red line on the attached helio. 

An inspection has been made of this locality, and it is found 
that the whole of the population to be served is confined to 
the eastern side of Dowling-street ; the western side being 
bounded for its whole length by the Victoria Park race :ourse, 
while the land on the southern side of Epsom-strect is mostly 
comprised of sand hills. 

The residential area on the eastern side is fairly thickly popu- 
lated, and contains approximately 290) houses, The majority 
of the people concerned, however, are within easy walking 
distance of the Crown-street or Kensington lines, and no 
doubt at present make use of cither of these services. 

In view of the short length of the proposed extension, viz., 48 
chains, it would not be practicable to create an additional fare 
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Witnesses—-T. B. Cooper, 27 March, and 8. G. Paine, 30 May, 1924, 


section in the event of this line being constructed, but it would On 26th July, 1923, a deputation from Randwick Council waited 
be necessary to extend the existing section, i.e., between on the Minister to urge the extension of the tramway along Dowling- 
Crown and Campbell streets junction and Todman-avenue, — street to Lenthall-street. It was stated by the deputation that such 
148 chains, tothe new terminus, so that no additionalrevenue a line would benefit 3,000 residents, many of whom have to walk the 
would result. best part of a mile to ‘reach a tramw ay, and that in view of the rapid 
development of the district, in a short time the tram could be ex- 
tended with advantage right through Daceyville No. 1 and No, 2 
towards Botany. One of the claims made by the deputation was 
that the proposed tramway would be a great boon to the employees 
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On the other hand, the extension of the existing service 
(Crown-street) from Todman-avenue to Epsom-street would 
involve, on a mileage basis, an increased working cost of 























































































approximately £5,071 per annum. 


Under the circumstances, the Commissioners are unable to 
recommend this proposal for favourable consideration ; but 
it may be pointed out that, in connection with the provision 
of relief for the Kensington line and to facilitate the handling 
of return traffic from the Randwick racecourse, a proposal has 
been under consideration for some time, involving the con- 
struction of a line from the existing Crown-street terminus via 
Todman-avenue to the La Perouse line at Anzac-parade, as 


shown by the blue line on the helio, and it is considered that. 


when this connection is constructed, it will better serve the 
vicinity than the proposal put forward by the Council. In 
view of the financial position, however, no definite informa- 
tion can be given as to when the relief lines mentioned will 
be constructed.” 


of the British Australian Tobacco Company and Henderson’s Sweet 
factory. In his reply, Mr. Ball informed the deputation of the 
Railway Commissioners’ suggestion to extend the tramway along 


Todman-avenue to Anzac-parade, and said that if that proposal met: 


the wishes of the deputation he would endeavour to have funds 
made available to enable the work to be carried out. The Mayor 
of Randwick then intimated the deputation’s acceptance of the 
Commissioners’ proposal. 

On the Railway Commissioners reporting that the estimated cost 
of the scheme was £31,212 (subsequently reduced on revision to 
£24,680), the Minister directed that a statutory report be furnished 
with a view to referring the proposal to the Public Works Committee. 

Plan, etc., herewith. Further information in regard to the pro- 
posed tramway, including details of estimate, will be placed before 
the Committee by the Railway Commissioners’ Officers. 





FRIDAY, 30 MAY, 


Yresent:— 


The Hon. W. T. DICK (CHarmay). 


The Ton. Joun TRAVERS. 
The Hon. Ropert Manony. 
Francis Micuart Burke, Esq. 


Silas Garnett Paine, alderman, Randwick, sworn, and 
examined :-— 


2, Chairman. ] Will you give the Committee your views 


The Committee proceeded to further consider the expediency of constr ucting a line of Tramway from Crown-street 
Terminus, via Todman-avenue, to the La Perouse Line at Anzac-parade, 





WiLLiAM CAMERON, Esq. 
Brian James Dor, Esa. 
Davin Henry DrummMonp, Esq. 


Do you agree with that ?— Yes. 
And further : 


The western side being bounded for its whole length by the 
Victoria Park Racecourse, while the land on the southern side of 
















regarding the proposed tramway !—As a representative of fipsom!sireat is Mostly comprised of eund Hille’ . 
the district affected I wish to's say that the agitation for ‘ 
the tramway was bronght about by a popular feeling that Is there any likelihood .of the areas which at present 
the Crown-street tram merely touches the fringe of a would not furnish traffic subsequently supplying it ?—There 
thickly-populated area. It is felt that an extension of Would be a prospective traflic from the industrial section. 
that line about # mile to Anzac-parade junction would not 6. The Railway Commissioners estimate the revenue at 4 
only serve that particular area, but that it would be afeeder only £500 a year, while the working expenses and interest 
to the main line along Anzac-parade. It would afford are set down at £8,540%—I do not. know how they arrive 
relief to Moore Park—Anzac parade line. There isaheavy at that estimate of revenue. What about the racecourse ; 


racecourse traffic out there. Upto onethousand houses ayear 
have been built in Randwick and 50 per cent. of them are 
within reach of the Anzac- parade tramway. People now can- 
not travel home in comfort in the busy lrours and it is worse 
on race days. Buses are doing v big business out there. 
We have many applications edi ye proprietors to run 
on that route. It may be argued that the revenue from 
the Crown-street line would not be increased if the pro- 
posed line were constructed. But the line would get 
cevenue from the southern part of the city, and as far as 
Maroubra and La Perouse in summer. One important point 
is that the proposed tramway would relieve congestidn on 
the Anzac-parade line. People liying beyond Kensington 
who board the tram at Market-stre et, often have to aed 
until the people who live at Kensington have vacated their 
seats. This tram would relieve that congestion. 

3. In the official report submitted to the Committee it is 
stated : 

This extension would enable the Crown-street service to be 
extended to Anzac-parade, and would provide a considerable 
amount of relief to the La Perouse service, which is heavily taxed 
during business hours, but in order to secure this result it would be 
necessary to extend ‘the second fare section from Crown-street 
terminus to Anzac-parade, for the reason that the second fare 
section on the La Perouse line terminates at High-street, which is 
30 chains beyond the point at which the proposed line would 
junction with the La Perouse line. 

That means the Commissioners would get no additional 
revenue from the extension as far as the section is con- 
cerned !—That is so, 


4, The Commissioners also state : 


An inspection has been made of this locality, and it is found that 
the whole of the population to be served is confined to the eastern 
side of Dowling-street. 


traffic ? 

That is already catered for?—That is the point, but 
are the facilities adequate, and what will be the position 
in five years. Estates are being opened Ail there. There 
is the Todman estate and the “Dudley Golf Links estate 
which is being rapidly built on. The labour farm is being 
subdivided. There has been quite a run on new buildings 
out there. A Government land sale near Maroubra is now 
being prepared. Randwick is going to grow. We anticipate 
that the south ward at the next assessment will be the 
biggest from a revenue standpoint in the nfunicipality. It 
has nee the second lowest up to now. 


Were youa member of the deputation that waited on 
he Minister for Works in July, 1923 2—Yes. 


It was stated that the line would benefit about 3,000 
ich The proposal was to run the tram down Dow- 
ling-street to Lenthall-street. This tramway would serve 
the same purpose. We have been given hope as regards 
Todman-avenue. A strong reason for the construction of 
the tramway is that it atid serve the British Australian 
Tobacco Company people. That company has about 3,000 
employees. 

10. Mr. Burke. | Where is the nearest tram to the British 
Australian Tobacco Company’ s premises ?—At the Crown- 
street terminus. 

11. How far from the works would that be !—About five 
minutes walk. 

12. How far are the west and south wards from the 
tramway now ?— From the Golf Links estate it is a quarter 
of an hour or twenty minutes walk. It takes abut fifteen 
minutes to walk from the labour farm. 


13. Is the area to be subdivided extensive 1Yes, 


3 


Witnesses—S. G. Paine, 30 May, and J, T. Jennings, 18 June, 1924. 


14. Mr. Travers.] What advantage does a line from the 
Crown-street termiutus to Anzac-parade possess over tho 
line first recommended by the Randwick Council along 
Dowling-street to Lanthal-street? —-The objection was that it 
would serve a limited number of houses on the eastern side. 


15. Was that the suggestion of the Randwick Council !— 
Yes. 
16. Does it possess any merit over the proposed line !— 


No, the proposed line is a much better proposition. 

17. Would you expect to get any cross traftic over the line 
from Crown-street to the Kensington line ?—Yes, there 
would be a certain amount. 

18. Would the Kensington people be likely to use the 
tram to Crown-street and vice versat—Yes, the Dowling- 
street area contains a number of factories. 


19. There would be no settlement north of the proposed 
line, ais that is Moore Park ?— Yes. 

20. The only revenue likely to be obtained from the 
line, apart froin the cross trattic, would be from the south 7— 
Yes. 

21, South of the proposed line, would any estates be 
within its influence ?—No. 

22. Is there available land within easy azcess of the line 
which would be opened up if it were constructed ’—The 
British Australian ‘Tobacco Company are building to the 
north-east, and adjacent to the proposed tram, 

23. That would not be more than half a mile from the 
other line !—That is so. 

24, Chairman.| Is the congestion on those lines very 
marked !—Yes, particularly on race days, . 


WEDNESDAY, 18 JUNE, 1924. 


Present :— 
The Hon. W. T. DICK (CHAIRMAN). 


The Hon. Joun TRAVERS. 
The Hon. Roperr Mationy. 


Francis Micuset Burke, Esa. 
WintuiAmM CAmeEron, Esa. 


Davip Henry DruMMonp, Esa. 


The Committee proceeded to further consider the expediency of constructing a line of Tramway from Crown-street 
Terminus, via Todman-avenue; to the La Perouse line at Anzac-parade. 


John Thomas Jennings, business manager, alderman of 
Randwick Municipality, of Kensington-road, Kensing- 
ton, sworn, and examined :— 

25. Chairman.| You desire to give evidence with regard 
to this proposal ?—-Yes. As a resident of fifteen years in 
West Kensington, through which district the proposed 
extension will run, I am well acquainted with the locality. 
The extension will be of great value to the residents of 
West Kensington. The present tram terminus is really a 
dead-end in the vicinity of which there are very few houses. 
The nearest house on the Randwick side is about 200 yards 
away. Itisadark and unfrequented place at night, and does 
not encourage passenger tratlic from that en. The exten- 
sion would serve a population of over 5,000 persons if it 
were carried to the corner of Anzac parade and Todman- 
avenue. There is congestion on the La Perouse line during 
the busy hours, and the extension would considerably 
relieve that congestion. ‘There has been great develop- 
ment between Kensington and the vast area of Maroubra 
and La Perouse. Every year the congestion is becoming 
greater. In this proposal the opportunity presents itself 
to conaiderably relieve that congestion, and also benefit the 
passengers who travel to Kensington at present. It is fre- 
quently difficult to get standing room on the trams going 
out to, and coming in from, the La Perouse area during 
tbe busy hours. If the terminus were at the corner of 
Anzac-parade and Todman-avenue, the great majority of 
the 5,000 residents would prefer to travel on the pro- 
posed line instead of the La Perouse line. In connection 
with the racecourse traffic, there is great congestion. ‘This 


proposal would relieve that, and it would relieve the con-* 


gestion on the La Perouse line and enable residents at 
La Perouse to get to their homes conveniently on race 
days. Several applications have been made to the Rand- 
wick Council from motor ’bus proprietors for permission to 
ply between Todman-avenue and the railway. At present, 
two ’buses are running, and, from all reports, are doing 
well. The tramway extension would take a lot of that 
traffic, and would also take a lot of La Perouse traffic 
through Anzac-parade via Cleveland-street. With regard to 
the important question of revenue, I understand that the 
revenue from the extension is estimated at £500 per 
annum. As a layman, I am loth to criticise any figures 
coming from the Department, but seeing that that sum 
represents 27s 6d. a day, or about Is. 6d. an hour, it is diffi- 
cult for an ordinary person to reconcile the estimate with the 
existing conditions. T think the revenue would be largely 
in «xzess of that estimate. I admit that the increased 


revenue would come mainly from the La Perouse line, but 
it is up to the Tramway Department to relieve the conges- 
tion. 
revenue goes on to the Crown-street line, because it will 
greatly relieve congestion. 

96. Is the congestion, excepting on race days, greater on 
the existing line than on most other tram lines *t—TI will 
not say it is. The congestion is mainly confined to business 
hours in the morning and evening. I do not say that it is 
not the case elsewhere. 

27. Do you really think this linking-up line would relieve 


the congestion on race days and show days?—Yes. You 
would take the trams round the Crown-street way. I pre- 


sume the line would be extended right across Anzac-parade, 
along Sloper-street, to the racecourse. 

28. You suggest that in addition to the construction of 
this short length of 88 chains another length should be 
constructed to join up with the racecourse —Yes ; that 
would considerably relieve congestion, and otherwise you 
would have to run out along Ascot-street. 

29. The revenue for the proposed line which you say 
would relieve the congestion would be revenue drawn from 
the other lines ?—I acknowledge that the bulk ef it would 
come from the La Perouse line. 

30. Would there be either now or in the future further 
residential settlement along the line which would add to 
the revenue?—Yes. TF arthermore, if tram travelling were 
made more convenient more people would travel by the 
tram. 

31. Is there much room north of the line for residential 
settlement ?—The British-Australasian Tobacco Company 
are building a number of houses cn their land at present. 
Immediately north of the line there is room for further 
residential population. 

32. Has there been any strong agitation in favour of the 
construction of this line ?—Yes ; for years past the people 
have been urging it. There was a deputation which asked 
for an extension along Dowling-street, but the people now 
seem to be all in favour of the extension to Anzac-parade, 
because it will serve a greater number of people. 

33. Those who take this route who previously took the 
La Perouse line would have to go right through on the 
Crown-street line ?— Yes. 

34. Is there a large proportion of the business people 
and others living at Randwick who would desire to be put 
in that part of the city where the Crowm-street tram goes ! 
—If they wanted to get to Oxford-street they would get out 
at the water-works, 


The Department should not object if a lot of that 
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Witnesses—-J. T. Jennings and W. K, Percival, 18 June, 1924. 


35, You think that a considerable number of people 
would take the new route as being more convenient /—They 
would, They would not mind a little further walking. 


36. Mr. Travers.) Where is the population of 5,000 to 
which you have referred ?— If the extension were made to 
the corner of Anzac parade and Todman-avenue it would 
strike the heart of North Kensington. The number, 5,900, is 
only an approximation ; I think a great‘r number would 
be served because it is right in the centre of Nor.h 
Kensington, They would mainly be West Kensington 
people, but no doubt the people on the other side of Anzac- 
parade would use the tram for convenience. 


37. This line would relieve the congestion on the La 
Perouse line only on the southern side t—Yes. 


38. Do you think that would be an appreciable relief ? — 
The people would prefer to travel in a tram in which there 
was more room. 

39, Would that happen on ordinary days apart from race 
days, holidays, and Sundays ?—TI think so. 


40, Apart from the convenience the extension would offer 
would it encourage development ?—Development in Ken- 
sington has gone ahead now, but T think there is room for 
more development, and the line would encourage it. The 
British-Australasian Tobacco Company own a big tract of 
land. They bought it originally for a garden village. 
Round about there building is going on. Apart from that, 
available land is fairly well built on. 


fl. Your main contention is that the building of the 
proposed line and the further extension you suggest would 
relieve congestion !—Yes. That is the main point. 

42, Mr. Mahony.| If the line did not run to the raee- 
course would it be of great benefit to the people of West 
Kensington and La Perouse on other than race days ?— 
Yes, 

43. And on race days you say people would have a clear 
line apart from the race trathe ?—Yes. 


William Kirby Percival, town clerk of Randwick, sworn, 
and examined :— 

It. Mr. Lurke.| You are in favour of the construction 
of this line?—-Yes. The main reason I would advance is 
that it would relieve the congestion which occurs on the 
Long Bay-La Perouse line. At present when those trams 
get to Kensington proper it is almost impossible to get into 
them in the morning, and until they get past Gardiner’s- 
road in the evening it is almost impossible to accommodate 
the people who want to use them. If the proposed line is 
built, I suggest that the trams ge to Gardiner’s-road, which 
is the Daceyville terminus. It is about half a mile further 
than the High-street terminus. I think then you would 
rclieve the Kensington people to a very large extent. 
You would enable them to have a tram which they 
could use both in and out because the Kensington people 
would use the line from Crown-street, and allow the Long 
Bay people and those beyond Gardiner’s-road to get a seat 
in the trams when going home. The tramline will not now 
carry the people who want tocomein. Beyond High-street 
you have a very large area of unbuilt-on country. The 
further you go out the more room there is for buildings. 
Our experience is that the settled portion of Kensington 
and Randwick is now practically built out, and the trend 
is further outwards. Houses are going up there two or 
three a day. You have to consider what you will have to 
carry in another four or five years. The service is congested 
now, and when you get all those additional houses built to 
the east and west of Anzac-parade you will want something 
to relieve the line. This proposal would be a good way out 
of the difticulty. I know that the Crown-street tram was 
taken out of Oxford-street to relieve the Oxford-street 
traftic, but while you may be able to take some trams out 
of Oxford street for a time, in another five years you will 
require to have in Oxford-street as many trams as there 
haye been in it. At present you could relieve that street 
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during portion of the day. ‘The agitation for this extension 
has been going on for ten or twelve years. and periodically 
the Council receives petitions in favour of it. At present 
the people have either to go to the Crown-street terminus 
or get out at Todman-avenue, and they have a fair walk to 
get to their homes. This tramline would go right through 
the settled portion, and would enable a good many people 
who use Anzac-parade for shopping to go into Kensington, 
You will get that added revenue from those who would use 
the tram to go to the Anzac-parade shopping centre. 
There are the British-Australasian Tobacco Works there. 
There are four factories on that block, namely, the British- 
Australian, the States Tobacco Company, W. D. and H, O. 
Wills, and 8, D. Leigh and Company, They employ a tre- 
mendous nuinber of persons who, in order to get to a tram 
on a wet day have to walk either to Crown-street terminus 
or to the Robertson-road stop on the Coogee line, If you 
go to the Robertson-roxd stop about 5 o'clock in the 
atternoon you will see the girls tramping over the 
hill in Moore Park, and you will appreciate their posi- 
tion on wet days. You would get all that revenue from 
the main gate if you had a tram for them, and possibly the 
number of people engaged in those factories would become 
a denser population than in the other part of Kensington. 
Workmen’s homes are being built around the outside of 
the block, and workmen are being put into those houses. 
They are built along Duke-street frontage and a portion 
of Balfout-road, and I understand they are to be continued 
right along Balfour-road,and also in Todman-avenue, which 
would be right on the route of the proposed tram. You 
would also provide a way in which the people, all out 
through La Perouse and Long Bay district, would be able 
to get to and from their homes on race days and other days 
without being interfered with to any great extent by the 
travelling sporting public, because they would be taken 
right away from the Agricultural Gruund and the Cricket 
Ground. There is no gate anywhere handy for the sporting 
public to get in. They could get in at As-ot-street, but 
you will find they would not travel that way to any large 
extent. At present it is absolutely impossible to get out 
of town on a race day or a cricket day. When people are 
knocking-off on Saturday afternoon they have to wait half 
an hour or more before they get a tram, because the trams 
are loaded with people going to the races or the Sports 
Grounds. ‘The proposed line would run right round those 
grounds, and would thus relieve that portion of the 
municipality. 

£5. Where do the people live who you say at present get 
offat the Crown-street terminus ?—In West Kensington— 
Dowling-street, Lenthall-street, Baker-street, Milroy-ayenue 
and McDougall-street. 

46. What would be the maximum distance from the 
Crown-street terminus such people have to walk 7—To the 
extreme end of Dowling-street is a little more than half a 
mile, 


47. If those people took the other tram on the Kensington 
side, what distance would they have to walk ?——The best 
part of a mile, ‘Their best tram at present is Crown-street. 

48. Do you advocate a through tram to Daceyville 7—It 
would be a great advantage. : 

+9. How far out does the congestion exist at present 2— 
Gardiner’s. road, ~ 

50. Beyond Gardiner’s-road, is there still opportunity for 
building ?—There are acres of land unbuilt on there. It 

has been subdivided as far_as the Labour Farm, and out 
that way, but south of Maroubra Bay road only a very 
small area has been subdivided. The Government is at 
present subdividing land and selling it. The growth of 
population has been rapid, and there is great ‘scope for 
building there. In another five years the tram lines will 
not be able to carry the resident population. 

51, What is the state of the traflic other than durin 
business hours ?—It is fairly good. There are slack periods, 
but I think it compares well with the traffic on any other 
line in the suburban area, I have not noticed congestion 
during ordinary hours, 




















Witnesses— VW. K 


52. Does the Department run double or single trams on 
the line during business hours }—Both double and single ; 
I should say an equal number of each. If every wam was 
double it would certainly improve the situation. 

53. There are pleasure resorts out that way ?—Long Bay 
and La Perouse. The holiday traffic is very heavy, and it 
is becoming heavier on account of the laying-out of 
Maroubra. The proposed line would largely relieve the 
pressure of holiday traffic. It would help ‘the traffic from 
the railway. 

54. Where would the extra population come from to 
serve this extension ?—Anywhere to the south of High- 
street. North of High-street, in Kensington proper, where 
it is proposed to construct the line, there is some vacant land, 
but nothing like the area there is on the south. 

55. You say this line would serve the Kensington people 
particularly, and would leave the other trams to carry the 
people from the outlying parts ?—Yes. 

56. Do you advocate the line both on the ground of relict 
of congestion, and provision for future dev elopment ?. —Yes. 
Regarding the suggestion to use the proposed line as a 
further tram to get to the racecourse, | would not advocate 


THURSDAY, 


o 


1924, 
any line along Sloper-street. T would prefer going along 
Anzac-parade to <Ascot-street, because if a tram is laid 
along Sloper-street, the racecourse people would put a gate 
at Sloper-street. We would be better without that. 

57. It has been suggested that the line should go to 
High-street ?—If you take it to Gardiner’s-road, it would 
be beyond the present section at High street, but it would 
help to relieve a lot of the trouble. It is about a quarter 
of a mile from High-street to Gardiner’s-road. Jt would 
be a short distance, but it would be a convenience. The 
present section at High-street lands you nowhere—between 
two racecourses,and you have to go 400 or 500 yards before 
you come to house. "Then you get the South ‘Kensington 
settlement. If you took the tram to Gardiner’s road, you 
would get right through that settlement, and would serve 
all the people there. 

58. ole aere Your council advocated a line along 
Dowling-street to Lenthall-street ?—We were advocating 
that on patialt of residents who thought it would be a good 
line, but they have now come to a common unde standing, 
and advocate Todman-avenue. The {present proposal will 
meet their requirements, 


. Percival, 18 June ; and E. J. Doran, 3 July, 


JULY, 1924, 


Present; — 


Tur Hon. W. 
The Hon. Joun Travers. 
The Hon. Roperr Mauony. 


T. DICK (CiatrMay). 


Francis Micuarn BURKE, Esa, 


Brian James Dor, 


USQ 


4S ue 


Davin Iexry DrumMonp, Esq. 





The Committee proceeded to further consider the expediency of constructing a line of Tramway from 
Crown-street Terminus, vic Todman-ayenue, to the la Perouse Line at Anzac-parade. 


Trafic Manager, Depart- 
and examined :— 


Edward John Doran, Tarmway 
ment of Tramways, sworn, 
Chairman.| You have a statement to make with 
as 


Doe 
regard to the proposal before the Committee ¢—Yes, 
follows :— 

PROPOSED TRAMWAY FROM C'ROWN-STREET TERMINUS, VIA Top- 
MAN-AVENUE, TO THE LA PEROUSE LINE IN ANZAC-PARADE. 
The proposal to construct an extension of the Crown- 

street tramway from its present terminus via Todman- 

avenue to the La Perous line, a distance of GO chains, was 
first considered by the Chief Commissioner for Railways in 

1912, as a result of a request made by the Public Works 

Department for an estimate of the cost of power ape feeders. 

This cost at that time was estimated at £4,150. By direc- 

tion of the Chief Commissioner, however, the Under-Secre- 

tary, Public Works Department, was informed that the pro- 
posal to construct the tramway was considered premature, 
and that the matter should be allowed to stand over. 

In July, 1914, the Tramway Proposals Committee gave 
consideration to this proposed extension, and on 21st July, 
1914, the chairman of the committee submitted a report in 
which if was indicated that the committee had visited the 
district, taken evidence from a number of persons interested, 
and had inspected the route. It was pointed out that the 
committee had no hesitation in recommending for the imme- 
diate and fayourable consideration of the Minister for Works 
the construction of an extension of 380 chains, and it was 
suggested that the matter be referred to, the Chief Com- 
wissioner for Railways for an expression of opinion as to 
the probable revenue and expenditure involved. 

The matter was accordingly referred to the Chief Comumis- 
sioner for Railways, and on 25th September, 1914, by his 
direction a reply was forwarded to the Director-General of 
Public Works, an extract from which reads as follows :— 





“The following figures show the estimated cost of con- 

struction and the estimated annual expenditure : 
“ Ustinuted Cost of Construction. 

“Estimated cost of construction as furnished by the 
Director-General of Public Works, £7,024; power and 
feeders, £1,325; total, £8,349 

: “ Hstimated Annual Ewrpenditure. 


“Interest on cost of construction (£8,849), at 4 per cent. 
per annum, £334; working expenses, £266; total, £600. 

“An additional fare for the increased distance could not 
well be charged, and it is difficult to forecast the increased 
reyenue, No doubt the facilities afforded by the construc- 


the line would, within a short time, result in in- 
creased trafic, but in view of the uncertain financial posi- 
tion now existing, the Chief Commissioner does not con- 
sider that the proposal should at present be favourably 
entertained.” 
In September, 


tion of 


1945, an alternative proposal was submitted 
for an extension of the Crown-street line via Todman-avenue, 
Baker, Virginia, and Lenthall streets, terminating in the 
latter street, situated on the southern side of Kensington. 
The distance under this proposal was 69 chains. 

As no estimate of the cost of construction was furnished 
by the Public Works Department, however, a report as to 
the probable financial result of the proposal was not sub- 
mitted; but it was pointed out that this route would not be 
so suitable from a tramway point of view as the route via 
Todman-avenue to the La Perouse line. 

In September, 1916, the managing director of the British- 
Australian Tobacco Company submitted a suggestion for an 
extension of the Crown-street tramway for a distance of a 
few hundred yards along Todman-ayenue for the conyeni- 
ence of employees of the tobacco works. In view, however, 
of the fact that the question of an extension of this tram- 
way to the La Perouse line vie Todinan-avenue was already 
under consideration, the suggestion was not entertained, 


In June, 1920, owing to the congested 
existing at the junction of Dacey-avenue and 
and at the junction of Cleveland-street and 
during return traftie from the Randwick Racecourse, ¢con- 
sideration wes given by the Railway Comunissioners to the 
question of a new route for trams to the Central Railway 
Station by laying in a connection from Ascot-street to the 
down La Perouse line, and thence via Todman-avenue to the 
terminus of the Crown-street line. 


traflie conditions 
Anzac-parade, 
Anzac-parade, 


The proposal provided for an extension of both up and 
down tracks from the intersection of Dowling-street and 
Todmanu-avenue (where the Crown-street tramway at pre 
sent terminates), via Todman-avenue to Anzac-parade, where 
they would connect with the up and down La Perouse line, 
a distance of 594 chains; and for an extension of the up 
track to the Randwick Racecourse line“in Ascot-street, via 
Sloper-street and Doncaster-avenue; a total distance of TD4 
chains. 

The propesed extension of the Crown-street line ta 
Todman-avenue, to the existing La Perouse line would form 
part of that scheme, the total cost of which, inclusive of 
overhead witing, resumptions, &¢., was estimated in 1921 
Hints lobe, 
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Witness—E. J. Doran, 3 July, 1924. 


In January, 1922, the Railway Commissioners directed 
that in yiew of the large amount invelyed and the unsatis- 
factory financial position, the matter was to stand over. 

In April, 1928, a, request was received from the Under- 
Secretary, Public Works Department, for a report upon 
another proposal, viz., to construct a tramway from the 
present Crown-street terminus, via Dowling-street to Epsoin- 
road, a distance of approximately 48 chains, consequent upon 
representations made by the Randwick Municipal Council, 

In June, 1923, a report was accordingly submitted on this 
proposal; an extract from which is as follows :— 

“An inspection has been made of this locality, and it is 
found that the whole of, the population to be Served is 
confined to the eastern side of .Dowling-street; the western 
side being bounded for its whole length by the Victoria 
ark Racecourse; while the land on the soutbern side of 
Epsom-street is mostly comprised of sandhills. 

“The residential area on the estern side. is fairly 
thickly populated, and contains approximately 290 houses. 
The majority of the people concerned, however, are within 
easy walking distance of the Crown-street or Kensington 
lines, and no doubt at present make use of either of 
these services. 

“In view of the short length of the proposed extensioh, 
viz., 48 chains, it would not be practicable to create an 
additional fare section in the event of this line being con- 
structed, but it would be necessary to extend the existing 
recond ,section, 7.¢e., between Crown and Campbell streets 
Junction and Todman-avenue, 148 chains, to the new ter- 
minus, so that no additional revenue would result. 

ms Under the circumstances, the Commissioners 
are uni nable to recommend this proposal for favourable con- 
sideration, but it may be pointed out that in connection 
with the provision of relief for the Kensington line. and 
to facilitate the handling of return traffic from the Rand- 
wick Racecourse, a proposal has been under consideration 
for some time involving the construction of & line from 
the existing Crown-street terminus via Todman-avenue to 
the La Perouse ‘line in Anzac-parade . . . .and it is 
considered that when this connection is constructed it will 
better serve the vicinity than the proposal put forward by 
The scounci ye ae 
In July, 1923, a deputation from the Randwick Municipal 

Council waited upon the Minister for Works in regard to 
this proposal (extension via Dowling-street to Epsoin-road), 
and the deputation was informed by the Minister that the 
Railway Commissioners considered that the Todman-ayenue 


‘proposal would better serve the vicinity than the proposal 


put forward by the council. lk 

In September, 1923, the. Under-Secretary, Publie Works 
Department, asked for a statutory report on, the proposed 
tramway extension from Todman-avenue to West Kensing- 
ton (present proposal), and on 138th Deceihber, 1923, the 
Railway Commissioners furnished a report to the Minister 
for Public Works, ai extract froit which is as under :— 

“The proposed extension Commences at the intersection 
of Todman-avenue and Dowling-street (termititis of the 
Crown-street line), and provides for a double track for a 
distance of 65 chains via Todman-avenue to Anzac-parade, 
where it, would junction with the existing Kensington-La 
Perouse line. 

“This extension would enable the Crown-street service 
to be extended to Anzac-parade, and would provide a con- 
siderable amount of relief to the La Perouse service, which 
is heavily taxed during business hours, but in order to 
secure this result it would be necessary to extend the 
second fare section from Crown-street terminus to Anzac- 
parade, for the reason that the second fare section on the 
La Perouse line terminates at High-street, which is 30 
chains beyond the point at which the proposed line would 
junction with the La Perouse line, 

“The people in the vicinity of the proposed extension are 
within reasonable walking distance of, and already 
served by, either the existing Crownh-street or La Perouse 
lines, and in view of this it is considered that the addi- 
tional revenue to be obtained over the proposed extension 
would not exceed £500 per annum. 

“The estimated cost of construction, annual expenditure, 
and annual revenue are summarised as follows :— 


“ Hstimated Cost of Construction. 
* Estimated cost of construction, including overhead £ 
wire; “power; and sfecuersSar. eee eee eee scale eee 24,680 


“ Bstimated Annual Expenditure. 


“Interest on cost of construction (£24,680) at £ 
as sper ‘Cents 4-02 Fos tS R tes. Perk c a eiehel cate 1,357 
r Working expenses *.... 272% Gee eR oe : 7,073 
8,43 
“Fstimated Annual Revenie. 
, WSCIBALED BUNGE) POVEUUE a yi d pee ae ca Cee 500 
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“In view of the estimated loss and the existing financial 
position, the construction of this connection is not recom- 
mended at present,” 

In addition to providing ordinary traffic facilities, the pro- 
posed extension would make ayailable an alternative route 
for operating return racecourse traffic to the Central Railway 
Station, which would admit of the present Racecourse— 
Railway route via Dacey-avenue and Baptist-street being 
used by trams proceeding from the racecourse to Circular 
Quay, thereby providing relief which is urgently required, 

At the present time trams proceeding from Randwick 
racecourse to the Railway travel via the third road in 
Anzac-parade, thence via Dacey-avenue, Dowling-street, 
Phillip-street, Baptist-street, and Cleveland-street, whilst 
trains from Circular Quay proceed via Anzac-parade, cross- 
ing ut the intersection of -Allison-road and Anzac-parade, 
and the main line, 

The vehicular trafiic at this point during return race traffic, 
especially on big race days, is particularly heavy, as many 
as. 1,540 motor cars and 280 horse vehicles—at total of 1,820 
vehicles-—crossing at, this intersection, This results in trams 
being frequently held up, and considerable delays occur. On 
such days upwards of 226 trai cars are despatched from 
Randwick Racecourse after the finish of the last race, to 
Circular Quay, and 370 to the Railway. and not only are the 
heavily loaded trams for Circular Quay. held up by the yehi- 
cular trattic at the intersection of Allison-road and Anzac- 
parade, but empty trams proceeding to the racecourse are 
also held up at this point by the procession of “Circular 
Quay” trams from Anzac-parade to the main line. Difiiculty 
is consequently experienced in maintaining a satisfactory 
flow of cars into the racecourse sidings to meet traffic re- 
quirements. . 

The construction of the proposed tramway together with 
the connection from the racecourse exit via Doncaster-avenue 
and Sloper;street into Todman-uvenue would enable the whole 
of the “Railway” trams to be returned by this route, thus 
leaving Dacey-avenue free for the trams returning to Circular 
Quay, which would proceed yia Dacey-ayenue, Dow ling-street, 
Phillip-street, Baptist-street, and Crowwih-street. This would 
reiliove practically the whole of the difficulty at present ex- 
perienced in dealing with the return traflic from the Rand- 
wick racecourse. 

It should also be mentioned that. there are eighteen 
race meetings held at Kensington Racecourse annually, 
and that the proposed line will afford an alternative route 
for dealing with traffic which at the present time is carried 
via Anzac-parade Junction, where the congestion at times, 
owing to different fixtures being held on the one day in 
this district, is most acute. For instance, on Saturday 
last an important football match took place at the Sydney 
Cricket Ground. A race meeting was held at Randwick, 
and the polo eythkhana was held at Kerisington Race- 
course. Two hundred and thirty cars had to be supplied 
for the Randwick Racecourse. They were worked in with 
the Sydney Cricket Ground, for which we had 200 cars; 
and there were twelve cars in connection with the polo 
gymkhana. They all worked in on one road to Circular 
Quay, and on the other side to the Railway. On these 
lines during the ordinary portion of the day we have a 
5-minute service running out to Kensington and 
Maroubra, and we get down to a 23-minute service during 
the busy hours. When the Kensington race meetings are 
held, all those ears have to go right along Oxford-street 
and down Elizabeth-street. Sometimes the races are late 
in finishing, and we have very great difficulty in working 
those cars back into the city. They have to take their 
places on the various lines along Elizabeth-street, George- 
street, and so on. A big relief would be aforded on 
ordinary days to send some of the cars on that road which 
we are now running to Long Bay, so as to get them away 
from the racecourse traffic. 

60. In view of the congestion which evidently exists in 
a marked degree, the question of revenue from this line 
does not loom so largely ’—No; provided we get the con- 
nection from the railway across. 

61. What is the length of the Ascot connection 2—About 
24 chains. 

62. That generai relief which you anticipate; cannot 
be fully obtained without the Ascot connection ?—No. 

63. What is the estimate of cost of the Ascot extension ? 
—£5,641, without resumptions, I take it. The resumptions 
when the cost was got out, I think, amounted to about 
Sis 1DU: 
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64. What would be the total distance of new line?—We 
estimated it at 65 chains over the new track to Todman- 
avenue. 

65. Is the 65 chains on the basis of a double track ?— 
Yes. 

66. Half of that would be the actual distance?—No, the 
actual distance is 65 chains. For the Ascot connection 
we only provide a single track. 

67. That is why the cost is so much less per chain than 
the other ?—Yes. 

68. What has been the financial position of the tramway 
system as a whole during the last three years?—The 
electric system has been satisfactory. 

69. Would the annual loss of £8,000 be a serious matter 
to the Tramways as a whole?—No; there would only be 
interest on that at 54 per cent. It would not be a serious 
loss for the amount of convenience it would afford. 

70. You think it is worth the money to the Department 
and the public?—Yes. 

71. Mr. Burke.| Are steam trams a paying proposition? 
—None of them. 

72. The proposal now before us will be a losing one, but 
in the interests of the service generally the congestion 
should be relieved?—Yes. It would be money well spent, 
provided there was money available. 

73. Mr. Travers.] How does the last section of the tram- 
way which now terminates at Todman-avenue pay ?—We 
do not keep it sectionalised, but it is one of the best lines 
we have. So much so that we are proposing now to in- 
erease the service there. That line serves right out to 
Maroubra Bay and Daceyville. The growth of traffic on 
that line is extraordinary. 

74. The additional revenue which you would get on the 
proposed line is set down at £500; and the working ex- 
penses at £7,073. Do you charge the working expenses 
over the whole of the different sections, and only give the 
new line credit for the additional traffic?—The new line 
only. We propose to extend the Crown-street terminus 
down to the junction. 








75. Do you actually incur £7,073 extra working ex- 
penses on that short length of line?—That is on a mileage 
basis. Taking the tramway as a whole on a mileage 
basis, it works out at 23d. per mile. 

76. The average mileage cost ?-—Yes. 

77. Then you are only crediting this new section with 
the additional amount of revenue it will bring?—That is 
all, because we do not know what revenue we will get, as 
there will be no extra fares. 

78. The position really is that while you are charging the 
average working expenses on a mileage basis for the whole 
of the city tramways, and that affects this line, you are 
not giving this line any credit for the revenue which 
already exists on the existing section ?—No. 

79. According to your report, the working expenses in 
1914 were only estimated at £266. If the same principle 
were adopted then in regard to the charging of working 
expenses, as is adopted now, that amount would be con- 
siderably higher’—Yes. I could amplify that report, if 
necessary. 

80. Your considered opinion is, that apart altogether 
from any revenue that this liné might create, it is neces- 
sary, in the interests of the working of the tramway 
system, so far as it affects that particular area?—Yes, and 
afford much relie! to the traffic. 

81. The trams running to Randwick and Coogee on race 
days are pretty well filled, are they not ?—Yes. 

82. Would the proposed line in any way affect those 
lines?—It would give those quicker 
through Oxford-street. 


ears a passage 


83. Would it mean that you would be able to take some. 


ears off that now run on the Randwick-Coogee section on 
race days, and utilise them on this line?—No. We would 
still have to go round that way. We have no difficulty 
in taking them out unless they get foul of the ordinary 





Witness—E. J. Doran, 3 July, 1924. 


trams in Moore Park. Ordinarily we have no difficulty 
in taking people out; it is in taking them home our diffi- 
culty arises. 

84. Do you recommend the immediate construction of 
this line‘—We could hardly say that. We are guided by 
finunce. If the finances permit of the construction of the 
line it would be a great relief to us. When the Show 
Ground and the Raeccourse traffic is being worked to- 
gether, we have a very anxious time. The Chief Com- 
missioner once thought of putting in an overhead bridge 
there to relieve the traffic. It is a very dangerous spot on 
Easter Saturday and Easter Monday, and other days when 
dual sports are being held. 

85. Have any accidents happened there?—No, because 
ve have an army of officers, as well as police, to protect it. 

86. Would you be able, in the event of this line being 
constructed, to relieve those officers for other duty ?—Yes. 

87. There would be a saving in that respect ?—Yes. 

88. That would be an indirect profit to the Department # 
—Yes. We have on oceasions like that to temporarily 
elevate a number of men to positions of authority at those 
places. We could do without them in the new set of 
circumstances. 

89. Mr. Drummond.| With regard to the question which 
has been raised at various times as to the effect of the 
*bus competition on the tramway service, can you say 
whether the electric trams are successfully competing with 
the *buses in Neweastle?—Yes, definitely. 

90. I recognise that there were special circumstances 
operating there; the old trams were obsolete, and the 
‘buses were getting most of the traftic?/We completely 
equipped the Mayfield line. We had five steam trams run- 
ning there, with a maximum of fifteen cars, three on each 
tram. A day’s revenue under the steam conditions would 
amount to about £50 a day. We have no more ears run- 
ning, but we have separate units giving a quicker service. 
Formerly there was a twenty-minute service, and now we 
are giving a five-minute service on a certain section, and 
we are receiving £160 a day. On the Broadmeadow line, 
where we can only run a small service of electric trams, 
we have six cars, and take £30 a day on those trams alone. 





91. What was the previous return?—We have to take 
the whole lot in that case. We do not know how much it 
was with the steam, but the revenue generally has increased 
considerably as a result of the quicker service. On the 
Merewether Beach line, we run one car a day to Parry- 
It works in with the ordinary steam service, and 
gives a fifteen-minute service. We take £4 a day. 

$2. I notice that the Burnie safety-cars are used on 
the Victorian tramway. ‘That was the type of ear you 
suggested for lightly-loaded traffic ?—Yes. 

93. In regard to this proposal, do the *buses run in com- 
petition with the tram service ?—Yes. 

94. Do you suffer any loss in réspect to the tramway 
by the *bus competition getting away more quickly at the 
stoppages’—No. The ’bus travellers come from different 
parts of the suburbs, and the ’buses to them are a very 
Ly the train they will have to go to 
town and tranship to some other tram, whereas a ’bus 
may run to Newtown, Marrickville, or Darlinghurst. 


street. 








great convenience. 


95. They do not compete with you on the main trunk 
line ?—Not to any extent. 

6. I take it you really regard this line in much the 
same way as the building of an additional platform to 
handle traffie at a railway station ?—Yes. 

97. It is purely an additional convenience to handle 
local traffic ?—Yes. 

98. Mr, Doe.J] If the rumour that the Randwick race- 
eourse is likely to be sold and the racing operations trans- 
ferred to some other place, such as Warwick Farm, be 
eorreet, would that make any difference to the value of the 
proposed line? In other words, would that large area 
where the racecourse is situated, used for home allotments 
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Witness, J, Doran, 3 July, 1924, 
and built upon, give you an even better revenue than the 
racecourse does /—We would look upon that line as being 
essential to the relief of the Long Bay line independently 
of the racecourse. 

99. If the racecourse is likely to be sold, will that affect 
your opinion with regard to this line?—No. 

100. It would be as valuable without the racecourse 
as with it, assuming the land is utilised for homes ?’—Yes. 

101, There is no compensation to be paid for resump- 
tions on the proposed line; the line runs on a road ¢—Yes. 


Y ‘ ‘ aa 
102. Mr. Burke.] What is your opinion with regard to 


the railless tram?—I do not think it would be of any_ 


service to Sydney. In the first place the track is more 
expensive than the tramway track, because you have to go 
from kerb to kerb, whereas, with a single track line, we 
have only to look after 18 inches outside each side of the 
4 feet 83 inch line. With a trackless trolley the whole 
street would have to be in the same condition. 

108. Mr. Travers.| What is the expenditure and the 
revenue per car mile?—Roughly the revenue is 2s, 6d. 
and the expenditure 1s. 11d. 


_—- 
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PARLIAMENTARY STANDING COMMITTEE ON PUBLIC WORKS. 





TRAMWAY FROM NARRABEEN TO MONA VALE. 


REPORT. 





Tue PARLIAMENTARY STANDING CoMMITTEE ON PuBLIc Works, appointed during 
the Second Session of the present Parliament, under the Public Works Act of 
1912 (3 George V, No. 45), and the Parliamentary Standing Committee on Public 
Works Election Enabling Act of 1922 (13 George V, No. 19), to whom was referred 
for consideration and report “‘ The expediency of Constructing a Line of Tramway 
from Narrabeen to Mona Vale,” have after due inquiry resolved that it is not 
expedient the proposed tramway be constructed ; and in accordance with 
subsection (d) of clause 34 of the Public Works Act of 1912, report their resolution 
to the Legislative Assembly :— 


INTRODUCTORY. 

1. The submission of the proposal to construct a line of tramway from Narrabeen 
to Mona Vale is practically a re-reference of portion of a proposed extension from Narra- 
been to Pittwater referred to the consideration of the Committee in December, 1921. 
The inquiry was opened, but had not been completed when the dissolution took place 
in February (1922). Subsequently the Warringah Shire Council asked that the matter 
should be submitted to the Committee as an extension to Mona Vale instead of to 
Pittwater, and this was done on 22nd November, 1922. 

The question of extending the Narrabeen tram line has been before the Pui hic 
Works Department for the past ten years. In 1913 a deputation was informed tit 
the line would be extended as soon as funds were available. ‘Two years later a survey 
was made for an extension to the 11-mile peg—a distance of 3 miles 73 chains from 
Narrabeen Bridge. In a report regarding this extension, the Railway Commissicners 
expressed the opinion that the construction of the line at that time (1917) would be 
premature. In any case, they considered the proposed terminus unsuitable, and sug- 
gested that the line should either terminate at Mona Vale (Rocklily), a distance of 
4 miles 40 chains, or be carried right into Newport. 

Regarding a tentative proposal made in 1919 to the then Minister (Hon. R. T. 
Ball) by the President of the Warringah Shire Council, that the owners of land benefited 
by the proposed tramway should contribute a sum of £10,000 towards the cost of the 
line, the Commissioners were of opinion that in view of the fact that local land values 
would probably increase enormously, it would not be unreasonable to impose upon 
owners some share of the cost of a facility that would tend to improve the value of their 
property by a far greater amount than the sum suggested. 

Following on a change of Government in April, 1920 the matter was reviewed 
by the Minister (Hon. J. Estell), and by his direction the Railway Commissioners were 
asked for a statutory report on the line from Narrabeen to Pittwater, with a view to 
referring the proposal to the Public Works Committee. 

The report was furnished and the proposal was submitted to the consideration 
of the Committee on 22nd December, 1921, but on account of the dissolution of Parlia- 
ment the inquiry as indicated above was not completed. 


THE PROPOSED LINE. 

2. The proposed tramway commences at the terminus of the existing line at 
Narrabeen and proceeds across the Narrabeen lagoon, taking a northerly direction 
along Pittwater-road to Mona Vale, a distance of 2 miles 41 chains; thence it proceeds 
through private property for a distance of about 15 chains, 
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ESTIMATED COST. 

3. The estimated cost of construction, including overhead wiring, power and 
feeders, staff apparatus, &c., for a single track with three loops, 2 miles 41 chains in 
length, was £50,798. ‘This was subsequently increased as the result of the inauguration 
of the forty-four hours as against forty-eight hours work per week to £52,018. 


ESTIMATED REVENUE AND EXPENDITURE. 

4. The annual expenditure is estimated at £7,461, and is made up of £2,861, 
interest at 54 per cent. on the cost of construction, and £4,600 working expenses. 

The estimated annual revenue is £2,500, a difference on the debit side of £4,894. 

The working expenses are based on the provision of an hourly service on ordinary 
days, and a quarter-hourly service on summer Sundays and holidays. 

In a report upon the estimated revenue, the Railway Commissioners point out 
that a careful check has been made on the traffic passing over the route between Manly 
and Narrabeen on typical days, and from these figures, in conjunction with a review - 
of the traffic carried to Narrabeen, and allowing for a reasonable increase which would 
be promoted by a’ tramway service, it is estimated that the revenue would not exceed 
the amount stated. 


x OFFICIAL OBJECTIONS TO PROPOSAL. 

5. In their statutory report upon this proposal the Railway Commissioners 
draw attention to the losses on the Manly lines between 1918 and 1922, amounting to 
£49,047, and express the opinion that the extension of the line should be deferred for 
the present, particularly as there are a number of other localities urgently in need of 
tramway construction. 

Reference is also made in the evidence of the Tramway Traffic Manager to the 
conditions prevailing since the Manly—Curl Curl line was opened with steam traction 
in 1903. There has, he states, been a consistent annual loss on the Manly lines, and 
for the last financial year ended 30th June, 1922, the loss amounted to £13,132. The 
total loss since their inception amounts to £107,177. These figures include the Manly- 
Spit section (opened for traffic on 9th January, 1911), as they are not kept separately. 

The following table shows the financial position of the Manly district trams since 
their inception — 














Year. Loss, | Mode of Traction. | Extensions. 
5 
1903 472 Steam Opened to Curl Curl. 
19014 463 Horse 
1905 272 | 
1906 266 5 
1907 512 Horse and Steam 
1908 1,063 Steam 
1909 1,007 ‘ 
1910 2,045 es Extended to Brookvale, 
1911 3,021 Steam and Electric | Manly-Spit line opened. 
1912 5,369 Electric Extended to Collaroy Beach. 
1913 5,326 7 Extended to Narrabeen. 
1914 7,117 “i 
1915 13,518 x 
1916 8.289 Fr 
1917 9,090 i‘ 
1918 7,267 x 
1919 | 9,912 ks 
1920 | 8,070 ae 
1921 10,666 3. 
1922 13,132 5 
Total ae eLO Lis 





ea I a el ee 
(It has to be noted that the loss for the twelve months ended June, 1923, 


has been reduced to £5,564.) 
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THE COMMITTEE’S INQUIRY AND CONCLUSION. 


6. In connection with this proposal the Committee have given consideration 
to the question of the development of traffic as the result of tramway extensions in the 
Manly district. Under present conditions the Manly trams cater more for a week-end 
or tourist traffic than for permanent residents, and although the number of passengers 
carried is increasing, the increase occurs only at irregular intervals, and is dependent 
upon the condition “of the weather. 


The official experience, which the Committee have verified by personal inspection, 
is that where the tramways have been extended, population has not followed te the 
extent expected. Large areas of land along the route to Narrabeen and adjacent to 
the terminus have not yet been settled upon; and the dwellings that have been erected 
are occupied principally by holiday makers Biantiile the summer months of the year, 
and not by residents likely to create permanent traffic. 


The Committee have obtained information from the Tramway Traffic authorities 
regarding the following methods of transport as compared with the ordinary electric 
tramway:—(1) Electric accumulator cars; (2) the conduit system; (3) railless 
electric cars; (4) surface contact system ; (5) petrol cars; (6) petrol-electric cars; 
(7) motor-buses; and (8) one-man electric cars. Of these the latter are regarded as 
the most suitable for use where the traffic is not congested. 


Of the 274 motor-buses running in Sydney and suburbs, end 43 at Newcastle, 
178 are competing with the tramways, 62 with the railways, and 7© acting as feeders 
to either railways or tramways. Most of these buses are individually owned and worked, 
and it is apparent that if the Department undertook the running of buses a regular 
service would be demanded, and the maintenance and repair costs would be on a 
maximum instead of a mimimum scale. It would, in fact, be necessary to provide 
an equivalent to two and a half drivers and two and a half conductors per bus per day, 
viz., one set for the morning and one for the evening shift, with additional staff for 
intermediary relief, overtime, annual holidays, sick leave, and meal relief, together 
with a supply of uniforms—conditions which do not apply to the individually- owned 
motor services. Apart from this, for the use of motor-buses considerable outlay would 
be necessary to put the roadways j in good order. 


It has been pointed out in evidence that at present the Department's maintenance 
costs are being seriously increased by the fact that advantage is taken by motor-bus 
drivers of the ‘improved condition of the thoroughfares along “which tramlines are laid, 
and which in the majority of cases are double tracks. he total cost of maintenance 
during the last financial year was £528,207. 


The one-man tram-car appears to be highly suitable for use in other than crowded 
or congested thoroughfares, and in districts where the cost of operating the ordinary 
two-man car would be prohibitive. The evidence indicates that this class of car in 
outlying portions of American cities is on the increase, and is Leing used not only in 
sparsely inhabited places, but also as a means of relief to the rush- hour traffic in lar ger 
cities. In addition to economic handling, safety features are introduced into the one- 
man car, inasmuch as doors are opened and closed with the stopping and starting of 
the tram respectively, and should the motorman become incapacitated the power is 
automatically cut off, and the brakes applied in emergency position. 


The cost of operating cars of this type, several thousands of which are in use in 
America, is stated by the Tramway Traffic Manager to be 40 per cent. less than the 
ordinary two-men tram-cars. 


The data supplied to the Committee shows that the one-man car would not mcet 
the requirements of the proposed line for the greater part of the year, and that the 
adoption of the dual system of conveyance would not materially reduce the estimatcd 


annual loss. 


In view of the circumstances mentioned, and the heavy annual loss entailed upon 
the extensions already in operation, the Committee are of opinion that the construction 
of the proposed tramway is not justified. 

RESOLUTION 
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Mr. Travers seconded the motion, which was passed. 
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PARLIAMENTARY STANDING COMMITTEE ON PUBLIC 
WORKS. 





MINUTES OF EVIDENCE. 





TRAMWAY FROM NARRABEEN TO MONA VALE. 


WEDNESDAY, 29 NOVEMBER, 1922. 


Present:— 
Tur Hon. W. T. DICK (Crairman), 


The Hon. JoHn TRAVERS. 
The Hon. Rozperrt Manony, 


+ 


Francis Micnarn Burke, Esa. 


WinLIAM CAMERON, Esq. 
Brian JAMES Dor, Esq. 
Davin Henry DrumMonnp, Esa. 


The Committee proceeded to consider the expediency of constructing a line of Tramway from Narrabeen to Mona Vale 


Thomas Bryce Cooper, Under Secretary Department of 
Public Works, sworn, and examined :— 
1. Chairman.| Will you read the official statement 
regarding the proposed tramway ?—Yes, it is as follows : — 


Proposep TRAMWAY EXTENSION FROM NARRABEEN TO 
Mona VALE. 


Estimated cost of corstruction, inclusive of overhead wiring, 
power and feeders, staff apparatus, &c., £50,798. 

Length, 2 miles 41 chains; single track, with three loops. 

Ruling grade, 1] in 17. 

Sharpest curve, 70 feet radius. 

On 22nd November, 1922, the Secretary for Public Works and 
Minister for Railways moved, in the Legislative Assembly, ‘‘ That 
it be referred to the Parliamentary Standing Committee on Public 
Works to consider and report upon the expediency of constructing 
a line of tramway from Narrabeen to Mona Vale.” 

Question resolved in the affirmative. 

This proposed tramway commences at the terminus of the 
existing line at Narrabeen and proceeds via the Narrabeen Lagoon 
bridge in a northerly direction along the Rittwater-road to Mona 
Vale, a distance of 2 miles 4] chains, as shown on plans herewith. 

A proposal for tramway extension from Narrabeen to Pittwater, 
of which the line now submitted is a portion, was referred by the 
last Parliament to the Public Works Committee on 22nd December, 
1921. The inquiry was commenced by the late Committee, but was 
not concluded when Parliament dissolved in February, 1922. 

On 38rd August, 1922, a deputation from the Warringah Shire 
Council waited upon the Minister (Mr. R. T. Ball, M.L A.), to 
urge the construction of a tramway extension from Narrabeen to 
Mona Vale. The deputation included Ir. Arthur and Mr. Scott 
Fell, Ms..A., Councillor Parr (President, Warringah Shire), 
Councillors Quirk, Greenwood, Hunt, and others. 

Reference was made by the deputation to the Narrabeen- 
Pittwater proposal as previously referred to the Public Works 
Committee, and it was asked that the matter should be re-submitted 
to the Committee as an extension to Mona Vale instead of to 
Pittwater, and that the evidence already given in connection with 
the Narrabeen-Pittwater proposal shou!d be taken into account, 

The Minister in reply said that he would refer the proposal to 
the Committee as from Narrabeen to Mona Vale. 

The Railway Commissioners were then asked for an amended 
Statutory Report. This was furnished under date 11th November, 
1922 and is as follows :— 


ProposeD TRAMWAY EXTENSION FROM NARRABEEN 70 
Mona VALE. 


In accordance with the request of the Honorable the Minister for 
Railways and in pursuance of the provisions of the Public Works 
Act, 1912, the Commissioners beg to submit their report on the 
abovementioned proposal. 

The proposed tramway commences at the terminus of the existing 
line at Narrabeen and proceeds via the Narrabeen Lagoon Bridge 
in a northerly direttion along Pittwater-road to Mona Vale, a 
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distance of 2 miles 41 chains. The sharpest curve is of 70 feet 
radius, and the ruling grade Lin 17. The figures given below cover 
the construction of a single track with three crossing loops. 

An inspection made of the route shows that there is comparatively 
little residential traffic to be served by this extension. There area 
few dwellings within the first mile from Narrabeen, but beyond 
that point, and until Rocklily is reached, there is practically no 
population, whilst in the vieinity of Rocklily and Mona Vale the 
settlement is scattered and sparse. 

The route traversed embraces large areas of suitable building 
Jand, but, in view of the distance from Manly and the comparatively 
high cost of travel, the Commissioners are of opinion that the pro- 
spects of this land being taken up for residential purposes to any 
material extent are remote, and that, in consequence, the ordinary 
week-day traffic would be very limited for many years to come, and 
the line would be dependent for its revenue on the tourist traffic at 
week-ends and on holidays. 

The working expenses are based on the provision of an hourly 
service on ordinary days, and a quarter-hourly service on summer 
Sundays and holidays, 

A careful check has been made of the traffic passing over the 
route between Manly and Narrabeen on typical days, and from 
t‘iese figures, in conjunction with a review of the trafiic carried to 
Narrabeen and allowing for a reasonable increase which would he 
promoted by a tramway service, it is estimated that the revenue 
would not exceed £2,500 per annum, 

The financial prospects of the proposal are as follow :— 

Nstimated cost of construction :— 

Estimated cost of construetion, inclusive of £ 


t 


overhead wire, power, and feeders..,...... 49,668 
Telephone, staff apparatus, bundy recorder, 
WU NOOMP UC... Mir. crecintdye cst saeaisiin as. Aina 1,150 


=a GH) 598 
Wstimated annual expenditure :— 
Interest on cost of construction (£50,798) at 


Beer COMES. Te. hah Shr . «Salas past Wa amiclee th west 2,794 
Working expenses occncsccseaseleaerecee Kc ot itelt 4,600 
et eS 
Estimated annual revenue :— 
ENStMMAHET ANNUAL TEVENIO. sare anenere avpvetvesseescee ave 2,500 
Difference ....... poh ahent aijahicintte tates . £4,894 


In considering this proposal it must be pointed out that the losses 
on the Manly lines during the last five years have been as follow :— 


Eg 
ODS. Kisii hs dkkieicnlb, Inv elements — 7,267 
VOLO. Sakiiavr a AP etcb A Me coal nteve 9,912 
TBO Ae Reiki takneiaas Sanatiseen’s ‘ 8,070 
Bet! Wh Pes Wier tees einen cae vlv's saree . 10,666 
MOTE?! WAR Shek Ceateeeis Heomk Niet cian oh 13,132 
a A eS £49,047 


and in view of this the Commissioners are strongly of opinion that 
the extension of the line to Mona Vale should be deferred for the 
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Witnesses—T. B. Cooper, 29 November, and E. J. Doran, 7 December, 1922, 


present, particularly as there are a number of other localities 

urgently in need of tramway communication. 

Lhe Common Seal of the Railway) 
Commissioners for New South 
Wales was hereunto aflixed 
the 11th day of November, + 
One thousand nine hundred | 
and twenty-two, in the pre- | 
sence of, — ) 


(Ls.) JAMES FRASER, 
J. H. Cann. 


(Sgd.) W. Jno. Morris, Secretary. 
I refer the Committee to the statement presented by me in con- 
nection with the previous Committee’s inquiry into the Narrabeen- 


Pittwater tramway proposal, the information given therein being 
also pertinent to the present proposal. 

Since the work of railway and tramway construction passed 
over to the Railway Commissioners in 1917 the Public 
Works Department now submits to the Public Works Com- 
mittee only the official statement on behalf of the Minister 
for Public Works, leaving it to the Railway Commissioners’ 
officers to furnish details as to estimated traffic, and so 
forth. 





THURSDAY, 7 DECEMBER, 1922. 


Present: — 
Tue Hon, W. T. DICK (Cuairman). ! 


The Hon. Joun Travers. 
The Hon. Roperrt Manony. 


Francis Micnart Burke, Esa. 
Davin Henry Drumonp, Esa. 


+ rp . . . . . (Ty 
The Committee further considered the expediency of constructing a line of Tramway from Narrabeen to Mona Vale. 


Edward John Doran, Tramway Traffic Manager, sworn, 
and examined :— 


3 Chairman. | T understand that you have prepared a 
statement respecting the proposed tramway extension ?—- 
Yes, it is as follows :— 

Proposep TRAMWAY EXTENSION FROM NARRABEEN TO MONA VALE. 


The question of extending the Narrabeen line to Mona Vale and 
Pittwater was first considered by the Railway Commissioners on 
representations made to the Minister for Works in April, 1917. 

The proposal was to commence at the terminus of the existing 
line at Narrabeen and proceed across the Narrabeen Lagoon, and 
take a general northerly direction along Pittwater road, where it 
‘was to end at 3 miles 73 chains from Narrabeen and about 25 chains 
beyond the 11-mile peg. 

It was estimated at that time that the cost of construction (to 
Pittwater) would amount to £58,086 ; annual expenditure, £5,493 ; 
annual revenue, £3,000; and annual loss, £2,493. 


The Railway Commissioners in their report stated that the 
working of the existing tramways at Manly already resulted in 
considerable annual loss, and that, in view of the additional loss 
which would accrue from the construction of the proposed line, 
they were unable to recommend its construction. 


They further pointed out that the location of the terminus was 
not well chosen, and that the line should either terminate at Mona 
Vale, a distance of 2 miles 41 chains from the existing terminus, 
or be carried right into Newport. It was shown that the cost of 
the proposed line was materially increased by the heavy grade 
approaching the terminus, shown on the plan, and it was suggested 
that an endeavour be made to obtain a route between the villages 
of Turimetta and Newport along the flat and around the foreshores 
of Pittwater, 


As a result of this suggestion a further survey was made of an 
alternative route leaving the original trial survey at the 2 mile 51 
chain peg in Pittwater-road and proceeding in a northerly and 
north-easterly direction along Bay View road and Mona-street, 
thence mostly through private property, skirting the foreshores of 
Pittwater to Queen-street, Newport, ending at 4 miles 69 chains 
from the existing tramway terminus at Narrabeen. 


This route was unfavourably reported upon by the Engineer for 
Surveys as it would be more costly from a point of view of resump- 
tions, as most of the line on the deviation would be through private 
property, and he was of opinion that the terminus should be located 
at Rocklily. 

The length of the alternative proposal terminating at Rocklily 
was 2 miles 40 chains, and the cost of construction was, in 1918, 
estimated at £36,597 ; the annual expenditure at £5,505; annual 
revenue at £2,000; and the annual loss at £1,505. ‘Lhis proposal 
was adversely reported upon by the Railway Commissioners in 
January, 1918. 

In April, 1919, a further estimate was prepared of the cost of the 
construction of a tramway extension from Narrabeen to Rocklily at 
the request of the Warringah Shire Council, as that body was desir- 
ous of obtaining definite information in order that it may, with 
ratepayers of the district, formulate and submit to the Works 
Department a scheme for the financing of the construction of the 
tramway. This was set down at £40,312. 

Nothing further appears to have been done in the matter until 
October, 1920, when the Commissioners were askel for a report on 
the proposed trim vay extension from Narrabeen to Newport, a 
distance of 4 mies 6U: chains single track with five crossing loops. 
This was furnished, and is as shown on page 1 of the Minutes of 
Evidence given by Mr. ‘I. B. Cooper before the Parliamentary 
Standing Committee on Pub! ¢ Works on 10th January, 1922, in 
which the estima’'ed cost of construction wes given as £91,720; 
annual expenditure, £11,606 ; annual revenue, £5,000; and annual 
loss, £6,606. 


The Commissioners also stated in that report that they had care- 
fully considered the advisability of constructing the proposed tram- 
way, but, in view of the unfavourable financial prospects, and the 
fact that there was a number of other extensions which merited 
prior consideration, the time was not considered opportune to 
commence the work. It was added that the aggregate loss on the 
Manly lines during the last five years amounted to £42,628. 

The estimates of cost of construction, annual expenditure, and 
annual revenue have not since been revised. 

In August, 1922, the Railway Commissioners were asked to 
turnish an amended Statutory Report on the proposed Narrabeen 
t> Mona Vale Tramway Extension, and in the report, which was 
furnished on 11th November, 1922, it was shown that the proposed 
line commenced at the terminus of the existing line at Narrabeen 
and proceeded via the Narrabeen Lagoon Bridge in a northerly 
direction along Pittwater-road to Mona Vale, a distance of 2 miles 
41 chains. The sharpest curve was of 70 feet radius, and the 
ruling grade 1 in 17. The estimated cost of construction was 
£50,798 ; the annual expenditure, £7,394; annual revenue, £2,500 ; 
and the annual loss, £4,894. 

These figures covered the cost of construction of a single track 
with three crossing loops. 

The present proposal was brought about by a deputation to the 
Minister for Public Works on 3rd August. 1922. An inspection 
of the route showed that there was comparatively little 1es:dential 
traffic to be served by this extension. There were a few dwellings 
within the first mile from Narrabeen, the occupants of which are 
reasonably served by the existing tramway terminating at Narra- 
been, but beyond that point and until Rocklily is reached there is 
practically no population, whilst in the vicinity of Rocklily and 
Mona Vale the settlement is scattered and sparse. It is estimated 
that the population in the vicinity is approximately 2,000. 

The route traversed embraces large areas of suitable building land, 
but the prospects of this being taken up for residential purposes to 
any material extent are remote, and, in consequence, the ordinary 
week-day traffic would be very limited for many years to come. 
The principal revenue would be derived from tourist traffic ab week- 
ends and on holidays. 

A careful check of the traffic passing over the route between 
Manly and Narrabeen on typical days has been made, and frcm these 
figures, in conjunction with a review of the traffic carried to Nara- 
been, and allowing for a reasonable increase which would le 
promoted by a tramway service, it is estimated that the revenue 
would not exceed £2,500 per annum. 

There is very little habitation beyond Mona Vale to N.wport. 
‘There is a small settlement at this place. There is also a settlement 
at Palm Beach, about one mile further on, This place is also used 
principally by week-enders. : 

The Commissioners are of opinion that if the extension were 
agreed to the loss on the Manly lines would become a heavy burden. 
The tramways were first introduced at Manly in 1903, and the. con- 
ditions since then have been as follow :— 

On 14th February, 1903, the Manly line was opened with steam 
traction, and only ran for five months, when the steam trams were 
withdrawn and horse traction substituted, 

On 30th September, 1997, steam traction was reintroduced, 

Daring the period from 1903 t> 1909 trams ran only from the 
Manly Pier to Curl Curl, and each year showed a loss—under both 
steam and horse traction-—varying from £266 to £1,063. 

On 20th Apri!, 1910, the line was extended to Brookvale. and for 
the year ended 30th June, 1910 (ten weeks of which the Jine was 
running to Brookvale), the loss was £2,015. 

On Ist May, 1911, the line was converted to eectr ¢ t action, 
and for the year ended 30th June, 1911 (two months of which 
electric traction was in operation), the loss was £3,321, enl or the 
following year the loss was £5, 36). 

On 8rd August, 1912, the line was extended to Collaroy Beach, 
and the loss ior the year ended 30th June, 19.3, (el2ven months of 
which the line was ranning to Collaroy Beach) amounted to £5,326, 
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On Sth Deeember, 1913, the line was extended to Narrabeen, and 
the loss for the year ended 30th June, 1914, (seven months of which 
the line was running to Narrabeen) amounted to £7,117, and for the 
following year the loss was £13,518. 


There has been a consistent annual loss on the Manly lines, and 
for the last financial year ended 3)th June, 1922, the loss amounted 
to £12,132. The total loss since their inception amounts to 
£107,177. These eae include the Manly-Spit section (opened 
for traffic on 9th Jauuary, 1911) as they are not kept separately. 


SrareMeNT of Annual Losses on the Manly lines from inception 
to last financial year. 














Year. Loss. | Mode of Traction. Extensions. 
£ 
1903 472 Steam | Opened to Curl Curl. 
1904 463 Horse | 
1905 272 s 
1906 266 | : 
1907 512 Horse and Steam / 
1908 1,063 Steam 
1999 1,007 a | 
1910 2,045 . ; Extended to Brookvale. 
1911 3,321 | Steam and Electric | Manly-Spit line opened. 
1912 5,369 Electric Extended to Collaroy 
| Beach. 
1913 5,326 | Ae Iextended to Narrabeen, 
1914 res My i 
1915 13,518 nA | 
1916 8,289 Ss 1 
1917 9,090 | . 
1918 meet | nA 
1919 9,912 ‘5 
1920 8,070 | 3 
1921 10, 666 | i 
1922 13,132 | 3 
Total! 107,177 | 





The indications are clear that the more we spend on 
tramway extension the worse the financial position becomes. 
The population is not there to create revenue. 

3. Chairman.| In your statement there is the following 
paragraph :— 

The Railway Commissioners in their report stated that the work- 

ing of the existing tramways at Manly already resulted in 
considerable annual loss, and that in view of the additional loss 
which would accrue from the construction of the proposed line they 
were unable to recommend its construction. 
In the concluding paragraph of your statement you say 
that the total loss on the Manly lines since their inception 
amounts to £107,177,—which section involves the largest 
amount of loss !—I could not tell you. 

4, What is the distance from the Spit to Manly ?—Three 
miles 16 chains. 

And from Manly to Narrabeen?—Seven miles 62 
chains. 

6. Since the construction of the Spit to Manly tramway 
has there been much development in the way of residential 
settlement due to the construction of the tramway on the 
Spit section /—Yes, particularly on the first section. We 
frequently have to send relief trams to assist the ordinary 
trams. 

7. Does the district through which the remaining portion 
of the line passes not show much development 1—There is 
a good cross-country traffic from North Sydney. It goes 
across in the punt. On that section trate is going up 
rather quickly just now. Land is being built on along the 
second section. 

8. I notice that the total loss on the Manly lines in 1922 
was £13,135 32,—can you say whether any considerable por- 
tion of that loss is due to the alteration in the working 
hours and in the rate of wages !—Yes ; considerable increase 
of expenditure has been caused through the basic wage, 
the 44-hour week, and various awards from time to time. 

9. You are working a 44-hour week now /—Yes. 

10. A considerable proportion of the increased loss would 
be due to the alteration in the hours worked and the rate 
of wages !—Yes., | 

11. Mr. Burke.| Was the horse service at Manly more 
cheaply worked than the steam service ’—Yes, but the 
people would not ride in it, 


Witness—E. J. Doran, 7 December, 1922 


Regarding the increase in wages and the deficit of 
2, ‘did not you raise the fares to compensate for 
that ?— Yes, we did. 

13. The increase in wages would not account for all that 
loss ?— Wages have been reduced week on one 
occasion and 4s. on another occasion. 

14. There is a big difference in the loss shown in 1922 
as against that in 1921. In the former case it was £13,132, 
while in the latter it is £10,666 %—Yes ; 1915 is a typical 
year, when we had a big deficit. The interest bill went 
up to £1,300; repairs and renewals, £2,400 ; electrical, 


12. 
£13,132 
i 


be » 
(s. a vos, 


£1,000; power house, £600; car repairs, £300; traffic 
expenses, £600 ; or a total of £6,200 for those items alone. 


15. There was a big drop 1916; what was the rea- 
son ?—I1 couldn’t give you the reason. 

16. In 1917 the loss increased slightly, yet it dropped 
in 1918?—Yes, there are the electrical, permanent-way, 
and trafic branches of the Tramway Department, and 
I know nothing about the figures until the annual report 
comes out. I deal only with the traffic. 

17. As regards the Mona Vate extension, which line 
would pass through sparsely-populated country ; do you 
know of any alternative scheme which might be more 
advantageous /—No, I do not know of any other scheme. 

18. Is the district round Manly more of a week-end one!— 
Yes, After you leave Manly, Dee Why and Collaroy 
Beach are mostly deserted in winter, exce pt for a few local 
people who live there. 

19. People go there to spend the week end ?—Yes, but 
it depends largely on the weather.- Last year we had 
twenty-five wet week ends. We eae lost. £50,000 last 
ae through wet week ends. 

Cine man.| In spite of the loss on the Manly lines, 
a ne find that the number of passengers carried is in- 
sasing year by year ?<- Yes, but only at irregular periods. 
Ww ith a good fine week end we have all our time taken up 
in shifting the peo ple from Narrabeen or Collaroy. On 
Saturday “afternoons, in fine summer weather, we have 
great ditticulty in carrying the people. Werun a fifteen 
minutes’ service, and in some instances we send two, three, 
and four divisions of trams from Collaroy beach and Dee 
Why. ‘They are for the trippers coming home. 

21. It has been stated that the Salvation Army organisa- 
tion has a large area of land along the route of the proposed 
tramway which they have manifested no disposition to cut 
up for building purposes ;—do you know whether that land 
is on both sides of the tramway ?—-I think it is on the left 
side going down. It is a large area. 

22. T think it is under Jenkin’s Trust ?—Yes. 
accommedation independent of that land. 

23. It would not materially hinder development along 
the tramway ?—No. 

24. You believe that the proposal is not justified at the 

present time ?—That is so. I think there are other more 
important proposals awaiting consideration. 
Mr. Travers.| Do you consider that the Manly trams 
cater more for the week-end tourist trafic than for perma- 
nent residents ?—Yes, more than any trams we have. On 
the Cronulla section there are a jarge number of permanent 
residents, but on this and on the Curl Curl to Freshwater 
routes the people are birds of passage. 

26. The tram line was extended to Narrabeen in Decem- 
ber, 1913 ;—have you noticed since then there has been 
muc 5h permanent settlement along the line{—Yes. At 
both Collaroy and Dee Why there is a fair sprinkling of 

There is any amount of accommoda- 
Dee Why and Collaroy and near the 


There is 


a9 


25. 


permanent residents. 
tion for building at 
surf. 

27. Do you think that the extension of the tram line to 
Narrabeen has been to any extent responsible for the 
ai loss on the whole of the sections ?—I would not 

that. because when we ran a short section to Brookvale 
re 1910 we were then showing a loss of £2,000, and 
expenditure has gone up considerably since then, 

28. Any further extension of the line from es Ree 
would in your opinion add to the existing loss ?—Yes, 
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Witness—E. J. Doran, 7 December, 1922 


When the estimate was got out for 1918 the cost per car 
mile was 17°91, while the cost to-day is 30°93. The cost 
has gone up in all departments. 

29. Looking over some of the official figures in the 
Statesman’s Year Book, 1922, under the heal of State 
Tramways, I notice that in 1921 the gross earnings of the 
tramways were £3,471,738 ; in 1922 they were £3,610,135, 
which is an increase for that year of £138,197. The wri 
ing expenses, which ere interest charges, were in 1921 
£2,94 3,252, while in 1922 they were £3,015,616, which 
shows s an increase for the year of £72,364. The passengers 
carried in 1921 were 337,689,873, and in 1922, 380,938,557, 
showing a decrease in passenger trafic of 6,751,306. I 
want to know how the figures can be reconciled. There 
has been an increase in fares since 1920 to date ?—Yes. 
Our last increase was made in 1920-—from J}d. to 2d., and 
on Sundays from 2d, to 3d. 

30. Your gross earnings show an increase in 1922, and 
your working e expenses show an increase of £72,364, while 
the number of passengers carried was 6,751,306 less than 
the number in 1921 %—The increased fare hes Wy tendency to 
keep people off the cars, and we, unfortunately, bad many 
es id sake 

. Do you think that the competition of the motor 
xe has had any gencral effect on the tramway receipts ? 
—Undoubtedly it has. Some of the *buses compete more 
with the railways than with the tramways. ‘There are 
buses running from the Canterbury railway station to the 
Sydney railway station, and there are others running from 
Ashfield along the Liverpool-road, and from Croydon along 
the Parramatta- road. There is quite a fleet of them. There 
is a direct service from Dover-road, through Bellevue Hill 
and Bondi Junction, and from Waverley through Bondi 
Junction, all of which compete with the trams. There is 
also a line of buses running from William-s'reet to the 
railway, but that line serves direct communication between 
Edgecliffe and the railway station, and runs through 
portions of Darlinghurst not served hy the trams. There 
is a bus service across Pyrmont Bridge, which is also a 
factor in the loss on the trams. 

32. In 1921 your net return was 593, while in 1922 it 
was 6:40 ?--That includes all trams. 

33. If figures relating to the Neweastle and Broken Hill 
trams were got out would the returns be more appreciable ? 
—The Newcastle figures show a loss last year of £73,743, 
while the year before the loss was £48 401, but that is due 
in a great measure to depression at New castle and to bus 
competition. 

34, What about Broken Hill?—They are suffering 
similarly in regard to industrial matters, Last year trams 
there lost £17,000, the year before £22,000, and the year 
before that £15,000. On the Maitland trams the less was 
£3,300 last year, £3,000 the year previously, and £7,340 
the year before that. 

35. Do the Manly trams suffer from active competition 
by the buses —No; not very active. 

36. I take it generally that, in your opinion, any further 
extension of the Manly tram ‘Tines would only add to the 
e xisting loss ’—Yes 

537. Do you sce any means of overcoming the difficulty ¢ 
—I might refer you to some evidence given in the inquiry 
respecting the proposed tramway to Prosh Water: T can see 
some relief by the introduction of a different class of car, 
known as the one-man ear, ‘That is a big factor in turning 
a deficit into a gain. IJ saw those cars in operation in the 
United States. They turned a money-losing concern into 
a& paying proposition. 

38. Are they applicable to the Manly line?—Yes, to any 
line that has a poor winter service, Jong sections could be 
worked by these small ears. 

B9: What advantage has this type of car over the existing 
car ?—It is equipped with the latest safety appliances. It 
is fool-proof. Its operations are controlled by one man—a 
driver who cannot start the tram until the dare are shut, 
Passengers cannot get out until the doors are opened, and 
the doors do not open until the tram stops. They seat any- 
thing from thirtyctwo to fifty passengers, and their operating 


costs are cheap. A journal I have here shows the gasolene 
bus, the trackless trolley, and one man tramear. The 
gasolene bus runs out at 52 cents. per bus-mile, which is 
equivalent to Is. dd. The trackless trolley runs out at 
19-63, which is cheaper than the gasolene bus. The safety- 
car is cheaper still, being 19-38 cents. 

40. Where did you see the safety-car in operation ?—In 
Kansas City and near Chicago, where they had a large car, 
Their cars are heavier than ours, running into 28 tens. 
Ours go to 17} tons, They were governed by a municipal 
franchise, and they could not increase their fares without 
the permission of the municipal council. For a long time 
they could get no relief in the way of increased fares, with 
the result that small buse *s, which are really glorified Ford 
cars, to seat eight or ten, were put on. They had 150 
running jn the city, and the trams were going to be taken 
off. The council agreed to give them a small one-man car, 
and when I was there they were in full operation. They 
worked well. Of course these cars would be unsuitable in 
dlizabeth-street, George-street, or Pitt-street, but for a line 
such as that before the Committee to-day they would be 
admirable. 

41. Are they single cars 7—Yes. 

42. Could you apply them with advantage during the 
busy season at Manly —We could apply them for short- 
distance traffic to relieve the trams. ‘Iheir cost of opera- 
tion is much less. Our operative cost is 1s. 114d. per 
mile. This safety car costs about 10d. per mile. The 
driver is paid an enhanced wage for the extra work he 
does in collecting the fares. 

43. Did you make a report on those cars to the Railway 
Commissioners ?— Yes. 

44. Do they look on them with any degree of favour ?-— 
I feel sure the Commissioners are favourable to them being 
run somewhere here. 

45. The Under-Secretary for Public Works, when before 
the Committee yesterday, stated that the Secretary for 
Public Works, Mr. Ball, would be pleased if the Com- 
mittee, in inv estigating these tramway proposals, inquired 
regarding the advantage to be gained by the use of motor- 
buses in certain districts as against the trams. Do you 
consider that the safety car would be a better proposition 
for the Government to take up rather than the motor 
bus?—Yes, I do, provided they are run on tracks away 
from the main lines. As far as I can ascertain, the ves 
majority of the motor buses in Sydney are owned and run 
by individuals. Ti at is particularly so at Newcastle. The 
individual has no a to his hours of woik, cr to the 
nature cf his werk. t Newcastle you see beotless boys 
and boy s in knicke ‘dik ers collecting fares on the ’buscs, 
and at other times you can sce a irl, probably a member of 
the family who owns the bus, collecting fares. Jf ie pre- 
prietor starts works at 8 o’clock in the morning and 

finishes at night after the theatre he has a hard Cay’s 
work. If the award rates applied to them, as they do to 
us, they could not do that. It would really mean havirg 
five men to a bus under our present conditions. With the 
one-man car it is a different proposition. The car is not 
cheap. It would probably be nearly as expensive as our 
own cars. But it is a very light car, and is, therefore, 
cheaper in consumption of power, in wear and tear, and in 
platform charges. It would consequently be a cheaper car 
altogether. At Arncliffe, which is only a small place, we 
are losing on an average £3,000 a ycar: The one-man car 
running there at frequent intervals would be of more 
service to the people. 

46. When you gave evidence in the inquiry respecting 
the proposed tramway from Curl Curl to Freshwater, in 
ebruary of this year, I put this question to you:— 

Speaking generaliy branch lines do not contribute as well, mile 
for mile, as the main lines?» 

You replied :— 


No. 1f you take the whole of the branch lines from Sydney and 
suburbs, those conne ching with the railway line, with the exception 
of Brighton- Le-Sands, and Cronulla lines, are failures. The Parra- 
matta, Ashfield-Burw ‘ood, Arncliffe, and Sans Souci Jincs ‘are all 
failaxes. 
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(7. If the safety car were used on most of thee branch 
lines would it materially affect the revenue of the depart- 
ment ?--Undoubtedly. 

18, Suppo-ing it were app! Ned to Manly, do yon think the 
returns would be more appreciable !—Yes, I think so. It 
we had direct communication between Ryde and North 
Sydney the transport arrangements would be facilitated, 

49. Do you believe that the safety car is a suitable pro- 
position for certain lines !—Yes, ] lt means a more 
frequent service at less cost. 

00. Mr. Drummond.| Can you give the Committee a 
general idea as to where the heaviest loss falls. In 1911] 
the Manly-Spit line was opened to trafic, and immediately 
afterwards there was a fairly big rise in the loss shown. 
That, of course, was prior to the war and to the increase in 
costs. It is, therefore, assumed that there were certain 
local reasons. It has a bearing on the construction of the 
tramway from Narrabeen or to Freshwater. If the loss 


do. 


showed most heavily on one line it would have some 
bearing on the question of extension!-—Yes. But we 


do not keep figures for the sections. 

51, Can you state whether the line from Manly to the 
Spit shows the heaviest loss on the whole of the sections, 
or whether the greater loss is on the ocean beach line ?— 
No. After the opening of a new line there is always a loss 
for some time. 

It seemed to me while travelling along the route 
that there was a big stretch of uns settled country on the 
Manly-Spit line ?—Yes. But we have the advantage of the 
North Sydney people who come across in the punt, which 
compensates for the loss of population in that locality. IT 


will see if I can get some figures that will assist the 
Committee, 
53. Mr. Burke.| Regarding the computation of the 


loss on particular sections, do not you keep records of the 
tickets sold on the first, second, and third sections ?—Yes, 
but not the amounts. 


FRIDAY, 


5 


Witnesses -- 


22 DECEMBER, 


F. J. Doran, 22 December, 1922. 
Dt What was the surplus last year on the tramways 


generally?-—The net gain was £127, 191, including interest. 


7 December, and J. T. Hewitt, 


5D. It is understood that every line cannot pay when it 
is cmstructed. If we expected all tramways to pay at the 
start we should never open up our country ?-—'That is so. 


The losses on the tramways last year were as follow :— 


North Shore, £22,770; Manly ; £135,000; Ashtield—Mort- 
lake, £7,800; Sans Souci, ry 0) - : Baulkham Hills, 
£3,900 ; Arnecliffe, £5,167 ee sf 1.422; New- 
castle, £73,743; Maitland, £4,311; and hak ba Hill, 
£17,102. ‘That is a total loss of £114,625 as against a gain 
of £284,000 in the city and suburbs. 

56. How is the driver of the safety car able to collect 


the fares !—He does so as the passengers go in or go out. 
57. How would he know what distance they travelled ?— 
They have various methods of checking. On the American 
trams it is generally a flat rate. It used to be 5 cents. 1 
think it is 10 cents. now. Where they have two sections 
& passenger would get a card coloured white or pink as he 


went in; the one colour denoting one section, and the 
other the second section. In other cases they limit the 
cars to one section only. By the card system the driver 


knows what distance the passenger travels. 
58. Would he collect the tickets as they got out /—Yes. 
59. He would be kept very busy 1—-No, I do not think 

I saw over sixty in a car in Kansas City. 

60, Such a car would not be suitable in a congested 
area !—No. ‘They have wonderful safety appliances. 

61. I presume you would only use the safety car in out- 
lying districts where the traflic was not congested !—Yes. 
It would be useful in winter on the Sutherland line, 
sections of the Manly lines, the Lady Robinson’s Beach 
line, and at Arncliffe, Vest Maitland, and even Broken 
Hill. It could also be used with advantage on the 
Waverley extension, on the Kyde line, from Springvale to 
Botany, and to Woolloomooloo, 


so. 


1922. 


resent :— 
The Hon. W. T. DIC K (CHairMay). 


The 
m 
the 


Hon. Joun TRAVERS. 
Hon. Ropert Manony 


Esa, 


Francis MicHari Burke, 
Brian JAMES Dos, Esa. 


Davin Henry DrummMonp, Esa. 
The Committee proceeded to further consider the expediency of constructing a line of Tramway from 
Narrabeen to Mona Vale. 


Councillor John Thomas Hewitt, Mona Vale, sworn, and 


examined :— 

62. Chairman.| What reasons are you prepared to urge 
in favour of the construction of the proposed tramway 
from Narrabeen to Mona Vale?-—I have resided in the 
district for twenty-two years, and I wish to say that each 
Minister for Public Works has either promised or ex- 
pressed himself in favour of this tramway. 

33. Or of an inquiry into the proposed tramway ?—The 
oe Mr. E. W. O’Sullivan was in favour of building this 
tramway in preference to the Spit or any other tramway, 
and other Ministers held the same opinion as: he did. 
Councillor Quirk stated—-and to the best of my knowledge 
liis statement is correct—that the eapital value of the land 
within the shire had increased by over 300 per cent. in ten 
years. 

64. What are the limits of the shire?—The shire extends 
from Manly to Barrenjoey, and since Mr. O’Sullivan pro- 
mised the tramway the number of electors on the shire’s 
books has increased by 250 per cent. 

Are not those electors included in Manly ?—Yes, but 
the fact is that there has been ao big’ increase in their 
number. 

66. Do you wish the Committee to believe that the 
number of electors has increased uniformiy throughout 
the whole of the shire, and that where there were ten 





‘ Vale—is 


before there are thirty-five now?—Yes, the increase 
throughout the shire has been proportionate. There has 
not been such a large increase in A Riding, which ex- 
tends from Narrabeen to Barrenjoey, as in Ridings B and 

but the increase in A Riding in ten years would be 
from 50 to 75 per cent. 


67. The estimated annual expenditure on the ~proposed 


extension from Narrabeen to Newport was £11,606, the 
annual revenue £5,000, and the annual loss £6,606. The 


estimated annual ex mentitare on the line now before the 
Committee—that is, the line from Narrabeen to Mona 
£7,394, the annual revenue £2,500, and the 
annual loss £4,894. Can you suggest any way in which 
that loss is likely to be made up?—The Warringah Shire 
Council earried a resolution to guarantee up to £1,500 a 
year towards the cost of the working of the proposed line 
if it were constructed. That £1,500 was to be obtained 


by striking a special rate on the area within a radius of 
a mile of the tramway. I can hardly see how the loss 
on the proposed line could reach £4,894 a year, for the 


esitimates of the Railway Com- 
have not always worked out.in practice. In 
connection with the extension to Narrabeen they were out 
in their estimate of the traffic. As a matter of fact, the 
trafic on that section exceeded their anticipations by 200 
x 800 per and we are satisfied that if the tramway 


simple reason that the 
missioners 


t 
Cent., 


825 











eee ee Fe 







-_ 






ag 


= 


i 
i 

















a 




















Pe ee. 
a 


- 


~ 
- 


a A SL, 


~~ 





~— 


~ 










> 


—— 


~ 


en ae 
ane et 
















28 eee 





- ——— 
= 


= 





Witness—J. T. Hewitt, 22 December, 1922. 


is extended from Narrabeen to Mona Vale it will open 
up a lot of country and bring in a revenue far exceeding 
anything that the Railway Commissioners can possibly 
estimate. The person who casually travels over the route 
cannot see the prospects of this tramway in the same 
light as thoce who live in and know the district which 
would ke served. The tramway as far as Narrabeen 
serves a strip of country which is only a mile in width, 
whereas towards Mona Vale it would serve a district with 
a radius of probably 10 miles. At Mona Vale roads con- 
verge from all parts of A Riding. The Gordon-road 
comes through there, and along it there is a fairly thick 
population, the bulk of which is engaged in agricultural 
pursuits. Then there are the Warriewood and Rock- 
lily estates. As a matter of fact, the greater part of 
Mona Vale is a producing district, and is fairly thickly 
populated. The Bayview and Church Point districts 
likewise carry a fairly good population, and all the people 
residing at those places travel over the route of the pro- 
pesed tramway. There is no other way of getting to 
Sydney. On the Newport side there is Newport proper 
and Newport beach, and beyond that are Avalon, Careel, 
Clareville, Whale, and Palm Beaches. Although recently 
opened up, these districts contain a fair population at the 
present time. Most of the people who own land there 
have bought it with the intention of settling at one or 
other of these places. Land has inereased in value 
throughout the district. About eighteen months ago I 
offered a block of land for £275, and within twelve months 
I received £515 for it. This shows that people are not 
buying land for speculative purposes, but. to build on. I 
was police constable in charge of the district for about 
fourteen years, and I know that during that time hun- 
dreds, and probably thousands, of people bought land with 
the intention of building their homes on it, but owing 
to the absence of means of transit they re-sold. At holi- 
day times I have known the traffic to be held up until 
half an hour after midnight. At the present time we 
have two of the finest motor bus services in New South 
Wales, but even then the public is not catered for. It is 
impossible for the buses to handle the traffic at the 
present time. I live on the edge of the road, and at week- 
ends and on holidays there is a regular procession of 
vehicles. I am perfectly satisfied that if the proposed 
tramway were constructed, if it did not pay at once, it 
would very nearly pay, and it would not be long before 
it did pay. When the Council passed the resolution 
offering to guarantee £1,500 a year to meet the loss on the 
tramway, it took into consideration the fact that a saving 
would be effected because the roads would not be sub- 
jected to so much wear and tear owing to the heavy 
trafic that now passes over them. 

68. If the tramway were constructed would the motor- 
*buses cease running?—--They would have to start from 
the terminus of the proposed tramway and run further 
on. As a matter of fact, they have applied for a license 
to run right through to Palm Beach, and that would take 
them off the route of the proposed line. 

69. Has that been the experience between Manly and 
Queenscliffe?—There is no tramway to Queenscliffe, but 
it has been the experience between Manly and Narrabeen. 
We do not allow any motor-’buses to run between Narra- 
been and Manly. The motor-’buses serve Freshwater, be- 
eause there is no tramway linking up that place with the 
main line. 

70. Do not motor buses run _ oceasionally between 
Manly and Narrabeen ?—Only on Monday mornings. 

71. If the proposed tramway is constructed, in what 
portion of the district to be served do you expect to see 
the greatest increase in settlement?—Right along the 
route. After leaving Narrabeen the proposed line passes 
through a lot of low-lying ground, but beyond that the 
Salvation Army, which owns an estate of about 274 acres, 
has surveyed it with the object of cutting it up. This 
Jand lies between Narrabeen and Rocklily, and is splendid 
for residential purposes, 





72. Is not a good deal of that land oeeupied by institu- 
tions conducted by the Salvation Army?—No. There was 
a homestead on the estate for a time, but it has been 
pulled down and taken away. There is nobody living on 
the estate now. 

73. You think a good deal of the land along the route 
of the proposed tramway is suitable for settlement, and 
that the tramway, if constructed, is likely to attract popu- 
lation ?—I have no hesitatiom in saying that from Narra- 
been to Mona Vale there would be a very heavy settle- 
ment within a radius of 2 miles of the tramway. 

74. Have you noticed the effect of the extension of the 
tramway to Narrabeen’—The district has grown by leaps 
and bounds. Two or three years prior to the extension of 
the tramway I collected the roll at Narrabeen. There 
were about seventy-eight electors then, but to-day there 
are from 600 to 700. 

75. Giving evidence before the Committee in November 
last the Under Secretary for Public Works. said: 

There are a few dwellings within the first mile from Narra- 

been, but beyond that point, and until Rocklily is reached, 
there is practically no population, whilst in the vicinity of 
Rocklily and Mona Vale the settlement is scattered and 
sparse, 
What have you to say to that?-~—-No reference is made to 
Warriewood, which is an estate lying between Narrabeen 
and Mona Vale. The first place reterred to is Green 
liills, where there is a fair settlement. Warriewood 
adjoins Green Hills and has a bigger settlement of bona- 
jide farmers and market gardeners. 

76. How far are they from the proposed tramway ?-- 
From a- quarter of a mile to about 1} miles, 

77. What class of farming is carried on there?—Prin- 
cipally fruit and vegetable growing and poultry farming. 

78. But the tramway would not carry that clacs of 
freight 7—Not unless special provision was made to carry 
rE 
79. Do you know that the estimate] reveiue of £2,506 
a year is based on an hourly service on ordinary days?— 
I think that estimate is very low. JI'rom my knowledge 
of the district, and the number of people who intend to 
build there, I am satisfied that the estimated revenue 
would be very much increased within twelve months. 

80. With respect to the guarantee of £1,500 a year, did 
the Warringah Shire Council give that guarantee to the 
Railway Commissioners after consultation with the rate- 
payers who were to be taxed ?—The resolution was carried 
at a publie meeting, but if the ratepayers demanded a 
poll it would have to be taken. I do not think they would 
turn the proposal down. 

81. Mr. Mahony.| The country lying between Narrabeen 
Lakes and Green Hills is low lying, is it not?—Yes. A 
mile from the Narrabeen terminus is swampy ground. 

82. Where do you meet thea next settlement beyond 
Green Hills?—At Warriewood. 

83. How far is Warriewood from the proposed line ?— 
About a mile to the furthest point. There is a fairly good 
settlement along Macpherson-street and Warriewood-road. 

84. If you will look at the wall map you will see the 
route of the proposed electric line to Pittwater. Would 
not a railway suit, a producing district better than a 
tramway ’?—It would not. The railway would be 14 miles 
from the coast, and the settlement at Warriewood lies 
between the proposed tramway and the proposed electric 
railway. There is room for development on the eastern 
side of the proposed tramway, and, as I said, the estate 
held by the Salvation Army is ready for subdiviston. 
There is a very fair population about Mona Vale. I might 
mention that there is a very fine swimming basin ex- 
eavated out of a big flat rock at Mona Vale. It was 
excavated about 10 years ago, but the shire council has 
enlarged its dimensions to 100 feet by 60 feet, and the 
depth of water varies from 3 feet 6 inches to 6 feet. It is 
very popular on Sundays, and on holidays it is congested. 
The Black Swamp is situated to the east of Rocklily, 
and the shire engineer has reported with regard to its 
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Witnesses—J. T. Hewitt and G. W. Hitchcock, 22 December, 1922. 


drainage. ILfowever, we are not prepared to go on with 
that work until we have had the advice of the engincers 
of the Publie Works Department in consultation with our 
own engineer. When that area is drained from 40 to 50 
acres will be available for a recreation reserve which will 
induce people to use the proposed tramway, if built. 

85. Mr. Doe.| Does that area belong to the shire?— 
Yes, the Government handed it over to the shire. 

86. Is there much population between Mona Vale and 
Newport ?—There is. 

87. How do those people reach the existing tramway 
now /—By motor bus. 


88. If the proposed tramway were constructed would 


land values increase considerably in the distriet?—I am 
satisfied that they would increase by over 100 per cent. 
89. Do you not think that a tramway 103 miles in 


length is too long to give a satisfactory service?—It 1s 
better than nothing. 

90. Is the land alone the proposed route held in large 
areas ?—There are only a few large areas. The largest 1s 
held by the Salvation Army. The land the old 
powder works has been subdivided and a portion of it sold; 
that part of the district is now known as Ingleside. 

91. Would not Ingleside be too far from the tramway 
to derive any benefit from its construction?’—I do not 
think so. It is about 14 miles from Ingleside to the pro- 
posed tramway, and if constructed would attract traffic 
from that direction. 

92. Hlow do the people living there get to the existing 
tramway now ?—They either walk or drive. 

93. If the proposed tramway were constructed have you 
any idea as to the probable increase of population within 
the next five years?—I think that the population would 
be inereased by over 500 per cent. 

94. Is land which has been subdivided by the Salvation 
Army cut up into building allotments?’—Practically all 
of it has been cut up into building allotments, and I was 
told by Mr. Tindall, who looks after the property of the 
Salvation Army, that he expects it to bring up to £10 a 
foot. 

95. Mr. Drummond.| How long does it take to get from 
Narrabeen to the city ?—About 80 minutes. 

96. I notice from the figures which have been placed 
before the Committee there has been a progressive loss 
ou the Manly lines since their inception. In 1910 the 
Manly line was extended to Brookvaic, and there was a 
loss of £2,045 for that year. In 1912 the line was ex- 
tended to Collaroy beach, and the loss for the year ended 
30th June, 1913, amounted to £5,326. In 1913 the tram- 
way was extended to Narrabeen, and the loss for the year 
ended 30th June, 1914, amounted te £7,117, and for the 
following year the loss was £13,518. This shows that 
there has been a consistent annual loss on the Manly 
lines?—Those figures include The Spit line, and we have 
always tried to have the Narrabeen line separated from 
The Spit line. We know from the traffie carried on the 
Narrabeen line on Sundays and holidays that it prac- 
tically pays. The Narrabeen line is carrying The Spit 
line. 

97. How do you know that?—We believe that it is so 
from the trafic which we see carried on the Narrabeen 
line. At times the Narrabeen trams are hardly able to 
cope with the traffic, and we do not see very many pas- 
sengers carried on The Spit line. 

98. Mr. Doran, the Tramway Traffic Manager, giving 
evidence before the Committee, stated that the Depart- 
ment was unable to give separate figures for each section 
of the Manly lines. I asked him if he could definitely 
state on which section the largest loss was incurred, and 
the only opinion he expressed was that from the Railway 
Commissioners’ point of view the traffic on the Manly- 
Spit line was increasing most?’—Ile was not giving us 
fair play when he said that. 

99. But you have no figures to support your conten- 
tion /—No, 


near 





100. Mr. Doran estimates that the annual loss on the 
proposed tramway from Narrabeen to Mona Vale wou!d 
be £4,894. Can you produce any figures to show that he 
has over-estimated the loss?—I cannot, but I am rather 
astounded that the estimated loss is so high. I do not 
think that the figures can be correct. The extension of 
the tramway to Brookvale could not possibly pay for the 
simple reason that it led nowhere, but the traffic increased 
when it was extended to Collaroy and Narrabeen. If the 
line is extended from Narrabeen to Mona Vale there will 
be greater inducements to the public to travel, because 
Pittwater, which is one of the finest sheets of water in 
New South Wales, will be within easy reach of the ter- 
minus. It is only 14 miles from the proposed terminus to 
the Government Wharf at Pittwater. On the point 
opposite the Government Wharf the Sydney Yacht Club 
lias purchased an area of land for the establishment of its 
headquarters. There are a number of boatsheds at New- 
port, and at the Government wharf there are two public 
Loatsheds. ‘The proposed tramway, if built, will bring the 
people within measurable distance of one of the greatest 
fiching and aquatic resorts on the coast. There are fine 
beaches at Mona Vale and further on. 

101. Do you not think that the principal factor that 
makes tramways pay is permanent settlement ?—I do not 
cezree with you. The Port Jackson Steamship Company 
did not wait until Manly was settled before it ran its 
steamers. If the proposed tramway is built, I think that 
the settlement ketween Narrabeen and Mona Vale will be 
equal to the settlement between Manly and Narrabeen. 

102. Do you not think that the reason for the pro- 
gressive los shown on the Manly lines is due to the fact 
that the further we get away from the city the less the 
prospect of permanent residence ?—I do not think so. 

103. What proportion of the people living at Narrabeen 
are permanent residents?—I do not know. 





Councillor George William Hitchcock, Palm Beach, 

sworn and examined :— 

104. Mr. Travers.| Do you wish to make a statement 
with respect to this proposal?—I have heard Councillor 
Hewett’s evidence, and I cannot add very much to what 
he has said. There are, however, some statistics I would 
like to place before the Committee. They deal with the 
unimproved values in A Riding of the Warringah Shire, 
which is the portion of the shire that would be served by 
the extension of the tramway from Narrabeen to Mona 


Vale. In 1920 the unimproved capital value was £370,682 ; 
in 1921 it was £429,702; in 1922 it had increased to 


£616,465; and for 1923 it is estimated for rating purposes 
et £691,413. The number of in 1920 was 
5.250: in 1921 it was 5,809; in 1922 it increased to 6,226; 
and it is estimated that there will be 6.993 assessments in 
1923. These figures show the development that has taken 


assessments 


place within A Riding without the tramway, and I am 
confident that if the line were extended from Narrabeen 


to Mona Vale, as proposed, there would be a good deal 
more settlement, especially at the Newport and Palm 
Beach end. Personally, I am in favour of the extension 
of the tramway to Newport. 

105. You have heard the evidence of Councillor Hewett. 
In the main, do you agree with what he has said¢—l do. 

106. How long have you resided in the district /—I have 
lived at Palm Beach for about nine years. 

107. From your knowledge of the district which would 
be served by the proposed tramway would you say that, 
‘+f constructed, it would show as good results as the exist- 
ing line 2} miles back from Narrabeen terminus towards 
Manly ?—I believe it would. Moreover, if we had through 
trams people who now take motor-cars at Manly would 
use the tramway. Dozens of residents and visitors have 
told me that if they could get a through tram they would 
take it in preference to the cars or coaches, 
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Witnesses —G. W. Hitchcock, 22 December, 1922, and A, C, Morris, 2 January, 1923, 

108. If you will refer to the wall map you will notice western side of the proposed tramway. ‘There is a fair 
that for the first mile there is very little room for settle- »ttlement along the Powder Works road towards Ingle- 
ment on the eastern side of the proposed tramway?—Yes. cide. 

109. Is most of that area fairly well served by the exist- 110. Generally speaking, you are in favour of the con- 


ing line?—Most of the permanent settlement is on the struction of the proposed tramway ?—Yes. 








TUESDAY, 2 JANUARY, 1923. 


Present, — 
The Hon. W. T. DICK (CHairman). 


The Hon. Joun Travers. 
ihe Hon. Ropert Manony, 


Francis MicnaAret Burke, Ese, 
Brian JAMES Dor, Esa. 


Davin Henry DruMmMonp, Esa. 


The Committee proceeded to further consider the expediency of constructing a line of Tramway from Narrabeen 
to Mona Vale, 


Armine Cecil Morris, builder and contractor, Park-street, 
Mona Vale, sworn and examined :— 


111. Chairman.| What experience have you of the dis- 
trict which would be served by ‘the proposed tramway ?— 
Over twenty years. I have prepared the following state- 
ment :— 

I would like to particularly stress the fact that the War- 
ringah Shire Council would be prepared, if necessary, to 
guarantee a sum of £1,500 per year towards the estimated 
Joss on this line. This guarantee would be collected from 
property-owners having land within a mile radius of the 
proposed tram, and should, in my opinion, be sufficient proof 
that the time has arrived to make an early start with this 
work, and should convince you that we are very much in 
earnest over this matter. This tramline, if constructed, 
would serve a very large district beyond Mona Vale, Nothing 
in the way of extra trams or staff would be required to work 
the Mona Vale extension. If we are not provided with cheap 
means of transit, the trend of population must ever be 
towards the already overcrowded city. 

112. Chairman.| Have you anything further to say ?— 
I went to that district thinking the tramway would be 
built in a few years. .The Government is very anxious to 
get people out of the suburbs, but if we comparatively 
young fellows cannot get proper means of transit we must 
get back into the city. We are doing a certain amount of 
pioneering work, and are entitled to cheaper transit. It 
cost me 2s. to come in this morning, and I-had to wait 
from 7 o’clock to a quarter to 9 to get a motor bus. I 
admit this is holiday time, but generally we do not get 
a fair deal. If the tram were built it would very nearly 
pay in a few years, and meantime I do not think the loss 
would be great. J am not a big ‘property-owner, having 
only 2 or 3 acres of land, which will not benefit to any 
great extent as the result of the tram. 

113. Have you noticed any marked inerease in the 
number of passengers carried to the existing terminus 
within recent years’—That has not concerned me, but a 
friend counted 100 motor-cars in forty minutes on Sunday 
last passing Mona Vale. 

114. We have a table here showing the financial results 
of the Manly lines. In 1903 the tram was extended from 
Manly to Narrabeen, and the total loss since then on the 
whole Manly system has been £107,271?7—I do not know 
why there should be such a loss. 

115. Has the extension of the tram to Narrabeen re- 
zulted in an increase in the permanent residents at Narra- 
been since 1903 %—Most certainly. When we were agitat- 
ing for that line there were only as many permanent 
residents in Narrabeen as there now are at Mona Vale. 
To-day Narrabeen is quite a suburb. 

116. What attractions does Mona Vale offer for per- 
manent residents? It is a tourist place, and there is 
plenty of scope for poultry-farming. Jt is too far from 
market for market gardening. There is plenty of cheap 
land available for poultry-farming. Apart from the in- 
dustrial aspect it is a most beautiful tourist resort. There 


is the surf, swimming pools, beautiful walks, and fishing. 


Pittwater is easily accessible ffom the Mona Vale ter- 
minus. The tram would serve the whole of the Pittwater 
district. The Newport people would not ask for a further 
tramway extension, but would be satisfied with a motor 
bus service from a tram terminus. One of the reasons 
why the Narrabeen tram does not pay as it should is that 
the people go right through in motor buses. 

117. Is not that only at holiday time?—Mostly, but on 
Mondays the trams have to compete with the motor buses, 
which run people through from Newport and Bayview to 
Manly. At present a passenger pays 6d. in the boat to 
Manly and 6d. in the tram to Narrabeen, and then to 
continue on in the motor bus he pays 1s. during the day 
and 1s. 6d. at night, which is altogether too much. 

118. Does Mona Vale offer as much or more attraction 
than Narrabeen to prospective permanent residents? 
More. I have many friends living at Narrabeen who 
would live at Mona Vale if the tram went that far. 

119. Do you oceupy a position in the Shire Coune!] ?— 
No. I own 3 acres of land the value of which will 
not be affected to any extent by the proposed tramway, 
but as a taxpayer I shall have to pay my share towards 
the £1,500 guarantee. The Salvation Army owns a lot 
of land along the route. It is now locked up, but it will 
be opened if the tramway is built. It is the eream of the 
district. The locking up of that land has been a great 
drawback to the district. If this tramway is built there 
vill not be any clamour to have it further extended. There 
is a very fine aceommodation-house, La Corniche, at Mona 
Vale, on which about £30,000 has been spent. It is not 
doing the business it should because of the absence of a 
tram to Mona Vale. 

120. Mr. Mahony.| -Does the district lend itself to any- 
thine else but for tourists and poultry farms?’—I would 
not like to insist upon its being a poultry-farming dis- 
trict. J think it is purely a tourist district. 

121. Do you think it would pay to run a line which 
would be 10 miles 42 chains from Manly purely for tourist 
purposes ’—It would be only 24 miles from the present 
terminus, and the extension would complete the whole 
line. The tram at present stops far short of giving access 
to the real beauty spots of the shire. 

122. Tourists who are hkely to patronise places sueh 
as La Corniche usually travel in motor-cars?—Not neces- 
sarily. I have travelled in the Pittwater motor bus with 
the manager of La Corniche, It is not an expensive place 
The tariff is not high. I think meals are 4s, 6d. 

123. Persons living or working in Manly would find it a 
long run by tram? —Not much longer than to La Perouse, 
which is very largely patronised. I think the line would 
pay as a tourist proposition. You have also to remember 
that the trams are to serve the convenience of the people. 

124. But do you think the. Government should throw 
away £107,000 of the people’s money /—If you earefully 
studied the district I think you would agree that it is a 
much-needed extension. 
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125. Mr. Burke.] When you said the population of the 
Mona Vale district would increase if the tram were built 
you also said it would draw population from Narrabeen. 
That would not do much to make the tramway pay ?—It 
would mean the additional fare to Mona Vale, At present 
the trams and the staffs are idle for 20 minutes at Narra- 
been, so that it would cost no more in that direction to 
run the tram on to Mona Vale. 

126. Do you think the extension would attract perma- 
nent residents from the city?—The majority of the tour- 
ists who use that line would go to the terminus. If you 
got a tourist population you would certainly get a per- 
manent population. There would have to be boarding- 
houses and other accommodation. Seven years ago Colla- 
roy was nothing. To-day it is thickly populated. 

127. Has Mona Vale grown in the last five years ?—No, 
because we have had no tram, yet at present the tourist 
traffic is very large. 

128. Mr. Doe.| How much per acre is the poultry- 
farming land of which you spoke?—Between £100 and 
£200. There is a good deal of it, and there will be more 
when the Gordon-Narrabeen railway is built. 

129, Does the Shire Council offer to continue its guaran- 
tee until the line pays?—I am not on the Council, but I 
think that is the intention. 

130. Might not the motor-buses so increase their com- 
petition with the tram as to render the tram for All time 
an unpayable proposition ?—There is absolutely no chance 
of the people preferring the motor buses. They charge 1s. 
for the 24 miles. Surely the trams could charge much 
less and make it pay, although personally I would rather 
pay the tram 1s. for the extra convenience. You cannot 
get a seat in the motor buses at holiday times, and they 
do not run to a fixed time-table. 

131. 1 suppose the value of the Salvation Army land 
would be greatly increased if the tram were constructed ?— 
Quite so, but the Army would pay its share of the guar- 
antee, 

132. Do you not think a betterment tax would be better 
than a guarantee’—Very likely. We are willing to help in 
every way to make up the loss. 





Ellison Wentworth Quirk, Pittwater-road, Manly, member 
of the Manly Council, sworn and examined :— 

133. Chairman.| You desire to state your view with 
regard to this proposal?—The tramway would be a tram- 
way not to Mona Vale only. This line differs from many 
railways inasmuch as it would carry passengers bound for 
Mona Vale, Bayview, Newport, Palm Beach, and the whole 
of Pittwater. There is no other way for passengers to get 
to those resorts except via Mona Vale. It is not possible 
for the motor buses to suecesstully compete with a tram- 
way, nor would they try to. When the tram finished at 
Brookvale the buses ran from there to the outer districts. 
When the tram was carried ito Collaroy the buses plied 
from there only, and when the tram was extended to Narra- 
been the bus termints was fixed at Narrabeen. The Coun- 
etl controls the heensing of public vehicles in the dis- 
trict, and it has never licensed 2 vehicle to run in com- 
petition with the trams, although it is true some wun- 
licensed buses run into Manhy on Monday morning. The 
Council winked at that, because it is desirous to get busi- 
ness men into the district to assist us to get the Railway 
Commissioners to give us a through tram from Manly: 
According to the Commissioners nothing of the kind can 
be done, although it is done on almost every suburban rail- 
way. They will not give us season tickets or help us in 
any way. ‘The motor buses would feed the trams. During 
the holidays there have been sufticicut buses to move four 
. tramloads of passetigers each trip. Last night passengers 
were densely packed in the motor buses. I think you will 
find the tram to Narrabeen has made a record this year. 
The argument that the tram will not pay is based on 
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Witnesses~-A. C. Morvis and FE. W. Quirk, 2 January, 1923, 


data supplied from the same official sources which sup- 
pled the figures in connection with the extension of the 
tram to Narrabeen. We do not say those figures are wil- 
fully meant to mislead, but if the Railway Commissioners’ 
figures in connection with the Spit to Manly tram had 
been taken at their face value that line might not have 
been built. It was estimated that the maintenance. in- 
terest, and running expenses would be £3,262 and the 
revenue £1,460, showing a loss of £1,802. That was an 
extraordinary statement, because it meant that the Spit 
tram would carry only about 100,000 passengers per year. 
The experts said there were no houses between the Spit 
and Manly. As a matter of fact, that line carries 800,000 
passengers per year, two-thirds of whom are adults and 
one-third children—practically seven times greater than 
the estimate. During the first twelve months the Railway 
Commissioners did not increase the number of trips, yet 
instead of taking only £1,460 they took £8,000. Still the 
line is said to show a loss, Mr. W. J. Hanna, the then 
Under-Secretary for Public Works, said he agreed with 
the Commissioners that the tram would not take more than 
£4 a day. We submit that such experts overlook the enor- 
mous possible progress of seaside resorts when conveni- 
ence of transport is given. The Shire Clerk this morning 
told me that the number of sanitary services per day at 
Dee Why, Narrabeen, and Collaroy is at present 1,300, 
whereas five years ago it was 100. There were only two 
houses at Dee Why before the tram was built. We know 
that many railways built of recent years do not pay. That 
cannot go on, but we say that this extension must pay. 
Between Brookvale and Narrabeen the Salvation Army 
owns 4 miles of coastline and 5 miles of land along the 
main road. It gets the whole of the unearned increment 
and pays nothing towards the loss on the present tramway. 
In regard to Mona Vale, we are faced with the same sort 
of thing. The Salvation Army owns all the coastline be- 
tween Narrabeen and Mona Vale. It is quite fair over 
the matter. It says that the land on the opposite side of 
the road is not built on, but immediately upon the tram- 
way being constructed it will subdivide its land. The land 
was a gift to it, and it has treated us well. It has never 
sold a foot of its land to high-water mark. It has given 
to the Council every beac h which it owned, and it has 
everywhere given proper access to beaches. It says, how- 
ever, that it is only custodian of the property for the 
whole of the Salvation Army, and as it gets no private 
benefit it cannot give any guarantee towards the line, P-t 
there are powers under the Local Government Act and 
perhaps other statutes which enable the Council or Par: 
liament to compel it to pay something. The Council ean 
strike a rate for any benefit conferred wp to within a mile 
of property, and that mile in this case would tap Pitt- 
water. Then the betterment principle could be applied. 
Guarantees have to be @iven in connection with water and 
sewerage services, and they may equally fairly be de- 
manded in this case. The Council is willine to give a 
guarantee against loss even to a greater extent than £1,500. 
I have no personal interest in the matter. The land in the 
district other than that owned by the Salvation Army 
has all been subdivided and is in the hands of small 
holders. The unimproved value of the land_in 1907 was 
£230,000; to-day it is over £2,000,000 witheut the assistance 
of the Valner-General. 

134. Mr. Travers.| \You say all the land on the other 
side of the line has been subdivided /—Yes, there are hun- 


dreds of blocks. They have not been built upon, although 


they were subdivided from eight to ten years ago. The 
reason is that the cost of transit is too great, From 


v4 


Sydney to Manly, 73 miles, the fare is 6d., and to Narra- 
been, 6 miles, it is Is. Gd, It is 1s. 
succeeding 2} miles to Mona Vale. 


in a motor bus for the 
The district could not 
possibly progress under such circumstances, Taking a 
radius of half a mile along the Narrabeen line, there has 
been a. great deal of settlement, through it is not fully 


developed. 
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(Titness2s---E. W. Quirk, 2 January, and G. A. Parr, 5 January, 1923. 


135. Is there any settlement for, say, half a mile beyond 
the Narrabeen terminus?—Yes, particularly at Green 
Hills. Two-thirds of that settlement is by permanent 
settlers. 

136. Is there much week-end settlement between Narra- 
been and Mona Vale?—There are about thirty or forty 
houses. Those who desire week-end places there have the 
difficulty of transport. 

137. Has the extension of the line from Manly to Narra- 
been induced permanent settlement where before it was 
only week-end settlement ?—It has only increased the week- 
end settlement, but week-end places are often of great 
value, At Palm Beach there is a week-end house that cost 
£7,000, another that cost £11,000, and two that cost £5,000 
each. There are mostly doctors there. At Clarevill you 
get another class—the motorists. They are-not interested 
in the trams. No matter how far out the land may be, if 
there is a tramway anywhere near it the week-ender will 
go to it. 

138. Generally speaking, the financial success of the 
tramline from Manly depends upon week-enders and tour- 
ist traffic ?—Yes, 

139. Are you conversant with the figures representing 
the losses on the Manly system of tramways?—Yes. The 
Department has always said it could not separate the 
accounts regarding the Spit-Manly tram and the Manly- 
Narrabeen tram, but for years past the railway authorities 
published in the Manly Duily every month the number 
of passengers carried on the Spit tram and on the Narra- 
been tram. In that way we have been able to arrive at the 
number of passengers carried. The passengers have enor- 
mously increased. Mr. Kneeshaw’s explanation of the un- 
expected traffic was that surf bathing was responsible for 
the disparity between his estimate and the actual number 
of passengers carried. 

140. It is quite possible that the Railway Commissioners 
ean satisfactorily explain why, despite the £8,000 revenue, 
there has been a loss. Something of the kind occurred 
in connection with Curl Curl when it was shown that the 
working expenses and maintenance had enormously in- 
creased. Would you expect as good results for the 24 miles 
between Narrabeen and Mona Vale as there have been for 





a similar distance from Narrabeen back towards Manly 
if the line were extended to Mona Vale?—Yes, better re- 
sults. The fare from Narrabeen to Mona Vale would be 
3d., because there would be two sections. The distance 
would be only 24 miles, which would be practically a mile 
less than for any other two sections. Highty per cent. of 
the passengers travelling from Narrabeen to Mona Vale 
would go through to Bayview, Newport, and the outer 
districts. 

141. Do you think that Mona Vale would be the ulti- 
mate terminus ?—I think so. The railway will come before 
many years, and will serve the outer districts. 

142. Do you not think 10 miles 42 chains a long dis- 
tance for permanent residents to travel?’—Yes; it will be 
the longest tram ride, but it will not be a slow ride. 
When Mr, A. H. Griffith was providing for the present 
line he resumed 33 feet along the Salvation Army land, 
and the lines were laid there so that the tram, being off 
the roadway, could travel fast. No compensation was 
paid for that. If the Salvation Army wants compensation 
it could be made to pay a betterment tax, but I feel sure 
that what was done in the case of the other line could be 
done in the present instance. 

143. Mr. Drummond.| Do you suggest you could charge 
a betterment tax against a person some of whose land you 
had taken with the same measure of justice as you could 
charge guch a tax against a person whos2 land you had not 
taken ?—Yes, in this case, because the Salvation Army will 
be able to subdivide and sell at double or tretLle what it 
could now get for its land. 

144. Is not much of the land on the south side of the 
road swampy?—Yes. A lot of it has been condemned. 
The land there is held by small owners. About 25 per 
cent. of the land would be swampy. There is some swampy 
land on the eastern side of the road. 

145. Would it not therefore cost more to build the tram 
along a resumed strip, some of which is wampy, than it 
would cost to build it along the roadway?’—No. The 
construction of the line from Dee Why to Collaroy proves 
that. It is the general experience that it is cheaper to 
build a line along such land than to tear up a roadway and 
build it. a 





FRIDAY, 5 JANUARY, 1923. 


Present:-— 
The Hon. W. T. DICK (CuHairmay). 


The Hon. Joun TRAVERS. 
The Hon. Roperr Manuony, 


Francis Micuaet Burke, Esa. 
Brian JAMES Dog, Esa. 


Davin Henry DrumMonpn, Esa. 





The Committee proceeded to further consider the expediency of constructing a line of Tramway from Narrabeen to 
Mona Vale. 


George Arthur Parr, President of the Warringah Shire 
Council, Pittwater-road, Dee Why, sworn and 
examined :— 

146. Chairman.] Are you of the same opinion as you 
were when you gave evidence at a former inquiry that 
the district beyond Narrabeen would be fairly well served 
if the tram were carried to Mona Vale?—Yes. Since that 
time our official records show an increase not only of 
traffic, but of development. Within the last two years 
there have been many subdivisions between Narrabeen 
and Mona Vale. There has been a good deal of develop- 
ment in the Green Hills district, which is from 1 mile to 
2 miles from Pittwater-road. The Ingleside estate of 
640 acres has been subdivided mostly into residential 
blocks, but a small part into small farming blocks. About 
24 miles of road has been constructed, and that estate has 
been already very largely sold. The people handling it 
have recently purchased another lot of 200 acres between 
Ingleside and Pittwater-road, and it is to be subdivided. 


Portions of it are close to Mona Vale. Other estates sub- 
divided are Care Free estate forty-eight lots, Narreen 
Park estate fifty-seven lots, Collins’ estate (1) sixty-five 
lots and (2) twenty-five lots, Walsh estate six lots, mak- 
ing altogether 201 lots. They are more or less on the low- 
lying land over the Narrabeen Bridge. They have been 
passed by the Board of Health and by the Shire Council 
for residential purposes. The Collins estates are on the 
eastern side of the Pittwater-road. A subdivision, Wim- 
bledon, right on the shores of Narrabeen, and owned by 
Macpherson, and containing thirty-one lots, is now before 
the Council. The Turrimetta estate, right at Mona Vale, 
was subdivided earlier. Then there is the Warriewood 
estate, on the left of the road on the way to Mona Vale. 
the Rocklily estate, and the Palm ‘Dale estate. Those 
estates total 1,194 allotments. The total subdivision on 
this road represents 1,426 lots—all good building land. 
That is irrespective of the Ingleside subdivision. There 


are other large areas adjoining the route estimated at 


about 800 acres. A good deal of that is Salvation Army 
land, and lies between the proposed line and the sea. 
Most of that is excellent land. The swampy land, ap- 
proximately 80 acres, is not included in the area I have 
The Salvation Army land, about 251 acres, is in- 
cluded in the 800-acre area. The Shire valuation for it 
is £36,000, which works out at only £150 an acre. The 
whole of that 251 acres is the best residential land that 
ean be got—high, near the road and near the water front. 
From experience we consider that land would bring £5 
a foot, but the Salvation Army expects to get £10. When 
the loss on this line was first estimated at £1,600 vearly, 
and the people undertook to pay a betterment tax to the 
extent of £1,500 yearly towards the loss, we all thought 
the tram would be sanctioned. Those who own the land 
ought to pay a betterment tax. I regarded the proposal 
we then submitted to the Government as one of the best 
ever made. If the annual loss is now estimated at more 
than £1,600 I believe we can go further than we offered. 
Other owners are willing to assist, but the Salvation 
Army is sitting down waiting to benefit by the develop- 
ment. I think the betterment scheme is excellent, and it 
may be the means of getting the Salvation Army to open 
up its land more quickly. On the way from Narrabeen 
to Mona Vale we ean show development, but really the 
best land is round about the objective of the tram, viz., 
Mona Vale. Mona Vale has now an active surf club. 
The rock bath, which is an excellent one, has just been 
extended at a cost of £186. It may be said that some of 
the land on the route is low-lying, but that which I have 
enumerated is good building land. 

147. For how far past the terminus would the influence 
of the tram be felt?—For a mile. That would not reach 
the wharf at Newport, but it would go near to Bayview. 
The very rapid development of subdivision and the char- 
acter of the country that would be served are factors 
which should remove any hesitation about carrying out 


given. 
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Witness—G. A. Parr, 5 January, 1923. 


the work. <As to the motor service, there are nine licensed 
vehicles running from Narrabeen to Pittwater, averaging 
fifteen persons a bus. They meet every tram from 9 
o’clock each day, and continue till 7.30 each night, whilst 
on holidays and Sundays extra services are provided. 
Last week-end Mr. Bottle brought from Bondi one of his 
big buses, which carries forty or fifty passengers, and it 
was kept busily engaged. The bus people augment their 
services whenever they find it necessary, and they fre- 
quently find it necessary. Before the recent holidays we 
refused applications from three other bus services to take 
up running. There has been an effort lately to induce 
the Salvation Army to part with some of their low-lying 
land near Mona Vale for a golf links, and the Army re- 
plied that it could not comply with the request, because 
it had decided to subdivide the Mona Vale land, and 
would forward plans to the Shire Council in due course. 
That letter, written on the 23rd December last, is in- 
dieative of what the Salvation Army intends to do, If 
this extension were carried out it should materially help 
the rest of the Manly tram service, because the additional 
number of passengers who would be attracted to Mona 
Vale would have to travel over the other sections. People 
are being induced to travel further out, and two motor 
companies are putting on new buses. 

148. Mr. Drummond.] Do you know that the accumu- 
lated loss on the whole of the Manly system is £170,177 ?— 
No, I did not know that. 

149. The estimated loss on this line has greatly in- 
creased ’—The costs have increased since the estimate was 
made, but I cannot credit that they have increased to the 
ereat extent stated. I should very much like to see the 
details. I cannot believe that the loss which was esti- 
mated at £1,600 a year will now be £4,000. In any ease, I 
believe that if a further guarantee were required against 
the loss the local people would agree to carry some further 
burden, The betterment system is the right thing. 
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MONDAY, 15 JANUARY, 1923 


Present :— 


12 





s 


The Hon, W. T. DICK (Cratraran). 


' 


The Ion. Roperr Manony, 
Francis Micttart Burke, Esa, ? 


The Ifon. Joun Travers, 
} 


| 
| 


WittiuamM Cameron, Isa. 
Bran James Dor, Esa. 
Dayio Henry Drummonp, Esa. 





The Committee proceeded to further consider the expediency of constructing a line of Tramway from 
Narrabeen to Mona Vale. 


William Hutchinson, Chief Engineer for Railway and Tramway Constructioa, Dapartment of Railways, sworn and 
examined :— 
150. Chairman |. Have you the details of the cost of the proposed tramway ?—Yer. They are as follow :— 
NEW SOUTH WALES GOVERNMENT RAILWAYS.—RAILWAY AND TRAMWAY CONSTRUCTION. 
NARRABEEN TOWARDS PITTWATER ELEcTRIc TRAMWAY.—SECTION : NARRABEEN TO Rock LILY. 


curve, 70 feet; 89 Ib. rails, with 35 lb. guards. —9th January, 1923. 











Single track, 2 miles 45 chains, with three loops, each 74 chains long. Total length, 2 


1, 2 miles 674 chains. Ruling grade, 1 in 17; shary est 




















Description of Work, Quantity, | Unit. Rate. Amount. Total amount. 

ENS, lek. Sos. ts FAM Fag 
Excavation in-atrest i9c006,0l 2, BAe dee ee eee 7,007 cubie yard. AES RG 8) 3,102 2 0 
Filling at Narrabeen Bridge ais. sacs: we tat bins eee Eee ee eae 7.500 a 0 4 0 1,500 0O 0 
WIGEHELS wcuesgecs senor Reh Onna wee Prdiane sos ise taba ee danicon iat eeee 6,010 each. Tear aap ¥,108 10 Q 
PULLS, «<x as xy gatesit'vn austen caon geese aceasta ak teas 8,000 tons. 012 0 4,800 0 0 
Dredd atid boxing-wp io. 7a S..a ce ee 5,005 1 yard. 3S aan $73 17 G 
Permianent-way material, raila ....cc.)...cccescesene) snucestucoatcel 530 tons, 1215 3 6.763 10 0 
Do do FASLEMINGA, ecekr onde i ee 29 ae 4% 410 Laos: Or 6) 
Do do Gren in ie icin isda tates cates cece seat | 560 a 010 0 280 0 QO 
Do do Fes WLS tat cay thea aene 4,855 | 1 yard, O75) 1243 16 0 
Switches and Crossings, manufactured ............,.c.00ccc0 00. 6 sets each, 120 0 “0 720 0 O 
Do clo ETS Bee ee Sie ae eens a! 3 50 1 yard. L. SOr ae) 150 0 O 
Alterations to street levels and mains ........0......sscceecceseeees]  seseeeues basen whine ass 600 O O 
lo telegraph and telephone DOLBS \cccecos res Cann aE eee Pay a ht ited “Eetesae oe 400 0 O 
Drainage, culverts, PINES, Pits Mecsas ee ee Fe ee ee ar ete cee 600 0 0 
Electric welding, with fasteningay.o trea see oe Lee ee 650 each. 1 tie Q 1,137 10-0 
DUGG. Os; desta teae aseke ca. ont Mee tomate ae, ee if m 0J1 1} 261 4°8 
Bridge Over Narraieen LAGOON ...10..cci misma ae os Lump sum, 3,415 O O 

—-———| 28,147 9 2 

Engineering, Head-oflice charges, BULVOM ES Gr Venteek cares ero | , | 18 per eit, Ge me Wearas, 5,066. 10 10 

- 33,214 0 0 

Chief Electrical Engineer's Estimate—October, 1920-— 

Overhead’ Wirinpc.actustuis eset ate degiuidanpaseaad stab) ivaadeiee me eae le samme dee Spas dar 3,574 0 O 
Power and fedderistce oe a ee Sat ee cgse ten ly Mata mnecte tees = Pg Beene 14100 20-80 

——_——_——| 17,674 0 0 

£| 50,888 0 0 

Telephones, Staff apparatus, Bundy records, Waiting rooms) —...sseee Ran hares 0! Po Aa st seoine 15130 BOse0 

/ £} 52,018 0 0 











151. What alteration would be made in that estimate as 
a result of working 48 hours per week instead of 44 7?—With 
a 44 hours week the basic wage is 15s. 9d. ; and with a 48 
hours week, 14s. 6d, 
there is an estimate of £49,668 with a48 hours week, The 
estimate now before the Committee is with a 44 hours 
week at the higher wage, 


In the Commissioners statement 


152. The difference between the estimates is the result 
of the difference between a 48 hours week anda 44 hours 
week ?—Practically. You can take it that that is so. 


153, I think you said there was some ditficulty in getting 
grooved rails for the tramways. Is the rail, on the use of 
which this estimate is founded, a grooved rail or a rail with 
a guard ?—It is the ordinary 80 Ib. rail, to which, on a 
curve, is attached a guard. 

154, Are you having any difficulty in getting 80 Ib. rails 
supplied to suit your requirements?—We have a contract 
with Hoskins & Co, for 10,000 tons of 80 lb. rails 
which are being supplied very slowly—not equal to our 
requirements. J would not say there would be any difficulty 
in getting the small tonnage of rails required for any of the 
proposed tramways if it were decided to construct them, 

155. Mr. Travers.) The estimate submitted by the 
Railway Commissioners is £49,668 ; your estimate is 
£50,888 : Is the difference accounted for by the effect of 
the 4£ hours week as against the 48 hours week ?—Yes, 
practically. 


156. The difference is £1,220, or roughly speaking 2} per 
cent. on the total cost of construction ’— Practically. 

157, The difference so far as this particular line is con- 
cerned would be very small ?!— Yes. 

158. Can you say roughly what the wages cost would 
be ?— Over 5) per cent. 

159. Mr. Burke.) What does “ Filling at Narrabeen 
bridge” mean !—That is the approaches to the bridge, 

169. The present bridge would have to be pulled’down 2 
-——We would put up a new bridge. 

161. Mr. Drummond.| What is the standard wage to-day ? 
-—The basic wage to-day is 15s. 9d. on the 44 hours week, 

162. It was stated in evidence at a previous inquiry that 
in February, 1922, ballast cost 9s. per ton, whereas to-day 
it is put down at 12s. per ton?—A lot of changes have 
taken place since February, 1922. The ballast is put down 
at what it would cost us to-day. In the previous estimate, 
in addition to 9s. for ballast, there is an item for 5s. for 
cartage, whereas in the present estimate the cartage and 
the cost of the ballast are included in the 12s., and as in 
the previous estimate, the cartage would be out as far as 
Narrabeen, the cost was greater than in the present 
estimate. 

163. In 1922, the cost of rails was put down at £21 per 
ton, whereas to-day the estimate is £12 15s. 3d. 1—Yes. 
There is a great difference in the cost of rails to-day ; it 
has gone down very much. 

164, Fastenings have dropped from £45 to £42 4s. 10d, ? 
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165. The drop in the price of rails seems to be out of 
proportion to the drop in fastenings ?’—There is no doubt 
about the cost of the fastenings, 

166. Are they obtainable other than 
missioners shops !—Contracts might be let for them. 
a long time since we obtained fastenings by contract. 


from the Com- 
Tt is 


167. The price is not necessarily governed by the cost of 
steel and iron ?— Partly ; partly by cost of wages. 

168. Would it be possible to secure evidence showing 
the price outside?—The only way would be by inviting 
tenders for obtaining quotations. 

169. Wr. Doe.] What were ordinary railway rails of 
similar quality and rate worth in 1914?—Perhaps £8 or 
£9 per ton. 

170, What was the lowest price for rails ’—Some years 
before 1914 they were down to £5 per ton. 


me 

171. The tendency of value of rails is downward /—Yes. 

172. Do you think in the course of six or twelve months 
it would be lower still ?—I do not think so. We have a 
contract with ©. & G. Hoskins for the supply of rails at 
£11 to £12 perton. There is no contract with the Broken 
Hill Proprietary Company because they are trying to get 
more than that, and the Commissioners will not give it. Ifa 
contract was entered into with the Broken Hill Proprietary 
Company it would remain stable for six or twelye months. 

173. lf there is a decrease in the cost of coal as antici- 
pated, and there is likely to be a general increase in working 
hours to the 48 hours standard, is it not reasonable to 
assume the cost of the production of rails will go down ?— 
I would certainly expect it to go down. 

174. Your estimate as far as rails and ironwork is 
concerned may be regarded as a conservative one ?—I can 
only say that the estimate is based on the cost to day. 





TUESDAY, 16 JANUARY, 1923. 


Present: — 
The Hon. W. T. DICK (Cuairmay). 


The Hon. Joun Travers. 
The Hon. Roperr Manony, 
Francts Mictrarnt Burke, Esa, 


| 


| 


WinuiAM Oameron, Esa. 
Brian James Dor, Esa. 
David Henry DrumMmonp, Esa. 


The Committee proceeded to further consider the expediency of constructing a line of Tramway from 
Narrabeen to Mona Vale, 


Councillor John Thomas Hewitt, Mona Vale, recalled, and 
further examined :— 

175, Chairman.] You wish to give further information 
in connection with the Mona Vale extension 1—Yes, 1 
feared lest [ might be misunderstood in the evidence I gave 
with regard to valuations and population, With regard to 
the estimated loss on the proposed line no doubt the Com- 
missioners based their estimate upon a 3d, fare from 
Narrabeen to Mona Vale; but I think if the fare were 
increased to Ed. we would be quite satisfied to payit. That 
would show a profit of £1,000 or £2,000. At present 
we are paying Is. on the motor buses from Narrabeen to 
Mona Vale Junction. 

176. Is that your own suggestion?—Yes, made after 
consultation with a number of residents. 

177. Has that proposal been discussed at the Council 
meetings /—No ; but I do not think the residents of Mona 
Vale would object to it. 

178. In what way did you think you were liable to he 
misunderstood ; were your figures too large!1—No. The 
increase in the valuations were, I think, 800 per cent. Our 
books will show that. The roll will show an increase of 250. 

179. In what time ?~-In about ten or twelve years. 

180, In what way does that differ from the evidence 
given by you previously ’—I understood that I include 
Manly in the Shire electors. A couple of years ago the Com- 
missioners reported that there would be a loss of £1,600 
odd on the line; now the amount is set down at nearly 
£5,000, How that comes about in that short period I am 
unable to say. We thought we could meet the first amount 
by the payment of a betterment tax of about £1,500, but 
we are not prepared to meet the higher figures. We have 
had offers from the owners of two or three other lines of 
motors, but have turned them down as we do not consider 
it a fair thing to the two lines of motors now running. I 
stated that the Salvation Army were about to subdivide 
their property. They have now supplied the Council with 
the plan of the proposed subdivision, 

181. How much land are they subdividing ?—The whole 
of the property. 


182. What is the size of the allotments?—They are 
practically all building allotments. Mr. Tindall informed 
me that he expected to receive £10 a foot for some of that 
land. Mr. Mockbe!l tried to secure some of that land for 
golf links, but they would not sell it. They are giving us 
10 acres adjoining our own reserve. We may be able to get 
more from them. If we do, we will bave golf links which 
will be a great attraction. 

183. Are there golf links at Piltwater 7—No ; the nearest 
golf links are at Long Reef. 

184. In setting up golf links, is there a desire to cater 
for the resident population, or for yisitors?—Ior the 
resident population, but there are always a certain number 
of visitors. From a residential standpoint, the Salvation 
Army property is the finest and most valuable between 
Manly and Barrenjoey. 

185. Mr, Mahony.| What is the population of Mcna 
Vale?’—From the terminus down, about 500. 

186. Would that population be prepared to pay a 6d. 
fare /—I am satisfied the majority would. 

187. Mr. Doe.] Will you, by having discussed at the 
next Council meeting the proposal to pay more than the 
ordinary fare, so as to, reduce or wipe out the deficiency 
estimated to occur in connection with the construction of 
this tramway, direct the attention of the people of the 
district. thereof ?—Yes. 

188. Mr. Burke.| How would you find out whether 
the people were prepared to pay the extra fare?—We 
might hold a public meeting. 

189. The bus fare is now so high that the people would 
naturally be prepared to pay 6d.?—Yes. 

(90. How many buses are running ?—TI think there are 
more than nine running from Friday to Monday. ‘The 
average number of passengers carried by each bus during 
the week would be about fifteen. In the summer months 
the buses are practically full on each trip, Tuesdays 
and Fridays are tourist days, and there would then be 
probably ten or eleven buses running. On tke intervening 
days, there would not be so many—~prolably seven or 
eight. 
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THURSDAY, 18 JANUARY, 1923. 


Present:—- 
The Hon. W. T. DICK (Crammay). 


The Ilon. Joun Travers. 
The Hon. Roperr Manony, 


Brun James Dor, Esq. 
Davin Henry DrumMonxp, sq. 


Francis Miciragnt Burke, Esq. 
f ~ . . . i 4 re 7 . . . sory 7 “e = J . 
The Committee procesded to rurthw consider the expediency of constructing a line of ‘Tramway from 
Narrabeen to Mona Vale. 


John Bill, potter’s chemist, Mona Vale, sworn and 
examined :— 


191. Chairman.| What length of experience have you 
had of the district to be served by the proposed tramway ? 
—Since 1854. I have resided there continuously for 
twenty-two years. Sir Henry Parkes, during his term of 
office, promised in March, 1884, to give us a light line of 
railway. He followed that up by putting £60,000 on the 
estimates to start the line from North Shore. About 
eighteen years ago the tram was started from Manly. That 
was due to Mr. E. W. O’Sullivan. Mr. Ball, when Minis- 
ter for Works, promised that he would forward the tram 
to Mona Vale. Mr. Griffith also promised the tram. On 
the promises of the tramline, land has advanced from 
5s. to £5. Twenty-two years ago I could not meet one per- 
son on the journey from Manly to Brookvale. Anyone 
who knows the growth of the district during the last ten 
years must admit that a tram to Mona Vale is necessary, 
and that it would very materially advance the district. 
The cost of transit has increased 150 per cent. Many 
people would build in the district if the line were con- 
structed. I was interested in a brickworks, and lost £2,000 
on it. I thought it was necessary to have brickworks in 
the district. I was obliged to close the brickworks down. 
The works have been closed for three years. If the tram 
were available, I could obtain fuel, which I could not 
otherwise. People are now paying £6 5s. per thousand to 
get bricks to the district. The district is one of the best 
in New South Wales, and if traffic facilities were given, 
it would advance by leaps and bounds. There is a great 
deal of land available. It is not merely suitable for 
poultry-farming, but is first-class residential property. 
We have to pay Is. to get to the tram. If we miss the 
tram it takes about four hours to get to and from the city. 
If the bus breaks down, it means a further delay of a 
couple of hours. People would not refuse to pay an addi- 
tional 6d. for proper transit facilities. Many people will 
not go into the district because of the lack of such facili- 
ties. At present there is no accommodation for people who 
desire to go there. Land was sold in that district by Mr. 
H. F. Halloran, auctioneer, for 25s. per foot in blocks 50 
x 150 ft. He emphasised the promise of a tramway. 
Land which was sold then could not be bought for less 
than £3 to £3 10s. per foot to-day. In consequence of the 
many difficulties which have to be encountered, people 
will not build. 

192. You stated that Mr. Ball, when Minister for Works, 
made a certain promise. Were you present when that 
statement was made ?—Yes. 

198. Did he say that he would build the tram, or that 
he would refer the question of the construction of this 
tramway to the Public Works Committee?—He promised 
the people, if returned to power, he would see that the 
tram was brought to Mona Vale. 

194. What did Mr. Griffith say ?—He said he would con- 
tinue the tramline to Mona Vale. Mr. Estell said it was 
one of the first tramways he would ask the Committee to 
go into. 

195. We have an official report of the deputation that 
waited on Mr. Ball. In reply to that deputation he said 
that he had referred the proposal to the Cemmittee as from 
Narrabeen to Mona Vale. We have not a record of what 
Mr. Griffith said. Do you think Mr. Griffith said he would 
go straight on with the work ’—Yes. 





196. The interest on the cost of construction, and the 
working expenses is estimated at £7,394 per annum; the 
annual revenue is estimated at £2,500; leaving an esti- 
mated loss of £4,894 per annum. Do you think that offers 
anything like a prospect of becoming a payable concern ¢ 
—As an experienced railway worker, I cannot see how 
they can obtain any estimates of loss on a place they know 
nothing about. In the same way it was stated that The 
Spit tramway was going to be a great loss. 

197. What authority have you to say that The Spit tram- 
way does not show a loss?—By seeing the number of pas- 
sengers it carries. 

198. Do you know that during the last five years the 
Manly trams have shown a total loss of about £49,000 ¢—If 
they had been under proper supervision that would not 
have been the result. 

199. If to that loss of £49,000 there is to be added the 
loss of another £5,000 per year from the construction of 
this tramway, do you think there would be justification 
in paying that amount of money out of the public purse 
to provide you with a tram’?—I only wish, if I were in a 
position to do so, the Government would permit me to 
finance it. 

200. Can you give the Committee any idea of the popu- 
lation of the Mona Vale district within half a mile of the 
proposed terminus?—I could not. 

201. The population is sparse ?—Yes. 

202. What is the general character of the settlement 
about that district now%’—Mostly small settlers like 
myself, 

203. What are the attractions in the district which, in 
your opinion, would transform the Mona Vale area from 
a sparsely settled to a fairly thickly settled district ?—It 
has one of the finest beaches in Australia, and the area 
around it is second to none in Australia. It has one of the 
best little harbours in Australia—Broken Bay—within a 
mile of where we are asking that the tram be built. Dur- 
ing the last two years residences have been erected which 
have cost something like £2,000 or £3,000. 

204. In what part of the district?—Bay View. 

205: That is not in the Mona Vale district?—It is only 
a mile away from where the tram would terminate. 

206. If the tram were constructed, and a man working 
in Sydney near the G.P.O. were to become a permanent 
resident in Rock Lily or Mona Vale, how long would it 
take him to get to his work ?—About one and a half hours. 

207. Do you not think that would be a serious handicap 
to people working in Sydney ?—It would be to workers, but 
not to people who were in offices and went to work at 9 
o’clock. 

208. Do you think it would be a place of residence for 
the fairly well-to-do?—Yes, I am sure of that. 

209. Could not such people pay the high cost of con- 
veyance in the bus?—Yes. 

210. The following is a statement made bya responsible 
officer who has to stand up to eriticism :— 

The routs embraces large areas of suitable building land, but in 
view of the distance from Manly and the comparatively high cost of 
travel, the Commissioners are of opinion that the prospects of this 
land being taken up for residential purposes to any material extent 
are remote; and that in consequence the ordinary week-day traffic 
would be very limited for many years to come, and the line would 
be dependent for its revenue on the tourist traffic at week-ends and 
on holidays. 

Do you agree or disagree with that statement?—I very 
much disgaree with it. 
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911. Have you made no ealeulation as to the number 
who travel from Mona Vale on ordinary week-days?—At 
10 o’clock this morning we had to stand on the motor bus. 

212. The £2,500 a year estimated revenue is based on an 
hourly service. Would that service be sufficiently con- 
venient to the Mona Vale people?—lI believe the present 
service would do. 

213. How often do the buses run on ordinary week-days ? 
—There are two buses every hour. 

214. The absence of the tram, according to you, has not 
militated against one development,in the district, that is 
the increase in land values?—The promise to construct a 
line gave an impetus to the buying of land. 

215. Mr. Doe.] Are you connected with the Council ?— 
No. 

216. Would the land be increased in value if the tram- 
way were constructed?—Yes. Land at Dee Why and 
Narrabeen which I could have bought for 5s. brought £21 
on the Collaroy tram route. 

217. Do you not think the present terminus is beyond 
the distance which a tram could successfully serve from 
the financial viewpoint, and also the giving of efficient 
service ?—The extra distance would make no material dif- 
ference. Mr. Lee is another Minister who made a promise 
in connection with the construction of this line. 

218. Is it not a common practice for the Railway Com- 
missioners to deliver goods by tram?—Yes. 

219. Mr. Mahony.|] From Curl Curl Lagoon right up to 
Collaroy is there not plenty of vacant land?—There is a 
lot of vacant swampy land there. 





220. Is the land about Curl Curl Lagoon and between 
Manly Lagoon and Dee Why Lagoon low-lying land ?—A 
great part of it on to Mona Vale is low-lying lan.d 

221. From Manly Lagoon to Dee Why Lagoon is not the 
land suitable for residential purposes?—Some of it is; 
some is not. 

222. What does the district lend itself to—the estab- 
lishment of industries, or is it a residential area?—A resi- 
dential area. 

223. Is there not land handier and just .as_ suitable 
farther south than Mona Vale?—It would not be as good 
as Mona Vale. 

224. Freshwater and further north would be suitable for 
residential purposes ?—If people could get there. 

225. Mr. Burke.| You were manufacturing bricks ?—Yes. 

226. Where?—At Mona Vale. 

227. What would it cost to carry coal from Narrabeen 
to your works ?—7s. 6d. a ton. The works were shut down 
on account of the heavy cost. Coal was taken as far as 
Narrabeen for 2s. 6d. a ton. 

228. It used to cost you 10s. a ton to get down to Mona 
Vale?—Yes. 

229. How many men were you employing ?—I could now 
employ from ten to sixteen. 

230. If the tram were extended to Mona Vale you could 
immediately open up brickworks there2—I would do so 
immediately. 

231. Where would your bricks go to? 
Mona Vale. 

232. Do you know anything about the £1,500 guarantee? 
—There was no mandate from the ratepapers to guarantee 
anything. 

233. In a general way, have the residents of Mona Vale 
held any public meeting to advocate the extension of the 
tramway ?—Yes. 

234. Were those present at the meetings favourable to 
the construction of the tramway ?—Yes. 

235. As a ratepayer, supposing the Council were to 
guarantee £1,500 to cover part of the loss of £4,894, would 
you oppose it?—I would. 

236. Has there ever been a mecting respecting the £1,500 
guarantee ?—No. 


237. Is there much swampy land in the district +~There 
are two small swamps, 





Narrabeen and 





Witnesses—J. Bill and J. F. Duffy, 18 January 1923 


238. Where are they situated ?-—One is just at the tram 
terminus. 
239. How much land is there of a swampy character /— 


aod. 
From 10 to 11 acres. 

240. How far do the two companies run their buses t= 
To Palm Beach. 

241. What would be the average number of passengers 
earried per bus from Narrabeen terminus ’—I know that 
in every bus there is hardly a chance to obtain’ a seat. 

242. Do you think the people would be prepared to pay 
the 6d. fare for any length of time?—I do not think they 
would complain about paying 6d. for the tram. 

243. Would there not be an agitation for reduction of 
the fare within six months?—I do not think so. 





John Frederick Duffy, orehardist, Mona Vale, sworn and 
examined :— 

244, Mr. Travers.| How long have you been in the dis- 
trict ’—Eighteen to nineteen years. 

245. Do you agree with the evidence given by the pro- 
vious witness’—Yes. JI was in the Council for ten years 
and was president for three years. We had seventeen or 
eighteen deputations to the various Ministers. In an in- 
terview with Mr. Lee in 1907 or 1908 he promised a tram 
as far as Brookvale. A deputation waited on Mr. Griffith, 
when Minister for Works, who promised a tram to Col- 
laroy. That was granted. We got up a fresh agitation, 
and he promised a tram as far as Narrabeen, provided we 
would pay 3d. from Collaroy to Narrabeen. We agreed 
to pay the 3d. and we got that section. We then asked for 
a section to Mona Vale. He promised to grant that if he 
were in power the following year. Unfortunately Mr. 
Griffith went out of power. Then came Mr. Ball. The 
company spoke about reclaiming a certain portion of the 
Narrabeen Lakes frontage to the main road and cutting it 
up in blocks and selling it. We pointed out to Mr. Ball 
that we could not allow it, because it was cutting the main 
road front off and blocking the progress of the tram. He 
said then as Mr. Griffith had promised us the tram, he was 
in duty bound to honor that promise. Since then we have 
heard nothing more about it. We have had deputations to 
the Ministers for Works and to the Railway Commis- 
sioners as well. The Council bought the land known as 
Wheeler’s Hill at Narrabeen to hand to the Commis- 
sioners, or whoever would construct the line to Mona Vale 
to get filling free of cost. We paid about £1,000 for that 
land. That would save those constructing the line some- 
thing like £3,000 for filling. It was pointed out to us that 
the Narrabeen line was not paying. As time went on the 
matter dropped. First of all they built the tram round 
by the Corso and from the Corso to Pittwater-road. In 
laying the line to Narrabeen they put in various loops and 
sidings which were absolutely of no use to the tramway. 
Mr. Griffith promised he would make the tram-cars fit for 
carrying produce. I at times sent fruit by the trams as 
far as Narrabeen, and to Manly, but found there was too 
much handling to make it worth while. I do not knor. 
why the district is neglected, as Mona Vale and Pittwater 
is one of the most beautiful districts in the world. There 
is very little lahd for working men to buy in the Mona 
Vale district, unless they pay a good price for it. When I 
came to the district land could be purchased for £3 or £4 
an acre. Only three weeks before the end of the year I was 
offered £200 an acre for land, and would not take it. I 
have a 7-acre block, and it is the only large area in the 
district. According to an estimate I got from some land 
agent between Newport and Barrenjoey, there has been 
half a million pounds invested in subdivisions during the 
last three years. If the tram is constructed to Mona Vale 
those people will later on agitate that it be taken to New- 
port. In 1907 I used to ride a bicycle from my place to 
the Council Chambers, a distance of 7 miles, and there 
were then not more than ten houses. To-day in that dis- 
trict there are perhaps thousands. What has made Dee 
Why? The construction of the trams. 
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Witnesses—J. F. Duffy, 18 January, and J. W. Austin, 14 March, 1923. 


246. Have you noticed whether the extension of the tram 
to Narrabeen since 1913 has stimulated settlement in the 
direction of Reck Lily, say, about a mile from the present 
terminus at Narrabeen ?—Yes. 

247. Referring to the settlement which has taken place 
between Brookvale and Narrabeen since the tramway was 
constructed, can you say whether the bulk of the land on 
the ocean side is fairly settled?—It is pretty well settled 
except where Brookvale Park is. 

248. You say that all the accessible land on the eastern 
side, say, from Brookvale to Narrabeen, is fairly settled 
from the extension of the tram?—Yes. 

249. Taking the western side from Brookvale to Narra- 
been within 3 mile radius of the tram, is that also fairly 
settled ?’—A considerable portion of that after you get over 
the hill belongs to the Salvation Army, who are subdivid- 
ing it. 

250. Taking the same mileage, would you expect as good 
results if the line were constructed from Narrabeen to 
Rock Lily as from the Brookvale-Narrabeen line?—I 
should think so. 


251. You have 7 aeres of orchard land?—I have about 


acres altogether, 
252. Is the whole of it under cultivation?—About 9 
acres of it. 


253. What class of fruit do you grow ?—All classes. 

254. Where do you find your market?—With the Stan- 
more Preserving Company for 800 bushels of lemons and 
200 bushels to the municipal markets, this season, making 
a total of 1,000 bushels: The stone fruit I put on ithe 
municipal market. m 

255. Is the stuff bought on your property?—I hire a 
motor-lorry, and have it carried to Narrabeen, then to 
Sydney. 

256. Does your stuff go right to market by means of a 
lorry, or do you send it in by steamer?—By the lorry. 
The lemons are sent to the Manly boat. The Stanmore 
Preserving Company take delivery at Manly. 

257. Are there other orchards in the district 7—A few. 

258. Do they mostly find a local market ?—Yes. 

259. Apart from increasing settlement, the tram would 
not have any effect on your business?—It would if the 
tram was run direct. 

260. Between the route of the tram and the ocean is 
there any appreciable room for development?’—The Salva- 
tion Army takés up the biggest portion of that. If the 
Government resume that portion of land and cut it up it 
would pay for the tram. ; 


261. You say that the greater bulk of the land on the 
eastern side of the proposed line once you cross the bridge 
is owned by the Salvation Army?—Yes. Plenty of people 
would travel if they could get to Narrabeen for Gd. who 
do not travel now, 

262. Mr. Doe.| You heard the previous witness say that 
he objected to the Council giving a guarantee of £1,500 
towards the estimated loss of £4,894. Would you object 
to the Couneil giving such a guarantee ?—If the guarantee 
were extended to the whole of A Riding I would agree 
to it. 

263. It was proposed to raise the amount from those who 
live within a mile of the tramway ?—Yes. 

264. How often does the bus service run now ?—About 
every hour. 

265. Do you think an hourly service would be satisfae- 
tory to you?—Yes. 

266. By the construction of the tram what do you think 
would be added to the value of the land?—About 100 per 
cent. 

267. In that event do you not think it reasonable that 
some portion of that increase should go back to the Gov- 
ernment to make up some of the estimated loss?—I] think 
so, if you could point out where any other tramway or 
railway has done likewise. 

268. You consider if a man’s land is increased to the 
extent of £1 per foot and another man’s land is increased 
by 10s. a foot, they should pay in that proportion ?—Yes. 

269. Was Griffith Park originally part of the Salvation 
Army property ?—It was resumed by the Government and 
given to the people. 

270. Is it suitable for park purposes?—Yes, it is one 
of the best. 

271. Mr. Drummond.| Right on the tramline there is a 
lot of land between Narrabeen and Brookvale which is not 
built on; what is the reason?—The building starts on the 
Manly side of the Dee Why Lagoon, and there is very 
little vacant land between there and Narrabeen. 

272. I understood you to say if this tramline is con- 
structed to Mona Vale the value of the land would he in- 
creased considerably thereby ?—Yes. 

273. Do you not think that will be a bar to development ? 
—No; the land is already bought.up. If the tramway is 
constructed those people will build. Building on the land 
must enhance its value. 

274. Is there any matked hostility to the guarantee ?— 
There was none shown at the mecting. 

275. Was the question of a guarantee an isste at the 
election ?—No. 





WEDNESDAY, 14 MARCH, 1923. 


{resent :— 
The Hon. W. T. DICK (CHatrman). 


The Hon. Joun Travers. 
The Hon. Roperr Matrony. 
Francts Mice, Burke, Esa. 


WiLLtiAm CAMERON, Esa. 
Brian JAMES Dor, Esa. 
Davin Henry Druximonp, Esq. 





The Commitiee proceeded to further consider the expediency of constructing a line of Tramway from Narrabeen 
L Xn T 
to Mona Vale. 


John Warwick Austin, storekeeper, Mona Vale, sworn, and 
examined :— 

276. Mr. Travers.| Do you wish to make a statement as 
to why you support the proposed line ?—Yes. I have been 
eightecn years in the district. We are paying at. the 
present time a fare of ls, for a trip of 2} miles in the 
motor bus from Narrabeen to Mona Vale. There are two 
lines of motor buses, and they carry from 75,000 to 80,000 
personsa year. One line has about eight buses ; it has added 
three large ones within the last six months. The other line 
has about six buses. There is an area of about 250 acres 
belonging to the Salvation Army on which there is room 
for at least 2,000 cottages, The plans for subdivision 


are now before the Council. Within a mile of the 
proposed line there is room for at least 5,000 to 10,000 
houses. The line would open up a great area between 
Manly and Mona Vale, as there is building land on each 
side. I may say that at Narrabeen and Collaroy, the are: 
of land is limited, particularly at Narrabeen. Mona Vale 
is situated at the junction of the road leading to Bay View, 
Church Point, and Kuringai Chase, and als» to Newport 
and Palm Beach. The line would serve all that country 
well. It is about 3 miles to Church Point from Mona 
Vale Junction, and about 8 miles to Palm Beach. 
Recently, a resolution was passed by the ratepayers for a 
rate to meet any loss incurred by the tram. I think it was 
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a id.in the £ within a mile radius, and pro rata further 
away. The proposal was to include all land in “A” 
Riding ; and the residents are prepared to pay a 6d. fare 
from Mona Vale to Narrabeen. We think that 1s. for 24 
miles is rather dear. 

277. Is there plenty of land available for residential 
purposes?—On the western side of the proposed line, 
hundreds of acres. 

278. Is there much settlement between Narrabeen and 
Mona Vale on the western side of the line and within 
}-mile of it, that is the side opposite to the ocean ?’—Yes, 
a fair settlement, but nigh scattered. Most of the people 
there own blocks of 5, 10, or 20 acres. They are mostly 
poultry farmers and eehardiata Most of that land would 
be available for residences. 

279. Have you noticed whether much settlement has 
taken place in that area since the tram was constructed to 
Narrabeen ?—A fair amount. The tram to Narrabeen has 
increased the population very much, and, no doubt, the 
same thing would apply further on, particularly as there is 
mure land available. 

280, Is the land in the direction of Newport good land 
for residential purposes !—Yes, it has all a nice slope. 

81. Do the buses go to Palm Beach !—Yes. 

82. What is that traffic mostly ; is it tourist or resi- 
In summer-time a lot of week- 
enders travel on Saturday and Sunday, Agar runs a 
motor launch from Newport to Palm Beach. He has three 
launches which would carry, I suppose, 250 people, and 
they are crowded at week-ends, 

283. Is there much land being sold now on the western 
side of the proposed line between Narrabeen and Mona 
Vale 1—There is no subdivision. The land is all held in 
big blocks, but the farms change hands frequently. 


2 
2 


dential !—Mostly tourist. 


284. Js there much farming or orchard work being 
carried on ?—Yes,a fair amount. The land averages £100 
an acre. : 

285. You say that if the line were constructed, the 

Salvation Army would ent up their land, and it would be 
pedehtly disposed of. What is -pre venting land on the 
western side from being disposed of now; is it because it is 
held in large estates 1_Y es, it is held in ‘large blocks ; and 
the want of Dornmientention kills sales. 

286. What is the value of Jand on the western side ?— 
Within a mile or more of the proposed tramway it is 
bringing £100 an acre, and more in some places. 


Witnesses—J. W. Austin, 14 March, and J, Baker, 3 April, 1923. 


287. What class of persons do you think would settle 
down in the district between Narrabeen and Mona Vale t-— 
I think people of the middle class, 

288. Would such people be likely to use the tram !—Yes 
289. The distance from Manly is 10 miles 42 chains ; 
that is a long distance a person would have to travel to go 
to work 2—Yes, but at workmen’s rates it would not cost 
them a great donk Besides, they would be able to grow 

their own vegetables, as the bios ks are not small. 

290. Would you expect as much residential settlement 
to take place within the influence of the proposed line, as 
has already taken place for a similar distance, that is— 
2} miles back from Narrabeen towards Manly t— More. 
There is a subdivision about 1} mites from the proposed 
terminus on the top of the hill, at the old powder works. 
I am told that as fast as it is being subdivided the land 
being sold at 5s., 10s., and 15s. a foot. 

291. Are the athall farms you spoke of being gradually 
wiped out, and giving place to residential se ‘ttlement ?-—Not 
at present. 

292. Do you think that would happen if the line were 
constructed {—Naturally, because the land would be too 
dear for farms. The farmers would go farther out. 

298. On the western side of the line is there any low- 
lying land not suitable for residential purposes !—Yes ; 
after you leave Narrabeen there is probably half a mile on 
the western side which is a bit swampy. 

294. Mr, Doe.| Where is the land situated that is being 
sold at 5s., 10s,, and 15s. a foot ?—At least 14 miles west 
of the proposed terminus. 

295. Do you not think that,should the line be con- 
structed, there is likely to come, in the comparatively near 
future, an agitation for the conversion of the tramway into 
a railway such as occurred at Castle Hill not long ago ?-—I 
do not think so, because the cost of a railway would be too 
much. 

296. How long would it take for people to come from 
Rocklily to the City !—That would only add about a quarter 
of an hour to the present time of the journey. 

297. Is there any general feeling on “the p art of the people 
that they would be prepared to pay a fare of 6d. on the 
line ?—-We have had public meetings, and the people were 
all unanimous. At the present time they are paying Is. 
ivery Sunday, from 4 o’clock till 7, it is almost impossible 
for anyone at Mona Vale to get a seat in a bus going to 
Narrabeen. Tho buses fill up at Palm Beach, Newport, 
and Church Point, and it is very difficult for anyone at 
Mona Vale to get a seat. 





TUESDAY, 3 


APRIL, 1923. 


Yresent:— 


The Hon. W. T 
The Hon. Joun TRAVERS. 
The Hon. Rosert Manony. 


Francis Micuart Burke, Esa. 


. DICK (CHarrman). 


WituiAm CAMEron, Esa. 
Brian JAMES Dog, Esa. 
Davin Henry Drummonp, Esq. 


The Committee proceeded to further consider the expediency of constructing a line of Tramway from 
Narrabeen to Mona Vale. 


Baker, storekeeper, Mona Vale, sworn, and 


examined :— 


James 


298. Chairman.| I understand you have prepared a 
statement of your views regarding the proposed tram- 
way ?—Yes. It reads as follows :-— 


I ama storekeeper who settled in the Mona Vale district about 
sixteen years ago. As such I know the district fairly well. I con- 
sider that the tram at its present terminus barely touches the Pitt- 
water district. At various deputations to Ministers it has been 
pointed out that Mona Vale is the distributing centre of the dis- 
trict. There you have room for settlement on every side. Honours 
are equally divided between Newport on one side and Bayview 
and Church Point on the other side. There is also a great deal of 
settlement on the western side. Even without a tram Mona Vale 
is a natural settlement, and contains four general stores within 100 
yards of each other, three butchers’ shops, a large bakery, four 
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registered dairies, public school, post office, three churches, and two 
parks, one of about 100 acres, between the Junction and Ocean Beach. 
Both Anthony Hordern & Sons and Nock & Kirby, Ltd., deliver goods 
to Mona Vale and district every day. The amount of land available 
for settlement should the proposed line be extended is considerable. 
A great number of people have in past years secured small holdings, 
and are waiting for the long-promised tram. The present means of 
transit for people with limited means, and in many cases with large 
families, :nakes settlement there prohibitive. AJl the land held by 
the Salvation Army along the proposed route is being cut up for 
settlement. It may truly be said that the people of the Pittwater 
district fought for this tram, section by section, to its present 
terminus, and many of the old ‘pioneers who have passed away have 
not had the satisfaction of realising their cherished hopes of a tram 
to Mona Vale. Means of transit at weck-ends and holidays is piti- 
able, and people can be seen standing at the Junction for hours at a 
time before being picked up. Motors are packed at the starting- 
point at Newport and Church Point, Many visitors say that, much 
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Witness—J. Baker, 3 April, 1923. 


as they like the district, they would not come again until better 
means of transit is promised. As a tourist district Mona Vale is 
second to none. It is a seaside resort, with beautiful and extensive 
surf beaches, and a large rock bath where hundreds of women and 
children bathe with safety. There are in the district houses provid- 
ing up-to-date accommodation to suit every purse. Iam confident 
that the line would in a fow years from a settlement and tourist 
standpoint far exceed expectations. 

299. Do you regard the present settlement in the district 
concerned in the proposed tramway as sufficient to justify 
an expenditure of £50,000 in constructing it ?—Yes, if the 
tramway were extended to Mona Vale settlement in that 
district would increase before long. It is a suitable place 
for immigrants from the Old Country who could be settled 
on small farm blocks in the vicinity. People have already 

taken up small holdings there for se .:tlement purposes. 

300. Between Pittw ater-road, on the one side, and Sea- 
view-street on the other side, according to the plan which 
you submit to the Committee, there are a large number of 
blocks of 60-feet frontage, all of which are held by people 
who are only waiting for the tramway to be constructed in 
order to build and become pe rmanent residents there ?— 
Yes, there are hundreds of acres there suitable for settlement. 

301. Do you believe that considerable permanent settle- 
ment would result from the construction of the tramway 4 
—Yes. If the tram fare were made cheaper than it is now 
on the trams from Manly to Narrabeen, the Mona Vale 
district would go ahead by leaps and bounds. 

302. Would you expect much settlement from 1 mile 
north of the bridge, on the flat ?—There is only about 300 
yards of really flat land not suitable for building on. Ahead 
of that there is a beautiful district. Mrs. Collins has cut 
up her land to considerable advantage, although part was 
condemned by the Water and Sewerage Board. It is all 
built on now. When all the land in the Mona Vale dis- 
trict, including the Salvation Army land, which is being 
sold, is settled, it will become the main centre of Pittwater. 
The present motor bus service is too dear, and sometimes 
you cannot get a bus when you want one. The boy scouts 
had to wait until 10 o’clock this morning to get away in 
the buses, although they wanted to go home ee night. 

503. Do you regard the proposed - tramway from Narra- 
been to Mona Vale as a section of a future extension to 
Newport !—Yes. 

304. Does the Pittwater-Newport district in itself attract 
poral, or 1s it the country between Narrabeen and Mona 
Vale !—The Newport people say that they will be satisfied 
with the Mona Vale tram. The residents of Bayview and 
Church Point are also satisfied with the Mona Vale tram- 
way proposal. Many of the people who go to Bayview and 
Church Point have their own motor cars, but there are 
other people who want the tram. In order to show you 
what the district is, I have brought with me my cheque- 
book, and if you wish it T am willing to show it to you for 
your own information, Where there are now four store- 
keepers in Mona Vale, there would be one hundred after 
the construction of the tramway. 

305. Did you attend the last public meeting on the 
question of the tramway when a suggestion was made about 
imposing an annual levy on the people !—Yes. 

306. Did you agree with that suggestion?—Yes. We 
were quite prepared to fall in with the suggestion. But it 
is the wish of the local residents that the tram fare should 
be reduced. We consider that sixpence fare for barely 
2 miles is not in the interests of all concerned, but we 
are prepared to leave the matter of the fare to the Railway 
Commissioners. If we cannot get the tram without 
penalties we shall have to pay, but we feel that a sixpenny 
fare should not be charged. 

307. Mr. Doe,| Seeing that the tram already runs 8 
miles from Manly to Narrabeen and that if the line is 
extended to Mona Vale it will run 103 miles, is 
it not getting beyond the limit of useful tram service 
owing to the time involved in such a journey?—We 
believe that the trams are now delayed at the existing 
terminus for longer than they would take to run down to 
Mona Vale and back. Very little additional time would 
be needed in running to Mona Vale. Then there is the 
matter of the North Shore Bridge. When that and the 
Mona Vale tramway are constructed Manly might be cut 
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off altogether, when the tram could run across from the 
Sydney-road at Condamine-street. We shall be hit nearly 
one-third of our taxes for the North Shore Bridge. 

308. What size are the blocks to which you have 
referred ?—Many of them have not yet been cut up, but 
there are estates all over the place. We should be pleased 
to show the Committee over the ground. 

309. There is already a heavy and increasing loss on the 
Manly—Narrabeen tram ?—You could not expect anything 
else, but it will pay later on, Both Collaroy and Deewhy 
are becoming like little cities. You must expect a loss for 
a year or two to allow building to take place 1 in the district 
served by the tram, The proposed extension would help 
to bring revenue to the existing tram because it would 
bring traffic to the line. 

310. When there were only a few houses at Narrabeen 
the loss on the tramway was £7,000 per annum, and since 
the number of houses have increased, the annual loss has 
gone up, and last year it was £15 000 odd, so that with 
the increase of population the annu: al loss on the tramway 
scems to have become greater ?—There must be something 
wrong somewhere, It may be because of the cost of 
upkeep. ‘There are men in the Mona Vale district who 
have waited twenty-six years for this tram. 

OL, ee, Mahony. | What is the land in the Mona Vale 
district used for ; is it suitable for residential purposes /— 
Yes, all of it. Close to the route of the proposed tramway 
it has been cut up for residential purposes. ‘The Salvation 
Army land is all suitable for residential purposes. People 

could go out there and make their homes and have little 

vegetable gardens and poultry runs. One resident in my 
district aN has 4 acres, is said to have made £700 out of 
beans which he has grown, 

312. Is the land Suitable for residential purposes on the 
eastern side of the proposed tramway 1—Yes, and on the 
wertern side too. 

313. I suppose the land further west is generally used 
for farming ?—Yes, some of it, but there is some very suit- 
able residential land on the western side of the route, and 
much of it is elevated. 

314. The tramway would not be suitable for the trans. 
port of farm produce !—!t could be made suitable. 

315. Do not you consider that for a district of this 
description an electric railway is much preferable to a 
tramway ?—There is a proposal to run a train from Gordon 
to the Narrabeen district, but the Mona Vale and Pitt- 
water people want direct service with the city, and the 
tram would give us that. 

316. You have now direct service from Narrabeen to 
Manly by tram, where at have to tranship to the city. 
Ts not that a long service ’—Much of the produce grown 
in the Mona Vale—Narrabeen district would be sold in the 
Manly market. It is so sold at the present time, 

317. Is not 104 miles rather far for a tram service ?—It 
is a long way. 

318, Would the tramway be likely to pick up any inter- 
mediate traffic which would assist in increasing the 
revenue /—Yes, at Warriewood, for instance, where there 
are about 200 people. 

319. How many people live in the Mona Vale district? 
wey know of about 500. There may be 1,000 for all I 
know. 

320. Where are the big estates in the vicinity of the 
proposed tramway 1—There are the Rocklily estate, the 
Brock estate, and on the west of Brock’s estate there is 
another estate. There are hundreds of acres of land there 
suitable for residential settlement. 

321. Are they being cut up for settlement at present ?— 
Much land in the district has been cut up. Warriewood 
estate has been disposed of. The Rocklily estate has not 
all been cut up. Much of the Brock estate has been cut 
up, but is being held in anticipation of the tram coming. 

322. What is the land like on the western side of the 
road, and on the northern side of the lake ?—After you 
pass Greenhills there is a flat, but the remainder of the 
land is suitable for residences. ‘There are only about 20 
acres of lowlying or marshy land which is unfit for any- 
thing. 












Witnesses—J. Baker and G. B. Maisey, 3 April, and E. . 


323. I understand that the land on the eastern side of 
the road, held by the Salvation Army, is cut up ?—~Yes, 
and it would settle thousands of people. 


George Benjamin Maisey, master baker, Mona Vale, sworn, 
and examined ;— 


Chairman.| Have you resided long at Mona Vale ? 
—Since 1920. I endorse all that Mr. Baker has said 
regarding the proposed tramway. 

325, During your three years’ residence at Mona Vale 
what changes ‘there have taken place !—I have seen some 
new houses built and some new residents come to the 
district. 

326, What is your opinion of the district as a place for 
occupation of the artisan class !—I think it is a very good 
district in many respects for the working man, because he 
can have his home there and he can go in i poultry- 
farming and vegetable growing. ie sawmills working 
in the district are doing a good ‘trade, and there is mention 
of a big brick-yard commencing operations there. I believe 
the place will go ahead by leaps and bounds if the existing 
tramway is extended to Mona Vale. 

327. Do you regard the district as one suitable for the 
man of ordinary means who works in Sydney ;—would it be 

convenient for him to reside at Mona Vale and come tothe 
city ‘every day?—Yes, with the tram he could do that. 
The motor-car fare is too dear. If he left home at 7 o’clock 
in the morning he should be in Sydney by half-past 8. 

28. That means he would have to travel three hours a 
dee to and from his work. Does that offer a bright pros- 
pect for permanent settlement?—The city and nearer 
suburbs are very congested, and people will have to go 
further out to live. Most of the residents out there depend 
on their own resources for much of their food, 

329. Where are the small farms situated ?—On 
western side. 

330. Do you agree with what Mr. Baker has said, that 
the produce of those farms will find a market in M: anly — 
Yes, I can say that the residents of the Mona Vale dis- 
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J. Doran, 13 July, 1923. 

trict are tip-top pays. A man has not to wait for his 
money there. I have hardly had a bad mark on my books, 
anc the bad marks | have are those of people who came to 
the district last. Asa tourist resort, I may say that on 
occasions I cannot bake enough bread. If it pays to run a 
tram to Narrabeen, it would do no harm to extend it 24 
miles further on. The majority of the people who come to 
Narrabeen travel by motor bus to Newport, Palm Beach 
Church Point, and Kuringai Chase. 

331. It is mostly a tourist traffic? 
the summer months it is. But when we get the tram 
there will be a permanent settlement. Mona Vale is at the 
junction of several roads leading to Pittwater, Church 
Point, Newport, and Manly. As Mr. Baker has said, the 
Mons Vale Gisteies would be a suitable one in whie 7 to 
settle immigrants. 

332. Mr. Burke.| What is the average price of land at 
Mona Vale ?—From 30s. to £10 foot, I can buy land 
on high ground in many places not far from the stores for 
a foot. On the main road at Mona Vale a corner 
block was offered to me about a week ago for the purpose 
of building a cottage for #2 10s. a foot. If I took two 
allotments I could have one for 30s. a foot. 

333, What was the frontage ?—I think €0 feet. 

334. Do not you think that the district is too far away 
for a considerable permanent settlement !—No, I do not. 

335, Wet week-ends interfere with the tourist traffic, 
whereas with permanent settlement you have 1egular 
travellers?—We should get permanent settlement there. 
My boy runs the cart through the district. He telis me 
that about 100 houses and week-end places have gone up 
since last Christmas twelve montlis, as far out as Careel 
Jay and around Newport and Church Point. Towards 
Church Point and Newport a continuous stream of materia] 
is being carted from Manly or Sydney. The place must 
be going ahead. 

036. You have noticed % dwellings going up in the 
Mona Vale district. Why do they g0 up at Newport 
which is still further from ae tram ?—In my opinion it is 
because there is a hotel at Newport. 


—On holidays and in 


30s. 
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The Committee proceeded to further consider the expediency of constructing a line of Tramway from Narrabeen to 
Mona Vale. 


Edward John Doran, 


Tramways, sworn 


Traffic Manager, Department of 

and further examined :— 

537. Chairman.| The information you are about to give 
us will relate to both these tramway proposals ?—Yes. 

338. You have some information with regard to the one- 
man tramcar?—Yes, I have prepared some additional 
information with regard to one-man tramway car opera- 
tion on two proposed tramway lines, viz.:—Haberfield to 
Dobroyd Point, and Narrabeen to Mona Vale. I took 
these as being more desirable to get an accurate figure. 
The other proposals were somewhat uncertain as regard¢ 
cost and so on, and I could not come to a satisfactory 
conclusion. In dealing with these lines I have allowed for 
the same mileage and the same revenue as represented 
in my evidence. On the Haberfield-Dobroyd Point pro- 
posal the figures represent the operation of one-man car 
only over the new section. That is to say, it will be a local 
service here. It would not come into the Sydney traffic, 
On the Narrabeen-Mona Vale proposal the figures include 
both one-man and two-men car operation, as the traffic 
would be of such a character as to call for the larger cars 
during week-ends and holidays. The basig of my original 


figures in connection with the one-man car operation was 
formed on the assumption, and for the given, 
that the cost of operation would be approximately 40 per 
cent. less than that for two-men car operation. Under 
this arrangement, therefore, the cost of operation of the 
one-man car on the Haberfield-Dobroyd Point section 
would be 14.01d. per car mile, as against 23.35d. 
mile under two-men ear operation; and on the Narrabeen- 
Mona Vale section the cost of one-man car operation would 
be 18.55d. ear mile, as against 30.93d. per car mile 
under two-men car operation. The estimated loss on the 
Haberfield-Dobroyd Point proposal under two-men car 
operation is £2,540, and under one-man ear operation, £420 
per annum. On the Narrabeen-Mona Vale proposal the 
estimated loss under two-men car operation is £4,894, and 
under the dual operation of one-man and two-men ears, 
£3,678 per annum. That is to say, the cost of operation 
it Manly is much heavier than in the city. It is about 7d. 


reasous 


per car 


per 


a mile more. 

339. Mr. Travers.] On each of the two lines you refer 
to the passengers would leave the one-man car to join up 
with the two-men ear, if they were going further ?—Yes, 
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Witness—E. J. Doran, 13 July, 1923. 


340 In ‘tonsidering your estimates, haye you based 
theni on the cars carrying an equal number of passengers 
—that is to say, would your one-man car carry as many 
passengers as your two-men car?—The seating capacity of 
a one-man car is about thirty-two; it could be made more or 
less. A two-men car would carry from fifty-five to eighty. 

341. In the event of a rush of traffic during the early 
hours of the morning or in the evening, how would you 
cope with it, with a one-man car? Would it necessitate 
having to put two-men cars on?—It might be necessary, 
or we might be able to divert one of the two-men cars for 
a trip or two, as occasion demanded. Tor instance, if 
there was anything special on out Mona Vale way we 
might put a two-men car on. 

342. I take it that you are of opinion that the one-man 
ear would suit the local traffic between Haberfield and 
Dobroyd Point, and Narrabeen to Mona Vale, from the 
point of view of passenger accommodation, as well as the 
two-men car’—Yes, except during the week ends at Mona 
Vale, when we probably would have to put on the two-men 
ears. On holidays we carry up to sixty car loads of people 
to Narrabeen, and a percentage of those would go on to 
Mona Vale as tourists. 

348. Have you allowed for that in making up your 
estimates ?—Yes, 

344. In both cases?—In the case of the other line the 
heaviest traffic probably would not require a two-men Car. 

345. Are you quite satisfied as to the safety of the one- 
man car?—That is its special feature. It is a safety car. 
Tt has unique safety appliances, both as regards air brakes, 
sand gear, and door equipment. 





346. Have the Railway Commissioners expressed any 
definite views regarding the use of the one-man cars, and 
their practicability ?—Not so far as I know. 

347. The information you put before us to-day is in 
regard to these two proposed tramways. How would it 
effect other proposals which have been made, and are 
under the consideration of the Committee? Would the 
one-man car apply to them? You have expressed an 
opinion about the Lyon’s-road tram?—Yes, and there is 
one to Watson’s Bay. I should not think the traffic there 
over a long period would call for more than a one-man car, 
except as regards week-ends. 

348. And the Curl Curl to Freshwater line?—I got out 
an estimate some time ago from which it appears that it 
would be necessary to have a two-men car there except 
between the hours of 10 o’clock and 4, and from 8 o’clock 
to the finish. We would need to have a dual operation 
there. While the figures in that case are somewhat old, 
they estimate the loss at £2,337, and, taking into considera- 
tion the difference between the one-man car and the two- 
men car, it would be £1,900. Of course, it is only an 
estimate, We do not know how the place will grow, but 
we think that over a long period of the year the one-man 
ear would be sufficient in the middle of the day. This is 
based upon figures that were got out in 1921. I do not 
put them forward as being up-to-date figures, but they 
would be approximately correct. I think the cost of opera- 
tion of a one-man car generally would be 40 per cent. less 
than the other. In Invercargill, New Zealand, the plat- 
form expenses are 50 per cent. less, but the electrical costs 
there are somewhat higher, because the one-man ear is 
equipped with electric brakes. 





349. Can we take it that the one-man car could be 
applied more or less to all the tramways that are under 
the consideration of the Committee ?—Yes, I think so, and 
to some of the existing steam tramways, but I do not know 
what policy the Commissioners would adopt in regard to 
it. We must soon electrify the Arncliffe-Bexley tramway, 
and with a quick electric service, as we shall have on the 
railways, we must have a quick and more frequent electric 
tram service to connect up. 

350. You only recommend that for connecting lines, not 
for main city lines?—Yes, except between the Circular 
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Quay and Woolloomooloo; that is the only one in the city. 
The traffic there is very light, and does not call for a big 
car. |e (3 


851. Mr. Drummond.] In regard to the Haberfield to 
Dobroyd Point proposal, when you were giving evidence as 
to the financial side of it, I asked you this question, and 
you gave this answer :— 

Do you regard this line as one whose full utility will not 
be obtained unless there is the further extension ?—Yes. 
This is oniy a very short section. You cannot extend the 
line further than the water’s edge. If the proposal I favour 
were carried out it would, I admit, divert some traffic to the 
railway, but I would be glad of such relief at the busy times. 
In regard to the financial aspect, that has been greatly 
altered by the safety car proposal. Do you still think, 


- quite apart from the financial aspect, that it is desirable 


that that through connection should be made?—I think I 
did say that it is the policy of the Commissioners to try 
to get connections made to the railway rather than to bring 
additional trams into the city. Every new line means 
additional congestion. If we can get connections to the 
railway it will relieve us considerably. A connection 
across there would be of considerable relief to the Leich- 
hardt trams. 


352. The tram lines which traverse the Parramatta-road 
are loaded to about their full capacity at the peak moments 
of the day ?—When they say as far as George-street West 
they are. They are mingled with the Balmain trams, and 
the Newtown and Cook’s River trams, and the street is too 
congested now. 


oreo 


353. Taking this short length, from Haberfield to 
Dobroyd Point, by itself, in view of the new figures you 
have given, do you regard this proposal favourably, as 
business manager of the trams?—I would say there are 
other proposed lines which are more important than that. 
It certainly would-be a great convenience to people down 
there, but I would not look upon it as an urgent matter. 


For instance, Freshwater is badly served as compard with 


Dobroyd Point, and we are oniy just starting on the 
Undercliffe to Forest Hill line, which the Committee agreed 
to some years ago. That was a line we asked for for a 
considerable period. 

354, From the financial aspect, do-you consider that an 
approximate loss of £420 on that length of line is a serious 
detriment to the proposal being carried out ?—No, I would 
estimate that that loss could soon be wiped out. 

355. From that point of view it could be regarded as 
reasonably sound. Now, taking the other proposal in 
relation to the operation of these cars. Owing to the fact 
that you would only be working the one-man car for a 
proportionate time, the proportionate reduction in the loss 
would not be nearly so great—say, in connection with the 
Freshwater proposal?’—That is so. 

.356. In regard to the Narrabeen-Mona Vale proposal, at 
the conclusion of your previous evidence you gave figures 
showing the loss on the Manly tramway system. You 
said :— 

The indications are clear that the more we spend on tram- 

way extension the worse the financial position becomes. The 
population is not there to create the revenue. 
Taking into consideration the fact that there is an esti- 
mated reduction of £1,200 in regard to the operative costs 
of this proposal by using one-man ears, do you think 
that sufficiently alters the position to make it a reasonably 
sound proposition, from the Committee’s point of view ?— 
No, I do not. I do not look upon an extension there with 
any degree of satisfaction at all. I think there are other 
districts requiring services before that is accomplished. 

357. Taking the line which is already in existence, from 
Manly to Narrabeen. Have you noticed any extensive area 
of land already served with a tram line which is not yet 
occupied ?—A good deal of it. 

358. Do you think it is a reasonable proposal that that 
Jand, or a reasonable proportion of it, should be brought 












































































































a 


21 


under effective occupation before an extension is made*— 
I certainly think the tram is extended quite far enough, 
for a fairly long period to come. 

359. I suppose that in certain conditions a number of 
these lines must show a loss until development takes place. 
That is to say, if you carry a line into a district where 
there is not very much building, until that building 
becomes an accomplished fact you expect a financial loss ?— 
Yes. But in regard to this line, it seems to be getting 
worse every year. I mean the Narrabeen line. 

360. From the figures you supplied to the Committee, 
there seems to have been a progressive loss, which now 
stands at £100,000, and in view of that fact you think a 
further extension is hardly justified at the present Junc- 
ture ?—TI do. 

361. You anticipate a certain loss. Do you anticipate 
using the one-man car on any other extension of the 
tramway system?—That would depend upon the policy of 
the Railway Commissioners. 

362. Has it been practically decided to give them a trial? 
—No. 

363. So that the value of this to the Commissioners is 
dependent upon whether the Commissioners later decide 
upon that policy ’—Yes. 

364. Assuming that they do decide to try out the one- 
man car, can you give the Committee any idea as to the 
length of time which would elapse after they reach that 
decision before the cars could be installed?—No, I could 
not tell you that. They would have to indent the equip- 
ment, and that would take time. 

365. You have a number of lines at the present time 
upon which the one-man car could be tried without seri- 
ously interfering with the existing traffic arrangements ?— 
Yes. 

366. It is not absolutely dependent upon the construction 
of these particular lines as to whether you will be able to 
try out that one-man car?—No. 

367. So that even if the Commissioners decide to try that 
out, you would have other lines upon which the results could 
be demonstrated, which would be a guide to the Committee 
on the financial aspects of the various proposals?—Yes. I 
have one in my mind: the line from Botany to La Perouse. 
There is very little traffic on that line, and a one-man car 
could be run there, except at the week-ends. 

368. Has there been any improvements, as regards the 
trams, in regard to the lessening of costs, or the increasing 
of the revenue, during the last financial year?—I could not 
say, except that the Commissioners made a statement a 
few weeks ago in which it was said that a surplus was 
anticipated. The working costs are remaining about the 
same. There is a slight reduction, I think, but we will 
not know until the Commissioners’ report comes out next 
month. 

871. The ordinary car?—Yes. 

370. Mr. Burke.] When you speak of one-man or two- 
men cars, do you mean the two-men cars to be the ordinary 
ears that are running, or safety cars?—The two-men car is 
the eighty-seat car. 

371. The ordinary car ?—Yes. 

872. And the reason why you would have to operate the 
two-men car on the Mona Vale line at week-ends would be 
the big traffic ?—That is right. 

373. The one-man car would not operate very well in 
those circumstances?—We would not put on a one-man 
ear in the erush-Joading times. The one-man car could be 
used, if the Commissioners thought it desirable, to run two 
or three sections, as a relief to the heavier car, or to pick 
up passengers for certain sections only. 

8374. The difficulty in regard to the one-man car would 
be its lack of capacity to carry the people ?—For excursion 
traffic, yes. 

375. And as regards through traffic?—We would not 
propose to put it on the through lines, unless we put it on 
to run through with Narrabeen or Collaroy passengers 
only. 





Witness—E, J- Doran, 13 July, 1923. 


376. For ordinary passengers you would run the ordinary 
service ?—Yes. 





377. In your statement you say that the cost of opera- 
tions would be approximately 40 per cent. less. You say :— 

The estimated loss on the Haberfield-Dobroyd Point pro- 
posal under two-men car operation is £2,540, and under one- 
man car operation £420 per annum, 
What is the reason of the very great difference there, when 
you have stated previously that there is only 40 per cent. 
difference in the operation of the two?—The interest 
charges would be £1,240, and the working expenses £5,299, 
making a total of £6,539. The estimated revenue is £4,000, 
leaving a loss of £2,539 under the old system. Under the 
one-man car system the interest would be the same, and 
the working expenses would be £3,178 for 54,000 car miles. 
The total expenses, therefore, would be £4,419, and the 
revenue would be £4,000, making a loss of £419. 

378. The difference is evidently not 40 per cent., is it ?— 
That is in the operating charges—the actual handling of 
the car. The power expenses, I think, would be somewhat 
different, but just what they would be we could not say 
without actual experience. 

379. The difference is mainly made up by extra overhead 
charges, interest, and so on ?—Yes. 

380. It is a big difference ?—A big difference. 

381. Mr. Mahony.] Is the particular type of one-man 
car you have in mind in use anywhere?—Yes. It is used 
universally in the United States of America. Almost 
every company has some of the one-man ears, and the same 
car is in use at Invercargill. In Victoria they have some 
converted cars. They_are old cable cars, which we used 
to have at North Sydney. They have been converted into 
one-man cars, but the Commissioners would never agree 
to those. 

382. You know the car in Ballarat?—That is the one I 
am speaking of. I hope you will not put that one down as 
a modern one-man car, which would be a palace alongside 
that. “ 

383. Are they generally considered as being safe?—Yes. 
When I was in Kansas City I had a look at them, and the 
president of the company told me—I am speaking from 
memory—that up to a certain date they had carried 
2,500,000 passengers for a given period, without any acci- 
dents. 

384. Suppose the driver of a one-man car were suddenly 
taken ill. How would the car act then, if he had his hand 
on the lever ?—Well, once his hand is off the lever the car 
stops. Sand is applied to the rails, and the doors are 
automatically unlocked. I think that at an early stage of 
the inquiry I said something as to an expression of opinion 
from the Commissioners in regard to the one-man car. It 
is on page 5 of the printed report of my evidence, given 
on 19ta January, 1923, and is as follows:— 


One-man Electric Tramcar, 

With regard to the proposed operation of the one-man car 
in Sydney, the Railway Commissioners would be opposed to 
running this type of car in crowded or congested thorough- 
fares, where the drivers would have to issue tickets and give 
change, as this would considerably hold up the traffic. One- 
man cars, however, could be run with advantage on certain 
non-paying lines, or in new districts connecting with the 
main lines, where the cost of two-men car operation would 
be prohibitive, or on certain existing lines where the traffic 
is light. 

385. Mr. Travers.| That would be mainly your own 
opinion ?—No, that statement was made after a consultation 
with the Commissioners. At an earlier period of the same 
day under the heading of “ Traffic Transportation,” at the 
beginning of my evidence, I said :— 

The Commissioners consider that the present is not an 
opportune time to carry out new works, by reason of the 
fact that some of the electrical apparatus is still in the 
vicinity of double the price it was a few years ago, and all 
other materials are still at a very high price. Power pro- 
duction costs are still high, and from a financial point of 
view there is nothing attractive in any transport proposition 
at the present moment, unless it be a motor bus service 
running over a road maintained in first-class order by some 
body else, 
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FRIDAY, 24 AUGUST, 1923. 


Present:— 
- The Hon. W. T. DICK (CHairman). 


The Hon. Joun Travers. 
The Hon. Roperr Manony. 
Francis Micnarn Burkert, Esq. 


The Committee proceeded to further consider the expediency of constructin 


WiLuiaM Cameron, Esa. 
Brian JAMES Dor, Esa. 
Davin Henry DrummMonp, Esa. 


a line of Tramway from 


oO 
a 


Narrabeen to Mona Vale. 


James Hepburn Tindale, Salvation Army officer, 69 
Goulburn-street, Sydney, sworn and examined :— 

386. Mr. Burke.| The Committee understand that the 
Salvation Army has a fair area of land near Mona 
Vale?—Yes. 

387. It has been stated by witnesses that the Salvation 
Army was likely to subdivide that land in the event of 
the proposed line being constructed. Is that the case ?— 
We intend doing so. We have a plan out for that pur- 
pose. The blocks will average about 50 feet frontage, 
and wherever possible, the depths will be 150 feet. The 
area of the land is nearly 300 acres. 

388. Do you know the district well ’—Fairly well. 

389. Can you say definitely when that area will be 
subdivided?—A plan has been submitted to the council. 
We do not expect it will be on the market till next season. 

390. Will you subdivide irrespective of whether the line 
is built or not?—Yes, 

391. What do you expect will be the average price of 
the land?@—Onur Collaroy land brought about £5 a foot. 
A good deal of the land on the headlands will probably 
bring more, but I think on the average we will get 
somewhere about £5 a foot. 





392. Mr. Travers.| How far is the Salvation Army 
land from the terminus of the Narrabeen line?—It ix 
immediately north of the lagoon—about a mile from the 
present terminus. ; 

393. Is the whole of the area suitable for residential 
settlement —On the whole, yes. There is a little swampy 
ground, a portion of which we proposed to give as a 
reserve. 

394. What is the number of blocks in the subdivision ? 
—1174. 

395. Is it the intention of your organisation to have 
any building restrictions ?—There will be a covenant that 
no house of less value than £400 shall be erected. 

396. Tlas the Collaroy settlement been all built on?—No, 
not by any means. 

397. Has the whole of the blocks there been sold?—AIl 
except half a-dozen. 

398. Does the area of land already referred to represent 
all the land your organisation has between Narrabeen 
and Mona Vale?—I presume so. We have another block 
on the town side of Narrabeen. 

399. The whole of the land proposed to be subdivided 
is on the ocean side of the proposed line?—Yes. 





WEDNESDAY, 31 OCTOBER, 1923. 


Present:— 


The Hon. Jonn Travers. 
The Hon. Ropert Manony. 
Francis Micuart Burke, Esq. 


The Hon. W. T. DICK (Cramrman). 


WILLIAM Cameron, Esq. 
Brian JAMES Dor, Esa. 
| Davin Henry DrummMonp, Esa. 





The Committee proceeded to further consider the expediency of constructing a line of Tramway from Narrabeen to 
Mona Vale. 


William John Morris, Secretary to the Railway Commis- 
sioners of New South Wales, sworn, and examined :-— 


400. Chairman.|] You have a statement to make with re- 


spect to the use of one-man tram cars on new tram lines? 


—Yes. It is as follows :— 


N.S.W. Government Railways and Tramways, 
Office of the Commissioners, 
Sydney, 19th October, 1928. 


The Secretary, Parliamentary Standing Committee on Public 

Works, Parliament House, Syduey. 

Subject: Use of one-man tramway ears. 

Reference: Your letter of the 80th August last. 

With reference to letter of above date, asking for infor- 
mation as follows :-— 

(a) A statement showing the policy of the Railway 
Commissioners in regard to the use of the one-man 
car, so far as it applies to the expediency of con- 
structing the following proposed tramways, the sub- 
ject of inquiry by the Committee: 

Along Lyon's Road, Drummoyne, to Five Dock, 
Haberfield to Dobroyd Point, 

Narrabeen to Mona Vale, and 

Curl Curl to Freshwater. 

(db) A further report on the proposed tramway along 
Lyon’s Road, Drummoyne, to Five Dock, particu- 
larly in view of the evidence submitted by Mr. Mor- 
gan, Town Clerk, Drummoyne, as to the develop- 
ment of the district to be served since the Com- 
mittee’s former inquiry in 1920, 


I beg to inform you that the matters have had considera- 
tion, 


DRUMMOYNE ‘to IiveE Dock. 

With regard to the question relating to the use of one-man 
cars, I am to state that the operation of these cars is claimed 
to effect a reduction of 40 per cent., and, after allowing for 
an increase of 10 per cent. in motormen’s wages, in consid- 
eration of the additional duties required to be performed, 
an estimate of the financial result of operating the Drum- 
moyne to Five Dock section prepared in November, 1922, was 
as under :— 

Electric tramear, two-men operation—EKstimated annual 
loss, £2,504, 

Electric tramcar, one-man operation 
loss, £854. 

This estimate was based upon a revenue of £3,800 per 
annum being obtained, but an up-to-date estimate has been 
made, and it is now considered that the revenue to be derived. 
assuming the ’bus be discontinued, would be £3,600 per annum, 
or an increase of £800 per annum, reducing the estimated 
loss to £554 per annum under one-man car operation. 

If this line were constructed, it may be necessary during 
the business hours to run a car of larger seating capacity on 
a few trips, and the probability is that there would be 
strong agitation for a through service to be maintained, In 
view of the rapid development in the district and the prob- 
ability of a continuance of this development, it is considered 
that, if it be decided to construct the line it would, within 
a short period, be necessary to utilise the ordinary electric 
cars, When the one-man car could be tried elsewhere, 


Hstimated annual 





TIABERFIELD TO DoBprRoyp POINT. 


So far as Haberfield to Dobroyd Point is concerned, the 
operation of one-man cars Over this section would meet the 
requirements of the local traffic, but, in relation to the through 
traffic, it would not be satisfactory. The Haberfield to Dobroyd 
Point section is only 59 chains and on a short section like this 


it is doubtful what patronage a local service would receive, 
while the Drummoyne to Fivedock section is a distance of 
approximately 1} miles, which would obviously convenience 
a number of people living at a much greater distance from 
existing facilities. 

I might point out that the Commissioners’ view is that, 
as far as possible, tramway services should be connected 
with the suburban railways rather than bring additional 
traftic into George-street, which is already overcrowded, and 
if the Dobroyd Point section were constructed its terminus 
should not remain at Haberfield. connecting with the Circular 
Quay-Abbotsford service, but should be extended to Ashfield 
to connect with the Main Suburban Railway, as is the case 
with regard to the services from Summer Hill to Hurlstone 
ark, and between Canterbury, Petersham, and Balmain. 

Even if a system of transfer were introduced, whereby 
the same fare would be charged as if a through service were 
run, it is not considered that the service would be popular 
on account of the inconvenience occasioned owing to chang- 
ing at Haberfield. 


NARRABEEN TO MONA VALE, AND CURL CURL TO FRESHWATER. 

With reference to the service from Narrabeen to Mona 
Vale, similar remarks apply, and so far as the proposed line 
from Curl Curl to Freshwater is concerned, one-man cars 
would not meet the traffic requirements for the major por- 
tion of the year. 

Regarding the request for further inforamtion on the pro- 
posed tramway along Lyon’s Road, Drummoyne, to Five 
Dock, particularly in view of the evidence submitted by the 
Town Clerk, Drummoyne, as to the development of the dis- 
trict since the Committee’s former inquiry in 1920, as above 
stated, there has been rapid development in the district, with 
a probable continuance of same. It might be mentioned, 
however, that a fair proportion of the development in this 
particular district is within easy walking distance of exist- 
ing tramway facilities. Nevertheless, as stated, an up-to-date 
estimate indicates the probability of the revenue being in- 
creased to £3,600 per annum, an increase of £300 per annum, 
which would reduce the estimated loss to £2,264, 





Witness—W. J. Morris, 31 October, 1923, 
> 

In conclusion, I may state that the operation of one-man 
cars in America has proved both economical and successful, 
and the Commissioners consider it would be advantageous to 
operate the Lyon’s Road, Drummoyne, to Five Dock line by 
means of one-man cars as an experiment, with a view to 
testing their suitability in New South Wales, 

The development within this particular district is such as 
will, in their opinion, warrant the provision of tramway 
facilities within a reasonable period, and, even if the opera- 
tion of one-man cars were found to be unsuccessful, the line 
could then be operated by means of the ordinary electric cars, 


W. J. Morris, Secretary. 


401. Mr. Druwmmond.| What steps have the Commis- 
sioiners taken to obtain the cars in question ?—No definite 
steps. Inquiries have been made and certain information 
obtained, which I understand has been placed before the 
Committee by Mr. Doran. 


402. From the information which you have obtained, 
are you satisfied it would be an experiment worth trying? 
—Yes. 

403. Mr. Burke.] You stated it may be necessary to put 
two-men cars on during the busy hours’—The Commis- 
sioners consider Lyons Bay road would be a suitable line 
on which to test the one-man car. If it is necessary to 


run a two-men car Wwe can do so. 


404. Would that materially increase the running ex- 
penses ‘—No; the cars would be interchangeable. 

405. It would not materially affect the working expenses? 
—Only to the extent I have shown. 

406, Would you think £500 a moderate loss to begin 


with for a tramway service?—I haye not consulted the 
Commissioners on that question. 
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